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-Introduction 

0 gden, Uta h, has been known for ma ny yea rs 
as the "Crossroads of the West" As one 
looks at a map of the western nited Sta tes, 

the reaso n is obvious, especia lly if it 's a railroad map 
that pre-dates today's publicly funded highway sys­
tem. The construction of railways through Ogden 
made it a geographica l crossroad s, a nd it remained so 
right through most of the 20th Centu ry, up until 
merger mania began to sweep the nation 's western 
rai lroads during the late 1970s and through the 1990s. 
With the merger of Union Pacific Railroad and 
Western Pacific Railroad in 1982, UP's connecti on to 
the San Francisco Bay area was no longer Southern 
Pacific at Ogden , but instead , SP's much smaller 
competitor , Western Pacific, through Salt Lake City. 
With the merger, the traffic pattern s of rail cars 
through the Ogden rail yard s changed forever. The 
number of trains moving through Ogden fell dramati­
ca ll y when Southern Pacific bega n diverting many 
more ca rs to its own east-west route thro ugh the 
Southwest and Texas. Still more cha nges a re on the 
horizo n wi th the September 1996 merge r of Union 
Pacific a nd So uthern Pacific. 

From the day the first ra ils entered Ogden in 
1869, rai lroads have pl ayed a n importa nt a nd insepa-

rable pa rt in the city's economy a nd its sense of who 
it was . Befo re the improved high way system came 
during th e la te 1940s a nd early 1950s, railroads a nd 
O gden rode the eco no mic roller coaster together -
when th e nation 's railroads hit rocky gro und , so did 
the city. But eve n with the highways and their never­
ending truck , bus, and private auto competition, 
nearl y everyone in Ogden either worked fo r the 
railroad , o r knew someo ne who did. Wo rking fo r the 
railroad mea nt tha t yo u had an importa nt job, tha t 
you made good wages, and that yo u were co ntribut­
ing yo ur part . Boys drea med of being a ra ilroad 
engineer. During much o f thi s century, rai lroads were 
a n everyday part o f life. Before World Wa r U, ma ny 
people in Ogden didn ' t own a car, or owned o nl y o ne 
car, a nd rode the streetcars downtown, or rode the 
electric tra ins of the Ba mberger to Salt Lake, o r th e 
Utah Id a ho Central to Loga n. When the fa mily 
traveled , it went by train to visit relati ves in Seattle, 
or California , or so mewhere in the Midwest. "Travel 
By T ra in. " " Wo rkin ' On The R ailroad." These two 
phrases summarize what many loca l residents thought 
of railroads. a nd what many residents today remem­
ber of rai lroads . This, then , is the story of ra ilroads 
and railroading in and around Ogden , Uta h . :-'< 
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Until the completion of a 
through route to Los 
Angeles in 1905, and the 
construction of Salt Lake 
City's Union Station in 1908, 
Ogden 's depot was the 
focus of railroad passenger 
service in Utah. This 1904 
view shows Union Station 
from its northeast corner. 
(J. E. Stimson, LOS Church 
Archives) 



1. Union Pacific Rails Come to Ogden 

0 n M a rch 8. 1869. ra ilroad ra il s ca me to 
O gden fo r the first time. The celebra ti on o f 
th e fi rst rails was repo rted in the O gden and 

Sa lt La ke City newspapers, speculati ng as to the 
significa nce o f the event. While it was bi g news loca lly, 
it was just one cha pter in a n un fo ldin g d ra ma o f 
na ti ona l significa nce, the co nstruc ti o n o f th e tra nscon­
tinenta l line tha t wo uld help unify a recent ly di vid ed 
nat ion a nd become part o f the hea lin g from the 
wo unds of th e bloody C ivil Wa r th a t had ended just 
fo ur yea rs befo re. The bui ldin g o f the t ra nsco ntinenta l 
Pacific Ra il road d ur ing the 1860s wo uld be a public 
wo rks project so mass ive tha t it wo uld no t be ma tched 
fo r anoth e r 40 years, with the com pleti on o f the 
Panama Ca na l. 

The sto ry of the buil d ing o f the Centra l Pacific 
a nd th e U ni on Pacific has been to ld many times, and 
by many people . However, a brie f review o f U nion 
Pacific's sta rt is in o rd er here. C ha rte red by the Pacific 
Ra il way Act o f 1862, the U ni on Pacific Ra il Road was 
o rga nized in Bosto n o n October 29, 1863 . T rack laying 

bega n at Oma ha d urin g July 1865 a nd was completed 
to Fremont, ebras ka T errito ry, by Janua ry 1866. A 
yea r la ter, in Janua ry 1867, t racks had been completed 
to No rth Platte, eb., a nd 11 months la ter , tra in s were 
running into C heyenne, Wyo. UP track-layin g c rews 
pushed the t racks across W yomin g ra pid ly after reach­
ing C heyenne durin g mid-November 1867 . By Decem­
ber 4, 1868, the c rews reached across th e new W yo ming 
Terr ito ry to Eva nsto n . 

During the las t week o f D ecember 1868, t racks 
fo rma ll y ente red U ta h Te rrito ry a t Echo Summit nea r 
present-d ay Wa hsa tch, a t the head o f Echo Ca nyo n. A 
tunnel was still under construction th a t wo uld ta ke the 
tra in s under the summit. but until it was fini shed , the 
summit was crossed using a pai r of tempora ry switch­
back t racks. Within two weeks, on Ja nua ry 15, 1869, 
th e line was completed down Ech o Ca nyo n to the 
set t lement o f Echo C ity, where Echo C ree k jo ined the 
W eber Ri ve r. Seve n d ays la ter, on Janu ary 22nd , the 
ra ils we re la id to a po int tha t was 1,000 miles fro m the 
sta rtin g po int at O ma ha. A 90-foo t-hi gh pine t ree was 
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Union Pacific 's Ogden 
roundhouse at the height of 
steam operations. The 135-
foot turntable was one of 
four on Union Pacific (and 
the largest locomotive 
turntables ever built). The 
other three were at Green 
River, Laramie, and 
Cheyenne, Wyoming. These 
four locations were the 
maintenance centers for 
UP's 25-locomotive fleet of 
4-8-8-4 Big Boy engines, 
designed and purchased 
specifically to conquer the 
65-mile grade from Ogden to 
Wahsatch at the top of Echo 
Canyon without additional 
helper locomotives. (Union 
Pacific Museum Collection, 
Negative 15387) 



well es ta blished within abo ut 30 feet of that poi nt a nd 
it immedia tely became kn own as '·Tho usa nd Mi le 
Tree," which remain ed as a la nd ma rk to passin g tra in s 
until its remova l in September 1900 . That sa me po int 
today is actua ll y 960 rail roa d mil es from Oma ha , d ue 
to man y ri ght-o f-way rea lignments ca rried o ut over the 
yea rs. T o co mmemora te the Tho usa nd Mile Tree, in 
1982 Uni on Pacific planted a new tree a nd e rected a 
commemo ra tive sign a t the o ri gina l 1,000 mile point. 
It has grown to abo ut 15 feet high a nd is visibl e from 
lntersta te Highway 84 nea r U ni on Pacific's t racks, 
between Devils Slide and Henefer. 

As th e compa ny's track-l aying crews were peed­
ing across Wyomin g, Uni on Pacific in May 1868 
co nt rac ted with Brigha m Young, as president of The 
Church o f Jesus C hri st of La tter Day Sa ints (the 
Mormo ns), to build the roadbed a nd grade from the 
top or Echo Summit to Great Salt Lake. The sco pe o f 
constructi o n was later extended 80 mil es wes t to the 
top of Pro monto ry Summit. A s pa rt of the co ntract, 
UP agreed to provide free tran sporta tion from Oma ha 
for the co ntracto r's men, too ls. a nd tea ms. a nd to 
provide, a t cost, a ll tools and ma teri a ls necessa ry for 
the co nstructi on. Subcontracto rs fo r Brigham Yo ung 
included his sons Joseph A . Yo un g, Brigha m Yo un g 
Jr., and John W . Young, a long with John Sha rp, 
Brigha m Young's close friend , business associa te, a nd 
persona l a tto rney . The $2,125,000 grading co ntract 
was signed on May 2 I, 1868 at the Continenta l Ho tel 
in Sa lt La ke C ity, between Brigham Yo un g, a nd , for 
Union Pacific, Samuel R eed. 

UP completed construction to the mo uth o f 
Weber Ca nyon by February 28, 1869 , laying ties a nd 
rail s on the grade completed by the M orm ons. The tent 
town th a t sprang up a t the end o f t rack was ca lled 
Uinta h, which beca me the stage stop fo r Sa lt La ke C ity 
and points so uth . U inta h was close r to Sa lt Lake C ity 
tha n O gden a nd remained the principle stop fo r Sa lt 
La ke C ity-bo und passengers, a t leas t until th e U tah 
Central was co mpl eted in Janua ry 1870. 

Within a week o f reaching Uinta h, the graders 
had completed the seven miles of line into Ogden, a nd 
on M a rch 8, 1869, Union Pacific opera ted th e first 
train into the city. In anticipation , a week befo re, o n 
Februa ry 27, 1869 , the Ogden City Co uncil had voted , 
" th a t a public demo nstra tio n be made on the a rriva l of 
the U . P. R. R. ca rs a t Ogden C ity. Tha t the Ma rsha l 
request Brother Pugh and the ba nd turn out the fl ags 
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to be hoisted . The a rtillery to fire a sa lute. The schools 
to march in process io n, a nd th e citizens to assemble 
a nd welcome it. " The to ta l cost of the Ma rch 8 
celebrat ion was late r pegged a t $66.45. Auth o r Wesley 
Gri swold . in hi s boo k, A Work Of Gian ts, described 
Ogden a t the time: " . . . Ogden was growin g up. There 
was no longe r a loca l bo unty on wol ves, a nd for two 
years now, farm ers had been forbidden to let their 
li vestock roa m at will a mo ng the populace. O gden had 
1,500 citizens, and most o f them turned out to welcome 
the first locomotive, which pu ffed into th eir mid st a t 
11 :20 a. m ." Mea nwhil e. the track layers kept pressing 
west, and a month la ter, on April 8, 1869, the t racks 
were co mpleted a no ther 27 miles to Corinne. 

Wi th the completi on of U nion Pacific west through 
Ogden to Co rinne, a problem of duplicate ri ghts-o f­
way beca me a ppa rent. U P had pushed work as far west 
as M onument Point, a t the far north end o f Grea t Sa lt 
Lake, while Central Pacific, building east from its 
Ca lifornia terminu s a t Sacramento, had co mpleted 
work in Weber Ca nyo n. The amount o f government 
la nd turned over to the two companies through th e 
land grants fro m the Pacific R a ilway Act o f 1862, and 
its amendment or 1864, depended on the di stance tha t 
each compa ny completed , so they were each building 
pa rtia l, pa rallel g rades in hopes o f sna ring as much 
land-grant property as possible, together with th e ve ry 
lucrati ve government bonds. The paralle l grades, a t 
times o nl y I 00 feet a pa rt , were not continuous, but 
were in stead situated a t many of the strategic points 
a long the surveyed ro utes. The two companies soon 
rea li zed th a t a meetin g point must be designa ted to 
a void additi o nal ex penditures on unneeded right-of­
way. In ea rly Ma rch 1869, U. S. President Ulysses S. 
G ra nt to ld hi s fri end , U P Chief Engineer Grenville M . 
D odge, th a t if the two compa nies couldn ' t agree on a 
meeting point , Co ngress would do it for them. 

On April 8, 1869 , Central Pacific president Co lli s 
P. Huntington a nd U P's Dodge met a t Samuel Hooper's 
ho use in Was hingto n, D.C. , wh ere nego ti a ti ons be­
tween the a rchri va ls las ted well into the night. In th e 
April 9 co mpromise agreement known as the Trea ty of 
H ooper's H ouse, the compa nies agreed to meet a t " the 
summit of Pro mo nto ry Point," at the crest of th e 
Promonto ry M o unta ins. The summit was roughl y 
equidi sta nt between o pposing track-l aying c rews who 
were rushing headlo ng towa rd each o ther in what has 
been ca lled " the race to Promontory." As historia n 

Side by side, Union Pacific 
and Southern Pacific steam 
switchers, UP 533 and SP 
2810, leased to Ogden Union 
Railway & Depot Co., switch 
the depot company's freight 
yard at Ogden. August 25, 
1947. 
(Emil Albrecht, James W. 
Watson collection) 



Wallace Farnham sta tes in his essay, Shadoivs From 
The Gilded Age, "The race to Promo nto ry, it turns out, 
was really a race to Ogden , a nd it ended at neither 
Promonto ry nor Ogden but in Sam Hooper' s pa rl o r in 
Washingto n. " 

In additi on to fi xing the meeting point a t Prom­
ontory, the agreement stated that a permanent junc­
ti on between the two roads wou ld be "within eight 
miles o f Ogden." Un ion Pacific was to complete its line 
from the new junction west to Promontory, with 
Centra l Pacific reimbursing UP the cost of co nstruc­
tion. C P wo uld receive the gove rnment bonds for the 
tracks completed by Union Pacific . The junction, 
o rigina lly called "C ity of Bea r Ri ver, " was named 
Bo nneville by Union Pacific upo n co nstruction, and 
the name remai ned when Centra l Pacific purchased the 
line six mo nths later. Utah No rthern (today's UP) la ter 
completed its parallel narrow-ga uge line in 1874 and 
called the sa me point H ot Springs. 

O n the nex t day, Apr il I 0, Co ngress passed a non­
binding joint resoluti on that accepted the previous 
da y's agreed-to terminu s. Congress a lso accepted that 
the two roads wo uld act ua ll y meet a t Promontory. 
According to the San Francisco Buller in , the Congres­
sional resolutio n read , " Resolved , tha t the commo n 
termina l of the Uni on Pacific a nd Cent ra l Pacific sha ll 
be a t o r nea r Ogden; and the U ni on Pacific Rai lroad 
Compa ny sha ll build , and the Cen tra l Pacific Rai lroad 
Company sha ll pay for and own, the rai lroad from the 
terminus aforesa id to Promonto ry Summit , at which 
point the ra ils shall meet and con nect a nd fo rm o ne 
continuo us line. " With the meeting point finall y 
decided o n, C P halted constructio n at Blue C ut , a t th e 
eastern slo pe of the Promo nto ry M o unta ins (nea r 
today's Thi oko l facility), and UP ha lted constructio n 
a t Monumen t Poi nt , a t the fa r north end of Great Salt 
Lake. Cent ra l Pacific actua ll y reached Promon tory o n 
April 30, 1869, then transferred its const ructi on forces 
back a long the line to improve some of the stre tches of 
track that had been rushed into operation. Unio n 
Pacific was still six miles away await ing completion of 
a la rge trest le and rock cut. To save time, UP crews 
bega n layin g track on both sides of the trest le a nd rock 
cut , includ ing in sta lling a sidin g a nd a wye turning 
track at Promo ntory . UP track was completed to 

Promo ntory on May 8. On May 9, Dodge telegra phed 
the rai lroa d 's directors in Boston tha t th e road was 
completed to Promonto ry Summit, " 1,085 miles a nd 
4,680 feet from the initia l point" at Omaha. 

The ceremony fo r the completion of the transcon­
tinenta l railroad at Promontory was set to take place on 
May 8, 1869, but the U P party was de layed in its a rri va l 
unt il the morning of May 10. In the 100 days between 
the end of the previous December and the first week in 
April, U P crews had completed the 9 1 miles of ra ilroad 
from the head of Echo Ca nyo n at Wahsa tch, to Corinne, 
passing through Ogden in early March - a fur ious pace, 
especially if one considers the ruggedness of Echo and 
Weber canyons, and the fierce Uta h winters . 

Since the "G reat Event ," much has been made by 
various writers abou t Brigham Young not attending 
the Golden Spike ceremony a t P romonto ry. Many 
have specula ted that he fe lt snubbed by the railroads ' 
decision to build the transcontinenta l line arou nd the 
northern end of G reat Sa lt Lake in stead of thro ugh 
Salt La ke City, and aro und the southern end of the 
lake. U ni on Pacific's chief engineer, Dodge, expla ined 
it in Aug ust 1868 , say in g, "The northern ro ute was 
shorter by 76 miles, had less ascent and descent, less 
eleva ti on to ove rcome, less curvat ure, and the to ta l 
cost was $2,500,000 less . There was more running 
water, more timber, and better la nd for agriculture fo r 
grazing." In an effo rt to placate Young, Dodge 
promised to build a branch to Salt Lake City. 

D odge him self stated that he had o ri gin a ll y 
intended to head due west from Ogden across the Bea r 
Ri ver Bay arm of the lake, to Promontory Po int, then 
north a lo ng the west slope o f the Promonto ry M oun­
ta in s to Monument Point a t the north end , then wes t 
from th ere. The lake proved to be deeper than first 
thought , and Dodge was forced to build no rth arou nd 
Bea r Ri ve r Bay, through Corinne, a nd over Promo n­
tory Summit , 700 feet above the level of the lake . 

Research has shown that the Mormon leader 
understood both the engineering and cost-of-construc­
tion fo r the fina l route. But he still favored the 
so uthern route, want in g the railroad to go through Sa lt 
Lake City, the largest ci ty between Denver a nd San 
Fra ncisco. Brigham Yo ung was disappointed a nd 
dissatisfied that U P's main line would bypass Salt 
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In 1941, the original 100-foot 
turntable at Ogden was 
replaced by the 135-foot 
version. The original Ogden 
100-foot table was 
supposedly moved to 
Lynndyl, Utah, where it 
replaced an older 90-foot 
table. The four 135-foot 
turntables built by UP were 
needed to turn the road's 
famous Big Boy 
locomotives, and were the 
world's largest railroad 
turntables. This view shows 
just how big the turntables 
were - they could easily 
accommodate two smaller 
locomotives. Switcher 4904 
was one of 34 built for a UP 
Pacific Northwest 
subsidiary, Oregon­
Washington Railway and 
Navigation Co. , and among 
298 other 0-6-0 steam 
switchers. The other 
locomotive, UP 591, a 2-8-0 
Consolidation type, was one 
of 101 built for the Oregon 
Short Line, and among 542 
Consolidations built for UP 
and its subsidiaries between 
1888 and 1910. Both 
locomotives are fine 
examples of the Harriman 
Common Standard designs 
used by Union Pacific, 
Southern Pacific, and other 
Harriman roads. 
(Union Pacific Museum 
Collection, Negative 68-201) 



During World War II, 
America 's women went to 
work doing the jobs of men 
who were in uniform. Here, 
in 1942, one of Union 
Pacific 's hundreds of 
women in shop service does 
her share by turning Big Boy 
4007 on the Ogden turntable. 
(Union Pacific Museum 
Collection, Negative 14612) 

Lake C ity, but when Central Pacific informed him that 
it too would take the nort hern rou te, Young acceded 
and offered a ll the help that he cou ld. In addition to 
surveying the sout hern ro ute, CP even considered 
build ing a bridge across the lake. In Ju ne 1868, a party 
of surveyors took depth so un d ings and fo un d that the 
lake at its deepest was 38 feet rather than the p revio usly 
estimated 11 feet. A route across the lake wo uld have 
to wai t for a nother 30 years and the construction of the 
Luci n Cutoff. I n the mean time, CP chose the northern 
route, wh ich actually extends not just from the north­
ern sho re of Great Sa lt Lake, but 219 mi les west from 
Ogden to [Humboldt] Well s, Nevada , wit h its gateway 
to the westward flow ing H um boldt River. 

T he August 16, 1868, issue of Sa lt Lake City's 
Deseret Evening Neivs reported Brigham Young's 
acceptance of the fina l route, quot in g him : "T he 
ra il road might or might not come through Sa lt Lake 
City, b ut either way, it's a ll right because God rules 
and He will have thi ngs as he pleases; we can act , but 
H e will over-rule." Brigham Young may have been 
willing to accept the cha nge in route as an unimportant 
point. W hile the last-spike even t was importan t to the 
nati on, it was UP's connecti o n to the east th at was 
most importa nt to Young and the res idents of Uta h 
Territo ry, and that con nection was made on March 8, 
1869 when Union Pacific rai ls reached Ogden. A l­
though he did not part icipate in the last-spike cer­
emony at Promontory, Bri gha m Young la ter a ttended 
the grou nd breaking of th ree loca l roads that a ll 
co nnected with the transcontinenta l lin e: Uta h Cen­
tral, Uta h Southern , and Utah Northern . 

Yo ung grasped the importance of a ra il road to the 
East as early as 1852 when a resolution or " memoria l" 
was passed by the first session of the Utah Territorial 
Legislature, asking for a rai lroad between the Missis­
sippi or Missouri Rivers and the Pacific Coast . An­
other memorial was voted in a mass meeting held in 
Sa lt Lake City on January 3, 1854, and passed by the 
third session of the sa me legis lat ure, asking that the 
Paci fic Railway pass through Salt Lake City. Brigham 
Y oung felt so stro ngly abo ut the need for a rai lroad 
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that he was among the first subscri bers of U nion 
Pacific stock after the compa ny's orga niza ti on in 1863, 
and when he was asked to be a directo r o f the new 
company in 1865, he immedi a tely accepted . As will be 
d iscussed later , within a week of the last-spike cer­
emony at Promonto ry, Yo un g broke gro und fo r a ra il 
con nectio n between Ogden and Sa lt Lake C ity, thereby 
givi ng the territory's la rgest city and economic center 
the low-cost rai lroad transpo rtation it so badly needed. 

T he completio n of the t ra nscontinental ra ilroad 
a ll owed immigrants to travel to U ta h, the new "Zion," 
more quickl y and m o re cheaply th an before. Previ­
o usly, new Mo rm on church members bound fo r U tah 
from places as d is ta nt as Great Bri ta in a nd Europe 
came by way of sea po rts a long the East a nd G ulf 
coasts, t raveling by eastern ra il roads, riverboats, and 
wago ns to Independence and other po ints on the 
M isso uri R iver, then by wagon and ha ndca rt to Utah. 
As rai lroad co nstructi on progressed across the pra irie 
d uri ng 1867 and 1868, immigrants bega n their wagon 
jou rneys to Sa lt Lake Ci ty from each success ive end of 
track. T he completed transcont inenta l ra il road short­
ened the tr ip across the prairie from mo nths to just 
days. T he fi rst com pa ny o f new mem bers of the LDS 
Chu rch to come to Utah completely by ra il , a gro up 
of300 from Wa les, a rri ved in Oma ha on Jun e 23, 1869 . 
T he pa rty boa rded U P ca rs, a rriving in Ogden four 
days late r on the evenin g of Su nday, Jun e 27. Their 
arr ival bro ught to a close the era of d ifficul t wago n and 
ha nd cart crossings of the plai ns required o f ea rlier 
travelers to Uta h . Hi storia ns have des igna ted the 
corn ing of the ra il road as the end ofUtah's pioneer era . 

Some of the first items shi pped in to U tah from the 
East by ra il were pieces of manu fact ured furniture that 
a rr ived in mid-June 1869 at Ogden, where they moved by 
ox team to Sa lt La ke City. The shipment was sponso red 
by Henry Di nwoodey, who later imported machinery to 
make furn iture from native woods, with his newly 
estab lished Di nwoodey Furni ture Ma nufac turing Co. 

T he ea rliest loca ll y genera ted freight fo r the 
rail road was minin g t raffic. U inta h, the tent town 
located at the mo uth of Weber Ca nyon, was closer to 
Sa lt Lake City tha n was Ogden, and became the trans­
shi pment point for I 00-pound sacks of galena (a 
combi ned si lver a nd lead ore), shipped to San F ra n­
cisco by the Walker brothers, loca l sto re a nd mine 
owners, a nd late r, ba nkers. Much o f this o re came 
fro m their sil ver mines in the Cotto nwood canyons in 
the Wasatch ra nge, and in Ophir Canyon on the 
western side of the Oq uirrh range, and was ca rried to 
Uin ta h by wagon. During just one month in 1869, the 
Walker brothers shipped 4,000 tons of ore over the 
Cent ra l Pacific a nd U ni on Pacific ra il roads, or 400 
carloads of the th en-current J 0-to n capaci ty ra il ca rs. 
(The eq uivalent of 16 full tra ins, co nsidering the 
average trai n length of 25 ca rs.) The la rge initia l 
tonnage was li kely due to stockpil ing in anticipa tion of 
the comi ng of low-cost rai lroad transpo rtation. As 
act ive as the Wa lke r brot hers were, the distinctio n of 
making the first rai l shipment of ore from Uta h mi nes 
went to the Wood h ull brot hers when they loaded , a lso 
at Uintah , a shipment of Utah ore onto rai l cars bou nd 
for Ca lifornia , on June 25, 1869. In that first shipment, 
they sent IO tons of ore from the Monitor and Magnet 
Mine (later known as the Emma Mine) in Little 
Cottonwood Canyon, consigned to Thomas H. Selby 



Reduction Wo rks in San Francisco. Thi s fi rst ship­
ment was fo ll owed in the fa ll of 1869 by others from 
the same mine, bound for th e sa me destination. La ter 
shipments from the Emma Mine went to James Lewis 
& Co. of Liverpool, England , a nd were smelted a t 
Swansea , Wales. The completion of the Uta h Centra l 
between Ogden a nd Salt Lake Ci ty in ea rly Ja nuary 
1870 a ll owed th e Woodhull inte res ts to ship their 
mined ga lena o re from Salt Lake C ity. The first such 
through shipment left Salt Lake City on January 12, 
1870, just two days after the Uta h Cent ra l's comple­
tion ceremony. This shipment co nsisted of a n entire 
carload of o re, about IO to ns. The ri sing sta r of the 
Woodhull brothers becoming Utah 's first minin g 
magnates a bruptl y fell when S. D. Woodhull , o ne of 
the brothers, was shot on August 13, 1870, in Little 
Cottonwood Ca nyon in a di spute over a mining clai m. 
He died the next day. 

With the completion of th e tran scontinenta l line 
in May 1869 , Union Pacific and Central Pacific bega n 
negotia tions ove r ownership o f the trackage between 
Ogden and Promontory. While neither road wa nted 
the " middle o f nowhere" junctio n just compl eted a t 
Promontory, U P favored a point as far wes t as possible 
in order to control the traffic of Utah and the Great 
Basin region , and therefore th e freight rates. A junc­
tion at Corinne wo uld be the ideal place to tra nsfer 
wagon-load shipments of supplies bo und fo r, and o res 
coming from the ra pidly ex panding Idaho a nd Mon­
tana mining dist ricts. CP, which fa vored Ogden as the 
junction point, co uld see that if the junction was at 
Co rinne, it would suffer from lack of access to Ogden 
and the lucra ti ve U ta h traffic tha t an interchange with 
the new U tah Central line to Sa lt Lake City would 
provide. If C P did not reach Ogden, U P would control 
the freight traffic between Utah and San Francisco. 
Forgetting o r ignoring th a t the two companies had 
a lread y agreed to a terminu s "eight miles west o f 
Ogden," the local press made much of the " battle" 
between O gde n a nd Corinne for designatio n as th e 
final junction point , and the econo mic gai n th a t would 
follow . Publi shed barbs in the press aside, it was the 
projected constructio n of the U ta h Central between 
Ogden a nd Sa lt Lake City, and the influence of 
Brigham Yo un g in the form of hi s designat ing la nd in 

Ogden fo r specific use as rai lroad yards, at no apparent 
cost to the two companies, th a t eve ntuall y led to 
Ogden becoming the ac tua l poi nt of intercha nge. 

Finall y, in September 1869, a n agreement was 
reached, clarifying the junction "eight miles west of 
Ogden," agreed to in Apri l. In Ma rch 1869, Union 
Pacific had surveyed the site, named it Bonneville, and 
attempted to se ll building lots. Response was med iocre 
at best, and the effort was abandoned. For reaso ns 
unknown today, the in tended j unction at Bon nevi lle 
(today known as H ot Springs) was bypassed. Instead, 
a point just five miles wes t of Ogden was chosen and in 
November 1869, C P purchased from UP the track 
betwee n Promontory a nd the new point of compromise, 
nea r present-day H a rrisv ille, where the two com panies 
planned to build a junction and terminal , ca lled , 
appropriately, Junct ion City. Th is location was more 
closely defined as a point " fi ve miles west of Uta h 
Centra l crossing. " (Railroad directions a re a lways east, 
for eastbound , or west, fo r westbou nd , regardless of the 
actual com pass direction.) Thi s site was wi thin the 
limits set by the April 1869 agreement. and was likely 
chosen due to its flatness and the ava il ability of water 
from well s. Union Pacific reta ined ownership of the fi ve 
miles of tracks from Ogden to the new junction for the 
purposes of the government bonds, agai n in accordance 
with the April agreement. Cent ral Pacific paid $2.8 
million fo r the 47.5 mil es of UP tracks in the form ofCP 
first mortgage bonds a nd government sec urities, a nd 
leased the final fi ve miles into Ogden from U P fo r a 
period of 999 yea rs. The two rai lroads continued to 
exchange freight and passengers at Promontory from 
May to December 1869. At that time, with the comple­
tion of the Utah Centra l, together with the sa le of UP's 
line to CP the prev ious month , they agreed to tempo­
rarily move the excha nge point to Ogden , pending 
completion of the terminal at Junction Ci ty. 

The agreement of September 1869 was confirmed 
on Ma y 6, 1870, whe n a Joint R esoluti on of the U.S. 
Congress fi xed the junction at the sa me point, five 
miles wes t of Ogden as that a lready agreed to by the 
ra il roads . Between 1870 a nd 1874, work progressed on 
plans for a comm o n te rminal a t Junction C ity. The 
co mpleti on of the na rrow-ga uge Utah Northern be­
tween Logan a nd Ogden in February 1874, howeve r, 
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Union Pacific 4015 rides the 
turntable while being 
serviced at Ogden 's large 
roundhouse. Note that the 
coal pile in the tender is 
heaped, denoting that this 
Big Boy locomotive is about 
to take another eastbound 
up the famous Wahsatch 
grade. The first Big Boys, 
arguably the largest and 
most powerful steam 
locomotives ever built, were 
delivered in September 1941 
and remained a common 
sight in the Ogden yards 
until their retirement in 1959. 
(Union Pacific Museum 
Collection, Negative 14611-A) 



The 135-foot turntable at 
Ogden also accommodated 
two diesel locomotives with 
ease. Here, on June 20, 
1959, UP 1066, and UP 1265 
share the ride. The 1066 was 
one of 96 Electro-Motive 
model NW2s purchased by 
UP between 1940 and 1948, 
several of which worked in 
Ogden. The 1265 was one of 
six Baldwin model AS-616s 
purchased by UP in late 
1951 for use as heavy 
switchers in the railroad's 
new hump yards, and for flat 
switching at Ogden. (Emil 
Albrecht, James W. Watson 
Collection) 

forced the two roads to reconsider, and in May 1874, 
five years after th e completi on of the transcontinenta l 
railroad , the two rai lroads agreed to Ogden as the 
junctio n point and they each commenced constructi on 
of significant improvements in th e new terminal. 

A map o f Ogden dated 1874 shows a combinati on 
of both U ni on Pacific and Centra l Pacific faci lities. 
When the Utah Cent ra l was completed in 1870, it 
crossed the tra nscontinental line at a point mid way 
between Fourth and Fifth streets, a bo ut 1,000 feet wes t 
o f Wa ll Avenue (about midway a long today's 24th 
Street Viaduct, a bo ut even with the old Southern 
Pacific shops). The Utah Central crossi ng became the 
point of division between Central Pacific a nd U ni o n 
Pacific. C P's freight yard was located no rth of the 
U ta h Central crossing, and the UP frei ght yard was o n 
the south side. The common passenger depot a nd a 
comm o n sma ll turntable servi ng separate, single-sta ll 
engineho uses, were also located on the south si de. 
Both companies had car shops a nd engi neho uses 
located off the o ri gin al turntable; Central Pacific 's 
engineho use included a n interio r water ta nk. That 
o rigina l turntable, which appears to be only 40 feet in 
d ia meter, was located between Fifth a nd Sixth streets 
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(25 th and 26th streets today) , abo ut mid way between 
the west side of the tracks a nd the Weber Ri ver. The 
same 1874 map a lso shows a Uta h Central depot and 
engineh ouse adj ace nt to Wall Street , a t Fifth Street, 
a long with a separate Uta h Northern na rrow-ga uge 
depot and stub-ended ya rd located o n Wa ll Street 
between Fourth a nd Fifth streets . 

Despite this change in plans, the five miles of 
tracks from Ogden a long the o ri ginal Central Pacific 
route remained in U P ownersh ip, with CP leasing the 
line. When CP's successor, Southern Pacific, aban­
doned its o riginal route aro und the no rth side o f the 
Great Salt Lake, known as its Promonto ry Bra nch, in 
1942, the road a lso officially aba ndoned its line north 
from Ogde n to Co rinne, a ltho ugh SP trains had been 
using Union Pacific 's tracks between O gden and 
Co rinne since 1903. (In 1903, U P completed its Malad 
Branch, no rth from Corinne, a long with a fo ur-mile 
connection between U P 's line at Brigham C ity and the 
C P line just east of Corinne.) Un io n Pacific retai ned its 
o rigina l five mile segm ent north from Ogden, and the 
trackage was la ter used as a spur fo r the Wa r 
Department ' s Utah G enera l Depot (today known as 
D efense Depot Ogden) , built during Wo rld War II . 1,.'< 
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Ogden yard in 1874, after the completion of the narrow-gauge Utah Northern. At left is the Union Pacific yard. Just left of the Utah Central crossing is the UP 
passenger depot, and above that, the shared UP/CP turntable. Right of the UC crossing is Central Pacific 's yard. Utah Central had its small enginehouse and 
passenger depot east of the UPICP crossing. Narrow-gauge Utah Northern entered from lower right and terminated in its small yard adjacent to the UC 
passenger depot. (Union Pacific Museum Collection) 
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2. Utah Central Railroad 

T he co nstructio n of a connecting rail roa d line 
south from Ogden to Sa lt Lake C ity, a nd 
la te r into a lmost a ll pa rts of th e sta te, exe rted 

a much greater impact on the loca l populace a nd 
economy th a n did the j o ining o f rail s a t Promo nt ory. 
In ea rl y 1869 , pri o r to the co mpletio n o f the t ra nsco n­
tinenta l ra ilroad, leaders of the M o rmo n church bega n 
o rganizing a rai lroad to connect Sa lt La ke C ity with 
Ogden, a nd the soon-to-be-completed U P main line, 
with Brigha m Young reportedly sayi ng, " If the Uni on 
Pacific wo n' t co me to Sa lt La ke C ity, then Sa lt Lake 
City will go to the U ni on Pacific." The Uta h Central 
Ra il Road was o rga nized on M a rch 8, 1869. the sa me 
day tha t U P was completed into Ogden (which prob­
a bly ex pla ins why Yo ung was no t in a ttenda nce a t the 
Ogden ce remony) , a nd just three weeks a fter the Uta h 
Territo ria l Legisla ture passed th e Rai lroad Inco rpora­
t io n Act, on Februa ry 19, 1869. 

The completi o n of the Uta h Ce nt ra l in 1870 was 
th e beginning of a statewide ra il netwo rk. In May 187 1, 
Utah Southern Ra il road began bu ildi ng so uth from 

Sa lt Lake City. During the fo llowing two yea rs severa l 
ra il roads were proposed in the te rri to ry. A few were 
successful ; most were no t. Brigha m Yo ung promoted 
the compl eti on of loca ll y o rga nized ra ilroads more as 
a benefit to the communi ties they served tha n as profit­
ma kin g ente rpri ses; however he did not di sco urage 
members of the church from wo rking for ra il road 
builders as a so urce of cash to improve their fa rms and 
lifestyles. These " M o rm on Roads," so named beca use 
they were o rga ni zed a nd ma naged by loca l church 
leaders as well as loca l businessmen, radi a ted like 
sp okes o f a wheel from th e popula tion centers of Salt 
La ke C ity and Ogden . They included the a lready-noted 
Uta h Cent ra l and U ta h Southern , a long with Utah 
Western , built wes t fro m Salt La ke City, a nd U tah 
No rth ern , which was buil t no rth fro m Brigha m City, 
la ter connectin g with Ogden. O thers were p rojected 
east from both Sa lt Lake City a nd Ogden a nd from 
o ther points on the U ta h Northern and the U tah 
So uth ern . Two present-day histo ri ans described the 
Mo rm on Roads well : Leonard A rrin gton sa id . '·The 
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The Utah Central completed 
its bridge over the Weber 
River in October 1869. The 
wooden bridge shown here 
was replaced by a more 
substantial early iron design 
within a couple years. (Union 
Pacific Museum Collection, 
Negative 12-18) 



Utah Central Railway No. 6 
shown in 1889, adjacent to 
the new Ogden Union 
Station. UC No. 6 was built 
in 1883 as Union Pacific 's 
No. 65 and was sold to Utah 
Central for operation over 
the new Union Pacific­
controlled line between 
Ogden and the Horn silver 
mine in central Utah. (Union 
Pacific Museum Collection, 
Negative 504387) 

Mo rmon ra il roads were not pa rticula rly profitable, 
bu t they were needed , and th ey se rved the economy, 
and they helped to assuage [reduce] the bit te rness of 
the Mormons a t the fa ilure of the two tra nsco ntinenta l 
ra il roads to satisfy their co nstruction contracts in 
cash ." Ma rk Hemph ill pu t it well when he sa id , 
"Mormo n rai lroad s wo uld tie toge ther the Mo rm o n 
people , d istr ibute the frui ts of t heir fields , develop 
Uta h's minera l bo na nzas, a nd m ake the Mo rmo n 
kingdom prospero us." 

T he sto ry of U tah's pionee r loca l ra ilroad , the 
Uta h Cent ra l, begi ns with Bri gha m Yo ung's unful ­
filled des ire to see the t ra nsco nt inenta l ra il road built 
th ro ugh Salt Lake Ci ty. W ith the decision made in 
favo r of Ogden , he immed ia tely set a bout proposi ng a 
connect in g road to Sa lt Lake Ci ty. The surveying o f 
the U ta h Centra l was sta rted by C hief Engi nee r Jesse 
W . Fox , Sr. , at Ogden on May 15, 1869. Two days 
la ter, o n May 17, just a week afte r the Golden Spi ke 
cerem o ny a t Promonto ry, Bri gham Yo un g held the 
gro und brea kin g fo r th e Uta h Centra l line a t Ogden, 
nea r the U ni on Pacific depot a t the wes t end of Fo urth 
St reet . Wi th " no great di splay" and " no speech 
ma king," Yo ung a nd his co un selo rs in the church 
leadership bro ke gro und , cuttin g the sod with a sp ade. 
T he sod was " born e away in fragments as a memento 
o f the event. " 

T he rai l a nd equi pment to bui ld a nd initia lly 
operate the U ta h Cent ra l came from U P. With the 
transco ntinenta l line completed , Yo ung approached 
U ni on Pacific seeking paymen t d ue him , a nd the 
church, under the grad ing co nt racts he held with the 
compa ny. Beca use of Uni on Pacific's d ifficulties in 
gett ing th e gove rnment bonds for the completio n of 
the t ranscontinenta l rai l line, th ere were delays in 
payment fo r those a nd o ther g radin g cont racts. O n 
May 19, 1869 , Bri gham Young wrote to UP's T ho mas 
D ura nt in fo rmin g him tha t the g radi ng was completed 
a nd that You ng was due " some three-q uarters of a 
M ill ion Doll ars. " In September 1869 , Brigham Young 
agreed to take ra ils , tools, and ro lling stock from 
Un ion Pacific in pa rtia l sett lement fo r the $ 1.14 milli o n 
remain ing o n payment fo r the o rigina l $2. 13 milli o n 
co ntract fo r grad ing U P's line. T he negoti at io ns took 
p lace in Bosto n between Bi sho p Jo hn Sha rp , a long 
with Joseph Yo un g, and the U P board of directo rs. 
The d irectors agreed to $940, 138 a nd left $ 198,000 to 
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arbitra tio n. On September 2, Bishop Sharp agreed to 
accept the ro llin g stock and t rack materia ls with an 
a ppa rent va lue of a pproximately $600,000 as partial 
paymen t on the agreed $940,000 amount. 

T he Bosto n set tlement fo r the gradi ng co nt racts 
a lso gave Uta h Centra l trackage rights over U P 
between Ogden a nd Echo Juncti on, fo r a peri od of fi ve 
yea rs, to ge t coa l from mines nea r Coa lville. Comple­
tio n of the Uta h Centra l to Sa lt La ke C ity a ll owed 
ca rloads of coa l to be direct ly shipped in to th e city. The 
first two ca rl oads, carrying coal from the Wasatch 
Mine of th e Wasatch Coa l Co. at Coa lvi lle a nd 
consigned to Frederick A . H. F . M itchell , ar ri ved in 
Sa lt Lake C ity o n Janua ry 13, just three days a fte r a 
Ja nua ry 10, 1870, celeb ration fo r the completion of the 
Uta h Centra l. U nfo rtunate ly, resea rch has no t identi­
fied o ther documenta tion about Utah Centra l tra ins 
operating d irect from Sa lt La ke C ity to Echo , by way 
o f Ogden and Weber Ca nyo n, a nd returning with 
ca rloads of coa l from Coal ville. The ready ava ilability 
of Coa lville coa l wo uld be impo rta nt to U ta h 's ea rly 
eco nomy, especia ll y co nsiderin g the documented mo­
no poly a nd stra nglehold that UP was to ga in o n Utah's 
coa l supply, beginnin g a bout 1874, a t expiration o f 
tha t fi ve-yea r pe riod . H . H . Ba ncroft , in his 1886 
Histo ry o f Uta h, states th at most of the supp lies o f coal 
needed for Sa lt La ke C ity and the north ern settlements 
ca me from th e Coalville mines . 

Coa l was a vita l reso urce needed by Utah 's 
growin g popula ti o n a nd economy, both as a source of 
home fu el a nd fo r the coa l-fired powe r p la nts of 
minin g, smelting, and ma nu facturing ente rp ri ses . Coal 
was so importa nt tha t in 1854 the Territori a l legisla­
ture offered a $ 1,000 rewa rd to anyone who d iscovered 
a so urce of coa l within 40 miles of Salt Lake City . In 
1860 William Kimba ll a nd John Sp riggs at tempted to 
claim the prize fo r their Coalville min e, bu t were 
deni ed beca use the coa l was fo und to be infe rio r, and 
a legisla t ive commi ttee fo und tha t the min e was more 
t han 40 mi les fro m Sa lt Lake. 

In October 1869, ju st a fter the trackage righ ts 
agreement was signed a llowin g Uta h Centra l to pro­
vide low-cost tra nspo rta ti o n fo r coa l, loca l church 
leaders in Coa lville, Echo, Ogden, a nd Sa lt Lake Ci ty 
o rga nized the Coa lville & Echo R ail road . Their goa l 
was to build a ra il line between the coa l mines at 
Coa lville a nd a connection with the U ni o n Pacific 
ma in line, a t Echo, 40 miles eas t of Ogden . It was the 
seco nd o f the Mo rmo n roads to make use of the la bo r 
of loca l church mem be rs to co nstruct the grade and lay 
the ti es a nd ra il s, th e first be ing the then-under­
construct ion Uta h Cent ra l. Progress was ra pid , but 
soon sta lled after grad in g was compl eted , with the 
compa ny un able to fin ance the ra il s. Labo r for gra ding 
was readily avai la bl e, as was t imber and labo r fo r the 
layin g of ties; but the iron ra il s required cash, so me­
thing th a t the regio n sim ply d id not have. 

Work lay do rm a nt fo r a no th er yea r until in vestors 
beca me interested a nd o rga nized the Summi t Co un ty 
Rai lway. T hat compa ny completed th e tracks from 
Echo to Coa lville (five miles) in 1874 as a three-foo t 
nar row-gauge rai lroad , and reached Pa rk City in 1880, 
converti ng the enti re 28-m ile line from na rrow-ga uge 
to 4 feet 8- 1/2 inches standard-gauge at the same time. 
The sa me tracks later became Union Pacific 's Pa rk 
City Branch. UP abandoned the Park City Branch in 



By the early 1870s, the city was growing rapidly, mostly due to the coming of the railroads. In this early view of the city from the West Ogden bluff, we can see 
Utah Central's early iron bridge over the Weber River, along with the adjacent twin wooden bridges for the Territorial Road to Salt Lake City. On the left, along the 
Central Pacific 's tracks, are the stock yards and hide warehouse. Also visible is the large, fully enclosed Central Pacific water tower. In the center, visible between 
the railroad bridge and the road bridge, is the two-stall Utah Central enginehouse, with no apparent activity. On the right above the string of rail cars is the original 
Union Pacific passenger depot, soon to become the first Union Station. In the middle distance, just above the road bridges, is the freight transfer shed of Utah 
Central. This view predates the 1874 arrival of the narrow-gauge rails of the Utah Northern. (William Henry Jackson, Utah State Historical Society) 

1987. The operation of the Park City Local , a mi xed 
passe nge r a nd freight train , from Ogden to Park City 
a nd back was a da ily event remembered by ma ny 
persons with an inte rest in railroadi ng in Ogden. 

Grading fo r the U tah Central was a lready under 
way when o n Ju ne 10 and 11 , 1869 , Brigham Young, 
along wit h the chief engineer and ot her officers of the 
ra il road, made a trip north from Salt Lake City to 
Ogden , loca ting the proposed route a long the way. The 
grade then under construction from Ogden ran west from 
the Weber River up to the bench of the West Ogden Sand 
Ridge, using an ascending grade not exceedi ng 0.75 
percent (nin e inches of ri se in I 00 feet of distance, or 40 
feet rise in the di stance of one mile). Th a t o riginal grade 
and trackage is still being used today, as Union Pacific 's 
Evona Branch, which crosses the Weber River and 
para llels 24th Street through West Ogden. 

The settlement of the grad in g co ntracts in Sep­
tember 1869 between Brigha m Yo ung and UP pro­
vided Uta h Centra l with its much needed rai l. With 
tha t crit ica l compo nent avai lab le, You ng's so n, John 
W. Youn g, o rga nized track-laying c rews, a lso from 
loca l church wa rds, a nd commenced p uttin g down 
t racks a t Ogde n o n September 22, 1869, a t a point 
ca lled " W eber Junctio n." The line wes t from the 
connection with Union Pacific to the crossing of the 
Webe r Ri ver, bas icall y paralleling today's 24th Street 
viad uct, was to p lay a significa nt ro le in the la te r 
separa ti o n of U P a nd Southern Pacific trackage in the 
Ogden yard; no rth of the line is SP a nd south o f the line 
is UP. The track was laid across the Weber Ri ver by 
October 12, 1869. a nd by the end of the next day the 
t racks reached three miles west of the river crossin g. 
Initi a l progress was rapid because the t racks were first 
la id on the wes t side of the river prior to the bridge 
being completed. The normal rate was about a ha lf­
mi le per day. By the time the track- laying crews 

reached Kaysvill e, 17 miles so uth of Ogden, on 
November 19th, they were building a mil e of track per 
day. Ten days afte r reachi ng K aysville, the Utah 
Centra l tracks reached Farmington. Operations began 
between Ogden and Farmington , 21 miles distant , o n 
December 6t h. Brigham Young ha lted construct ion al 
Farmingto n to wait for a additiona l rai ls to be 
delivered from Un ion Pacific. With the completio n of 
the road to Kaysvi ll e, ho rse-d rawn stages began 
o pera ting between end of track and Sa lt Lake C ity, a nd 
as each community was reached , the stages sho rtened 
their ro ute. T he track- laying toward Sa lt Lake was 
resumed at Farm in gto n a nd progressed o n to Bo unti­
fu l, a not her six mil es. Bo untiful was reached on 
December 22 and the road was completed to Sa lt Lake 
City (36 miles) during the first week of January 1870, 
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A day of celebration -
January 10, 1870. The 
completion of the Utah 
Central showed that the 
people of northern Utah 
could get together and do 
what the two 
transcontinental roads 
would not - give the largest 
city between Denver and 
San Francisco the railroad 
service it deserved. (Charles 
William Carter, LOS Church 
Archives) 



with a " las t spike" ceremony bei ng held on Jan uary I 0. 
Passe nger se rvice betwee n Ogden a nd Sa lt Lake C ity 
began o n Janua ry 12th . 

Acco rd in g to Seymo ur B. Yo un g, Brigha m 
Yo un g's nephew a nd a co ntracto r o n the gra ding nea r 
Beck's H o t Springs no rth o f Sa lt La ke C ity, th e laying 
o f U tah Central ra ils into Salt Lake C ity was com­
pleted a t a bo ut noon on December 30, 1869 . The grand 
celebratio n co mmemora ting the event too k place I 0 
days la te r, o n Janu a ry I 0, I 870. Fo r the celebra ti on, 
a rai lroad na t ca r was deco rated as a pla tfo rm to ho ld 
di gnita ries o f the Uta h Cent ra l (most o f whom we re 
a lso leaders in the LOS C hurch), U nio n Pacific, 
Centra l Pacific , the na ti ona l press, a nd representa tives 
o f the U. S. A rmy sta tio ned a t Camp Floyd . Fo ur 
brass ba nd s we re a lso in a ttend a nce, playin g fo r the 
15,000 citize ns th a t pa rticipated. Ju st a fte r 2 p .m ., 
Brigha m Yo ung drove the las t spike ho ldin g the las t 
rai l to the las t ti e. The last sp ike was fa shi oned o f iro n, 
and Yo ung used a n iron ma ul , bo th made specia ll y fo r 
the occas io n from na ti ve U tah iron . At las t , beca use 
of a rail co nnectio n a t Ogden , Sa lt La ke C ity had its 
con necti o n to th e East. 

By mid -Janua ry 1870, IO tra ins were operat in g 
thro ugh the O gde n termin a l da ily, includ ing those of 
Unio n Pacific, Central Pacific, a nd Uta h Centra l. T o 
suppo rt these o peratio ns, both U P and U tah Ce nt ra l 
built a nd ma int a ined fa ci lities in O gden. U ta h Cent ra l 
completed a 14-foo t by 60-fo o t engin eho use, a long 
with a 700- foo t-l o ng, mu lti-span wooden bridge over 
the Weber R ive r. U P completed a two-sto ry, 20-foo t 
by 40-foo t ex press offi ce; a 20-foo t by 65-foo t passen­
ger ho use; a two-sto ry 24-fo o t by 90- foo t ea ting ho use 
with fo ur roo ms o n the first n oo r a nd 12 rooms o n the 
second n oo r; a two-sto ry 20-foo t by 30- foo t baggage 
hou se; a nd a one-story 20-fo o t by 50-foo t lodgin g 
ho use. Improvements for the U P mecha nica l depa rt­
ment inc luded a two-sto ry, 20- foot by 35-foot ca r 
depa rtm ent ; a 20- foo t by 30-foot M as ter Mecha nic's 
house , a nd a 40-foo t by 157-foo t engineho use . 

With the inc reasin g exchan ge o f t ra ffi c a mo ng th e 
three roads, improvements contin ued in th e O gden 
termi na l. In Octo ber 1873, the o rigin a l sin gle-sta ll 
Uta h Centra l engin ehouse, built in la te 1869 a t th e 
west end o f Fifth Street (n ow 25 th Street) , a t Wa ll 
A venue, was to rn down and repl aced by a no ther 
located nea rer the Weber River, a nd adj acent to the 
Uta h Ce ntra l tracks. UP bui lt a two-sta ll engin eho use 
adjacent to its sma ll turnta ble loca ted in the a rea south 
o f th e U ta h Centra l tracks, a nd betwee n its ma in line 
a nd the Weber Ri ve r. A lth o ugh the o ri gi na l U P 
engin eho use, a nd la te r four-sta ll ro undh ouse, we re 
abando ned by 1890, a nd the turntable " ta ken up," 
Utah Centra l's enginehouse remained in place until 
U P co mpleted a new a ll -brick , 20-sta ll roundh o use in 
1897 just so uth o f the U ta h Cent ra l line. 

The September 1869 settlement fo r the U ni on 
Pacific grad ing contrac ts a lso provided the U ta h 
Cent ra l with its first locomotive . Na med " Black hawk." 
U ta h Cent ra l No . I was a 4-4-0 b uilt by Hin kley & 
Willi a ms as U nio n Pacific No. 15 in 1866, was sold to 
U ta h Cent ra l on October 14, 1869. During Ja nua ry 
1870 U ta h Cent ra l No. 2 was delive red new, a nd on 
Februa ry 7, 1870 U ta h Ce nt ra l received two add itiona l 
new loco mot ives, Nos. 3 a nd 4, fro m McQuee n & Co. 
of Schenectady, N. Y. T he reported tota l cost of the 
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two newest locomoti ves was $ 12,000. 
Regul a r passenge r service bega n with two t ra in s 

running da il y each way . A third ran on W ednesdays, 
Sa turdays, a nd Sundays. The semi-a nnua l co nference 
o f the LOS C hurch was an especia ll y bi g so urce o f 
reve nue. On M ay 7, 1870, 11 ca rloads o f conference­
goers bo und for Sa lt La ke C ity from Ogden required 
the muscle o f two engines. 

U ta h Centra l was a mo ney-maker righ t fro m 
the first . F o r M a rch 1870, ea rnings were $6,5 18.89 . 
A yea r la te r, the roa d made $ 18,740.96, a nd for the 
same mo nth in 1872 the road had revenues o f 
$26,832 .2 1. In 1876 the a nnu a l ea rnin gs we re 
$392,346.00, aga inst ex penses of$ I 59 ,609, ma king 
costs o nl y 40 .6 pe rcent o f ea rnin gs, a pe rcentage th a t 
toda y' s ra il road s o nl y drea m a bout. 

By the earl y 1870s Brigha m Youn g, bo rn in 180 I, 
was ready fo r retirement. He began to lesse n hi s 
in volvement in loca l business a nd ter ri tori a l a ffa irs, 
reducing hi s tit les a nd responsibilities to being pres i­
dent o f the church, which itself was an a ll-co nsumin g 
jo b. After U ni o n Pacific fa iled to ma ke good on its 
p romises of se ttlement o n the grading co nt racts o f 
1868 a nd 1869, Yo un g bega n looking fo r o the r so urces 
o f cash wit h which to pay off his sub-co nt rac to rs who 
had helped with grading. In December 1870, Yo un g 
a pproached Centra l Pacific, o fferin g to se ll pa rt o r a ll 
o f hi s ho ldin gs in U ta h Central. CP was very interes ted 
due to its difficulti es with UP. Almost immedia tely 
a fter the tran scontinenta l lin e was compl eted , Uni on 
Pacific and Centra l Pacific had begun bickerin g over 
bo th major a nd min o r iss ues, with CP regula rl y 
mak ing no ises a bo ut bu ilding a competing line thro ugh 
U ta h to the East, para llel to U ni on Pacific's ow n. 
Yo ung's o ffer fe ll right in with these pl a ns. When U P 
o ffici a ls hea rd o f Yo un g's pro posed associa ti on with 
Cent ra l Pacific, they made a n o ffer of their own. 
Througho ut 187 1, ta lks co ntinued , with Yo ung likely 
pl aying one side aga inst the o ther, keeping in mind tha t 
hi s interes t was to ge t cas h to fu lfill his o bliga ti ons to 
hi s grading subco ntrac tors. Eventually, U ni o n Pacific 
preva iled. Contra ry to his ea rli er stro ng desire to den y 
UP an interest in the U ta h Centra l, Brigha m Young in 
April 1872 sold 5,000 of his 7,600 sha res (o f 15,000 
to ta l) to U ni on Pacific . 

Y oun g still di sli ked dea lin g with the U P , but was 
resigned to the necess ity o f do ing so. The M ormo n 
church pa id a n average of $!00,000 per yea r to U P in 
fa res fo r its mi ssio na ries a nd immigrants al one. But 
beca use the o rigina l se ttlement o f the g rading con­
trac ts included a gua rantee o f half-fare tickets for 
church members, th e rai lroad was less th a n co rdia l. In 
January 1876, Yo un g complain ed , " they sna p and 
sna rl every time they have the significa nt pretext until 
I am tired ." By the time o f hi s dea th in August 1877 , 
Yo ung no lo nger had a ny fin a ncia l interest in the Uta h 
Central Ra il road. b ut UP still owed him $ 130,000 o n 
the gradin g cont rac ts. 

U ni o n Pacific gai ned firm cont ro l o f U ta h Centra l 
in 1878 by com binin g the sha res a lready owned by it s 
o ffi cers a nd d irectors wi th th ose it had purchased from 
Yo ung. UP conso lidated its in teres ts in U ta h ra ilroa ds 
in July 188 1 when Uta h Cen tra l Ra ilroad merged with 
Uta h So uthern Rai lroad a nd U ta h South ern Ra il road 
Extension to fo rm a new, Uni on Pacific-co ntro lled 
carrier, Utah Centra l Ra ilway. :.', 



3. Utah Northern 

W ith the 1870 completi o n o r the Utah 
Central betwee n Ogden a nd Salt La ke 
C ity, church and community leaders soo n 

set their sights on ex panding the territo ry's railroad 
network. In May 187 1, work bega n on the Utah 
Southern so uth from Salt Lake City. As a loca ll y-owned 
company, the road by February 1875 reached so uth of 
Salt Lake City 60 miles to Santaquin Summit (a lso 
kn own as Yo rk), six miles south of Payso n. Later, as a 
Union Pacific-controlled enterprise in June 1880, Utah 
Southern , a nd its associated company, Utah Southern 
Railroad Extension , expanded south a no ther 150 miles 
to the Ho rn Silver Mine, near M ii ford , in which several 
Union Pacific directors held a finan cial interest. 

Brigham Young had a lso wanted a ra ilroad to run 
north from Ogden as a companion to the U tah Southern 's 
route south from Salt Lake City, seeing the need for a 
way to build the economies and provide t ra nsportat ion 
for the northern communities . In additi on, there was a 
growing trade with Montana minin g camps. The Mon­
tana miners were becoming regular customers both for 
Uta h's farm products a nd for shipments of sa lt (which, 
of course, was in great abundance around Grea t Salt 
Lake) wh ich they needed to refine sil ve r o re. Also, there 
was the prospect of becoming a tra nsfe r point fo r 
Monta na-bo und frei ght , simila r to what was being off­
loaded from Central Pacific ca rs a t Corinne. This 
freight was shipped to Corinne by rai lroad a nd trans­
ferred by the freight companies to their own heavy 
wagons for the 400-mile journey to the mining ca mps. 
Corinne was two days closer to Mo ntana by wagon tha n 
was Ogden, and was a t the so uthern end o f a route up 
the Ma lad Valley into Idaho. 

The Uta h Northern Railway was o rganized on 
August 23 , 187 1, to build a three-foo t, na rrow-ga uge 
route no rth from a termin al with Central Pacific, 
Un ion Pacific, and Utah Centra l a t Ogden, to Soda 
Springs, Idaho Territo ry. Construction bega n just 
three days la ter when a ground-breaking ce remony 
was held adjacent to the CP line just west of the 
settlement o f Three Mile Creek (today known as Perry) 
on A ugust 26 ; present were Brigha m Yo ung and James 
Ca mell , president of the Utah Divi sion o f the Central 
Pacific. The sa me location, three miles so uth o f 
Brigham City, was called "Uta h Northern RR Junc­
ti on" by Central Pacific, and " Brigha m C ity Junction" 
by Utah Northern . 

Work o n the new line was o nly intermittent 
during the fo llowin g winter and resumed in Ma rch o f 
1872. The first spike was driven on the 27th of th a t 
month a nd a connection was made with CP on the 
29th. By mid-June 1872, ra ils had reached 23 miles to 
H ampto ns, a new sta tion in the foo thill s east o f 
Hampto ns Crossing, a to ll bridge a nd stage sta ti on o n 
the Bea r Ri ve r. The na rrow-ga uge lin e was completed 
to Loga n o n February 3, 1873. After reachin g Loga n, 
the co mpa ny continued north , a lo ng with foc usin g its 
effo rts to co nnect Brigham City wit h Ogden. The line 

was completed to Ogden in February 1874. By ea rly 
M ay 1874, Utah No rthern was fini shed no rth to 
Franklin , j ust ove r the line into Id aho T erri to ry. 
Regul a r passenger a nd freight service between Ogden 
and F ra nklin began o n May 4, 1874, ove r a ro ute of 
75 miles of new constructi on. 

With the U ta h No rthern line co mpleted into 
Cache Valley, freight co mpanies bega n moving their 
warehouses from Corinne, first to Loga n, a nd la te r to 
Franklin , which was 50 miles, and at leas t two days, 
closer to M onta na than Corinne. The new route a lso 
a llowed wagons to avoid the hea vy grade over M a lad 
Hill to D owney, Ida ho. The Gilmer and Sa li sb ury 
Stage Line moved its p assenger termina l to Franklin in 
M ay 1875 , tak ing with it the U.S . M a il contract a nd 
the Well s Fa rgo & Co. express busi ness tha t the stage 
line ca rried . The termin al a t Franklin was indeed 
closer, but the road no rth turned o ut to be less usa ble 
to the freighters, and so me moved back to Co rinne. 
Within two yea rs, Corinne was shippin g mo re freight 
to Monta na tha n it did in 1874. The grea test difficulty 
was Utah Northern 's unprotected crossing of Collinston 
Divide between th e Bear River Valley a nd Cache 
Valley. The o rigin a l surveyors of Utah Northern had 
wanted to take the line through the protected Bea r 
River G orge, fi ve miles furth er north . But the higher 
cost of heavy construc ti on through the rocky passage 
forced the little road to choose the easier, less expensive 
route. During the fo ll owing winters the road 's owners 
ca me to regret the choice beca use o f severa l snow 
blockades th a t closed it for weeks at a time. 

As the fre ighters beca me di sillu sioned wi th the 
road north of Fra nklin a nd began returning to Co rinne, 
the fin a nci a l fortunes o f the Utah Northern fe ll nat. 
Witho ut M onta na-bound frei ght , the ra il road was left 
to " tran sporting ca rrots for the fa ithful. " The d eclin­
ing business co ming so lely from the fru ga l M o rmon 
agricultural communities in Cache Valley was so low 
tha t it reca lled an axio m of agents o f Well s Fargo & 
Co., "One Genti le makes as much business as a 
hundred M ormo ns." 

Franklin rema ined as U tah Northern 's no rthern 
termin al from May 1874 until the little railroad 's 
bankruptcy a nd foreclosure sa le on April 3, 1878. On 
tha t date the bankrupt Utah Nort hern Railroa d was 
so ld to the newly o rganized Uta h & Northern Ra ilway, 
a Union Pacific-co ntrolled compa ny. The o ld Utah 
Northern had completed 14.5 miles o f g rading no rth­
east from Franklin toward Soda Springs, but when U P 
resumed construction o n November 8, 1877 , it built 
no rth west through D owney, Virginia , and McCammon, 
Idaho, a nd a ba nd oned the grade to Soda Springs. In 
late June 1878, co nstruc ti on reached Watson's Station 
(renamed Onieda) , inte rsecting the Montana Trail. 
The freight compa nies then set up their termin a ls at the 
railroad end o r track, completely cuttin g off Co rinne 
from the Monta na business . Three and a ha lf yea rs 
la ter, on December 15, 188 1, the U P-co nt ro lled U tah 
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& Northern narrow-gauge rai lroad was completed to 
Butte, Mont., 397 mi les no rth of Ogden. 

Work on extend in g the Uta h No rthern sout h 
from Three Mi le Creek (Perry) to Ogden was begun in 

ovember 1872, but the effort was stopped to a ll ow 
completion of the line into Logan in Cache Valley. The 
work of gradi ng the line so uth to Ogden res umed in 
September 1873, and the track-layi ng was sta rted at 
Three Mile Creek on January 15, 1874. Track-laying 
north from Ogden was started at abou t the sa me time, 
and two weeks later, on February 4, Uta h Northern 's 
tracks were completed between Brigham City a nd 
Ogden when the two crews met somewhere nea r 
Willard . Regula r scheduled service began the next day, 
Feb ruary 5, 1874. The rou tes of the standard-ga uge 
Centra l Pacific and the na rrow-ga uge U ta h Northern 
were para llel a lo ng the seven mi les of line between 
Three Mile Creek (Perry) and H ot Springs (Bo nnevi lle 
on CP). The o ri gina l U tah Northern , and the later 
Utah & Northern , became part of the Oregon Short 
Line & Utah Northern in 1889, a nd the narrow-ga uge 
route was converted to standard-gauge in 1890. The 
OSL&UN itself was reo rga nized as the Oregon Short 
Line Rai lroad in 1897 and late r became pa rt of the 
newl y reorganized Uni on Pacific. 

Utah N orthern's Corinne Branch 
In June 1873, during the summer fo ll owing its 

completion to Logan , U ta h orthern completed a 
branch from its line north of Brigham City, west to 
Corinne. The beginning of construction of the Uta h 
Northern during late 1871 and ea rl y 1872 had made 
the Genti le (non-Mormon) residents and businessmen 
of Corinne sit up and take notice. Afte r completion of 
the transcontinental line in 1869, they had hoped that 
Co rinne wo uld be des ignated as the junction point 
between Un io n Pacific and Centra l Pacific. They had 
UP's support, but C P wa nted the junction nearer, o r 
at, Ogden. Corinne had become the transfer point for 
freight bound for the Montana mines, ea rnin g its 
nick name o f " Bullwago n Metropo lis." By May 1870, 
the freight compan ies in Corinne had unloaded 180 rail 
cars a nd sent 1,088 tons of goods to Montana. During 
1873, more than 5,000 tons of freight was on the road 
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to Montana, wit h the wago ns returning loaded with 
500 tons of rich o re fo r the smelters. 

To influence the decision in favo r of Corinne as 
the fina l junction for the Pacific ra il road , much the 
same way that the co nnecti on with U ta h Central 
seemed to be helping Ogden , townspeople in April 
1872 orga nized their own Uta h, Ida ho & Montana 
Ra ilroad , but fa iled to ra ise enough cash to begin 
construct ion. Then, during the a utumn of 1872, they 
approached Uta h No rthern ma nagement seek ing con­
st ructio n of a branch line from Brigha m City to 
Co rinne. This was a yea r and a half before Utah 
No rthern completed its line so uth to Ogden, so the 
ra ilroad saw a chance to take the Montana-bound 
freight away from the wagon-freight co mpa nies, at 
least as far as Loga n. The Co rinne boosters were 
possibly hopin g that Utah Northern , by building the 
branch to Co rinne, wo uld then not see the need to 
build to Ogden. Uta h No rthern agreed to co nstruct a 
fo ur-mile branch and operate trains connecting with 
Cent ra l Pacific trains a t Cori nne, a t least until it co uld 
extend its line to Ogden. Co nst ructi on bega n in April 
1873 with the grading startin g a t Corinne Junction , 
a bout four miles no rth of Brigham City , a lon g with 
construction of a new bridge , nort h of Co rinne, over 
the Bea r Ri ve r. The bridge was completed o n June 9, 
1873, a nd regul a r service began on June I I. 

The opening o f the Co rinne Bra nch did not , 
however, deter Utah o rthern from continuing 
so uth to Ogden , which it reached in February 1874. 
The intercha nge point betwee n Uta h Nort hern a nd 
Ce ntral Pacific was then m oved to Ogden , e liminat­
ing the need for the Corinne Branch . Service to 
Corinne fo rma ll y end ed o n January I , 1876. The 
branch was a bandoned a nd the rai ls rem oved , with 
the remainin g co nnectio n to Utah Nort hern 's main 
line beco min g Baker Siding . A portion of the grade 
was late r renovated by a Utah Northern successo r, 
Orego n Short Line, in 1909 when the O gd en Port­
la nd Cement Co. (Opco) paid for a spur to be built 
to its new cement plant , which was processing raw 
cement from the adjacent a lka li fl a ts. In Ma y 1918 , 
the I . I-mile Opco Spur was extended no rth to 
become the 4 .9-mile U rba n Bra nch , serving a sugar­
beet-growing region east of the Bea r River. The 
branch line tha t started o ut as th e na rrow-gauge 
Utah Northern's Corinne Branch in 1873 ended its 
d ays as a stand a rd-gauge line in M ay 1948 when the 
Urba n Branch was a ba ndo ned. Its sta rtin g point, 
Baker Siding, just north of th e small community of 
Ca lls Fort, was a ba nd o ned in 1964. The much­
gra ffiti ed skeleta l remains of th e O gd en Po rtla nd 
Ce ment Co. pla nt sti ll sta nd , adjacent to r nterstate 
Highwa y 15. 1-~ 

After being assigned to the Ogden-to-Brigham City local, UP 
McKeen car M-20 sits stored at Ogden on September 7, 1936, 
awaiting another assignment. McKeen cars were built by UP 
at its Omaha, Neb. , shops from 1905 to 1908, when the 
McKeen Motor Car Co. was organized to manage the growing 
market for self-propelled cars and matching unpowered 
trailers. By 1920, the new Electro-Motive electric 
transmission cars were outselling McKeen 's mechanical 
transmission cars, and the company was dissolved. M-20, 
shown here, was completed in 1908 and retired by UP in 
1944. (Otto C. Perry, Western History Department, Denver Public 
Library, Negative OP-19470) 



4. Oregon Short Line & Utah Northern 

T he Oregon Short Line & Uta h N orthern 
Ra ilway was orga nized o n Jul y 27, 1889, by 
mergin g the Utah & N o rthern Ra il way, 

the Ut a h Central Ra ilway, th e Utah & evada 
Railwa y, the Sa lt Lake & Western Ra ilway, a nd the 
Ogden & Syracuse Railway (a ll in Uta h) , the Id aho 
Centra l Railway (in Idaho) , and the Orego n Short Line 
Railway (in Ida ho, eastern Oregon , a nd so uth western 
Wyoming) , a nd the unbuilt Nevada Pacific Ra ilway in 
Nevada . The Oregon Short Line & Utah N orthern was 
orga nized in part to provide fin a ncing fo r both a new 
standa rd-ga uge line between Ogden a nd McCammon, 
in southeaste rn Idaho , and the ex tension o f th e form er 
Utah So uthern Railroad Extension line so uth from 
Milford to mines at Pioche, N ev. 

The predecessor Oregon Sho rt Line Ra il way was 
inco rporated in W yoming on April 14, 188 1 by Uni o n 
Pacific to build a line by the sho rtes t route - "The 
Short Line" - from Wyoming to Orego n, hence its 
name, Oregon Short Line . Constructi o n began in 
May at Granger, Wyo. , at a connection with the 
Union Pacific main line, 148 miles east of Ogden. The 
tracks were completed to Montpelie r, Idaho, 115 
miles, on August 5, I 882 , and to Poca tell o, 2 15 mi les, 
during the fa ll of the same year. The las t 12 miles of 
track between McCammon and Pocatell o , Ida ho, was 
used jointly with the Utah & Northern na rrow-ga uge 
line. The OSL shared the U& grade by laying a third 
rail , set to standard-gauge, outside o f U ta h a nd 
Nort hern 's three-foot-gauge rail s. OSL train s began 
operating between Granger, W yoming, a nd Hunting­
ton , in easte rn Oregon , in February I 884, and the first 
through train from Omaha to the Pacific N o rthwest 
reached Portland in January I 885. The completion of 
the Oregon Short Line between Wyoming a nd Pocatello 
had an immedia te effect on the Monta na-bo und 
traffic tha t was being shipped north from Ogden by 
wa y of the narrow-gauge Uta h & N o rth ern. Poca tello 
was 135 miles closer to Montana than was Ogden, a nd 
much Monta na-bound freight immedia tely went to 
Poca tello instead of Ogden . 

With g rowing traffic on the new line between 
Omaha and Port land , and wi th the increasing traffic 
moving north from Pocatello to the Mo nta na mines, 
the narrow-gauge Utah & No rthern north of Pocatell o 
was hard pressed to keep up, due to the delay and cost 
caused by the change of track gauge at Poca tell o. ln the 
early yea rs, the freight had to be transloaded from 
narrow-gauge cars to standard-ga uge cars. La ter, stan­
dard -ga uge cars were lifted and na rrow-ga uge wheel 
assemblies substituted fo r the trip to Mo nta na. Still , it 
wa s a cumbersome a rrangement a t bes t. Prepara tion 
for con verting the track to standa rd-ga uge bega n with 
engineering stud ies as ea rl y as I 885 . U ni on Pacific 
officia ls found that the origina l Uta h No rthern line 
between the G reat Sa lt Lake Basin and the 1875 end­
of-track a t Fra nklin , Idaho, had bee n engineered a t less 
than Uni o n Pacific sta nd ards, and wo uld requi re much 

more wo rk th an simpl y cha nging the di stance between 
the ra il s on the ex ist in g grade. On the pos iti ve side, the 
250-plus miles o f line fro m Franklin th ro ugh Poca tello 
to Butte had been built by UP 's own fo rces a nd would 
no t have to be reco nstructed. 

By mid- 1887, the Utah & orthern was ready to 
co nve rt its line between Pocatell o and Butte to stan­
da rd-ga uge, which too k place, amazi ngly, on a single 
day. To minimize the disruption in service, men, too ls, 
and materia ls we re di stributed a long the line ove r the 
preceding month s, a nd th e changeover was do ne on 
M onday, Jul y 25, 1887 . The prepara tion included new 
bridges, new longer ties, and many genera l improve­
ments of the grade itself. T he line south from McCammon 
to Ogden, 111 mi les long. took ano ther th ree yea rs to 
co nvert beca use it req uired more tha n 50 miles of new 
right-of-way constructi on, includi ng a new line th ro ugh 
the Bea r River Go rge. It was completed in the first week 
of October 1890. after the Oregon Short Line & U tah 
Northern had already been o rganized . The new stan­
dard-gauge line between Ogden and McCa mm o n in­
cluded just over 48 miles of newly constructed and 
re loca ted main line between Dewey, Utah , and Oxfo rd , 
Idaho, 2 1 miles no rth o f the Utah-Idaho line. 

The constructi o n of the new stand ard-ga uge line 
a lso included a n 8.58-mile Cache Va lley co nnecti on 
between the fo rmer Uta h & Northern na rrow-ga uge 
line a t M endon a nd a sta ti on o n the new line to be 
ca lled Cache Junction . O pera ti on over this co nnecti on 
bega n on October 24, I 890. The conversion to sta n­
dard-ga uge of the o rig in a l 1873 Utah No rthern line 
across the Cache Va ll ey, between M endon, Loga n, a nd 
Preston , was co mpleted on Octo ber 26, 1890. The 
entire line between Cache Juncti on a nd Presto n th en 
beca me th e Cache Va lley Bra nch, which is still being 
used today by Uni o n Pacific. 

The rema in ing 15-mile section of the old na rrow­
gau ge ma in line no rth fro m P resto n to the co nn ecti o n 
with the new line a t Oxfo rd , Idaho , was a ba nd o ned 
upon completion o f th e standard-ga uge line. A lso 
aba nd oned was 12 miles o f the o rigina l narrow-ga uge 
lin e betwee n Dewey a nd Mendo n, by way of Co llinston 
Summit. Thi s o rigina l ro ute over Co llin ston Di vide 
was used 25 yea rs la ter by the Ogden, Loga n & Ida ho 
R a ilway to bu ild an inte rurban electric line between 
Ogden a nd Loga n in I 9 15. 

Within two yea rs, d uring 1892, Orego n Sho rt Line 
& U ta h N o rthern completed the 1.09-mile Fi ve Points 
Branch in Ogden. Built to serve the agricultura l a rea 
directly no rth of th e city, the bra nch left the ma in line 
north o f Ogden a t F ive Points Juncti on, para lleling 
what is now Seco nd Street. At tha t poi nt , freight was 
intercha nged wi th th e Ogden & H ot Sp rings R a il road 
fo r movement to a nd from the agricultu ra l area 
a ro und No rth Ogde n, no rth al ong Washin gto n Street 
(now Washin gton Bo uleva rd). 

Alo ng with a ll o f U ni o n Pacific's o ther subsidia ry 
a nd feeder co mpa nies, th e Oregon Sho rt Line & Uta h 
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In this view from 1946, a matched pair of Union Pacific's famous Big Boy 4-8-8-4 locomotives 
await its next assignment, taking eastbound freight up the Wasatch grade in Weber and Echo 
canyons into western Wyoming. Visible above the two locomotives is the 350-ton coaling 
tower completed in late 1927. (Emil Albrecht, James W. Watson Collection) 
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Northern Railway was forced into bankruptcy with its 
parent company in October 1893, and was reorganized 
as the Oregon Short Line Railroad in February 1897 , 
a new company separate from UP but still controlled 
by the same individual s, who were bondholders of 
both companies. The old Union Pacific Rai lway was 
sold to the newl y organized Union Pacific Railroad in 
November 1897. By 1900, Wa ll Street financier Ed­
ward H. Harriman had gained contro l of the new 
Union Pacific, and set about gathering the former 
feeder lines back into UP's protective arms. On 
January 10, 1899, the new UP increased its stock by 
$27 million and traded that new block of shares to the 
owners of the Oregon Short Line, in return for full 
control and ownership of OSL. t'< 



4. Union Pacific in this Century 

W ith control of UP and its two most impor­
tant subsidiaries, Oregon Short Line Rail­
road , and Oregon Railway & Navigation 

Co. , firml y in hand by l 900, E. H . Harriman immedi­
ately set about making much-needed improvements. 
The newly reorganized U nion Pacific soo n began 
making numerous improvements on the 70 miles of 
main line in Weber and Echo canyons, east of Ogden. 
In 1904, 40 miles of line between Ogden and Echo was 
improved a nd relocated. The changes included laying 
more than five miles of new track and alignment, 
which reduced the total length by a half-mile. A second 
track was completed between Riverdale and Gateway 
(also known as Devil 's Gate) , and between Emory and 
the top of the grade a t Wahsa tch in 1916-191 7. The 
remainder of the Wasatch grade east from Ogden 
acquired a second track in 1921 a nd 1926. 

The economy of the West in general , and Califor­
nia in particular, was booming in the decade between 
1900 and I 910. The amount of rail traffic moving 
through Ogden and Salt Lake City was growing 
rapidly, especia lly with the complet ion of the San 
Pedro, Los Angeles & Salt Lake Railroad between its 
namesake cities in 1905. This, a long with the ge nera l 

opposite page, This northward-looking aerial view of the 
Ogden yard in February 1950 shows many of the landmarks 
of the city's railroads. Four years later, during 1954-1955, 
Ogden 's railroad yard was at its peak in both mileage and 
operation. By that time, the expanded Riverdale yard (not 
visible here) was just coming on line, and the SP roundhouse 
was yet to be torn down. (Union Pacific Museum Collection, 
Negative 55-50) 

increase in business fo ll owing Harriman 's improve­
ments, soon made a seve re bottleneck of the si ngle­
track route between Ogden and Salt Lake City, and UP 
made plans to convert the line to double track. 
Howeve r, that would have to wait fo r other improve­
ments that would prepare the way. To make an easier 
entrance into Ogden from the west, a new six-mile 
cutoff was surveyed that wou ld put the connection to 
and from Salt Lake City directly at the south end oft he 
yard at 30th Street , completely bypassing the conges­
tion of Ogden , rather than along the origin a l Utah 
Central line through West Ogden. 

By the turn of the century, construct ion techniques 
had improved and plans were made to simply cut 
through the West Ogden sand ridge and enter the city 
at a point about a mile south of the original Uta h 
Central line. Oregon Short Line completed the "Sand 
Ridge Cutoff' between Roy and Ogden in 1906. The 
new line left the origina l Utah Cen tral 1869 main line 
at R oy, cut through the sand ridge, crossed the Weber 
River on a new bridge, and connected at the wes tern end 
of a new OUR&D wye track at 30th Street, a t a new 
point called Bridge Junction. The construction of the 
cutoff was completed on December I 0, 1906. The 
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Union Pacific 's first 
Challenger locomotives 
came to the railroad in 
August 1936, preceding the 
Big Boys by five years (the 
Big Boy was essentially a 
stretched Challenger). 
These 4-6-6-4 locomotives 
(105 were built between 1936 
and late 1944) were 
designed for the difficult 
climb up the Wahsatch 
grade east out of Ogden. 
The design was so 
successful that they soon 
saw service over almost 
every main line on Union 
Pacific, from Omaha to 
California and the Pacific 
Northwest. Here oil-burning 
Challenger number 3701 
(built as 3931 in August 1944 
and converted to burn oil in 
1952) sits under the coal 
chute on October 12, 1958, 
awaiting its next run east. 
(Emil Albrecht, James W. 
Watson Collection) 



Union Pacific began the 
dieselization of its freight 
operations in 1947, with the 
delivery of five A-B-B-A sets 
of General Motors Electro­
Motive Division Model F3 
locomotives. On May 20, 
1949, Emil Albrecht captured 
this two-year-old set as it 
arrived in Ogden, coasting 
under the Bamberger 
Railroad overhead viaduct. 
Also visible is a train in the 
seven-year-old East Yard, 
later known as Riverdale 
Yard. (Emil Albrecht, James 
W. Watson Collection) 

original Utah Centra l line remained in place as a 
secondary main line until the second track between Sa lt 
Lake C ity and Ogden was completed in 19 12. At that 
time, the origin a l Utah Central li ne became UP's Evona 
Branch, named for a now-aba ndoned sma ll community 
near today 's Farmer's Co-op grain elevato r. 

The Ogden-Salt Lake City double-track project 
began in 19 10, and included major line changes th a t 
were completed in May 1911. The longest line change 
was between Layton and Clearfield. Utah Central 's 
original 1869 main line had been located adjace nt to 
Territorial Road No. I, later to become U.S. Highway 
91. The business sectio ns of both Layton and Clearfield 
developed a lo ng the same route, giving each town a 
mainline railroad right down its ma in street. The li ne 
cha nge moved the lin e abo ut a quarter mile west to its 
present locatio n. A short secti on o f the o rigin a l track 
was left in place at the so uth end of Layton 's Ma in 
Street, until at least 1930, to a ll ow access to shippers, 
including Layton Milling Co. and the Layton plant o f 
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The completion of the Sand 
Ridge Cutoff in 1906 made 
Union Pacific 's entrance into 
Ogden from the west much 
Jess complicated. In this 
view we can see the depth of 
the cut through the sand 
ridge, along with the bridges 
at Bridge Junction. There 
are actually four bridges, the 
three visible and a fourth 
bridge for the Shasta Track 
just to the left of the other 
three. The name Bridge 
Junction comes from the 
junction between the Oregon 
Short Line-owned cutoff and 
the OUR&D 30th Street Wye, 
completed at the same time. 
(Emil Albrecht, James W. 
Watson Collection) 

the Woods Cross Canning Co. Another mod ification , 
cal led the Shepherd Lane Line Change, was completed 
in August 19 1 I bringing an easier curve a nd improved 
grades to the stretch between Farmington and Kaysville. 
There was a lso a minor line cha nge at R oy. 

U nion Pacific in Utah was in fact , at leas t until 
1987 , the combined o perat ions of three di stinct com­
panies, two of which were subsidiaries: Oregon Short 
Line Railroad ; Sa n Pedro , Los A ngeles & Salt Lake 
Rai lroad; and the parent compa ny, Un ion Pacific 
Rai lroad. In a note from present-day hi story, o n 
D ecember 30 and 3 1, 1987, Oregon Short Line Rai l­
road, Los Angeles & Sa lt Lake Rai lroad, and the 
Oregon-Washington Ra il way & Navigation Co. va n­
ished as separate corpora ti o ns when they were offi ­
cia ll y merged wit h U P . 

Oregon Short Line a nd its predecessors bui lt a ll 
Union Pacific lines in Uta h, except the o rigin al 1869 
main line east fro m Ogden to Wyoming. San Pedro , 
Los Angeles & Sa lt La ke Ra ilroad (its na me was 
shortened to just Los Angeles & Sa lt Lake Rai lroad in 
1916) completed its 782-mile line between Sa lt Lake, 
Las Vegas, and Los A ngeles in 1905 , but d idn ' t 
actua lly bui ld any trackage in U tah . Instead , it pur­
chased its line between Sa lt Lake City and the Uta h/ 
Nevada li ne in so utheastern Utah from Oregon Sho rt 
Line in 1903, as part of a complicated la nd ownership 
and right-of-way sett lement. 

Union Pacific Ra ilroad ra il s from the East ended 
a t Ogden, a t Mi le Post 992 .55 (992 .55 miles west of 
Oma ha), adj ace nt to Ogden Uni o n Statio n. Orego n 
Short Line trackage ra n from Salt La ke City through 
Ogden to so uthern Id a ho, with Ogden Union Station 
being Mile Post O for distances meas ured bo th north 
a nd so uth . Sandy, Utah , so uth of Salt Lake City, 
where historic owne rship between OSL a nd LA&SL 
split as part of the 1903 sa le, was Mile Pos t 49.98 from 
Ogden and Mile Post P-786 .35 from Los Angeles. 
(During the mid 1970s, the distance from Los Angeles 



was cha nged rrom Sandy to Ogden , endin g a t the west 
end or the 30th Street Wye, at Mile Post 8 18.57.) OSL 
tracks continued north from Ogden to Pocatello, 
which was Mi le Post 135, and on to Butte, Montana, 
a t Mi le Post 397 (397 mi les north or Ogden). 

The three compa nies, U P, OSL, and LA&SL, 
were kept se pa ra te for a va riety or fin a ncia l reasons, 
a nd to satisfy la bor agreements. Uni o n Pacific for­
ma ll y leased th e lines and co nsolidated operations in 
1936. Fin a ncia l a rrangements included certa in por­
tio ns of trackage and property being used as collatera l 
fo r bond s, a nd labor agreements were kept separate for 
similar reaso ns, the three compa nies sti ll being distinct 
co rporatio ns. Until the la te 1970s, as the bonds were 
pa id off, and as labo r agreements were renegotiated , 
operations of OSL were kept separate rrom those of 
U ni on Pacific, especiall y a t Ogden . U P crews termi­
nated a t Ogden , thei r train s being turn ed over either to 
Southern Pacific crews fo r their co ntinued trip west , or 
to OSL crews who ra n them to Salt La ke C ity, where 
LA&SL crews took the train s o n so uth to Los Angeles. 
All switching in Ogden was done by the jointly owned 
Ogden Union Ra ilway & D epot Co., a lthough por­
ti ons of OU R&D 's switching opera ti ons were con­
tracted to either Uni on Pacific o r So uthern Pacific. 
Most trains through Ogden were U P System trai ns 
that o rigin a ted in the East and o pera ted over U nion 
Pacific, OSL, a nd LA&SL with effect ive indifference, 
changi ng crews as di visio n a nd ow nership bo undaries 
were crossed. Tra ins that o ri ginated o r termin a ted o n 
LA&SL o r OSL were different. OSL did not serve 
Ogden. It o nl y ran its tra ins thro ugh Ogden from Salt 
Lake City to Id aho, wi th some min o r set-outs at Ogden 
for intercha nge with Union Pacific. Technically, OSL 
did no t own either tracks o r la nd in Ogden , but 
opera ted its trai ns by trackage agreements wit h bo th 
Union Pacific a nd OUR&D. 

As OSL's Salt Lake City-to-Idaho and Montana 
busi ness grew th rougho ut the fi rst decades of the 1900s, 
the opera tio n of its freight s through the Ogden ya rds 
co ntinued to be a co ncern to both OSL and OUR&D 
in its te rminal operati ons. OSL trains were being 
regula rl y delayed, sometimes fo r ho urs, by either Unio n 
Pacific o r Southern Pacific t ra in s, o r passenger train 
movements, o r by a variety of switching and tran sfer 
moves. As ea rly as 1922, proposa ls were made to build 
a cutoff tha t wo uld get OSL train s th ro ugh Ogden 
without delay . In 1923, proposed b udget items included, 
a long with improved mechanica l facilities for Unio n 
Pacific, a n OSL freight bypass through Ogden. The 
mechanica l faci lities were fo rced to wait for another 
yea r, as was the OSL bypass, o ffi ciall y known as the 
"OSL Run Around T rack. " Work on the bypass fi na ll y 
bega n in September 1927, and it was co mpleted in Apr il 
1928 a long with several other improvements to Ogden 
ya rd durin g the 1920s, which included a new ro und ­
house, a new Pacific F rui t Express ice plant and icing 
plat fo rms, extension of the 24th Street Viaduct, and the 
new Unio n Stat ion. In some early engi nee ring drawings , 
the OSL fre ight bypass was shown as the " Belt Track." 
and by 1953 it was shown as the "Shasta Track" (for 
reasons as yet undiscove red), and the late r name stuck. 

The Shasta track connected with the dou ble-track 
OSL ma in line to Salt Lake City west o f the Weber 
Ri ver bridge, a t Bridge Junct ion, crossed the ri ver o n 
its ow n bridge and ran a long the east bank or the 
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Bridge Junction was the connection between Ogden Union Railway & Depot Co. and Union 
Pacific 's Oregon Short Line from Salt Lake City. The junction came into being with the 
completion of the Sand Ridge Cut Off in 1906, and was double-tracked in 1912. In 1928 the 
Shasta Track (far left in this view), with its two adjacent home signals, was added as a run­
around track for OSL trains between Salt Lake City and Idaho. Here we see Union Pacific 
U30C number 2903 at East Bridge Junction (Control Point 817, situated 817 miles from Los 
Angeles) in August 1982, leading a special military train bound from Kansas for training 
exercises in southern California. (D. B. Harrop) 

The north connection of the Shasta Track to OSL 's own trackage required Idaho-bound trains 
to weave across the north end of Southern Pacific 's Ogden yard. Here, northbound (railroad 
westbound), UP GP30 861 and its 105-loaded cars of coal off the Utah Railway at Provo looks 
more like a snake than a 7,500-ton train of this vital fuel bound for Pocatello. In this view, with 
the 20th Street viaduct in the background, the OSL passenger main is at the far left, the OSL 
freight lead occupied here by 861 and a DO35 and a borrowed Chicago & North Western SD40 
(typical motive power for the "Short Line"), then the double track SP main, then two SP switch 
leads. June 29, 1978. (0 . 8 . Harrop) 
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Weber to a connection with OUR&D tracks at a bout 
25 th Street, just no rth of the Pacific F rui t Express ice 
pl ant. The ro ute beyond was mostly by trackage ri ghts 
agreem ents with OU R&D a nd So uthern Pacific, a l­
lowin g OSL train s to move in a series of crossove rs 
from th e Shasta t rack on the west sid e of Ogden ya rd 
to the east side at 18th Street, nort h of SP 's c ross ing 
o f th e O gden Ri ver, where it separated at a p oint call ed 
Uni on Pacific Juncti on and ra n no rth a long its a lready 
es tabli shed rou te completed in 1890 . T he new bypass 
all owed th e IO da il y OSL tra in s to avoid the congesti on 
o f the 30th Street wye, U P-SP interchange t ra in s, a nd 
the multiple passe nger tra in s operating in and o ut o f 
Uni o n Sta ti on. With the traffi c-pa ttern changes in 
operati o ns in the late 1970s, a long with the 1982 
merge r between U ni on Pacific, Mi ssouri Paci fi c, and 
Weste rn Pacific, the need for a bypass fo r Ida ho­
bound tra in s went away, a nd whil e the Shasta track 
rema in s today, it is lit tle used except fo r the occasional 
sto rage o f cars. 

Other improvements co ntinued througho ut the 
I 920s. The sta te hi ghway dep a rtment , in 1924, com­
pleted a co ncrete overhead viaduct ca rrying Ri verdale 
Road over the U P tracks. First proposed in May 19 19, 
with costs being equa ll y shared by UP and the sta te, 
in April 1920 the federa l government was asked to 
ass ist in the construction fundin g, under the provisions 
of the Transp ortat ion Act of I 920. In return fo r its 
fundin g pa rticipa tio n, the federal government re­
quested a 20- foo t roadway, in stead of an 18-foo t 
roadway, and a fi ve-foo t sidewalk , instead o f a four­
foo t sidewalk. These cha nges in the design delayed 

•••• 

The Baldwin-Lima-Hamilton Corp. (Baldwin Locomotive Works until 1950) built 168 examples 
of its 1,600-horsepower AS-616 model road switchers between 1950 and 1954, of which Union 
Pacific purchased only six. Southern Pacific purchased 56 units, using them as road 
switchers, the assignment intended by Baldwin. But UP needed heavy switchers for its new 
hump yards in Pocatello and North Platte, and for heavy switching at Ogden. Two of UP's six 
units were immediately assigned to Ogden upon their delivery in late 1951, and both units 
(numbers 1264 and 1265) remained at Ogden throughout their 17-year careers. A regular 
assignment called for them to pull entire trains between the two OUR&D yards, the main yard 
between 20th Street and 29th Street, and Riverdale Yard between 31st Street and Riverdale 
Road, passing the large Sperry mill at 30th Street, shown here as UP 1264 heads toward 
Riverdale with a cut of interchange traffic between SP and UP. 
(Emil Albrecht, James W. Watson Collection) 
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completion unt il 1924 . In addi t io n to the Ri verda le 
bridge, in 193 1, th e o ri gin a l wooden bridge ca rrying U. 
S. Alterna te Hi ghway 9 1 over the UP tracks a t 31 st 
Stree t was repl aced by a modern concrete viaduct. 

Another imp rovement ca me in M arch 1929, when 
U nion Pacific completed a new Terminal R a il way Post 
Office, which was leased to the Post Office Depa rt­
ment . T he o rigin a l ra il way post offi ce was renovated 
as a crew locker room fo r OUR&D crews . 

In May 1942 , O rego n Short Line retired a nd 
removed the weste rn l .1 5-mil e po rti on o f the Evona 
Bra nch, between a co nnectio n with the OSL main line 
a t Roy a nd a crossin g with the Roy-Hot Springs Road 
(U.S. Highway 9 1). The Evo na Branch was the 
remaining p ortio n o f the o rigina l 1869 U ta h Central 
between Ogden a nd Sa lt La ke C ity. The po rtio n of th e 
bra nch to be aband oned had been used o nly to store 
ca rs since 19 12, when OSL completed a seco nd track 
on the new Sa nd Rid ge Cuto ff main line. In July 1930, 
the sta te had designa ted the R oy-Hot Springs Road as 
U . S. H ighway 9 1 by ma king it an " improved gravel 
highway," including building a new co ncrete bridge 
over the do uble-track OSL ma in line. Aba nd onment 
fo r the po rti on of the Evona Branch west of the 
Hi ghway 9 1 crossin g came in 1942 beca use the sta te 
now wa nted to pave the entire length of Hi ghway 91 
between Roy and Hot Springs, and Uni on Pacific did 
not wa nt to pay fo r grade-crossing improvements fo r 
the little-used bra nch. [n October 1945 , OSL retired 
a nd removed a n addi t io na l mile of the Evona Branch 
between its new wes tern end a t the R oy-Hot Springs 
highway, and the j o in tly-owned (with D&RGW), spur 
to the Ogden sugar fac to ry, a t Evo na Branch mile post 
1.59. The rema ining porti on of th e bra nch is still in 
service today. The steel bridge fo r the E vona Branch 
ove r the Weber Ri ve r, nea r the wes t end of today's 24th 
Street Viaduct, is the o ldest meta l bridge (highway or 
railroad) in the sta te, being a Peagram truss design, 
built in 1889. Traffic today on the pi oneerin g Evona 
Branch (a lso kn own as the Evon a Industria l Spur) is 
made up of ca rs bo und fo r customers in the Ogden 
Industria l Pa rk , an occas ional carload o f sugar from 
the Amalgamated Suga r Co. pla nt , and a regul a r large 
qua ntity of g rain a nd grain products ca rs to a nd from 
the Ca rgill , Inc . fl o ur and grain mi ll in West Ogden. 

The co ntinued ri sing volume of tra ffic through the 
Ogden ya rd , along with its st ra tegic place in U nion 
Paci fi c's operation s, qualified it as one of ea rliest 
loca ti ons a t which diesel switcher locomoti ves were 
pl aced in service . Oma ha, N eb. , and Los Angeles, 
Calif. , were the first of UP's yards to receive diesel 
switchers in 1940, but Ogden rece ived its first diese l 
switcher soon after. Ogden's East (Riverdale) Yard has 
a slight 0.3 percent (four inches rise in I 00 feet of 
distance) grade down to 30th Street, and the res t is level, 
a t least to the Ogden Ri ver. This mea ns tha t switchers 
need a bit more power to wo rk bo th ends of Ri ve rdale 
Yard. ln la te 195 1, U ni on Pacific purchased six 1,600-
horsepower Baldwin heavy switchers, kn own as model 
AS-6 16. Two were to be ass igned a t each o f the reta rder 
hum p yards in Pocatello, Ida ho, and N orth Pla tte, 
Neb. , two were ass igned to loca l service in K ansas (soon 
reassigned to heavy switching in North Pl atte) , and the 
ot her two, nu mbers 1264 and 1265 , we re specifica lly 
purchased for and leased to OU R&D for the heavy 
"flat" switching at Ogden. Crews immediately labeled 



the two units as " Mike" and " Ike." They remained at 
Ogden throughout their careers. until they were retired 
in 1968. OU R&D also leased Southern Pacific locomo­
tives. From 1943 to 1946, five SP 0-6-0 steam switchers 
we re leased . These were replaced in 1946-47 by four 
Alco model S-2 diesel switchers. 

A passe nger ba ll oo n t rack was completed adja­
cent to the 30th Street wye during th e mid- I 940s to 
a ll ow Ida ho-bo und trains access to the U P main line 
into U ni o n Stat ion. ln the space in side the ba ll oon 
track , Un ion Pacific, in June 196 1, const ructed a 
faci li ty to unl oad a utomobiles from rai l cars . Using an 
appara tus ca lled a " Buck U nl oade r," it had a capacity 
to unload 200 a utomo biles per day for distribution 
throughout no rthern Uta h . During mid- 1965 , the 
major rai l t raffic customers included fo ur packing 
plants , three gra in mills, and the continuin g traffic o f 
the Ogden Uni on Stockya rd s, whi ch ha ndled $40 
milli on in li vestock during 1964, mostl y in lambs. 

As with ma ny o ther rai lroad s in the la te I 960s, 
U ni on Paci fi c and Southern Pacific began operating 
more " run-through" trains assembled in predeter­
mined blocks fo r part icula r destinations, and doing 
away with ra nd om switching operations at va rious 
ya rd s a lo ng the line. With th e open in g of UP's gia nt 
hump ya rd in orth Platte in 1968, a ll of the railroad 's 
operat io ns changed. All eastbo und trains were pre­
blocked for movement to o rth Pl a tte, avoidin g 
switchin g a t poin ts such as Nampa a nd Pocatello in 
Ida ho; Yerm o, Ca li f. ; Las Vegas, Nev.; and Sa lt La ke 
City a nd Ogden. More a nd more train s in the late 
I 960s a nd throughout the 1970s simpl y moved through 
Ogden with only a cha nge in crews, and with o ut a ny 
switching. To support the run-through co ncept , in 
December 197 1 a new track was added to the Ogden 
ya rd , so uth (ra ilroad direction east) from the 30th 
Street wye, a nd a long the west sid e of Ri verda le Yard. 
It avoided the co nges ti on of train s fro m Sa lt Lake City 
and Ca liforn ia havin g to wend their way across the 
Rive rdale lead tracks to the main line on the eas t side, 
dodging switching operations a nd train s bound fo r 
points o n So uthern Pacific. (The sa me co ncept had 
wo rked ve ry well for Orego n Sho rt Line train s bound 
fo r Idaho in the mid- I 920s when the Shasta track was 
bui lt a lo ng the wes t side of the ya rd north from the 
30th Street wye.) The run-thro ugh t rack was part of a 
genera l mode rniza ti on o f Ri verda le Ya rd , including a 
locomotive service track a t the sou th end of the ya rd. 
With a new service track at Ri verda le, the service track 
a t the ro undh o use nea r 29t h Street was closed , a nd a 
highway truck was eq ui pped to brin g fuel, water, and 
other suppli es to the locomotives, including the numer­
ous switchers that still worked in Ogden . 

Wh en Ri ve rda le Ya rd was increased to its present 
size in 1954, a new ya rd tower was needed. A wate r 
tower was a lready sta nding at the north end, so the 
tank was removed and a small shan ty was li fted up to 
sit atop the suppo rt st ruct ure. Thi s unique structure 
beca me a la ndma rk among ra il road enthusiasts na­
tionwid e. With the modernizat io n of Ri verda le ya rd in 
the mid- I 970s, computers were added a long with ot her 
improvements . Rather than spend mo ney to upgrade 
the unique little shanty, U P in Jul y 1976 replaced it 
wit h a $250 ,000 a ll-meta l tower that se rved both as a 
yardmaste r's o ffi ce and as a communica ti on building. 

A not he r improvement , made in 1977 , was con-
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structio n of a d iffe rent co nnection to the 6 .8-mile 
Hill Field Branch , which had been built in 1908 by 
the Salt Lake & Ogden Railway, a predecesso r to the 
e lectrified Bamberger Railroad. Union Pacific pur­
chased the branch , which serves Hill Air Force Base, 
in 1959 , when Bamberger went out of business. 
Origina lly, access for a UP train was over the former 
Ba mberger/ UP interchange on the east side of the 
ma in line, then by a saw-back move to enter the 
branch, and cross above th e UP main line o n the 
fo rmer Ba mberger bridge. In 1977, afte r UP re­
m oved the bridges a nd embankments (completed in 
19 14) that ra ised the former Bamberger li ne up a nd 
over the U P, the Hill Field Branch connected 
directly wi th the west side of the ya rd. 

Union Pacific's Little Mountain Branch 
During the mid- I 960s , laboratory studies showed 

that it was commercia ll y feasible to extract minerals, 
in add iti on to sa lt , from Great Salt Lake. In Ma y 1967, 
Great Sa lt Lake Minera ls and Chemica ls Corp . began 
bui ldin g a la rge plant for commercial extraction of 
potassi um sulfate, sodi um sulfate, and magnesium 
ch lo ride, a long wit h common salt . The plant included 
17,000 acres of evapo ration ponds just north of Little 
Mountain , west of Ogden on the lake 's eastern shore. 
In February 1969 , Union Pacific secu red Interstate 
Commerce Commission approva l to construct its 
Little Mountain Bra nch . The line was to extend 13.27 
miles so uth westerly from Hot Springs to mineral 
industry trackage on the east sho re of Great Sa lt Lake, 
where Great Sa lt Lake Minera ls and Chemicals wa s 
developi ng its ex tensive faci lity. U ni on Pacific's appli­
cation was protested by both Southern Pacific and the 
D enver & Ri o G rande Western Rai lroad , a rguing that 
the new trackage wo uld duplicate SP's a lready ex isti ng 
I. 7-mile spu r, and that shippers had not shown that 
they required duplicate service from two railroads. The 
two roads a rgued that SP, as the existing carrie r, was 
entitled to a n opportunity to serve the shippers prior 
to Union Pacific being granted entry into the area. SP 
had constructed its 1. 7-mile spur northward from its 
main line to transport construction materials to the 
site, intending further extension into the area to 
co nnect wit h industry trackage as the area deve loped 
a nd industrial pla nts were co mpleted. The ICC fo und 
that the Little Mountain industria l a rea was not 
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During both the steam era 
and the diesel era, Ogden 
Union Railway & Depot Co. 
leased switching 
locomotives from its two 
parent companies. Here we 
see UP 1093, an EMO NW2, 
and SP 1365, an Alco S-2, 
work in front of the Sperry 
mill at 30th Street. 
(Emil Albrecht, James W. 
Watson Collection) 



exclu sive SP territo ry, a nd that the a rea was as ye t 
undeveloped and not generat ing any substanti a l traf­
fic . Great Salt Lake Mineral s, the largest potential 
shipper, testified th a t it required single-line service 
access to U ni on Pacific, beca use its markets were a ll 
loca ted within Union Pacific territory in the Pacific 
Northwest, so uthern Ca li fornia , and in Uta h, Ida ho, 
Colorado, Nevada , and W yo ming. Other shippers in 
the area want ing competit ive U ni on Pacific service 
included Prior C hem ica l Co. , Boise Cascade Co rp. , 
Potl a tch Forests, Inc., and Amalgamated Sugar Co. 
Construction was completed by the end o f 1969. 

Union Pacific Laundry 
The successfu l operation of passenger train s on 

Union Pacific always took a lot of attention to detail 
and much planning. Handling thou sa nds o f passengers 
every day during the peak World War II yea rs required 
a large number of employees just to support the train s 
them selves . It took tea mwork to keep the trains run­
ning, especia ll y the road's premier Stream liner fl eet -
teamwork among the dispatchers, locomotive engi ­
neers, train co nd uctors, car attendants, po rte rs, and 
dining ca r waite rs and cooks . The locomotives had to 
work. The ca r heati ng and air conditioning had to work. 
The di spatchers had to get the train s over the road on 
time, every time. And everyo ne had to wo rk together to 
see that passengers we re comfortable. What passenge r 
ever considered what was needed to get him or her over 
the road to a destination. There always seemed to be 
plenty of food in the dining car, a pillow fo r yo ur head 
in the coach sea t, and sheets for yo ur bed in the sleeping 
compartment o r Pullman bed, along wi th clea n towels 
in the rest rooms. C lea n towels, sheets, and pillows, and 
good foo d was the responsibility of Un ion Pacific' s 
Dining Car and H otel Department , o r DC&H . The 
department also took ca re of the uniforms of train 
personnel, and the drapes on the ca r windows. 

The Dining Ca r and Hotel Department operated 
la rge commissaries to sto re a nd di stribute food and 
supplies to all of UP's passenger train s. Large DC&H 

The Ogden Commissary was completed in 1906 to house the Union Pacific Ogden laundry 
operation. Its architecture matched that of the adjacent 1889-built original Union Station, but 
outlasted that building by 27 years, until 1950, when the commissary was torn down and 
replaced by a new Union Pacific laundry. (Union Pacific Museum Collection, Negative 504447) 
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commissa ry o peratio ns we re located a t Omaha, Den­
ver, Los Angeles, Portland , and a t Ogden. The DC&H 
la undry at Ogden was the only laundry operated by the 
railroad, and did all washing for the entire sys tem , 
ta king care of 940 ,000 (in 1945) pieces of linen and 
cotton items, including 40,000 tableclot hs a nd 285,000 
napkins, as well as thousa nds o f aprons, coats, pi llow 
slips, sheets, and di sh towels. In 1945 , th e DC&H 
la undry monthl y clea ned soiled linen of 125 dining and 
club ca rs, and 14 ho tels, restaurants , and crew clubs 
operated by Union Pacific, together with severa l busi­
ness ca rs and the widely known Sun Valley Resort for 
sk iers. The laundry operated 24 hours a day, seven days 
a week. At that 1945 peak, laundry arr ived from all of 
the other DC&H points, plus Kansas City, wash ing 
60,000 to 70,000 pieces every 24 hours. On average, 
every laundry item on the railroad was cleaned and 
ironed twice a month. The laundry employed more 
than 200 peo ple, most of whom were women. A large 
sewin g o peration both repaired and manufactured 
needed items. The sewing room employed 20 women, 
who at times hemmed 6,000 towels per da y. 

The original la undry was completed in 1906 , 
located in the o ld Commi ssa ry Building just south of 
the depot. It was styled after the then-adjacent Union 
Depot, built in 1889, and remained after the new depot 
was completed in 1924. The passenger business grew in 
the post-World W a r II years, a nd soon the railroad 
found itself sending a large amount of its laundry o ut 
to severa l commerc ial la undri es in Ogden a nd ot her 
loca ti ons along the system. To expand its capabilities, 
in 195 1 the railroad completed a new laundry facility 
in Ogden, which still stands today, just south of the 
Union Station parking lot. The 100-foot by 180-foot 
building was completed in Jul y 195 1 as a large and 
modern faci lity that cou ld process up to 110,000 pieces 
durin g an eight-hour shift. 

Every ho ur of the average eight-ho ur shift , an 
ave rage of 3,300 pounds of dry laundry (about 13,333 
pieces) would be unloaded at the so uth side dock, and 
within a n hour and a half, it would be avai lable at the 
ot her side of the building, washed , dried , ironed , 
fo lded , counted a nd tied in bundles ready for delivery 
to commi ssa ries a ll over the sys tem. Eq uipped with 
eight washers and three drye rs, the la undry al so 
included four flatwo rk ironers, 42 individual pressers, 
six fo lders, and numerous other machines needed to 
handle the volume of work. The facilit y needed large 
quantiti es of stea m, which came from seven Vapor­
C larkson stea m generato rs, identica l to those used to 
produce steam hea t on the railroad' s diese l passenger 
loco moti ves . Thi s um1sual arrangement a ll owed the 
laundry to o pera te at peak tim es with a ll the stea m it 
needed, but a t slower times, some of the steam 
generators could be turned off to conse rve fuel. 

As the number of passenger trains began to 
diminish in the mid- I 960s, the amo unt of laundry sent 
to O gden a lso fell. Soon, th e cost of keeping the 
laundry in operation, a nd shipping the so iled and clean 
laundry a ll ove r the ra ilroad , exceeded th e cost of 
simpl y sendin g the rai lroad 's laundry out to commer­
cia l la undries loca ted in cities wit h la rge passenge r 
terminal s. As the wo rk bega n slippin g awa y to com­
merci a l businesses in oth er citi es. the empl oyees were 
la id o ff. In Ja nua ry 1970, U ni on Paci fi c announced 
that the Ogden laundry wo uld be closed. 



Union Pacific Mechanical Facilities 
As the new U nion Pacific co ntinued to ma ke 

improvements a fter its reorga niza tio n in I 897, traffic 
co ntinued to grow and new loco motives were pur­
chased to move it. Between 19 1 I a nd 1921 , UP 
purchased 362 Mikado-type 2-8-2 locomoti ves and , 
between 19 1 7 a nd 1925, 144 TTT-class 2-10-2 locomo­
tives . These two types were the sta te of the art in 
locomoti ve design at the time, and ma ny opera ted into 
a nd th rough Ogden. The June 28 , I 9 I 8 issue of the 
trade publicatio n Railway Age sta ted tha t o f the 27 2-
10-2 locomot ives purchased by U P during 19 17, 10 
were placed in service on the 75.8 miles of grade 
between Ogden and Eva nsto n, W yo. , a nd that these 
locomoti ves were powerful enough to eliminate help­
ers on the sa me grade. Conquering the Wasatch grade 
east of O gden was always a co nsidera tio n wi th main­
line stea m locomoti ves purchased by Uni on Pacific, 
a long with every turbine locomoti ve, a nd many of the 
la ter d iesel locomoti ves. Between 1922 and 1925, 
Union Pacific placed in service 60 thoro ughly modern 
7000-class 4-8-2 Mo untain-type locomotives . These 
locomoti ves were designed a nd used , as their name 
im plies, o n U P's mountain ous ro utes to pull its fas test 
and most importa nt passenger tra in s. The 7000s were 
U P's ma inline passenger motive power for a nother 15 
yea rs, until the a rriva l of the first exa mples of the 800-
class 4-8-4s in mid-1 937. The a rri val of modern 
locomoti ves in the I 920s required U P to construct 
co rrespo ndingly modern fac ilities to ca re for them, but 
some of the fac ilities a t Ogden had been built during 
the ra ilroad 's earli est days in th e city. 

U ni o n Pacific had built an engineho use in Ogden 
in 1869 immed ia tely a fter the driving of the Go lden 
Spi ke, but the roa d 's main shops were a t Eva nston, I 00 
miles east . The Ogden engineho use was a single-sta ll 
bu ildin g, 40 feet by 157 feet, loca ted between the ma in 
line a nd the Weber River, sha ring a commo n turntable 
wi th Centra l Pacific's own enginehouse. Locomotives 
continued to increase in size and ca pacity, and the 

turnta ble a nd small enginehouse soon beca me in ad­
equa te. In October 1870, the single-sta ll building was 
replaced by a fo ur-sta ll roundhouse . By 1885, C P had 
completed its own turntable and roundh ouse adjacent 
to its own ya rd , a nd by 1890 , the o rigina l UP 
enginehouse had been a bandoned a nd the turnta ble 
taken up. In 1897, a new 20-sta ll roundho use was 
completed j ust no rth o f the o ri gina l engineho use and 
turntable. Th is new ro undh ouse was all-brick, a nd its 
sta lls we re 77 feet lo ng. According to U P 's 1897 a nnua l 
report , other improvements in Ogden at the sa me time 
included a new 60-foot iron turnta ble, a 40-pocket coa l 
chute (measuring 30 feet by 120 fee t), a new o il ho use, 
sa nd ho use, a nd sto reho use, a brick hospita l, t rack 
sca les, ya rd office, wa ter ta nks and wa ter columns, a nd 
additi ons to the stockya rds. The 60- fo ot iro n turnta ble 
was replaced in 1900 by a longer, 66-foo t steel model 
from Lassig Bridge a nd Iron. 

In its original configuration, 
the stalls of UP's 1927-built 
roundhouse were all of 
equal length. This view 
shows the back of the 
structure from its east side. 
(Union Pacific Museum 
Collection, Negative 504032) 

A grand late-summer Sunday afternoon in Ogden. Visible in this view taken from the West 
Ogden bluff is the 1897-built Union Pacific brick roundhouse. The roundhouse here is 
surrounded by railroad cars, showing that this photograph was taken after UP had transferred 
its locomotive facilities to Southern Pacific 's shops, a move completed in 1914. 
(Utah State Historical Society) 
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A spectacular February 1950 
aerial of Union Pacific 's 
Ogden roundhouse, and the 
south (railroad east) end of 
Ogden Union Railway & Depot 
Company's main yard. Upon 
close examination, a couple 
notable things become 
apparent. First, there are no 
operating steam locomotives 
visible. Second, the visible 
diesel locomotives are all 
from American Locomotive 
Co., including FA and FB 
freight cab units {four 
separate consists) and 
switchers. Also visible is the 
caboose repainting taking 
place at the RIP track. There 
are 17 cabooses situated on 
the repair tracks, nine are 
already in UP's new yellow 
caboose scheme, two are 
partially completed, and six 
await the new image. Also 
seen at far left is the Shasta 
Track as it curves away from 
the lower left corner, north to 
a connection with the north 
end of the SP yard at the 
upper left corner. (Union 
Pacific Museum Collection, 
Negative 55-49) 

Edward H. Harriman was in control of Union 
Pacific by 1900, and in 190 I he ga ined control of the 
Southern Pacific as well. One of the most enduring 
impacts from Harriman's control of both UP and SP 
was the engineering designs and improvements made 
under what was called "Common Standard," a con­
cept meant to reduce costs by buying and maintaining 
standard designs common to all companies controlled 
by Harriman. Although Harriman died in 1909 , and 
Union Pacific was forced to sell its interest in Southern 
Pacific in 1912, the two companies continued to 
cooperate under the Common Standard concept for 
many years after. Even today, many of both Union 
Pacific ' s and Southern Pacific' s engineering designs 
have their roots in the Common Standard era. In a n 
early example from those Common Standard days, 
Union Pacific and Southern Pacific in 1914 combined 
their mechanical facilities in Ogden into a joint facility 
to se rve the needs of both compa nies. In November 
I 9 I 4, Union Pacific vacated its I 897-bu il t, 20-stall 
roundhouse and moved all of the machinery to a newly 
expanded Southern Pacific shop. SP had completed its 
new mechanica l facilities in 1906 (while Harriman was 
st ill alive a nd controlling th e SP) in the form of a new 
33-sta ll roundhouse with 88-foot-long stalls. Two 
years later , in 1908, Southern Pacific completed the 
adjacent machine shops, and added a transfer table. As 
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part of the improvements in 1914 for a joint shops 
complex, SP added an all-steel I 00-foot Pony truss 
turntable, and completed a large Blacksmith and Tin 
Shop north of the transfer table, making the faci lity the 
most modern in the West, and capable of handling 
both its own and Union Pacific 's repairs. The old UP 
roundhouse became the railroad' s Ogden passenger 
coach repair shop. 

One block south of the old UP roundhouse stood 
the 1897-built former UP ice house, leased to Pacific 
Fruit Express in 1906. When the ice house burned in 
1919, Pacific Fruit Express set out with immediate 
plans to replace it. Planning and engineering activity 
took a year, and studies showed that the best location 
for a new PFE facility was right where the o ld one had 
stood , but wit h longer platforms and easier access for 
through trains. This la st consideration meant that the 
old UP roundhouse was in the way. Demolition began 
a nd was completed in September 1921 , a long with the 
removal of the 66-foot turntable, the 40-pocket coal 
ch ute, and other shops and buildings. 

By the early 1920s, the expansion of traffic 
through Ogden, and the use of new, modern locomo­
ti ves, made Union Pacific acutel y aware that it no 
longer had its own locomotive repair faci lities in 
Ogden. Since 1914, UP had been sharing Southern 
Pacific's facilities , and those joint facilities were be-



coming overcrowded. SP's roundhouse stall s were too 
short, and too few in num ber, with the result that man y 
UP locomo ti ves were fo rced to be serviced ou tdoors. 
Many proposa ls were made to improve thi s condit io n, 
includin g new faci lities at a new locati on. Two loca­
tions were co nsidered. The first was south of the 30th 
Street wye (in the area later occupi ed by the passenger 
balloon track) , locating the roundhouse and other 
structures (including a transfer table and rectangu la r 
large shop buildings) in the a rea bounded by the wye 
on the no rth , the Weber Ri ver on the wes t, the eleva ted 
Bamberger line on the so uth, a nd the main line on the 
east. Thi s site may have been ruled out due to its lack 
of room for expa nsio n. The second site was on the 
north side o f the same 30th Street wye, bounded onl y 
by the Weber Rive r and the proposed OSL freight 
bypass track on the west and the wye on the south. A 
1923 map illustra ting these proposed sites shows essen­
tially the sa me configuration as what became the final 
roundhouse and car-repair track design, with only 
minor var iatio ns being made later for easier access . 

When SP learn ed that UP was considering mov­
ing o ut , it proposed a nother jo int facility, as the SP 
terminal was also in adequate to ha ndle its own neet of 
larger a nd more modern locomoti ves. A committee 
was form ed and a study was made. SP wanted to 
simpl y add on to its present site, and keep U P as a 
tenant. But UP's hea rt wasn 't in the committee effort , 
and the road declined SP's offer, mostly because Union 
Pacific felt it was bei ng ta ken adva ntage of in the 
current situation. In 1923, UP President , Ca rl Gray, 
stated in a memo that new, solely-Union Pacific 

mechanica l faci li ties wo uld generate almost $ 192 ,000 
in annual savi ngs. Gray was especia ll y upset that SP 
wanted UP to bui ld the roundhouse and other im­
provements at UP expense, but locate it on SP 
property, and let SP d irect its operations. Southern 
Pacific tried a different proposal , with " better" ar­
rangements , but it was too late. Not hin g motivates 
better tha n a bad offer mixed with significant savi ngs 
on the bottom line, and U P decided it needed its own 
engine term ina l in Ogden. UP had just opened new 
faci liti es at Evanston a nd Green Ri ve r, Wyo. , provid­
in g excellent examples of sign ificant savi ngs offered by 
modern faci li t ies. A so lely-UP location wou ld cost 
Un ion Pacific just as much as a new joint faci li ty, but 
would be at a better location for access by the road's 
own loco motives. 

With the decision made, UP purchased property 
in 1923. Located west of the main line at 28th Street, 
thi s la nd was occupied by seve ral private dwellings. 
U nio n Pacific had been fielding complaints from the 
residents about the need for a viaduct o n 28th Street 
to a ll ow better a nd safer access, because " the [grade] 
crossing was a lmost continually used by tra ins a nd 
switching moves" (remember th at co ngest io n here was 
the reason for the proposed OSL bypass in that same 
year) . Purchase of thi s property, fo r a mere $30,000, 
allowed Union Pacific to move o ut the residents, quiet 
the co mplaints, and obtain land fo r its new facilities, 
all a t the same time. U P spent addit iona l money in 
1924 and 1925 to improve and prepa re the site, a nd in 
1926 budgeted a final amount to build the buildings 
and install machinery. On July I, 1927, the new 20-sta ll 
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Union Pacific 's new 
roundhouse, service tracks, 
and RIP (repair-in place) 
tracks are shown in a view 
taken from atop the new coal 
chute, itself completed in 
late 1927, about six months 
after the roundhouse was 
formally opened in July 
1927. Note that here, the RIP 
tracks were single-ended, 
with no access from the far 
end. UP was concerned that 
if access had originally been 
provided from both ends, 
rather from just the OSL end 
near Bridge Junction, 
Southern Pacific, through 
the jointly owned depot 
company, might object and 
call for an increase in 
switching fees for the depot 
company to provide access 
to the solely-UP RIP tracks. 
In 1931 that situation was 
remedied, and access was 
provided from both ends. 
(Union Pacific Museum 
Collection, Negative 504450) 



brick roundhouse and RIP (Repair-In -Place) tracks 
were opened for business, at a total reported cost of 
$7 12,000. Facilities included a 40-foot by 82-foot brick 
machine shop attached to the roundhouse, a I 00-foot 
steel turntable, two concrete cinder pits, an electric 
Whiting traveling cinder pit crane, and a new power 
plant. By the end of 1927, a 350-ton conveyor-type steel 
coaling station was completed at the site. With all 
structures and machinery fully operationa l and ready 
for full use, the facility was officially completed on 
March I, 1929. The cost of the roundhouse alone was 
put at $573 ,000. By the end of 1928 , Union Pacific 
figured it had already saved $149 ,000 over having SP 
maintain its locomotives at the former joint shop. In 
193 1, additional tracks were added that a llowed the 
RIP tracks to be switched not on ly from the west side, 
as originally built , but also from the east side. 
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By the mid - l 930s UP was looking for improved 
locomotive designs that wou ld get more traffic over the 
road faster. In late 1936, the road fou nd th e answer in 
its Cha llenger design, an articulated locom oti ve with 
a 4-6-6-4 wheel arrangement. These locomotives we re 
longer then conventional engines and consequently 
needed longer shop fac ilit ies to handle them. To do so, 
UP in 1941 replaced the I 00-foot turntable with 135-
foot model. In December 1942, nine stall s of the 
roundhouse were extended to accommodate the 4-6-6-
4 Cha llengers and the first 20 4-8-8-4 Big Boy locomo­
tives that were delivered that same year. Stalls 15 and 
16 were extended 153 feet, and sta ll s 12, 13, a nd 14 were 
extended 233 feet to provide room for a new machine 
shop. The original machine shop had been located at 
the end of sta lls 17 to 20, and ra il s were laid into th e 
old machinery space to extend these stall s fo r th e 

left, Inside the Union Pacific roundhouse, the scene was 
usually clouded by both steam and smoke. In this view, 
Challenger 3963 and Big Boy 4016 sit quietly while the shop 
men do what is needed to keep the two locomotives in top 
running order. (Railway Age, Ogden Union Station Collection) 

below, By the mid-1950s, railroading in Ogden had changed. 
On both Union Pacific and neighbor Southern Pacific, the use 
of steam locomotives had fallen off sharply, with diesel 
locomotives being the motive power of choice. Steam was 
kept around in very limited numbers, mostly to fill in for the 
regularly assigned diesel units. In 1952, a coal miners ' strike 
forced UP to convert eight Challenger steam locomotives to 
burn oil, joining several others already converted. These oil­
burners were usually used on the western end of the railroad 
(west of Green River), including the Oregon Short Line 
between Ogden and Pocatello. Here, on May 20, 1956, waiting 
for its next assignment, is Challenger 3706, and it is 
apparently the only steam locomotive at the roundhouse. The 
overhead structure situated between the 3706 and the 
roundhouse is a gantry crane installed by UP to dispose of 
ashes from coal-fired steam locomotives, dropped into pits 
between the rails during regular servicing and moved by the 
gantry crane to adjacent open-top rail cars, just visible 
behind 3706 's tender. The placement of the ash-service cars 
indicates that in 1956, Ogden was still the home of big coal­
fired UP steam. (Emil Albrecht, James W. Watson Collection) 



longer locomoti ves. The original two-track drop pit 
was also increased to be a three-track facility. 

In 1953-54, Riverdale Yard (completed in 1942) 
was expanded to accommodate the growth in traffic. 
Included in the construction was a new car repair 
facility. Completed in December 1955, the four new 
R l P tracks included a 50-ton traveling crane, 1,300 
feet of concrete runway between tracks, a nd space to 
work on 70 cars at any one time. The o ld , nine-track 
car repa ir shop north of the roundhouse at 29th Street 
was retired in April 1959. 

The presence of railroads and railroading in 
Ogden was a lways an important element in the local 
economy. During the labor debate in the early I 960s 
over reducing crew sizes of the loca l switching locomo­
ti ves by elimination of the fireman position, Ogden 's 
residents were reminded in the med ia of the benefits of 
rai lroaders to the loca l economy. Edward Peters, 
manager of the Weber County Industrial Bureau, 
figured that for every 100 rai lroad jobs lost in Ogden , 
the local economy lost $600,000 in yea rly earni ngs. 

With the arrival of large numbers of diesel 
locomoti ves ii) the early 1950s, and the end of the use 
of stea m locomoti ves later in that decade, UP made 
modest improvements to the Ogden roundhouse to 
better se rve the new moti ve power. These improve­
ments included facilities to fuel UP's growing fleet of 
diese l locomotives, and its unique gas-turbine locomo­
ti ves. The scope of these improvements was limited 
because Ogden was only 36 miles away from Salt Lake 
City, with its large diesel shop, completed in 1955 . The 
large coa l dock was removed in the early I 960s, after 
steam locomotives were no lon ger coming into Ogden . 
In 1969, most of the roundhouse work force was either 
la id off or tran sferred to the Salt Lake shops. The 
roundhouse, used only to ho use and service the local 
switcher fl eet, was finally demolished in 1974. 

-
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Union Pacific Today 
The summe rs of 1983 and 1984 saw much fl ood ing 

in the areas aro und the shores of Great Salt Lake . 
Among the many railroad lines affected was the single 
track Denver & Rio Grande Western line between Salt 
Lake City and Ogden , especially the portion west of 
Centerville and Farmington. A quick fi x allowed 
D&RGW and connecting Southern Pacific trains to 
detour over the adjacent double-tracked Union Pacific 
line. The temporary fix soon became a long term 
solution. In the meantime, UP was finding it difficult to 
justify the expense of keeping up its Salt Lake City-to­
Provo line for the once-daily train it was seeing. Thus, 
in October 1985 , the two companies swapped trackage 
rights, allowing Rio Grande and SP trains to use Union 
Pacific's tracks between Ogden and Salt Lake City, and 
UP trains to use D&RGW's tracks between Salt Lake 
Ci ty and Provo. This change brought Rio Grande and 
SP trains into Ogden over UP's tracks, entering the ya rd 
at Bridge Juncti on at the west end of the 30th Street wye . 
Since D&RGW trains interchanged only with Southern 
Pacific, they either terminated in the SP ya rd or 
continued on as Southern Pacific trains, without even 
entering D&RGW's own Ogden yard. 

Changes wi ll continue, especially with the merger of 
Union Pacific and Southern Pacific that went into effect 
on September 11 , 1996. Ogden is now a one-rai lroad 
town. All Union Pacific and former Southern Pacific 
operations in Ogden are expected to be consolidated in 
Riverdale Yard , leaving on ly a double-track main line in 
place of the o ld main yard between 30th Street and 20th 
Street. The general plans are that trains bound to and 
from northern California will be operated direct through 
Ogden , and west over the former SP Great Salt Lake 
ca useway, and trains bound to and from southern 
California will pass through Ogden to Salt Lake City, 
then south through Utah and Las Vegas . 1-'< 

Union Pacific dieselized the west end of its railroad from 1947 to 1952 with a large fleet of 237 cab units from General Motors ' Electro-Motive Division, and in 
1947 and 1948 with 88 cab units from American Locomotive Company. Both types of units regularly ran into Ogden, from both Idaho and from California. Here, 
EMO F3 1403 and three stablemates await their next assignment under Union Pacific 's large coal chute at Ogden. (Emil Albrecht, James W. Watson Collection) 
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What started out as a single-story depot at Ogden soon became a more substantial two-story depot in late 1869. Soon, separate baggage and hotel facilities 
were added. Other buildings sprang up as the railroads needed more office and maintenance space. By the mid-1880s, the local press was calling for a 
replacement for the "group of shacks and shanties, " as shown in this view from the late 1870s. (Ogden Union Station Collection) 

Changing trains at Ogden. Here Central Pacific 's California Limited exchanges passengers with Union Pacific 's version of the same train. On the left are two of 
Central Pacific 's best locomotives, numbers 988 and 815, with the 815 having just brought CP's most important train into Ogden from the west. Passengers 
then transferred to UP's cars to continue their journey eastward, in this case behind UP locomotive 14 (center). On the right is Central Pacific 's Ogden 
switcher, number 1203, and on the far right is narrow-gauge Utah Northern number 2. Note the early versions of pilot snowplows on the CP locomotives, and 
the nearby early Union Pacific cabooses with eight-sided cupolas. (A side note for locomotive fans: Union Pacific number 14 was later sold to Brigham Young's 
Utah Southern, making a date for this photo a problem. By all currently available information, the sale of UP 14 to the Utah Southern took place in 1871, but the 
existence of Utah Northern number 2 in this photo makes its date after 1874, when the UN completed its tracks into Ogden. The source photo is dated 1884, 
which is possible, if (contrary to existing records} there was a second Union Pacific number 14.) (Union Pacific Museum Collection. Negative 504455) 
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6. Ogden Union Railway & Depot Company 

W hen U nio n Pacific first came to Ogden in 
ea rly 1869 , the appa rent need for a junc­
ti on po int o f UP a nd Centra l Pacific 

pushed M o rm on leader Brigha m Y o ung and other 
church leaders to wo rk with owners to acquire la nd 
" for th e purpose o f loca ting a railroad town a nd 
depo t. " Some so ld their plo ts for $50, while o thers 
dona ted their la nd . This was the initia l depo t grounds 
used by the U tah Centra l a fter its completion in 1870, 
and fo rmed a tria ngle with its long side laid al ong the 
west side o f W all A venue. The co mmon p oint of the 
other two sides o f th e tria ngle was nea r the U ta h 
Central crossing of th e Pacific road s. The completi on 
o f U ta h No rthern in Februa ry 1874 brought that 
nar row-ga uge line down Wall A venue to Third Street 
(today 23 rd Street), then a ngling sli ghtl y so uth-south­
wes t to a connection with U tah Central , but still eas t 
of the U ni o n Pacific-Central Pacific crossings o f th e 
U ta h Ce ntral. Thi s co nnection was a ll within the initia l 
tri angle o f la nd owned by the Utah Centra l in Ogden. 
Being a na rrow-ga uge line, Uta h No rthern had its ow n 
passenge r depot and stub-end ed fre ight ya rd , adjacent 
to a nd no rth of the U ta h Cent ra l yard. 

R egula r passenger tra in s between Omaha and 
Sacramento bega n runnin g within a week of the 
dri ving o f the G olden Spike a t Promonto ry. The 
passenger sta ti on facilities a t Ogden a t the time 
co nsisted ma inl y o f a gro up of shacks, as th e town was 
no t o rigina lly intended to be the juncti on. The first rea l 
passenger depo t was a two-sto ry wooden fram e struc­
ture, completed in November 1869. 

By 1874, the two Pacific road s st ill hadn ' t decided 
on a site fo r their commo n juncti on . As an inducement 
to speed their decisio n, a nd to ma ke it in fa vo r o f 
Ogden, Brigha m Youn g in M ay 1874 a rra nged for 13 1 
acres o f p rivately owned la nd just wes t o f the city to 
be made ava ila ble fo r use as the termina l ya rds. Young 
a rranged wi th the owners to se ll their la nd to him , a nd 
sti ll more was donated . In Octo ber 1874, Ogden City 

Council appropria ted $5,000 (presuma bl y to pay Y oung 
for the la nd) , " for the purpose of securing the location 
o f th e Junction of the U. P. , C.P. , U.C. and U .N. 
Ra ilroads in Ogden City." The space was located 
directly west o f the c ity, between th e city and the 
Weber Ri ve r, in the vicinity o f Fo urth a nd Fifth 
streets, now 24th and 25th streets. The a rea inc luded 
space for facilities serving U P and CP , the Uta h 
Central branch lin e to Sa lt Lake C ity, a nd the U tah 
No rthern line to Cache Va lley . Until 1878 , when a 
commo n depo t wa s put into use, each company 
mainta ined its own depo t facilitie s. 

As passenge r traffic continued to grow through­
out the I 870s, the ca rriers co uld see tha t all would 
benefit from the use o f a common depot. On Septem­
be r 20, 1878 the tra in s o f UP, C P, and Utah Central , 
along with those of th e newly reorganized na rrow­
ga uge Utah & N orthe rn , began using a " U nion " depot 
in Ogden, th a t stat ion bein g the origina l red U nion 
Pacific 1869-built two-sto ry wooden structure. In 
addition to providin g a ticket office, the depo t held 
waiting rooms, a baggage office, a nd less-tha n-ca r­
load-frei ght faciliti es. N ext to the dep o t stood the 
Uni on Depot Hotel. 

By 1878 , passenger traffic on the tra nsco ntinenta l 
line had grown to three tra in s a day in each direction , 
with four trains a d ay in each directio n on th e U tah 
Central and a single train arrivin g and departing on the 
narrow-gauge U tah & No rthern. The tra nsco ntinenta l 
train s co nsisted o f a n express train , an accomm oda ti on 
train , a nd a n emigra nt train. Utah Centra l' s se rvice 
consisted of two passenger tra ins and two mixed t ra in s, 
which were made up o f both passenger a nd freight ca rs. 

Almost immedi a tel y, a nd continuin g into the 
mid-l 880s, the loca l press was fill ed with compl a ints 
a bo ut the da rk a nd gloom y depo t, with its qua rte r-mile 
o f wooden sidewa lks across swa mpy mud fl a ts at W a ll 
Avenue a nd 25 th Street tha t served as th e emba rrass­
in g entra nce to Ogden . The com pla ints includ ed call s 

31 

In 1889, Ogden finally got 
the Union Station it 
deserved. Streetcar service 
was operated on the Ogden 
City Railway from the depot 
to downtown Ogden, 
evidenced here by a single 
mule-powered car awaiting 
its next trip up 25th Street. 
(C. R. Savage, Utah State 
Historical Society) 
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By 1885, Ogden yard had 
grown, and included the 
narrow-gauge Denver & Rio 
Grande, connecting with the 
narrow-gauge Utah & 
Northern, and a larger 
Central Pacific yard. Also by 
this time, Central Pacific had 
finished its own turntable 
and roundhouse, adjacent to 
its own yard. This map also 
shows the D&RG/CP 
interchange tracks. (Union 
Pacific Museum Collection) 

for the carriers to erect permanent buildings and 
wo rkshops, and to "go to work like substa nti a l 
co rpo ra tions, in stead of dickering around in shanties 
and ba lloon tinderboxes, li ke some two-and-a-half 
dollar co ncerns." Between 1870 a nd 1890, the city's 
population quadrup led , from 3,127 to 12,889. In 1890, 
U ni o n Pacific inaugurated the Overland Limited, a 
luxu ry train that passed through Ogden on its 7 1-ho ur 
journey between Omaha a nd San Francisco. Ogden 
was growing, both as a passenger destin ati on a nd as a 
center for industry. The youn g city needed a new 
depot , and Ogden U nion Ra il way & Depot Co. , a 
compa ny whose purpose was to meet that need , was 
organ ized on September 17, 1888. 

The tracks of Ogden U ni on Railway & Depot Co . 
were specified to run " from a point on the U nion 
Pacific Ra ilway abo ut 1/2 mile so uth of the point where 
sa id line crosses 8th Street in the City of Ogden , then 
nort h to a point on the Cen tra l Pacific Railroad abou t 
1/4 mile north of where sa id line crosses I st Street. " 
This genera l a rea from the 20th Street crossing on the 
north to the 29th Street crossi ng on the so uth (with East 
Ya rd added in 1942) was the home of OUR&D 
operati o ns from the time of its organization until the 
la te I 960s when its two owners, Southern Pacific and 
U nion Pacific, took over its freight operatio ns. As with 
any terminal company, OUR&D was organ ized to 
a ll ow the member rai lroads to share faci lities , mostly to 
avo id co nflicts of opera ti on and to ensure that each 
road had an equal say in the operations. 

Whil e the timing of the format ion of a depot 
company was a reaction to the complaints of Ogden 's 
citizens to th e lack of service by UP and SP, the depot 
company, operating as a terminal rai lroad , wo ul d 
oversee the operations of UP and SP, a lo ng with Utah 
Centra l, Utah & Northern (soon to be combined as 
the Oregon Short Line & Utah Northern) , and 
Ogden 's newest rai lroad , Denver & Ri o Gra nde 
Western . But first the depot needed a ttention. During 
the 1880s, Union Pacific's president , Charles F. 

32 

L£~£NO 
1J.P.Tr11,kO!Jt 
l/.t. Tl'oelf¥ 
11.IJt. fn,<A. 
(.P.frt><J{. 

NRP~fO ·~Ywl, 
jH[tT r,02 , 

TRA(,J~'"t;: 06Dffl YARD 
MfORlllf@flfJORAT/OltQU.l/1&0.Co. , .. , 
tf1,!"?.Jo"-~Clf"1" CltiN~.1A;~i,1t4,-' 

Adams, had com missioned noted architect Henry 
Van Brundt and his Van Brundt & Howe firm in 
Kansas City, Mo., to design new statio ns for UP at 
Omaha, C heye nn e, a nd Portland. In September 1886, 
he added Ogden to the list after it became apparent 
that it , too, needed a new building. 

Va n Brundt published hi s preliminary sketches of 
the new Ogden depot in American Architect and 
Building Neivs in November 1886. They showed that 
the design was Romanesque in style, a treatment that 
was being promoted by another noted American 
architect , H. H. Richardson. The final design con­
tained many of the preliminary feat ures, but other 
details were a ltered to make the building more func­
tional. Both the north a nd so uth wings were built with 
two fl oo rs. In the center was a three-floor building with 
a clock tower, and the roo f was finished with dormers 
replacing the suggested Romanesque steeple and spi­
rals. Included in the design were 33 hotel rooms in the 
so uth win g. In the center upper fl oor were ra il roa d 
offices, including the superin tendent ' s office, with the 
lower floor taken up by ticket offices and wai ting 
rooms. ln the north wi ng was the baggage hand ling 
fac ilities and an emigran t wa iting room. In early 
September 1886, Adams co mmissioned Francis M. 
Sharp o f Kansas City to be the building contractor. 
Constructi on commenced immediately, and by late 
December the sa ndsto ne founda ti on was la id . 

Mayor David Eccles declared a city-wide holiday 
for the laying of the corner stone. He invited business­
men to close their estab li shments and urged citizens to 
"engage in the ceremon ies. " Reporting on the 5,000 to 
6,000 perso ns that attended , the Ogden Standard 
commented that " the old shanties cal led th e depot wi ll 
no t be used much lo nger. " 

Work ha lted , however, du ring 1887 as Union 
Pacific's attenti o n turned to defending itself before the 
Pacific R ail way Commission , formed by Congress to 
fully in ves tigate the affairs of the government bond­
a ided railways, and their questi o na ble meth ods of 



repaying the government for obligations coming due 
during the la te 1890s . To separa te the mainline roads 
from any improvements they wanted to make, and to 
aid in the financing of the depot , and other improve­
ments at Ogden, UP and CP organized the Ogden 
Union Rai lway & Depot Co., as noted , in September 
1888. Work resumed and the depot was completed in 
Ju ly 1889, with Jul y 31 being set aside as the day of 
grand celebra tion. 

The stat ion was open to the publ ic a ll day. T he 
celebration was capped off that evening with a round 
of speeches and a dance. At I a.m ., a specia l train 
returned Salt Lake Ci ty guests to their homes, whi le 
the Ogden guests danced until 2 a. m. One speaker 
remarked that "after long yea rs of a nxious wa iting, we 
have at las t secu red the great prize, and the people of 
Ogden are happy." In addition to the new depot, 
OU R&D bu ilt a freight house, a nd in 1889 , Union 
Pacific co mpleted a la rge addit io n to its ice house. 

Growth co nti nued and Ogden became one of the 
largest ra il road centers in the West . By the turn of the 
century, the city was the home of numero us ca nneries, 
wholesale houses, cloth ing mi lls and factor ies, fo und­
ries and machine shops, brick ya rds , a nd other factories 
of all kinds . As a rai lroad cen ter, Ogden was the home 
ofUP's Wyoming D ivision, SP's Sa lt Lake Division, the 
Salt Lake & Ogden Rai lway (later called the Bamberger), 
a nd the Ogden & Northwestern R ai lroad , la ter to 
become the Uta h Ida ho Centra l. New mechanica l 
fac ilities (rou ndhouses and ca r and loco motive shops) 
were completed fo r UP in 1897, a nd for SP in 1906. T he 
So uthern Pacific shops acted as its General Eastern 
Shops, and employed more than 500 men in its " three 
immense buildings of whi te stone a nd brick. " Both 
Union Pacific and the Denver & R io Grande also 
maintained their shops in Ogden, employing 125 men 
between them. In 19 10, a new OUR &D freight house 
replaced the one bu il t in 1889. Located just north of 
Union Statio n on Wall Avenue, it was 700 feet long and 
co uld handle I 00 cars on its seven tracks. [The OU R&D 
freight house was closed and demolished in 1972.] 
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T he November 1906 Officia l Guide of the Rai l­
ways provides an excellent look at passenger ra ilroad ­
ing in Ogden. In 1906 there were six Rio Gra nde 
Western trai ns operati ng through Ogden. Incl uded 
were tra ins that connected wit h one of O regon Short 
L ine's tra in s to Seat t le . U nion Pacific ra n six thro ugh 
t ra ins, fo ur o f which connected d irect ly with Southern 
Pacific tra ins. U P a lso ra n a loca l between Ogden and 
Echo. SP's t rains connected with UP at Ogden , except 
fo r a mixed t rain tha t opera ted between Ogden and 
Kelto n on the old Promonto ry line. 

At the time, O regon Short Line did not name its 
passenger train s, using o nly trai n numbers. During 
I 906, it ran fo ur through tra ins (two in each di rection) 
between Sa lt Lake City and Seattle, with connections 
at Pocatell o for Butte, Mont. OSL also operated a Salt 
Lake C ity-to-Cache J unction local. 

By the turn of the century, 
Ogden was a busy and 
growing city, and its Union 
Depot was a center of 
activity and a gathering 
place. This view was made 
on the occasion of the 
opening of Southern 
Pacific 's Lucin Cutoff in 
1904. (J. E. Stimson, Wyoming 
State Museum) 

---,.,-,- - ,------- -.--,--~-
' ' ' 
I ,o ~ i 

MAPN16tJ - 1,A.n ....,,., 
-, 

1RACKA6£ ,, 06/XN YARIJ ,,,,,_ 
Q,J'~ (H,;.;.(J;{!,~· .r.,'- <-i-,fkb. 

With the completion of the passenger depot of Ogden Union Railway & Depot Co. in 1889, Ogden yard was changed to accommodate the larger passenger 
facility. This map shows the newly completed standard-gauge tracks of the newly organized Oregon Short Line & Utah Northern, entering the city from lower 
right. The narrow-gauge tracks of the Rio Grande Western remained, and are shown here including the crossing with Central Pacific at upper right. 
(Union Pacific Museum Collection) 
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Shown in this map of Ogden yard in 1916 are several features that remained throughout the yard's existence. Note the extensive Southern Pacific roundhouse 
(completed in 1906 and 1908), along with UP's 1897-built roundhouse, and the D&RGW roundhouse adjacent to the D&RGW/SP 90-degree crossing. 
Immediately north of the UP roundhouse are the large stockyards just prior to their being moved across the river west to their 1917 location. As shown here, 
there were no tracks, other than UP's double-track main line, south (railroad direction east) of the 30th Street wye tracks. The area shown as 'A' is the original 
Utah Central station grounds. The area shown as 'B' is the alignment of the original Utah Central track, which remained as the demarcation between UP's 
portion of OUR&D trackage, and SP's portion. At bottom center is the interurban terminal. (Union Pacific Museum Collection) 

In 1915, the Chamber of Commerce was promot­
ing the city as a warehousing center, a canning center, 
a packing hou se center, a nd a food manufacturing 
center, in addition to being a railway center. During 
the early part of the 1900s, the depot handled 76 
passenger trains a day. By the 1920s, Ogden was 
experiencing explosive growth in railroad traffic. The 
number of freight and passenger trains grew almost 
daily, with 1921 being the peak year for passenger train 
revenues on Union Pacific. 

The growing congest ion called for more and better 
facilities. In 1917, the Ogden Union Stockyards were 
completed, making the city the largest center west of 
Denver fo r handling livestock in ra ilroad cars. A freight 
bypass fo r Oregon Short Line train s was completed, as 
were mechanical facilities (roundhouse a nd car shops) 
to maintain Union Pacific locomoti ves and cars. Pacific 
Fruit Express rose from the ashes of an icehouse 
destroyed by fire in 1919 to complete (in 1921) an up­
to-date concrete ice manufacturing plant , with ex-
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panded facilities for the icing of entire trains of refri g­
erator cars. Tracks were added to the OUR&D yards to 
accommodate the increased traffic, and to make room 
for the new PFE facilities. This forced the reconstruc­
tion in 1927 of the steel 24th Street Viaduct (completed 
in 1909) to extend it directly to the West Ogden Bluff. 

In the midst of a ll thi s growth in the mid- l 920s 
came a huge setback. On February 13, 1923, one of the 
hotel rooms in Un ion Station caught fire , and the blaze 
spread all too quickl y. By 2:30 a .m. , when the fire 
department brought it under control, the center part of 
the building and all its eq uipment were a tota l loss, but 
no injuries occurred . The north wing and south wing 
were st ill intact, but a ll that remained of the center were 
the stone exterior walls. The loss of the large Victorian 
depot was not mourned. It was 34 yea rs old and had 
served its days. The day after the fire , the Ogden 
Standard Examiner reported that " the squatly, poorly 
lighted, ill-vented , unattractive old depot will now be 
replaced ," addin g that the building had recently be­
come "dil apidated , ill-venti lated, unsightl y, ove r­
crowded and unsa nitary." Yet, imagine the community's 
consternation when the railroad compan ies a nnounced 
that the st ructure would be repaired rather than 
replaced. After much pleading by community leaders, 
the rai lroads relented , and by April 1924 the depot 
gro unds were cleared. 

Hired to design the new depot were John and 
Donald Parkinso n, principals in a Los Angeles architec­
tural firm that had also designed UP Mission-style 
depots a t Ca liente, Nev., in I 921, and Kelso, Ca lif. , and 
Milford , Utah , in 1923. The same firm also furnished the 
designs for Los Angeles Uni on Passenger Terminal, Los 
Angeles City Hall , and Los Angeles Memorial Coli seum. 

A fire started on the third floor of the center portion of Ogden 
Union Station on February 13, 1923, and spread quickly. When 
the fire was finally put out, only the brick and sandstone 
exterior walls of the center portion of the 34-year-old structure 
remained standing. The only fatality came later when a stone 
fell from the clock tower and struck a clerk while he sat in his 
temporary office. (Ogden Union Station Collection) 



On November 22, 1924, the sta ti o n was decla red 
complete, a nd a dedica tio n ceremo ny was held . The 
new dep ot stood on the fo unda tion o f the depot tha t 
burned . O gden histori an Richa rd C. R o berts described 
the new depot this way : 

" Its a rch itectura l design is Ita li a n Rena is­
sance of the style which fl ourished in the fifteenth 
century in E urope. T he building is 374 feet long 
and an average of 88 feet wide, with a waiting 
room o f 60 feet by 11 2 fee t, a nd a ceiling height 
of 56 fee t. T he ceiling and roof a re supported by 
six huge wooden trusses which a re made from 
Oregon o r D ouglas Fi r. The tru sses were highly 
o rnamented in b rilli ant colo rs' a nd a tt ractive 
designs,' (which have since been p a in ted over). 
The roofin g is of a Co rdova Sp ani sh ti le. T he 
b rick is a pink bu ff brick produced in Ogden and 
faced with Boise sa nd stone. T he two main en­
trances on the east o f the build ing a re ca rved Boise 
sandsto ne. T he des igns in the sa nd sto ne a re of 
fruit s,' fea turing mostly cluste rs of grapes . Over 
each entra nce door is a ca rved bu ffa lo . 

" inside, the building has the la rge wa it ing 
room in the center. On the no rth end of the 
build in g on the gro und fl oor is a smok ing room for 
men, and a ladies rest pa rlo r. Farther along a re the 
baggage a nd ma il rooms. There was a lso a sma ll 
emergency hospita l' loca ted in the no rth win g. The 
south wing of the ground fl oo r housed the Western 
Uni on and the station mas ter's o ffices. 

"On the east o f the wa iting rooms was the 
ticket office which was sepa rated from the wa iting 
room by a long co unter reaching across the a rcade 
openin gs. ' On the west side o f the wa iti ng roo m 
was the U ni on News Compa ny sta nd s and the 
pa rcel checking a rea. At each end o f the wa iting 
room were built two a rtist ic drinking fo unta in s 
with colo red ti le designs. The fl oor o f the waiting 
room is la id in six inch a lterna ting red and grey tile 
to ma tch the wall p las tering d o ne in old ivory with 
buff tiled wa inscoting. 

"On the second fl oo r were th e d ivision offices 
o f the Southern Paci fi c, the Superintendent of the 
Ogden U ni on Rai lway & D epo t Compa ny, th e 
Unio n Paci fi c Telegraph Depa rtment and the 

C laims Agent. The bui lding was steam heated by 
a bo iler plant bui lt a bout 600 feet west of the 
structure with the steam ca r ried to the sta t ion 
th ro ugh a n underground pipeline . The to ta l cost 
of the structure was $400,000 ." [The power p lant 
was built in 19 13.] 

When completed , the depot directly replaced the 
o ld o ne in bo th size and funct ion. T o so lve a n ea rl ier 
p roblem of limited access to the mul tip le depot tracks, 
sometime before 1920, a passenger subway (under­
gro und wa lkway) was completed between the wa it ing 
room and sta irways up to the depo t tracks. In March 
1927, the subway wa s extended to serve the outside 
tracks, all owing passengers to walk di rectly fro m the 
waiting rooms to the platform of their choice, witho ut 
rega rd to whether tracks above were occup ied by 
wait ing tra ins. 

With the completi on of the passenger subway, 
o ffici a ls co nsidered adding umbre lla sheds to protect 
passengers from the elements. As with many th ings at 
the j oin tly owned O gden U ni on Sta tio n, m inor dis­
agreements surfaced over the design of th ese new 
sheds. U ni on Pacific wanted sheds that were 19 feet 
wide, simila r to those just in sta lled at Sa lt Lake C ity. 
So uthern Pacific wanted sheds tha t were 23 feet wide, 
similar to those install ed a t Sacramento. A decision 
was made in November 1927 to use the Sacra mento 
design, and the shed s were completed between April 
a nd September 1928. In a ll, there were 5,600 li nea r feet 
o f sheds protect in g the fo ur tracks. [T he shed s were 
to rn down d uring April 1969.] 

Other improvements ca me to O gden d uring the 
mid- and la te- 1920s. As no ted earlier, U P buil t a new 
roundh o use and shop s, and PFE built a new ice p lant 
a nd icing pla tfo rms. The extension of the 24th Street 
viaduct to reach the W est O gden Bluff, cleared the way 
fo r more ex pansion in the rai lroad yard below . 

In I 930, there were 119 freight tra ins o perated 
da ily through Ogden yard. During the previous yea r, 
just over 1.4 mill io n ca rs moved th rough the yard , 
which was sa id to have the capacity a 12,000 ca rs. 
During 1929, the stockya rds handled more tha n 2. 1 
milli on head of lives tock, includ in g ca tt le, hogs, sheep, 
ho rses, a nd mules . The stockya rds accepted 13,298 
ca rloads o f li vestock, a nd shipped 13,53 1 ca rl oad s. At 
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In 1924 a new depot rose 
from the ashes of the 
burned-out Union Station, 
literally. The new structure 
was built on the original 
foundation stones, making 
the replacement exactly the 
same dimensions as the 
original 1889 depot. The fine 
Italian Renaissance 
architecture, with the 
dramatic Spanish tile roof, is 
shown in this view taken on 
March 19, 1926. (Utah Sta te 
Historical Society) 



During the 1920s, Ogden's 
new Union Station was the 
focus of much activity, but 
only at train time. The depot 
area was a much quieter 
place between train arrivals, 
as seen in this view from the 
24th Street viaduct. (Union 
Pacific Museum Collection, 
Negative H9-36) 

The Northern-type 
locomotive was Union 
Pacific's premier steam 
power for its passenger 
trains. Several were painted 
in a striking two-tone gray 
scheme that matched that 
used on UP's extra-fare 
passenger runs. Here, UP 
825 is getting ready to back 
down to the depot to take 
Train 24, the daily San 
Francisco Challenger, east 
to Omaha and its eventual 
destination of Chicago. The 
train arrived daily at Ogden 
over Southern Pacific. 
(Emil Albrecht, James W. 
Watson Collection) 

the PFE icing plant (which could produce 400 tons of 
ice a day, and store 2,000 tons), 82,302 cars were iced 
at the two icing platforms. These platforms could re­
ice 272 cars at one time, and have all 272 cars 
completely re-iced in just one hour. Also during 1930, 
more than 750 carloads of wheat were inspected each 
month at Ogden , placing it second only to Portland, 
Ore ., in amount of wheat shipped by rail; thi s was in 
the days before covered hoppers, and grain was 
shipped in 40-foot boxcars. By 1946, 140 trains were 
moving through Ogden eve ry day, counting both 
eastbound and westbound movements. 

Union Pacific's Streamliners 
The economic depression of the 1930s had deeply 

affected America 's railroads. Businesses stopped ship­
ping goods because no one was buying. Passenger 
traffic plummeted , especially railroad travel by busi­
nessmen , the bread and butter of intercity passenger 
service. Between 1920 and 1932, the number of 
passenger train-miles nationally fell 65 percent, from 
47 billion to 16 billion . Reflecting the availability of 
cheap automobiles and government-funded public 
highways, registrations of private automobi les leaped 
from 8 million in 1920 to 24 million in 1930. To lure 
business and pleasure travelers back to the rails, and 
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away from new commercial airline companies, and 
buses and automobiles, Union Pacific bought a fleet 
of soon-to-be-famous Streamliner passenger trains. 
These new distillate- and diesel-powered trains of­
fered air conditioning, reduced noise, bright decor, 
modern furn ishings, and a better ride than that of 
conventional steam-powered trains. 

The first Streamliner was M-10000, nicknamed 
"Little Zip," which came through Ogden only during its 
nationwide tour in March 1934. It later entered revenue 
service as the City of Salina. Union Pacific's second 
Streamliner, M-10001 (later the City of Portland) ran 
through Ogden while on its historic and record-making 
cross-country dash from Los Angeles to New York City 
in October 1934. The first Streamliner to enter regularly 
scheduled service through Ogden was the City of Los 
Angeles, M- 10002, in May 1936. This was Union Pacific's 
third Streamliner, and like the others, it was designed to 
operate as a single train set, each car being permanently 
connected to the next. The City of Los Angeles was an I I -
car, 714-foot-long articul ated train with two locomotives 
instead of the single locomotive that had been used on the 
previous two. The extra power was needed get the long 
train over some of UP's steepest grades, including the 
Wasatch grade up Weber Canyon east of Ogden, and 
Cima Hill and Cajon Pass in California. 



Entering se rvice between Chicago and Los Ange­
les as Union Pacific Trains 103 (westbound) and 104 
(eastbound) , Streamliner M-10002 "sai led," rather 
than departed, five times per month. The schedule 
brought the westbo und train to Ogden on the I st, 7th, 
13th, 19t h, and 25th of each month , and the eastbound 
train o n the 4th , I 0th, 16th , 22 nd , a nd 28t h. This was 
a premium train with Pullman service and other ext ra­
fare amenities. The next Streamliner to serve Ogden 
was the City of San Francisco , which entered se rvice 
just a month after the City of Los Angeles, also as an 
ex tra-fare train . ft , too, ran on a schedule of five ro und 
trips per month , between Chicago and San Francisco, 
as Un ion Pacific Trains 101 (westbound) and 102 
(eastbo und ). The City of San Francisco arrived in 
Ogden west bo und on the 6th, 12th , 18th , 24th , and 
30th of each month. The opposite eastbo und runs were 
in Ogden o n the 3rd , 9th , 15th , 2 1st, and 27th . 

Over the next five yea rs, between 1936 a nd 194 1, 
the ra ilroad responded as public accepta nce of the 
Streamliners increased. More powe rful locomotives 
were introduced, and la rger add iti o na l cars were built. 
Added equ ipment a ll owed an increase in frequency 
from every sixt h day to every third day. Beca use most 
passengers chose sleepi ng accommodations over regu­
la r- fare coach service, more sleeper and Pullman ca rs 
were added. As the trains got heavier a nd the ca rs 
became larger, the co ncept of permanently connected 
ca rs and locomotives fell by the wayside. The more 
powerful loco moti ves were separate from each o th er, 
and from the now-sepa rated la rge r ca rs. All eq uipment 
used sta nd a rd railroad co uplers. The City of San 
Francisco a nd the City of Los Angeles each grew to 14 
ca rs a nd three locomot ive units. 

Other trains operating through Ogden to San 
Francisco during these glory days of A merican rail 
passenger service included the Fony -Niner, the San 
Francisco Overland Limited, The Challenger, and the 
Pacific Limited. The Forty-Niner is remembered for its 
specia lly streamlined steam locomotives, the on ly two 
to be so mod ified by U ni on Pacific: P-13-class 4-6-2 
Pacific-type number 2906, and MT- I-class 4-8-2 Moun­
ta in-type number 7002 . While the St reamliners were 
the glamour trains, many other regu la r t ra ins co ntin­
ued to o ffer both Pullma n service and mo re economi­
ca l coach service, usi ng regul a r, heavyweight (as 
opposed to the Streamliners' lightweight) cars, behind 
steam locomot ives . A 1937 U P Uta h Division time­
table shows four daily passenger trains operatin g north 
from Ogden, a rriving and leavi ng Ogden Un io n Sta­
tio n. One d a il y train was Train 559-560, a loca l 
between Ogden and Brigham C ity, usi ng a self­
propelled mo tor car. 

World War IT brought tremend o us increases in 
t raffic to America's ra ilroads. Passenger train-mileage 
alo ne rose sharply to a peak in 1944 of95 billion , a six­
fold increase from the bleak days of l 932's 16 billion 
miles. With U nio n Station being on the main east-west 
ro ute, more a nd more freight and passenger trains 
a rrived, st rai ning the termi na l and its yards to their 
very limit. More freight ca pacity came with co nst ruc­
ti on of the new East (later Ri verda le) Yard in mid­
i 942. After America entered the war in late 194 1, 
people began traveling at a furiou s pace. Men and 
women ente rin g military service were moved to mili­
tary bases a ll over the nation. Executives a nd othe r 

business travelers took to the rails to oversee the 
great ly increased production of the co untry's factories. 
Wives, children, parents, and sweethea rts traveled to 
visit with a member of the military, if on ly fo r a brief 
moment before that soldier went overseas. Soldiers 
a nd sai lors traveled cross-country in countless troop 
tra ins, moving from inl a nd training bases to coastal 
ports to be sh ipped out . After fighting broke out, entire 
tra ins of wounded soldiers returned home and were 
moved to hospitals a ll across the nat ion . It was a hectic 
time on the railroads, but they were up to the 
challenge. In Ogden , OUR&D increased the number 
of passenger tracks to 17, to accommodate the sharp 
increase in tra in travel. Union Station a lways seemed 
to be full of people hurrying to catch a train , at a ll times 
of the day a nd night. There was a train to Salt Lake 
City every hour, with a round -trip fare of just $ 1. 10. 
At the peak of war traffic in 1944, 60 to 70 passenger 
trains in each direction passed through Ogden every 
day. I t was good econom ic times for Ogden's railroad­
ers, but they were not happy times. Almost every 
fami ly, rai lroaders in cluded, had someone in uni form, 
or knew a close friend or neighbor who was awaiting 
the return of a soldier. 

When the war ended, the number of passenger 
trains through Ogden fell back to a more reasonable 
number, but st ill more than before the war, and the 
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The number of trains 
arriving in Ogden, and the 
variety of their destinations, 
required shuffling of their 
cars at the depot. UP 0-6-0 
steam switcher number 4740 
switches a Southern Pacific 
Railway Post Office car on 
the depot's north end in this 
view taken from the 24th 
Street viaduct. (Emil Albrecht, 
James W. Watson Collection) 

Union Pacific 's City of San 
Francisco was the first 
streamlined passenger train 
to operate regularly through 
Ogden. The early version was 
powered by Pullman-built 
(with EMC Winton engines) 
Model E2 locomotives. From 
the very first, the train was 
jointly operated, and owned, 
by UP, Southern Pacific, and 
Chicago & North Western. 
Train 102, the eastbound 
train, arrives from the SP and 
enters Ogden, bound for 
Chicago, in this view taken 
about 1940, just before the 
E2s were replaced by more 
powerful Model E6 
locomotives. (Raymond P. 
Gledhill, Ogden Union Station 
Collection) 



While Union Pacific usually 
assigned some of its small 
0-6-0 steam switchers to the 
OUR&D lease, SP regularly 
assigned much larger power 
to its portion of the joint 
operation. Here, on 
September 6, 1937, SP 4-8-0 
2922 works as the Ogden 
Union Station depot 
switcher. (William A. Gibson, 
Sr., William A. Gibson Jr. 
Collection) 

quality and scheduled frequency of regular service 
improved. All three mai nline railroads - UP, SP, and 
Rio Grande - continued to ex pand thei r passenger-ca r 
fleets with lightweight , modern cars. The coming of the 
diesel locomot ive made for clea ner trains, and rail­
roads took the opportunity to make their trains 
brighter and more visible. UP bought mo re locomo­
tives and more ca rs, allowing the railroad to run 
Streamliner trains da ily in stead of eve ry three days. By 
purchasing still more locomotives and cars, U ni on 
Pacific replaced most of the 20- to 30-year-old heavy­
weight fl eet and a ll but the m ost modern steam 
locomotives. Between 1946 a nd 1965, U ni on Pacific 
purchased 291 sleeping cars, I 96 coaches, and I I 2 
diner and lounge cars, a long with 16 Domeliner 
coaches , 16 Domeliner lo unge cars, and 11 unique-to­
UP Domeliner diners. To promote the expanded 
services, Union Pacific in 1952 began painting all 
passenger equipment in its Streamliner yellow a nd 
gray colors . Up until tha t time, o nl y the Streamliners 
had been ye llow, and the older, heavyweight cars were 
either dark green or two-tone gray, depending on the 
service to which they were assigned. When Union 
Pacific began buying diesel road fre ight locomotives in 
quantity in 1946 and 1947, they were delivered in 

Streamliner colors to call attent ion to the railroad and 
its expanded, daily service. By 1948, the Streamliner 
colo rs were associated with Union Pacific, and vice 
versa. The rai lroad's switchers, including those work­
ing in Ogden , were repainted from a ll-black to the 
Streamliner colors. Cabooses a lso were repain ted , 
from dark reddish-brown to ye llow. Railroading in 
Ogden was becoming much more colo rful. 

Denver & Rio G rande Western never approached 
UP or SP in numbers of trains or passenger market 
share at Ogden , but soon it withd rew from the city 
entirely. On November 25, 1953 the company received 
permission from the Utah State Public Service Com­
mission to discontinue its daily Salt Lake City to 
Ogden passenger train, train numbers 8 and 9. The 
commission said that there was sufficient other train 
a nd bus service to handle demand , and the train was 
te rminated on C hristmas Day 1953 . 

The peak yea r for post-war ra il travel turned out 
to be 1952. By th a t time, many more fami lies co uld 
afford cars and they drove them over a rapidly 
expand ing network of publicly funded highways, trav­
eling at their own co nvenience and on their own 
sched ule. Business travel was growing with the economy, 
but it was goi ng by a ir, not by train . And in 1956, the 
Intersta te highway system was signed into law, making 
personal and business travel by car even easier, more 
convenient, and cheaper. 

Union Pacific's Ciry Streamliners were combined 
in September 1960. T he Ciry of San Francisco a nd City 
of Los Angeles ran as one train from Ch icago to Ogden, 
where they were split . The City of San Francisco headed 
due west over Southern Pacific to Oakland, Ca lif. The 
Ciry of Los Angeles continued on UP tracks south to 
Salt Lake City a nd on to Las Vegas and Los Angeles. 

For many years, UP also operated seaso nal trains 
to national parks. In 1908, UP opened a branch to serve 
Yellowstone Nationa l Park, created in 1872 a nd nestled 
in the northwest co rner of Wyoming, and nearby 
Gra nd Teton National Park after its creation in 1929. 
In the 1920s, the railroad helped develop the nat ional 

The City of San Francisco was only the second Streamliner passenger train to operate regularly through Ogden, where Union Pacific handed the train off to 
Southern Pacific to continue its journey to its namesake city. The train 's original locomotives operated at the head of the train from its inaugural run in June 
1936 until their replacement by more modern locomotives beginning in 1940. Train 101 , the westbound City of San Francisco, is shown here near South Ogden 
under the control of Electro-Motive model E6 locomotives: number 993 (built in 1946), number 988B (built in 1941), amd number 987 (built in 1940) trailing. 

(Emil Albrecht. James W. Watson Collection) 
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parks in southern Uta h, building another branch to 
reach Bryce Canyon and Zion Ca nyon national parks 
and form ing a subsidiary, U ta h Parks Co., to build and 
operate the park lodges. U P offered summer train 
service to its Utah national park destinations, and 
Yell owstone National Park , runnin g the Yello111stone 
Special with coaches a nd sleepers from Sa lt Lake City 
through Ogden to West Yellowston e, M ont., as part of 
its regular tra ins. At times the se rvice was via the Bulle 
Special a nd a t times the Portland R ose, a nd la ter, the 
City of Portland. The 1960 seaso n was the las t for direct 
service to Yellowstone, via West Yell owstone, and 1965 
was the last yea r for any nati onal parks service, which 
offered connecting bus service to Yellowstone through 
a branch line to Victor, Idaho. 

Beginning in Jan uary 1967, R a il way Post Office 
cars were discontinued between O gd en a nd Los 
A ngeles, bringing to a n end service that bega n with 
th e San Pedro, Los Angeles & Salt Lake R a ilway in 
1905 , a nd w hich continued wit h the diese l Stream­
liner City of Los Angeles in 1936. So uth ern Pacific 
ended its O gden-to-Oakla nd RPO se rvice ten months 
later, in Octo ber 1967. 

O n November 16, 1967 , SP reduced the number 
of its passenger tra ins th at used Ogden Uni on Station 
from nine to seven when it elimina ted its fast mail 
trains between Ogden a nd Oakla nd. U P was o perating 
fo ur trai ns through the sta tio n at the time. SP's action 
was precipita ted by the U. S. Post Office terminating 
its Ra il way Post Office service. 

Un ion Paci fi c's passenger revenue fell by two-thirds 
between 1955 and 1970. Many cha nges we re made in 
passenger-t rain ope rations, including creation of the 
unofficially named "Ci ty of Everywhere, " when UP 
combined a ll of its cross-cou ntry Streamliner trai ns in to 
one train between Cheyen ne and Green River, Wyo. 

Since the mid- l 940s, there had been a balloon 
track so uth a nd east of Bridge Juncti on a nd the 30th 

For its normal operations, Ogden Union Railway & Depot Co. leased switching locomotives 
from its parent companies, Union Pacific and Southern Pacific. Research shows that the SP 
locomotives, like Alco S-2 shown here, generally stayed in the depot area or were used in the 
northern portion of the Main Yard, while UP-owned locomotives stayed in the southern part of 
the yard. UP switchers were almost exclusively used in East, or Riverdale Yard. In this view, 
taken in April 1949, SP 1364 waits for its next assignment as depot passenger switcher. Built 
in 1944, this switcher was renumbered to SP 1715 in 1969. It likely spent its entire career 
working in the Ogden yard. (Emil Albrecht, James W. Watson Collection) 

Street wye. This track a ll owed the Ida ho- a nd Mon-
tana-bo und passenger train s (especia lly Trains 35-36, 
The Bulle Special) to enter the UP main line and 
OU R&D trackage so uth (ra ilroad directi o n east) of 
the crossovers between 29th Street and Patte rson 
Avenue, a long the east side of the 30th Street wye. Thi s 
permitted passenger tra ins to cross ove r to the U nion 
Station lead tracks adjacent to the Sperry Flour 
Milling Co. grain elevators a nd en ter depot trackage 
directly, in stead o f having to be pulled into the stat ion 
by a series of time-co nsuming and expensive OUR&D 

The westbound City of Los Angeles {Train 103) enters Ogden after passing beneath the Bamberger bridge in the distance. Leading the train is Union Pacific 's 
GM-EMO E6A number 954A, built in 1940 as number 7-M-2A . This unit was retired in 1956 as number 993. This train will continue into Ogden Union Station. 
Upon departure it will be pulled back by an OUR&D switcher to approximately its current location and will depart bound for Salt Lake City, Las Vegas, and Los 
Angeles via the 30th Street wye under its own power. In the immediate foreground is the connection for the passenger balloon track, which allowed OSL trains 
to enter Union Station via the same direct route as UP trains. (Emil Albrecht, James W. Watson Collection) 
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When the National Railroad 
Passenger Corp., better 
known as Amtrak, took over 
the operations of most 
passenger trains in America 
in May 1971, the operation 
included the new San 
Francisco Zephyr, 
westbound Train 5 and 
eastbound Train 6. These 
trains operated between 
Chicago and Oakland, and 
arrived at Ogden where 
Union Pacific gave the train 
over to Southern Pacific for 
a trip across Great Salt Lake. 
During the 1970s and 1980s 
Union Pacific was in the 
habit of adding an additional 
locomotive to the Amtrak 
trains operating across 
Wyoming to ensure that they 
were able to maintain their 
schedules. By 1980, the date 
of this photo, UP owned only 
eight of its famous 
passenger locomotives {of 
an original fleet of 149 
units). Here is Model E9 
number 954 at the headend 
of number 6, awaiting its 
eastbound departure from 
Ogden. (D. B. Harrop) 
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switch ma neuvers. Freight tra in s a lso used the ba ll oon 
t rack to put them o nto the U P ma in line a long the east 
side o f the yard , ma king the use o f the Shasta track 
unnecessa ry, with its serpentine ro ute of crossovers to 
ge t across the SP tracks a t the no rth end . The ba ll oo n 
t rack was removed in 1970 to make way fo r a new U P 
freight by-pass. 

M a ny passe nger t ra ins using Ogden U ni on Sta ­
ti on required th e use of a switcher locomotive, leased 
from e ither U P or SP, but usua lly from UP, a nd 
opera ted by OU R& D crews. M ost passenger tra ffic 
was bo und for Salt La ke City a nd points south a nd 
wes t. As wes tbo und t ra ins passed Ri verda le Yard , th ey 
headed directl y in to th e sta tion under their own power. 
Upon a rrival a t the station , an OU R&D switcher 
co upled onto th e rea r of the t ra in . At departure, the 
switcher pulled the train south past the Bambe rge r 
overhead viaduct a nd unco upled ; the t ra in wo uld then 
proceed under its own power aro und the south leg o f 
the 30th Street wye towa rd Salt La ke. 

Eastbound tra ins required a n oppos ite move; the 
train proceeded a ro und the south leg of the wye to the 
U P ma in adjacent to Ri verdale Yard . A n O U R&D 
switcher then coupled onto the rea r a nd pulled it back 
to U ni o n Sta ti on. After its sta ti o n wo rk was com­
pleted , the train depa rted ea st, leaving under its own 
power. The exception to thi s was th e City of San 
Francisco and o ther tra in s ha nded over to So uthern 
Pacific. They usua ll y required a cha nge of loco moti ves, 
fro m U P to SP, o r vice versa , but they a ll opera ted 
directly through U nion Statio n trackage with o ut th e 
use o f OUR&D switchers. 

At times, thi s cha nging of moti ve power made fo r 
in te res tin g va ria tions. From their inceptio n in the mid­
and la te- l 930s, the City Strea mlin er fl ee t was jo in tly 
owned a nd operated by U ni o n Paci fic , So uthern 
Pacific, a nd C hicago & No rth Western Rail way. The 
loco mo ti ves a nd ca rs were j o intl y owned until 1948, 
when th a t a rra ngement was di ssolved a nd the equip­
ment was split up a mo ng the three rai lroads. A fter this, 
C&N W locomo tives regul a rly a ppea red in Ogden. 
usua lly in co nsist wit h UP loco moti ves . SP usua lly put 
its own locomo tives on the tra ins fo r th eir t rips fa rther 
west, a nd the UP power wa s serviced a nd held a t 
Ogden for th e next eastbound trip. During la te 1954 
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and ea rly 1955 , U nio n Pacific beca me d ispleased with 
the perfo rma nce o f C&NW on its pa rt o f the opera­
tion. On sho rt no tice, U P d umped C&N W and on 
October 30, I 955 , a new jo int opera tio n went into 
effect wi th the Mil wa ukee Road - Chicago , Mil wa u­
kee, St . Pa ul & Pacific Railroad - to o pera te a ll 
Streamlin er t ra in s between Oma ha a nd Chicago. These 
were th e City of San Francisco (Trains JO 1-102), the 
City of Los Angeles (T ra ins /03-104), the City of 
Porr land (T ra ins 105-106), a nd the City of Denver 
(T ra ins / / /-/ / 2) . Mil wa ukee Road purchased six sets 
of EMD E9 passenger locomotives in Februa ry 1956 
to operate its portio n o f the j o int se rvice. They were 
pa inted in UP's ye ll ow a nd gray Streamliner scheme, 
a nd th e new pa rtnership regula rl y bro ught th ese and 
o ther Mil wa ukee R oad loco moti ves to Ogden. 

Afte r the 1948 split , Southern Pacific briefl y con­
tinued to use the fo rmer joi ntly owned loco moti ves to 
pull the City of San Francisco between Ogden and 
Oakland , immedia tely repainting them from th eir origi­
nal U nion Pacific yell ow a nd gray scheme to SP's 
st riking red a nd o ra nge " Daylight" scheme. By 1950 the 
three un its, a n E2A (nick named "Quee n Ma ry") and 
two E7 Bs, were reassigned to o ther SP train s in 
Southern Ca lifornia, being replaced in Overl a nd Route 
service by passenger units newly delivered fro m Ameri­
can Locomotive Co. These 2,000 horsepower Alco units 
(kn own as models PA and PB) were purchased espe­
cia lly fo r the Overland Route Streamliner service and 
were a lso pa inted in the Daylight scheme. In 1959 , they 
were repainted to the a " Lark " gra y and sca rlet scheme 
adopted by SP, and they were a da il y sight o n the Ogden 
service tracks until they were replaced by EMD 3,600-
horsepower SDP45 units in Jul y 1967. 

Until ea rly 1968, UP operated two loca l, mixed 
trains. One, the Malad Mixed, left Ogden at 5:30 a.m. 
for its nine-ho ur journey north up the OSL ma in line as 
far as Brigham City, then northwes t via M a lad Branch 
t rackage to its so uthern Idaho destinat ion (73 miles 
distan t) , and return . The Park City Mixed a lso took all 
day to travel its route up Weber Canyon to its des tina­
tion at the end of the Pa rk City Branch , 68 miles from 
Ogden. The M alad Mixed ended its days in April 1968. 

As pa rt of the service to its patrons, Ogden Union 
Sta ti on furni shed bo th curbside and trackside help to the 
traveling public. These empl oyees, here as elsewhere, 
were popularl y known as " Red Caps, " for the headgear 
they wo re as part of their uniforms. The decline of 
passenger service al so led to fewer sta ti on employees, 
and the last Red Cap was la id off in April 1969. 

Begi nning in M a rch 1970, the Inte rsta te Com­
merce Commi ssio n approved several changes in wes t­
ern passenge r tra in opera ti ons that affected service at 
Ogden Uni on Sta tion. ICC a ll owed the di sco ntinua nce 
of Western Pacific' s Salt La ke C ity-to-Oa kl and por­
ti on of the California Z ephyr, a Chicago-to-Oa kland 
tra in with sta inless steel dome ca rs tha t bega n running 
in 1949 as a j o int opera ti on of the Burlingto n, Denver 
& Ri o Gra nde Western , a nd WP, in direct competition 
to the combined C&N W, U P, a nd SP City of San 
Francisco . Although its endpo ints were the same as 
those of the City of San Francisco, its ro ute was via 
D enver a nd Sa lt Lake City rat her than C heyenne a nd 
Ogden. The federa l age ncy req uired that Ri o Gra nde 
conti nue th e o peratio n o f its Denver-Sa lt La ke City 
porti on of the Califo mia Z eph1T. forci ng D& RGW to 



run wha t then beca me the Rio Grande Zephy r thro ugh 
the R ockies three days a week. T o provide a connec­
tion fo r Rio Grande Zephyr passengers headed to a nd 
from no rthern Cali fo rni a , the road opera ted a stub 
train of a sin gle locomotive (usua lly SP FP7 6447) and 
a single coach between Ogden a nd Salt Lake City, 
connectin g with Southern Pacific 's porti on o f the Cily 
of San Francisco which was cut back to a three-t imes­
a-week sched ule a t the sa me time. 

Thi s situat ion remained until May I , 197 1 when 
the federa ll y-suppo rted Na tio na l Railroad Passenger 
Corp., o r Amt rak , bega n opera ti ons, ta king over 
intercity ra il passenger service from most of the 
na tion 's freight ra il roads. Passenger t ra ins th ro ugh 
Ogden then took the fo rm o f the reorga nized San 
Francisco Zephyr, which operated from Chicago to 
D enver ove r Burlington N orth ern , then over U P from 
Denver to Ogden, and ove r SP from Ogden to 
Oa kland , with a bus connecti o n to Sa n F ra ncisco. 

Both U P and SP were majo r so urces of equi pment 
fo r Amt ra k's in itia l operatio ns. U P was a lways well 
known fo r the quality of its passenger-train opera tions, 
and the conditi on of its passenger neet . The ra il road 
co uldn 't fi ght the tide of passengers leaving to travel 
over publicly funded highways, but Union Pacific kept 
the ca rs in good shape right up to the end . UP's ro lling 
stock was in such excellent conditi on tha t Amtra k 
purchased 124 ca rs (64 coaches a nd 60 sleepers) to begin 
its opera tio ns. Also in excellent co ndition was UP's neet 
of passenger d iesels. Twenty-nine of these model ES a nd 
E9 locomotives were a lso sold to Amtra k. The firs t 
Amtrak t ra ins through Ogden used those former Union 
Pacific ES a nd E9 locomotives . Then in 1973 Amtrak 
bega n to put in se rvice its specia ll y designed six-ax le, 
500-class SDP40F locomotives . In 1976 th ose six-ax le 

units we re replaced by the more versatile fo ur-ax le, I 00-
and 200-class F40PH locomotives. 

Amtrak opera tio ns in Ogden remained stable 
between 197 1 a nd 1983. Fo r some time before 1983 , 
Amtrak had been wa nting to shift its C hicago to 
Oa kla nd t ra in away from UP's Wyo min g ma in line to 
Rio G rande's more scenic Colorado line between 
Denver and Salt Lake C ity, and was negoti a ting wit h 
the two ra il roads to make it happen. Nat ure stepped 
in a nd fo rced a quicker sta rt of the new se rvice. In 
April 1983, a mud slide a t Thistle, U tah, on D&RGW's 
line thro ugh Spa ni sh Fo rk Ca nyo n, southeast of 
Provo, closed tha t line. A ll Rio Gra nde tra in s deto ured 
between Sa lt Lake C ity a nd Denve r by way of Ogden 
a nd the U P ma in line across W yoming, including the 
non-Amtrak Rio Grande Zephyr. For IO days, D&RGW 
co ntinued to deto ur its Rio Grande Zephy r through 
Wyoming. On April 25 , 1983, Amtra k fo rmally changed 
the ro uting of T ra in 5-6, its Chicago-to-Oak la nd tra in , 
to ru n th ro ugh Colorado ra ther th an W yo ming, 
chri stening the new o peration as the California Zephyr. 
The tra in operated th ro ugh Wyoming, and th ro ugh 
Ogden, until July 16, 1983 , when the Amtra k Califo r­
nia Zephyr went east from Salt La ke City over the 
D &RGW a nd th ro ugh the new Thistle tunnel fo r the 
first t ime. The tunnel was completed, a nd the first Rio 
Grande train ra n th ro ugh it , on July 4. 

On October 30, 1983 , the last eastbound Amtra k 
California Zephy r le ft Ogden U ni on Sta ti o n afte r 
hav ing come east o n SP's G rea t Salt La ke ca useway, 
end in g a lm ost 11 5 yea rs of conti nuo us passenger 
se rvice between Ogden a nd Oa kla nd-Sa n F ra ncisco. 
After leavin g Ogden , the tra in proceeded so uth to Sa lt 
La ke C ity a nd then headed east across Co lorado 
instead of east thro ugh Wyomi ng. T he next day, the 
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By the time Amtrak trains 
had reached the south end 
of the Ogden yards, at 
Riverdale Road, they were 
usually operating at mainline 
speed. Eastbound Amtrak 
Train 6 is shown here at 
Riverdale during spring of 
1981. Also visible in this 
view looking north is the 
entire south (railroad east) 
end of Riverdale Yard, 
including the engine 
servicing facility and, at far 
/eh, the runaround track 
completed in late 1971. 
(D. 8 . Harrop) 



eastbo und tra in ra n in to Sa lt Lake City over U ni on 
Pacific' s tracks (fo rmerl y Western Pacific) along the 
so uth sho re of the la ke, bypassing th e ca useway and 
Ogden completely. F rom then o n the only regula rly 
scheduled Amtra k tra in through Ogden was the Pio­
nee1· , A mtrak tra ins 25 and 26, which fro m 1983 to 
199 1 ra n from Sea ttle to Portla nd , across Orego n a nd 
Ida ho, to Salt La ke City, where it connected with the 
California Z ephyr to Chicago . At this time, a nd 
thro ughout the 1980s, a typica l consist of the Califor­
nia Z ephy r east from Salt La ke C ity was two F40 
locomo tives, eight ca rs from O a kla nd , two cars from 
a connecti on with the Deserl Wind from Los Angeles, 
and two more ca rs from the Pioneer connection, by 
way o f Ogden . 

U ni on Sta ti on was reinsta ted as a full-agency 
Amtra k station in M arch 199 1. Thi s was the first time 
an agent was on duty there since January I 985, when 
the fac ility was closed due to Ogden's close proximity 
(36 miles) to Sa lt La ke City. Thi s took pl ace in 
preparati o n fo r the rerouting o f the Pioneer from 
Ogden, east up Weber ca nyon a nd across Wyomin g to 
Cheyenne and Denver, there to meet and combine with 
the California Zephyr as had been d one previously in 
Sa lt Lake City. The rerouting o f the Pioneer thro ugh 
Wyo ming too k effect in June 199 1, a nd rema ined in 
effect in to early 1997 . In a round of budget cuts, 
Amtrak had pl anned to drop the Pioneer, alo ng with 
the Deserr Wind, in the fall of I 996. Last-minute 
Co ngressional acti on kept the train running - a nd kept 
Ogden from becomin g a freight-o nl y town - fo r six 
months, a fter which the future o f these a nd o ther 
threatened Amtrak ro utes was indefinite. 

OUR&D's Riverdale Yard 
As America recovered from the depression of th e 

1930s, a nd with a wa r coming in Europe, t ra ffic o n 
America 's ra il roads was boomin g. Much industria l 
effo rt was going into the economy of the West, a nd 
Ogden was on the ro ute fo r tra ins to and from the West 
Coast. The number of train s was growing steadil y, a nd 
the ya rd was fee ling the pinch . It needed more roo m. 
During the fall I 941 pea k, as ma ny as six trains were 
held o n th e ma in line a t any o ne time awa iting space 
in Ogden yard. Additio na l space ca me to the so uth 
(eas t in railroad term s). To build its new " East Ya rd ," 
Ogden U nion R a il way & Depot Co . in 1942 purchased 

Prior to the completion of East Yard in 1942, the main yard in Ogden was regularly congested 
with empty Pacific Fruit Express refrigerator cars awaiting their next load of California 
perishables. In this view taken about 1940, at least seven tracks are filled with empty PFE 
cars. (Emil Albrecht, James W. Watson Collection) 
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305 acres of la nd , situa ted between the U ni o n Pacific 
main line on the east, the Weber River on the west, the 
emba nkment for the Bamberge r over-crossing on the 
north , a nd the Ri verda le Road bridge o n the so uth . 
The "East Ya rd" name ca me fro m the fact tha t it was 
loca ted (railroad) east of the Bamberge r Ra ilroad 
crossing a t 33 rd Street . The new ya rd wo uld consist of 
four 125-ca r tracks and a new switch lead . One of the 
projected uses fo r the new ya rd was to sto re westbound 
empty Pacific Fruit Ex press refri gerato r ca rs, which 
were taking up va lua ble space in the th en-current 
Ogden ya rd . Empty PFE ca rs were also takin g up 
va luabl e space in numero us sidings along the UP ma in 
line across Wyoming, a nd as far east as the Omaha/ 
Council Bluffs termina l. In addition to O UR&D 
holding tracks fo r westbo und PFE ca rs, Pacific Fruit 
Express itself leased space fo r two additio na l 125-car 
tracks, loca ted nea rer the Weber Ri ver, to se rve as 
clea n-out tracks for its fl eet of refrigerato r ca rs. East 
Yard was co mpleted a nd placed in operati o n in June 
1942. The res ul ting expa nsion o f switching opera tions 
required UP to add a second a nd third diesel G enera l 
M otors Electro-M otive Di vis io n (GM- EMO, o r just 
EMO) NW2 model switcher to the single unit tha t was 
a lready wo rkin g in Ogden. 

Until East Ya rd, situated between 33rd a nd 50th 
streets, was co mpleted in 1942, a ll tra in s were opera t­
ing in and o ut o f the o ri gin al O U R&D " West Yard " 
between 2 1st a nd 29th streets. ln additi o n to the 
seasonal sto rage o f empty PFE cars, East Ya rd 
ha ndled a ll So uthern Pacific eastbo und tra ffi c, a long 
with a ll U nio n Pacific tra ffic bo und fo r Sa lt Lake City 
a nd Los A ngeles. It a lso handled the seasona l east­
bound PFE shi pments. West Ya rd ha nd led a ll west­
bo und tra ffi c fo r SP, a ll westbound U ni o n Pacific 
(OSL) traffic fo r Idaho and the No rthwest, a nd all 
local industri a l tra ffi c. Co nstruction o f East Yard 
eased the congesti on somewha t, but within 10 years, 
more space was needed agai n. 

Rail tra ffi c growt h continued th ro ugh the post­
World Wa r 11 years, aga in squeezin g the ya rd fac ilities. 
The a mount of perisha ble tra ffic from Ca li fo rnia 's 
agricultu ra l industry produced a peak in PFE tra ffic in 
1953 , with a lmost 500,000 cars being loaded. An 
average of 7,000 to 8,000 ca rs of perishable t ra ffic per 
day we re moved by way of the Overl and R o ute from 
California thro ugh the "Ogden G ateway," with a 
winter season pea k of mo re th an 9,000 ca rs. T o ha ndle 
thi s surge, U P a nd SP a nn ounced in July 1953 th a t the 
jointly owned Ogden U ni on Rai lway & Depot Co. 
wo uld expa nd its Ogden East Ya rd. 

Thi s expa nsio n wo uld permit better ha nd ling of 
a ll eastbo und tra ffic. The ori ginal, ma in ya rd (briefl y 
known as West Ya rd) wo uld then be dedica ted to the 
better ha ndling of a ll wes tbo und tra ffi c. Incl uded in 
the East Ya rd (by then known as Ri verda le Yard) 
ex pa nsio n was a lmost 22 miles of new ya rd tracks, a 
new ove rhead viaduct fo r Ogden's 3 1st St ree t, two new 
ya rd offices, a diesel fu elin g fac ili ty , two new co nt ro l 
towers, floodlights fo r both yards, a new 150-ton track 
sca le, a pneum atic tube message system, a nd rad io a nd 
paging co mmunications. Also included was a second 
steel overhead bridge for the Bamberger Rai lroad, 
whose origin al steel bridge had stood since 19 14 . At the 
sa me ti me, U P wo uld build a new fo ur-t rack ca r repa ir 
a rea , with shop, o ffice , locker room. a nd sto reho use . 



Riverdale Yard, as it appeared during the mid-1970s. At the bottom of the photo is the Bamberger bridge, completed in 1914, along with an adjacent second 
bridge completed in 1954. By this time, the former interurban trackage was being operated by UP as its six-mile Hill Field Branch, between Ogden and Hill Air 
Force Base. At the top is the Riverdale Road bridge, completed in 1924. These two bridges limited the size of Riverdale Yard. The portion of the yard at left was 
completed in 1942 as Ogden Union Railway & Depot Company's East Yard, and the portion along the photo center, including the car repair tracks, was 
completed in 1954 under the name of Speedway Yard. Along the right edge of the yard is the 1971-built runaround track. Also visible just above the Bamberger 
bridge and running completely across the photo is the original crossing of 33rd Street. (Union Pacific Museum Collection, Negative 874-2-7) 

Also included was a new isla nd-type icing plat­
form for Pacific Fru it Express th a t wou ld a ll ow the 
company to mechanize part or its opera tio n a t Ogden , 
a long with expa nding its fac ilities to a ll ow the re-icing 
or two full-length , unbroken 11 0-ca r trains at once. 
This platform would replace the 1927-built 70-ca r 
platform in the mai n yard. PFE wo uld retain the older 
66-car icing platform, also located in the main yard. To 
mechanize the icing operations, the new platform at 
Ri verda le wou ld be equipped wi th three Preco me­
cha nica l icing machines and a 500-ton ice manufactur­
ing and storage faci li ty, a nd a n ice co nveyor system 
co nnect ing the storage fac ility with the icin g platfo rm. 

The new '"Speedway Yard " opened o n Septem­
ber I, 1954. The new name was on ly brien y promoted 

(rai lroaders then, as now, knew it as Ri verda le Ya rd), 
but its intention was to highlight the fact that the ya rd 
would enable both U ni on Pacific a nd Southern 
Pacific to move trains through the Ogden Gateway 
with grea ter effici ency a nd speed. To build Speedway 
Yard a nd complete o ther loca l improvements, U P, 
SP, a nd thei r subsidiary OUR&D, spent $4 milli o n in 
1953-54. U ni o n Pacific spent $78 ,000 for add iti o na l 
tracks a nd track cleaning in 1957. An additiona l 
$ 123,000 was expended in 1959 for U P to ex pa nd its 
car repai r fac ilities. Between 1957 and 1962, OUR&D 
spent $400,000 for improvements, including water 
treatment faci lities. mail handling equipment , and 
train crew faci lities, a long with other bui ldin g a nd 
trackage cha nges. 
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On a typical day in October 1955, either a passenger 
tra in or a freight trai n arri ved or departed Ogden every 
11 minutes. An average of 20 passenger trains and 7,000 
to 8,000 freight cars moved through the city daily. 

During the early I 960s, the State of Utah changed 
its tax code, increas ing the tax liabi lity of OUR&D's two 
owners. This, together with the im pending sett lement of 
the Ogden Gateway case (a rate and traffic-division 
dispute that wi ll be covered in detail later) negated many 
of the advantages of maintaining a separate terminal 
company. The two rai lroads agreed that OUR&D had 
served its purpose, so in 1965 they applied to the ICC for 
the "curtai lmen t" of its operations. In October 1967, the 
ICC approved the request, which a llowed D&RGW and 
SP to start a direct interchange, bypassing the switch ing 
of their interchanging trains by OUR&D crews. The 
order a lso a llowed UP and SP to perfo rm a ll of their 
own fre ight switching, with OUR&D continuing to 
operate the passenger depot and to handle passenger­
train switching. In March 1968, OUR&D was reorga­
nized , affecting 1,050 wo rkers. Unio n Pacific hired 550 
workers to support its former-OUR&D operations, 
Southern Pacific hired 150 workers, a nd the rema ining 
350 stayed with OUR&D to support the passenger­
train o perations. 

Ogden U nio n R ai lway & D epot Co. was always 
an importan t empl oyer in the a rea . In 1939, the 
compa ny employed 950 workers, with a combi ned 
payro ll of $ 1,528,309. By 1950, the annual payroll fo r 

In 1954, UP completed a new four-track car repair facility as 
part of the expansion of Riverdale Yard. The new facility was 
equipped with the most modern features, including a work 
area fully paved with concrete, and a 50-ton traveling crane 
{from which this photograph, looking north, was taken), and 
plenty of space for material storage, with room for future 
expansion. (Union Pacific Museum Collection, Negative 43382) 
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its 1,450 wo rkers was $4. 7 million. 
The December 1982 merger in wh ich U nion 

Pacific took over Missouri Pacific and Western Pacific 
radically changed ra il roadi ng in Ogden. Unti l the 
merger, UP and SP cooperated closely in their Over­
land R oute operations. Many trains were handed off 
between the two rai lroads at Ogden, with SP locomo­
ti ves operatin g as far east as U P's North Pla tte yard in 
Nebraska , a nd UP locomotives operating deep in SP's 
California te rri tory. When Union Pacific acquired the 
Western Pacific Railroad main line from Salt Lake 
C ity to Oakland , Calif. , in 1982, it then had its own 
direct route to northern Ca li fo rnia and no longer 
needed an interchange with SP. After the UP-WP 
merger, Union Pacific and Southern Pacific met 
severa l times in an attempt to come to terms with 
operation of Ogden U nion Railway & Depot Co. 
Fina lly, an agreement was made, with a color-coded 
map showi ng specific track ownership as a visual a id . 
Reflecting the 1968 reorganiza tion and subseq uent 
opera tio na l cha nges, a ll of Riverda le Yard and a ll 
trackage south of 29th Street became solely Union 
Pacific property. SP took over much of the former UP 
trackage in the old main ya rd , including the area 
directly west of the passenger depot tracks . Several 
tracks adjacent to the o ld PFE faci lity stayed with U P. 
The remai ning property arou nd and under Union 
Station itself, and the former site of the freight house, 
remained as a joint OUR&D hold ing. 1-'r 

The 1954 completion of a new icing dock for Pacific Fruit 
Express at Riverdale Yard included three Preco automatic 
icing machines. These machines traveled the length of the 
ice dock on rails mounted to the outside edges of the 
dock. The Precos were able to swivel from one side to the 
other, allowing the re-icing of cars on either of the two 110-
car tracks. (Union Pacific Museum Collection, Negative 38105) 



7. Central Pacific and Southern Pacific 

U nion Pacific 's connecting partner in the 
historic 1869 completion of the transconti­
nental rai lroad was Centra l Pacific. Unti l 

September 1996, it was Southern Pacific that operated 
into Ogden from Ca lifornia, across the Great Salt 
Lake and Nevada. The narrative of how one became 
the other begins with the organ izat ion of the Central 
Pacific Rai lroad by the "Big Four," a gro up of 
Sacramento, Ca li f. , businessmen headed by Collis P. 
Huntington, in 1863 to construct the western portion 
of the Pacific Railroad. After the Golden Spike was 
driven, Centra l Pacific aimed its sights on completing 
feeder lines in Oregon and northern California that 
wo uld furnish, or "feed," traffic to the new transcon­
tinental rail line. One of these was the Southern Pacific 
Railroad , started by other individuals in 1865 as a line 
from San Francisco to San Diego. Its construction 
stalled until Huntington became financially interested 
in mid-1868 , and he gained control in September 1869. 

By the end of 1882, with the completion of its line 
into Oregon, CP operated 1,330 miles of rai lroad in 
Utah , Nevada , Oregon, and in northern Cali fornia. By 
the late 1870s, its sister company, Southern Pacific, 

had built a nd operated a railroad throughout central 
and so uthern California, and had reached Tucson , 
Arizona Territory, in mid-March 1880, and Texas in 
1883. A new holding corporation , the Southern Pacific 
Co. , was organized in 1884 to manage all of Huntington's 
rai lroad interests, including Southern Pacific Rail­
road , Central Pacific, and severa l other leased rail­
roads. CP was leased to the Southern Pacific Co. on 
April I, 1885, giving the SP complete control of 
Huntington 's Centra l Pacific lines in Ca lifornia and 
Oregon , together with the Overland Route, between 
Sacramento and Ogden (the origina l Centra l Pacific) , 
and the Sun set Route, between southern California 
and New Orleans (the origina l Southern Pacific). 

In the years following completion of the trans­
continental rai lroad , both Union Pacific and South­
ern Pacific sought ways to circumvent and delay 
making payments on their respective government 
bonds coming due in 1899, 30 yea rs afte r completion 
of the transcontinental railroad in 1869. As set down 
in the original 1862 Pacific Railway Act, these 
payments were to be based on the net earnings of each 
road. UP delayed its payments by questioning the 
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The crew of Southern Pacific 
switcher 1192 takes a break 
to pose for an unknown 
photographer in this view 
taken in 1903. The practice 
of Ogden Union Railway & 
Depot Co. leasing both UP 
and SP locomotives for 
operation by OUR&D's own 
crews began immediately 
upon its organization in 
1888, and continued until 
1968. (Ogden Union Station 
Collection) 



definition of " net earn ings." The company a lso used 
other delaying tactics, tryi ng to keep its various 
improvements, including its development of badly 
needed feeder lines, such as Oregon Short Line, Utah 
Ce ntral, a nd many others, separate from the business 
of the original transcontinenta l trunk line. As a lready 
noted , the creation of Ogden Un ion Rai lway & Depot 
Co. in 1888 was o ne of these tactics. Central Pacific 's 
owners chose to avo id the question of net earnings by 
acq ui ring control of the SP, a nd t ransferri ng much of 
Centra l Paci fic 's business to the so uthern route, 
completed in 1883, draining traffic away from the 
Ogden interchange. 

The 1885 lease of Cen tral Pacific by Southern 
Pacific brought SP to the forefront of railroad opera­
tions in O gden. Throughout the 1880s and 1890s, SP's 
profits were slowly losing gro und in keeping up with 
expenses, in part due to terms of the Central Pacific 
lease. Thi s, together with government debt coming due 
from 1896 to 1899, led SP a nd C P, along with 
committees of their shareholders a nd bondholders, to 
enter into negotiat ions wi th the federal government 
that resulted in a reorganization of the CP in 1899. 

The Cent ra l Pacific Ra ilroad was reorga nized as 
the Central Pacific R ailway o n August 1, 1899. A 
direct benefit o f this reorganization was th at, over the 
next IO yea rs, C P' s debt of $58 million to the fede ral 
government for bonds of the original transcontinental 
rai l line was repa id in full , with interest. SP owned a nd 
controlled the new Centra l Pacific by lease and full 
ownership of its capital stock. Southern Pacific Co. 
then operated 8,200 miles of railroad , from Portla nd , 
Orego n, so uth a nd southeast through so uthern Cali­
fornia a nd Ari zona, across Texas to New Orleans, 
along with its Overland R o ute across Nevada a nd 
U tah , to a connection with U nion Pacific a t Ogden . 
Centra l Pacific remained a separate corporate entity, 
as owner of the route into Ogden , full y controlled by 
SP, until it was fo rmally merged into the parent 
company 60 years later ~ on June 30, 1959. 

T he patriarch of Southern Pacific, Collis P. 
Huntington , died on August 13, 1900. Huntington 's 

The original Central Pacific 
freight house in Ogden was 
located south of the UP 
passenger depot. This view, 
looking north, shows the 
freight house, with the 
passenger depot just to the 
left in the background. 
(Utah State Historical Society) 
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rival, Edward H. Ha rriman , was taking th e newly 
reorganized Uni on Pacific Railroad into its industry­
leading position by throwin g large amou nts of money 
at numerous improvements. H a rriman had tri ed un­
successfully to talk the aging Huntington out of hi s SP 
holdings, but Huntington would have nothing to do 
with Harriman. Upon Huntington 's death, Harriman 
saw hi s cha nce and took it, buyin g Huntington 's 46 
percen t of SP, and voted himself a seat on SP's board 
of directors. Ha rrima n's move immed iately sh ut out 
D&RGW, along with other interlopers into Utah, 
including the Burlington through its Colorado Mid­
la nd subsidiary . Harriman sa id at the time that UP had 
to control the larger Southern Pacific " to ma intain and 
protect the position of the [Union Pacific] system and 
to safeguard its future aga inst combinatio ns of other 
lines . .. " He late r said , " We have bought no t only a 
railroad, but a n empire. " 

This gave Ha rrima n control of bo th SP (the 
la rgest railroad in the nat io n), and U P (the most 
profitable road), providing a one-compa ny co nn ection 
between the Missouri River a nd the Pacific Coast via 
the Overland Route, along with SP's Sunset R o ute 
from Oakla nd to New Orleans. Ha rrima n also con­
trolled ra il access to most of the ports a long the Pacific 
Coast, from Portland on the north , to Long Beach on 
the so uth, along with the Gulf port of Galveston, 
Texas . All of this un folded against the backdrop of 
president Teddy Roosevelt 's campaign of " trust bust­
ers," in which he so ught to break up corporate ca rtels 
such as Rockefeller 's Standard Oil petroleum trust, 
James J. Hill 's Northern Securities rai lroad trust, and 
Henry Havemayer's American Sugar ca ne sugar and 
beet sugar trust. Harrima n's purchase of SP attracted 
the attention of the trust busters, and soo n he found 
himself fi ghtin g the U.S. government over his growing 
collection of railroads, wh ich included Illinois Cent ra l, 
Alton & Southern , and Erie. Although Harriman 
fought the federal lawyers until his death in 1909, the 
government eventu all y wo n its case. 

The case o f the Un ited States vs. Union Pacific 
(226 US 61 ), decided in 1912, was the government 's 
successful act io n to fo rce U P to di ves t itself of SP. T hat 
191 2 decision by the Supreme Co urt also dealt with 
SP 's lease a nd co ntrol of Central Paci fi c. In February 
19 14, the government sued to break th at con trol , in 
United States vs. Southern Pacific (259 US 2 14), with 
the case bein g decided , again by the Supreme Court, 
agai nst SP in I 922, forc ing the road to terminate 
con trol of Cen tral Pacific and separa te the properties. 

In the meantime, the Transportation Act of 1920 
cha nged the Interstate Commerce Act of 1887 to a llow 
the Intersta te Commerce Commission jurisdiction 
over the issue of one railroad contro lling a nother, if the 
public interest was ma in ta ined. The ICC fo und that 
the 1920 ac t constituted a " radical change in the 
legislative policy of Congress, in respect of the appli­
cat ion of the Sherman [anti-trust] law to the railroads 
of the co untry." The timing of the 1922 Supreme court 
decision, comin g afte r th e 1920 Transpo rtation Act, 
gave SP the oppo rtunity to re-prese nt its case for 
control of Centra l Pacific, this time to the ICC. 

SP's majo r argument before the ICC was that it 
and Centra l Pacific were dependent on each other, and 
that an independent CP would have difficulty meeting 
its financia l obli gations. Union Pacific filed a brief with 



the ICC supporting SP 's continued control of the 
Central Pacific, saying tha t if C P fai led after being 
broken away from SP contro l, U P wo uld lose its 
connectio n for westbo un d traffic a t Ogden . Next came 
the questio n of the percentage of traffic that SP was 
d iverting to its Sunse t Route thro ugh southern Ca li for­
nia , and across Arizona, New Mex ico , and Texas, and 
away from the short haul a long the Ove rland Route 
across Nevada to U P at Ogden. Evidence showed tha t 
d ue to the co mpeti tive position of its so uthern route, SP 
was givin g itself the long-ha ul , and a ttenda nt higher 
profit s. 

In return fo r suppo rtin g So uthern Pacific's con­
tro l of Centra l Pacific, U P in 1923 wo n a n agreement 
with SP to send tra ffic via the O verl and R o ute thro ugh 
Ogden. Th is pact beca me kn own as the " Sa nta 
Ma rga rita Agreement. " It sta ted tha t a ll east bo und 
tra ffic o ri gina ting north of Sa nta Ma rga rita, at the 
so uth end of Ca lifo rnia 's Sa lin as Va lley, wo uld t ravel 
by way o f Ogden. With the agreement in p lace, SP was 
fo rced to furn ish a dependa ble a mo unt o f ra il t ra ffi c 
to Union Pacific a t the Ogden Ga teway, with a sma ll 
bit goin g to D &R G W to sa ti sfy the ICC government 
regula to rs. The ICC decided in So uthern Pacific 's 
favo r in 1923 , giving it co nt ro l of C P but in sistin g tha t 
So uthern Pacific solicit tra ffic fo r the O verla nd Ro ute, 
via Ogden, fo r interchange with Uni on Pacific there. 

In usin g such specific la nguage, the ICC un wi t­
t ingly shut Ri o G ra nde o ut o f sha ring a ny mea ningful 
a mount o f SP tra ffi c a t Ogden. Thi s deci sion effec­
t ively forced D&RGW to depend even mo re on its 
connectio n with Western Pacific a t Sa lt Lake City . 

D&RGW endured the imba la nce until the post­
World Wa r II boom, pleading its case befo re the ICC 
in a bid for a sha re of the postwa r prosperity. In 1953, 
D&RGW was gra nted limited jo int ra tes with U nio n 
Pacific through Ogden. U P co ntested the decisio n, 
cla iming that it was entitled to a ll o f SP's t raffic at 
Ogden as a p rovision of bo th the Pacific R a il way Act 
of 1864 a nd the 1923 ICC decis io n . In a series o f lega l 
ma neuvers tha t co nt inued in the co urts from the mid­
l 950s through to the la te-1 960s, Union Pacific a t­
tempted to avo id being fo rced to sha re its Ogden tra ffi c 
with upsta rt D&RGW. When SP tra ins bega n runnin g 
d irectly in to Rio G ra nde's Rope r Ya rd in Sa lt Lake 
City in 1970, it was a direct result of a fin a l se tt lement 
o f what has been ca lled the Ogden G ateway case. 

The Lucin Cutoff 
Aft er Centra l Pacific was reo rga nized in 1899, it 

was able to concentra te on improving its ra il road . 
Surveys we re run in an effo rt to fi nd ways bypass o r 
ease the ma ny difficult curves a nd seve re grades across 
Nevada a nd western U tah. Ove r the nex t IO yea rs, 22 1 
mi les o f the 443 miles of line across Nevada were 
relocated to better a lignments. One o f the fi rst im­
provements was a pl an to elimina te the ope ra tional 
bo ttleneck over Promo ntory summit in no rthe rn Uta h, 
with its just over 700 feet of climb a bove the level o f 
the lake. This wo uld be accomplished by bui lding the 
Lucin C utoff, a new east-west water level ro ute 
between the Utah evada sta te line and Ogden , d i­
rectly across G rea t Sa lt Lake. 

Plann ers had envi sio ned a direct rou te across the 
lake as early as the first surveys fo r th e tra nsco ntinen­
ta l ra il road . In June 1868, a pa rty o f Cent ra l Pacific 

surveyo rs took depth so undings of the la ke a nd fo und 
tha t a t its deepest it was no t 11 fee t, as previo usly 
estimated , but 38 fee t deep . U P 's Chief Engineer G. M . 
Dodge's o riginal survey had U P building its line west 
from Ogden, across the Bea r Ri ve r a rm of the la ke to 
Promo nto ry Point , then north a long the wes tern slope 
o f the Promontory M o unta ins to the no rth end o f the 
la ke, then west to Nevada. Construction techno logy 
did no t yet exist to build the route across the la ke. The 
d irect ro ute had to wa it fo r another 30 years a nd the 
constructio n of the Lucin C utoff, which wo uld slice 43 
mi les o ff the t rip between Ogden a nd Nevada. La ter, 
a fter operati ons had begun , Southern Pacific fo und 
tha t the cutoff saved a n average of 24 hours of transit 
t ime. Also, the cuto ff would elim ina te as ma ny as three 
helper locomoti ves o n every t rai n on the 2.2 percent 
climb up to Promo ntory summit, compared to the 
a lmost level cutoff route. At the time of the construc­
ti on o f the cutoff, the Promontory line was handli ng 
six milli on tons of ra il road traffi c per year - ten tra ins 
per day, each made up of 33 50-to n ca rs. 

Planning fo r the I 03-mile Lucin C utoff, with its 12 
miles of wood trestle a nd 11 miles o f ea rth fi ll ca useway, 
bega n in November 1899 a nd got under way the next 
month when enginee rs sta rted taking depth so undings . 
In June I 900 a separa te co rpora tio n, the Ogden & 
Lucin Ra il road, was o rga nized to co nstruct the cutoff. 
Construction was delayed after Huntin gton's dea th in 
1900, but resumed with Ha rrim an's ownership a nd 
co ntro l of Southern Pacific . When the ra ilroad an­
no unced its intention to replace the o rigina l P romon­
to ry route, Sa lt Lake C ity boosters ca lled fo r the new 
ro ute to come to their c ity in stead of Ogden. As with 
the origi na l transcon tinenta l line, Salt Lake los t out , 
this time to simple di sta nce. A route through Sa lt Lake 
C ity wo uld be 67 miles longer than a line directly across 
the lake to Ogden. Co nt racts for constructio n were 
awa rded in la te Febru a ry 1902 (which incl uded a gra nd 
celebration in Ogden). W ork bega n in Ma rch 1902, and 
the fi rst p ile was dr iven on A ugust 2. 

T he pro blems were immense. Usi ng sta te-of-the­
a rt construction techniques, workers dumped enor-
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Southern Pacific 4-8-2 
engine 3683 waits at 
Patterson A venue for 
clearance to return to the SP 
yard. September 21, 1946. 
(Emil Albrecht, James W. 
Watson Collection) 



After the completion of East 
Yard in 1942, Southern 
Pacific eastbound trains 
arrived directly at the new 
yard. Here, an A-B·B·A set of 
Southern Pacific Electro­
Motive Fls backs down 
through the crossovers at 
Patterson A venue between 
the East Yard and the Main 
Yard on its way to the SP 
service track. The photo was 
taken from the Bamberger 
Railroad bridge on June 4, 
1960. (Emil Albrecht, James 
W. Watson Collection) 

mous amounts of rock fi ll into the lake (70,000 carloads 
at Rambo a lone), with the bottom of the lake seeming 
to open up and swa llow whatever was offered. At times, 
the fill would appear to be stable, only to sink below the 
water 's su rface later. One of the construction engineers 
lamented , " We know what it ought to do, what we don ' t 
know is why it doesn' t do it. " The original plan called 
for an earth fi ll over the entire distance, but the 
engineers finally gave up and completed the most 
troublesome portion as a wooden trestle instead . 

SP drove the last pi le in the trest le on October 26, 
1903, a nd the last rail was laid on November 13, 1903. 
The total cost was said to be $4.5 million. Freight 
trains began using the cutoff on March 8, 1904, but 
because parts of the fi ll were still settling in places, 
passenger trains continued to use the longer Promon­
tory line until September 18, 1904. The Lucin Cutoff 
was officia lly opened on Jan uary I, 1905. 

I n bui lding the Lucin trest le, Southern Pacific 
opera ted of a stern wheeler named "The Promo ntory," 
a long with a neet of seven barges. The design of the 
trest le included a deck of planks three inches thick, 
topped by a layer of asphalt, then a foot or mo re of 
rock ba ll ast , a nd fin a lly the ties and rail. At the center 
of the trest le was a telegraph station named Mid la ke, 
with a store, telegraph office, living quarters for the 
operator and section crews, and la ter, even a small 
garden plot. P lanned during the construction of the 
original trest le, Midlake was first known as Camp 20. 
Fire protection for the 11.67-mi le- long trest le con­
sisted "of a bucket hung here and there a nd a fire 
extinguisher every half mi le." Between 1920 and 1927, 
the trestle was strengthened with additiona l decking, 
stringers, and struts. The added strength was needed to 
ha nd le the heavier trains that were coming into use 
with the advent of steel cars, heavier shipments, and 
more powerful locomotives. 

Telegraph stations on the Lucin C utoff were 
situated at (from west to east) Lakeside, Mid lake, a nd 
Promontory Poi nt. When double track west of Ogden 
was exte nded west over the ea rth fill between Little 
Mountain a nd Promon to ry Point to the east end of the 
trest le in 1929 , a new stat ion called Bridge replaced the 
telegraph stations at Promontory Point and Mid lake, 
whi ch were bo th closed. The buildings a t Midlake, 
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where there was a lso a passing sid ing, remained in 
place as section men's quarters. The telegraph office at 
Midlake was reopened in 1941 to help with wartime 
traffic , but all telegraph sta tions on the cutoff were 
closed with the completion of Centralized Traffic 
Contro l in 1945. The sta tion bui ldings and li ving 
quarters at M id la ke, wh ich rested on a wide spot in the 
t rest le 40 feet wide and 240 feet long, were di smantled 
in August 1945 . 

Southern Pacific's Promontory Branch 
Over the 30 years fo llowing the bui lding of the 

Lucin Cutoff, the original Central Pacific line into 
Ogden by way of Promontory Summit got little more 
than routine maintenance. In Apri l I 933 , Southern 
Pacific applied to the ICC for permission to abandon 
operation of the western 55-mile portion of the Prom­
ontory Branch, between Kelton and Luci n . At that 
t ime, two principle areas of sett lement exis ted in the 
vicin ity of that part of the branch; Rosette had 15 
fami lies and Pa rk Va lley had 45 fami lies, a nd neither 
was situated directl y on the rail line. Traffic for the 
once-a-week local train consisted most ly of seasona l 
livestock shipments , particularly the movement of 
125,000 sheep to their winter ranges, and I 0,000 head 
of cattle, along with in -shipment of hay and grain to 
supplement the spa rse desert grazing. Other traffic 
came from a deposit ofinfuso rial eart h, a product used 
in filteri ng water. During 1932, four ca rl oads of thi s 
highly specialized commodi ty were shipped from Pepi in, 
a station just west of Kelton. 

On ly 5, 161 tons (about I 00 carloads) of rai l traffic 
originated on the western part of the branch between 
1928 and 1932, compared to the severa l hundred 
carloads that were moving over the Lucin Cutoff every 
day. Most of the traffic on the Promontory Branch , 
about 83 percent, was in the form of wheat shipped from 
Lampo, east of Promontory Station on the eastern part 
of the branch. At one time, Lampo was one of the 
largest originating points for wheat in U tah. Much of 
the wheat on the eastern portion of the Promontory 
Branch was purchased by Sperry M ills and shipped 
either to its mill a nd silos in Ogden for storage and 
part ial mi ll ing, or to the company's extensive mi lli ng 
operation at South Va llejo, Calif. Hilton F lo ur Mill s in 
Ogden was a lso a customer for the area's wheat . 

The abandonment proceedings for the west end of 
the branch lasted until J une 1934, at which time the 
ICC denied the application , because SP lawyers re­
vealed that the rai lroad was plann ing neither to dis­
mantle the line, nor to halt maintenance that would 
keep it in operating condi t ion. T hey merely wanted to 
withdraw the line from part icipation in in terstate 
commerce. Southern Pacific was hesitant to abandon 
and dismantle the entire Promontory Branch due to 
possible problems that might arise from its sta tus as 
collateral for the 1899 mo rtgage for the reorga nizatio n 
of Central Pacific. An SP attorney at the ICC hearings 
sta ted that " We feel that thi s mortgage is a possib le 
barrier to the abandon ment of that line by the Central 
Pacific Railway Co." ICC denied the applica tion 
because the inconvenience to the shippers a long the line 
outweighed the small potential savings for the railroad . 

The case was reopened in December 1934 at the 
request of SP, which argued that the population a long 
the line consisted on ly of a section gang and two 



persons on one ranch and three pa rt- time residents on 
a not her ra nch. Parties protesting th e aba nd onment, 
namely Box Elder Co unty a nd the Utah State Eco­
nomic Development Boa rd , stated that ra il road ser­
vice was needed due to a severe dro ught in the region, 
citi ng the fact th at 269 ton s (abo ut fi ve ca rl oads, o r 
50,000 ga ll ons) of wa ter had been shipped in during 
1934 a lone. They added tha t in 1928 , 435 to ns of wa ter 
had been shipped in for the li vestock a long the line. In 
1933 a nd 1934, o nl y 576 tons of" freight-a ll-kinds" had 
origina ted on the line, abou t o ne carload every two 
weeks. The applica ti on for reco nsideratio n was denied 
aga in on M a rch 17, 1936, beca use the ra ilroad still 
cou ld not show that the benefits from a ba ndonment 
wou ld o utwei gh the inconvenience to livestock ship­
pers on the line. Service between 1937 and 1940 
consisted o f va rious combinations of mixed train s 
(freight and passenger) and on-ca ll freight service. 

From December 1937 to Jun e 1938, a mixed train 
ran between Ogden and Lucin on Wednesdays, and 
a no ther mixed train ran betwee n Ogden and Kelton on 
M ondays a nd Fridays . From June 1938 to June 1939, 
the only service was the mixed t ra in between Ogden and 
Lucin. From June 1939 to Ma rch 1940, the mixed train 
operated between Ogden and Kelton, onl y on Wednes­
da ys, with on-ca ll service at other times, including after 
the mixed train was dropped in March 1940. After 
1940, the on-call , freight-only service ran only on 
Wednesdays. During its fin a l yea rs, a few passenger 
specials were run - for example, rabbit hunter excur­
sions in 1937 (238 passengers) a nd again in 1939 (346 
passengers). A lso , the Civi lian Conservation Corps had 
operated special tra ins between Ogden and Kelton in 
July and D ecember 1938 (both totaling 306 passen­
gers), and again in January 1939 ( 137 passengers) . 

The li vestock industry provided the on ly business 
on the west end of the line, between Kelton a nd Lucin . 
Between K elton a nd Corinne there was grain farming, 
li vestock, suga r beets, and aspha lt mining. The grain 
was loaded a t Kosmo, Promontory, a nd Lampo. 
Li vestock was shipped in a nd o ut at Lampo, Balfour , 
and Co nner. Sugar beets were shipped from Dathol 
(Co rinne Junction) and Stokes . The asphalt , in the 
form of eight ca rloads durin g 194 1 and 1942, ca me 
from subsurface deposits develo ped by the Rosette 
Asphalt Co., 13 miles from the bra nch rail s at Rozel. 

The grades and curves on the Promontory Branch 
were difficult at best. Between Lucin and K elton , the 
line climbed over the flanks o f Terrace Mountain and 
Peplin Mounta in , where there was a n eastbound 1.59 
percent grade, mea ning 1.59 feet of rise in I 00 feet of 
distance, a nd a 1. 61 percent westbound grade . The 
climb up a nd over the Promontory Mounta in s re­
quired a grade of 1.62 percent g rade up the west side, 
and a grueling 2.2 1 percent up the east side. Beca use 
of its close proximity to the no rthern reaches of Great 
Salt Lake, the rest of the route averaged grades of 0.1 
a nd 0.2 percent , with very little of it actua lly being 
level. The curves were numerous and sharp. More than 
31 miles of track lay on curves less than 6 degrees (3 
degrees is a sha rp curve on a ma in line, with 6 degrees 
being very sharp) a nd another two miles of curves 
greater th a n 6 degrees, wi th a sho rt stretch of IO degree 
curvature. Al l trains were res tricted to 15 mph . 

Freight traffic o n the line was predominantly 
outbo und , with 676, 879, 69 1, 572, a nd 660 ca rl oad s 

for each o f the yea rs from 1937 to 194 1, respecti vely. 
Inbo und traffic for the sa me yea rs were 23, 26, 23, I 0, 
and 15 ca rl oads, respectively. T ota l ca rloads for the 
fi ve-yea r period were 12 ca rs of asp ha lt , 12 1 ca rs of 
sheep, 165 cars of catt le, 820 ca rs of whea t, a nd 2,325 
ca rs of suga r beets (a ll originat in g from D ath a !, 
Stokes, a nd Rochefort o n the eas t end of the branch) . 
The ca rload s of sugar bee ts were intercha nged with UP 
a t Co rinne, and we re shipped to the Utah- Ida ho Suga r 
refinery a t G arland. Sheep and catt le we re all loaded 
a t Kelton , with ca rloads diminishing after 1937, when 
stock men bega n usin g Bea r Ri ver City on UP's Bea r 
Ri ve r Branch as their ma in loadi ng point. 

Southern Pacific's Promontory Local o ut of Ogden 
tra veled over Un ion Pacific (OSL) from Ogden to 
Corinne. ln 1903, P had completed its M alad Branch 
north from Co rinne. Construction o f thi s line included 
the four-mile " Brigham City Cut-off," a co nnectio n 
between the U P 's Ogden-to-Poca tell o line at Brigham 
City a nd a connection with Central Pacific 's Promon­
tory Bra nch at a new station called Corinne Juncti on , 
1-1 /2 miles east of Corinne. The agreement that 
a ll owed UP to use the 1-1 /2 miles of Central Pacific 
tracks from Co rinne Junct ion to Corin ne also a llowed 
SP train s to use Un io n Pacific's line between Ogden 
and the new Co rinne Juncti o n, thu s savi ng SP the cost 
of ma intaining the o ld Central Pacific line between 
Ogden and Corinne Junction . A side no te from the 
Promontory Branch a ba ndonment hea rings in 1935 
wa s SP's revelation th a t over the prior 30 yea rs , about 
10 mi les of tracks between Corrine Junction a nd 
Bonneville (Hot Springs), eight miles north of Ogden , 
had been " removed by persons unkn own to the railway 
company." With trackage ri ghts over UP having been 
in effect since 1903, the o riginal Centra l Pacific line 
(purchased from UP in November 1869) , had Iain 
dorma nt and unused. 

In a refl ection of the line's sta tus, SP applied for , 
and received on August 26 , 1929, authority to close the 
agency sta tion at Ceci l Junction, a point less than a 
mile north of its Ogden yard , where the Lucin Cutoff 
joined the original CP line to Promo ntory in I 904. 

Opera tions on th e Promontory "Old Line" con­
tinued to exhibit the difficulties that forced the con­
struction of the Lucin Cutoff 40 years ea rlier. A form er 
locomotive fireman , David Mann wrote in 1969 about 
his experiences on the line. The regula r train , he said , 
consisted of a locomotive, as many as six freight cars , 
and a single passenger car. According to Mann , six 
freight cars were the limit, due to the steepness of the 
climb over the Promonto ry summit. 

With the federal ICC denial of aba nd onment in 
1936, SP tried a diffe rent tack. In February 1937, the 
railroad appli ed to the Public Service Commission o f 
Uta h for permission to aba ndon its mixed (combined 
freight a nd passenger) trains over the line. These mixed 
trains included a o nce-weekly train over the entire 
branch , from Ogden to Lucin on Mondays, returning 
to Ogden the next day . Also included was another 
mixed tra in between Corinne a nd Kelton three days a 
week, o n Monda ys, Thursdays and Saturdays . SP 
stated tha t in 1935 a nd 1936, no passengers rode 
between K elton and Lucin , and the compan y collected 
on ly $ 12.89 per trip in freight reve nue, aga inst costs of 
$56 per trip. On March 3 1, 1937 , the Utah co mmission 
a ll owed SP to discontinue a ll train s, both fre ight a nd 
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Southern Pacific eastbound 
trains arrived in Ogden and 
operated directly into East 
(Riverdale)Yard, where the 
motive power was removed 
and the train 's cars re­
shuffled for a trip over Union 
Pacific rails to their final 
destinations. Southern 
Pacific Electro-Motive F7s 
6236 and 6404 lead an 
eastbound freight past the 
Sperry mill at 30th Street on 
October 21, 1955. In just 
three years, SP 6404 would 
be destroyed in a wreck in 
Nevada. SP 6236, with its 
shiny new paint job and 
perfectly smooth nose, 
appears to have been 
recently shopped. 
(Emil Albrecht, James W. 
Watson Collection) 

passenger, on the western 20 miles of the branch 
between Lucin and Watercress. The commission also 
allowed for "on-call " freight service ove r the 34 miles 
of branch between Kelton and Watercress, while st ill 
requiring regular, schedu led service to continue on the 
92 miles between Ogden and Kelton. 

The end of the Promontory Branch came fi ve 
yea rs later, in 1942 . It took the form of a letter, dated 
April 22, 1942, from the War Department office in 
Sacramento, Calif. , to SP officials, seek ing help in 
procuring secondhand rai lroad rail and assistance in 
fabricating railroad swi tches for numerous National 
Defense projects then under way. The military specifi­
ca lly asked about the 114 miles of "very rarely used " 
62-pound rail laid on the Promontory Branch . In a 
letter dated April 27 , the Navy Department assured 
Southern Pacific that it would receive "prices not 
exceeding the ceiling quotations for relay rails and 
scrap." Later communications requi sitioned a total of 
120 miles of rail , approximate ly I 5,000 tons, with 
which to lay track in the new Naval Ammunition 
Depot at Hawthorne, Nev. The requisition was based 
on a newl y enacted law dated October 16, 1941. It is 
unclear, considering the March 9, 1942, date of its 
application for abandonment to the ICC, whether SP 
volunteered the rail , or whether the Navy asked for the 
rail earlier in other communications. In either case, a 
public hearing was held on May I, 1942. The abandon­
ment was opposed by Box Elder County, by the Public 
Service Commission of Utah , and by several other 
interests. But it was all for naught. SP insisted that the 
Navy needed the rail , and the matter was therefore 
settled. The rai lroad also stated that further operation 
of the line would require extensive rebuilding to bring 
it up to current safety standards, citing that the branch 
had on ly dirt ballast and many narrow rock cuts . 

On June 11 , I 942, the ICC approved the abandon­
ment , and Southern Pacific set about immediately re­
moving the rail. Some of the rail was actually used at the 
Navy facility at Hawthorne. but most was used right in 
Uta h on the many defense projects under way, including 
Hill Field , Clearfield Navy Supply Depot, Tooele Army 
Depot, and Utah General Depot. In a ceremony ar­
ranged by the Ogden Standard-Examiner newspaper, 
with Utah Gov. Herbert Maw and officials of UP and SP 
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in attendance, on September 8, 1942, a ceremonial last 
spike on the branch was removed at Promontory, where 
the first Golden Spike was put into its laurel tie in 1869. 
All that remained then was the 1-1 /2 miles of line between 
Corinne and Corinne Junction (Dathol). 

SP so ld several buildings at Corinne in 1942, 
including the depot and the agent 's dwelling. The 
agent's dwelling was so ld in November, and the 30-
foot by 80-foo t passenger and freight depot, built in 
1870, was sold in December 1942, and removed from 
railroad property . 

On March 16, 1945, Union Pacific, in the name of 
its subsidiary Oregon Short Line, leased (with right to 
purchase) all of the trackage, facilities , and ri ght-of­
way of the 1-1 /2 mile remnant. OSL purchased the 
property, buildings and tracks on October 16, 1947, 
including 1. 83 miles of branch line and another 1.4 
miles of spurs and sidings. SP had already removed 
their remaining tracks between Corinne Junction and 
Ogden in 1942, except for a 962-foot stub at Corinne 
Junction , which it had sold to Utah Idaho Sugar Co. 
for use as a beet loading stat ion. OSL bought the spur 
from the suga r company on April 21, 1950. 

On February 13, 1951 , Southern Pacific sold a 
16.5-foot right-of-way along the 34 miles of the 
original Central Pacific main line from Ogden to 
Corinne Junction to the Salt Lake Pipeline Co., for use 
as a natural gas pipeline route to southern Idaho. 
Pieces and parts of the aba ndoned original transcon­
tinental roadbed , the unused remnants of the rail line 
that tied America together in 1869, are visible today 
along the west side of Interstate Highway 15. Pipeline 
markers show its location , with many farmers using 
the alignment for their roads, and its fl at spaces to 
stack their bales of hay. 

The Salt Lake Causeway 
The Lucin Cutoff, with its combination of trestle 

and rock fill causeways, served Southern Pacific well 
and long for more than 50 yea rs. By the early 1950s, 
the wooden decking of the trestle was in need of repair, 
and maintenance costs were rising. Trains were becom­
ing heavier and heavier, and the trest le needed to be 
strengthened. In addition , the threat of fire damage 
from both accidental causes and vandalism was be-



coming a concern. A standing slow order of 15 mph 
was imposed for all trains because the trest le tended to 
move and sway as a train traversed it. Plans were made 
to improve the Great Salt Lake crossing by replacing 
the trestle with a new causeway that would replace the 
original wooden trestle between Promontory Point, 
and Lakeside , on the west shore . 

Several alternatives were examined, including 
varying combinations of rebuilding and new construc­
tion. The minimum effort wou ld have been to re-deck 
the existing trestle and look at complete replacement 
in 25 years. Other a lternatives included combinations 
of additional earth fill and new trestle, either wooden 
or concrete . The final selection was to replace the 
wooden trestle completely and construct a 13-mile 
rock fill causeway, with work sta rting right away . 

Preliminary planning started as early as 1950, and 
engineering work started in 1953 wi th a study of the 
lake bottom and its abi lity to support the proposed 
ca useway. Work began in June I 955 when Southern 
Pacific construction crews started dumping fill mate­
rial to improve the exis ting partial fills at each end of 
the new causeway. On February 20, 1956, SP signed a 
$45 million contract with Morrison-Knudsen Co. of 
Boise, Idaho, to construct the 12.7 mile New Fill. SP 
spent an additional $4 million for track and signa ling 
improvements. Morrison-Knudsen's work began in 
March 1956. The construction methods called for 
approximately 20 to 30 feet of lake bottom mud to be 
dredged out , producing a trench varying from 175 feet 
wide, for the hard sa lt-crust sub-layer, to 480 feet wide 
for the hard clay sub-layer. The trench was then filled 
with material taken from a large quarry on the west 
side of Promontory Point, called Little Valley, where 
an extensive worker 's village was established. The 43. 7 
million cubic yards of fill material was transported by 
means of a fleet of tugs and barges that kept moving 
day and night (the typical 100-ton hopper car on 
today 's railroads holds approximately 134 cubic yards). 
Due to varying lake depths and a maximum lake depth 
of 38 feet, the fill would be between 85 and 102 feet 
high , wi th plans for the finished track to be 17 feet 
above lake level. The act ual finished height was 12 feet 
above the water. Morrison-Knudsen mobilized an 
army of 670 men , six shovels, 30 dump trucks, eight 
tugboats, eight barges, and two dredges to move the fill 
and quarry-rock material. 

During construction of the fill , the potential 
problems of the wooden trestle became apparent 
when, in May 1956, a fire ca used by discarded oil­
soaked packing from an overheated car axle bearing 
burned 645 feet of the trestle. The railroad and 
Morrison-Knudsen cooperated to rebuild the trestle 
and get it back in service within just one week by 
placing special trusses atop the unburned portions of 
the wooden piles that lay below the water's surface. 
After the causeway was completed , Southern Pacific's 
own crews laid the track and installed the Centralized 
Traffic Contro l signaling, which was controlled by 
dispatchers in Ogden. 

The Salt Lake causeway was completed on July 9, 
1959, when Morrison-Knudsen formall y turned the 
then-trackless causeway over to SP for actual track­
laying, which was completed over the following 30 
days. Regular passenger service started on August 19. 
The new causeway includes the 7.3-mile Bagley Fill 

between Little Mountain , on the lake's eastern shore, 
and Promontory Poi nt , at the south end of the 
Promontory Mountains . From Promon tory Point , the 
causeway is made up of the 2.5-mile Saline Fill on the 
east end and the 5.1-mile Rambo Fill at the west end, 
connecting to the western shore at Lakeside . Between 
is the 12.7-mile New Fill , which jogged north of the 
original trestle by 1,500 feet to allow maneuvering of 
construction equipment and to avoid any delays in 
train operation during its construction. The three 
sma ller fills - Bagley, Saline, and Rambo - were part of 
the construction of the original 1904 Lucin Cutoff and 
were improved at the same time as the construction of 
longer New Fill. When completed, the New Fill held 
on ly a single track, with a passing siding at its center, 
in stead of the fu ll length of double track on the trestle. 

The Salt Lake causeway is the focus of Southern 
Pacific 's operations in Utah . Since its completion in 
1959, through to today's modern operations, the 
ra ilroad has kept a close watch on the causeway's 
cond ition , add ing rock fill on a regular basis to keep 
the track in good maintenance. But the wet winters of 
1983 and 1984 and the subseque nt high waters of 
following years tested the railroad 's maintenance 
forces to their limits. One of their tricks included filling 
retired boxcars, hopper ca rs, and gondola cars with 
rock and lowering them in the water on the north side 
of the causeway to act as a buffer to the destructive 
wave action. During the worst storms out of the north, 
waves could rise as high as 15 feet. Throughout 1983 
and 1984, SP spent $25 million to raise the level of the 
causeway five feet. To do this, the railroad operated 
three or four work trains, 12 hours a day, six days a 
week, for more th an a yea r, moving vast quantities of 
rock a nd fill material. These trains operated from both 
the Lakeside Quarry on the west shore, and the Saline 
Quarry, at Promontory Point. 

When the Salt Lake causeway was completed 25 
years before, it cut off the flow of water to north arm 
of Great Salt Lake. Since there are no inlets of fresh 
water to the north arm, it soo n stood 37 inches lower 
than the rest of the lake . To equalize the north and 
south arms of the lake, Southern Pacific, under con­
tract to the State of Utah, cut a 300-foot open ing in the 
causeway in August 1984. A bridge was installed and 
trains continued to operate over the causeway. In the 
fo llowing two-week period , the difference in lake level 
between the two sections was reduced to 23 inches. 

During the summer of 1986, the lake rose to its 
modern record of 4,212 feet (above sea level). The high 
water level, along with the wave action of the heavy sa lt 
water during storms, literally beat the causeway down 
to and below the level of the lake's waters . The 
railroad 's maintenance crews did their best, adding 
rock and fill material to stab ilize the causeway and 
keep the track above water leve l. 

The lake remained at or near its record level for 
a nother two years, wi th the rai lroad maintenance forces 
just barely keeping the track above water, at times 
losing the battle . Between 1983 and 1986, SP spent $85 
million on keeping its 60 miles of ra il line between Little 
Mountain and Hogup ( 14 miles west of Lakeside) above 
water. In April 1986, the causeway was closed on two 
occasions, for four days between April 2 and April 5, 
and again for three days between Apri l 12 and April 15. 
The route was closed again in May, between the 3rd and 
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One of the more unusual 
steam locomotives on the 
Southern Pacific roster was 
this shop switcher assigned 
to the SP roundhouse in 
Ogden, shown here about 
1938. (Emil Albrecht, James 
W. Watson Collection) 

the 5th , and again between the 2 1st and th e 24th . At 
times when a trai n was ca ught o ut on the ca useway 
during a storm, wi th waves as high as six feet and winds 
blowing at 70 mph or more, it appea red th at the tra in 
was actua lly a boat in a storm- tossed sea , wi th waves 
crashing against the locomoti ves and cars. 

Finally in June 1986, a series of storms destroyed 
the ca useway, and Southern Pacific began operating a ll 
of its tra ins over U nion Pacific's fo rmer Western Pacific 
so uthern route (UP had merged WP in 1982) . With the 
closure of the Sa lt Lake ca useway, a ll SP mechanica l 
and cle rical perso nnel in Ogden were la id off, pending 
a ret urn to normal operations. T o some, it loo ked like 
the end of ra ilroad opera tions across G reat Salt Lake. 
T rain crews were taxied down to Salt Lake City and 
westbound SP trains began depa rting out of D&RGW's 
Roper Ya rd there. After a frantic 78 days of reconstruc­
ti on, the ca useway was reopened fo r very limited 
operati on on August 23. After the ca useway reopened , 
SP continued to operate its mo re important tra ins over 
U P's tracks along the southern edge of the lake, running 
from two to fo ur tra ins per day . 

When natural emergencies st rike, railroads have 
agreements fo r short-term use of each o thers' tracks 
fo r periods of 30 or fewer days, with reasonable use­
ra tes fo r longer peri ods of less th an 90 day 's dura tio n. 
In the case of SP t ra ins operatin g over U nion Pacific, 
the peri od of 30 days passed a ll too quickl y, a nd the 
longer 90-day period was soon past a lso . After 90 days , 
U P ra ised the rate fro m $9 per tra in-mile to $63 per 
train-mile. SP objected to the higher rate and took the 
argument to co urt , sayin g tha t the rebuilt ca useway 
could not withsta nd a return to its previ ous number of 
tra ins, a nd tha t since the emergency continued , the 
lower ra te should prevail. With the a rgument un­
settled , in Februa ry I 987 , U nio n Pacific informed SP 
tha t it was termin at ing the deto ur cont ract. A new 
deto ur agreement was negoti a ted , a ll owing Southern 
Pacific to continue U P tracks. SP would continue to 
close th e ca useway whenever wind storms would ca use 
wave action to threaten the causeway . 

Throughout the rema inder o f I 986 and early 
1987, SP continued to operate over the causeway only 
at ni ght . SP was using the daylight hours to work o n 
rai sing the ca useway above the la ke level, by operating 
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wo rk tra ins six days per week , and d uring these 
periods, Southern Pacific trains ru nn ing in daylight 
used the U P route. Du ring the summer of 1987 , G reat 
Sa lt Lake became less of a problem for both SP a nd 
U P, which had been hav ing its own p ro blems with the 
fo rmer Western Pacific ro ute a long the la ke's so uth 
shore. The la ke level pea ked aga in a t 4,2 12 fee t th a t 
year . In June, So uthern Pacific's tra in s de to ured fo r a 
single day a fter a storm washed out short length s of 
track a t nine locations. By Jul y 1987, the lake level 
d ropped fi ve inches lower than its previo us level the 
summer befo re, due in pa rt to three new pumps located 
a t La keside, in sta lled a nd paid fo r by the Sta te of Uta h. 
Subsequent yea rs brought a still lower lake level, and 
a n end to th e contenti o us a nd costly deto urs. 

Southern Pacific Mechanical Facilities 
After the tra nscontinental line was completed in 

1869, Cent ra l Pacific built a la rge ya rd and locomoti ve 
a nd car shops at Terrace, Utah, 70 miles wes t of 
Promontory and 123 miles wes t of Ogden. T he shops a t 
Terrace, which were designated as the main eastern 
shops fo r Cent ra l Pacific's Sa lt La ke Division (Sparks, 
Nev ., to Ogden), consisted of a fi ve-sta ll car and 
machine shop, a long with a wooden fra med round­
house. The ro undhouse origina ll y had JO 60-foot sta lls 
(as shown in an 1869 inventory of buildin gs on the Salt 
La ke Di vision), but is shown in a map da ting from the 
1880s as having 15 sta ll s. An 1878 photo shows a unique 
full y encl osed water tank adjacent to the machine shop. 

A map of Ogden dated 1874 shows the first 
Central Pacific shop in the new ju ncti o n city as a 
single-s tall engineho use sha rin g a commo n turntable 
with U nion Pacific. This turnta ble was located on the 
U P side, south of the Uta h Cent ra l crossing, between 
the Weber Ri ver and the joint passenger sta tio n. The 
CP enginehouse was unique in that it held a la rge 
water ta nk inside th e structure. The ex istence of th e 
la rge ya rd a nd mecha nica l fa cilities at T errace, 123 
miles to the west, expla ins these minima l facilities in 
Ogden. The 1874 map was prepared to show the 
ra ilroads' fac ilities just prio r to Ogden being desig­
nated as the junctio n city th rough the efforts o f 
Brigha m Young and the C ity of Ogden. As the city's 
importa nce grew with its status as the actu a l junction 
between the two Overl a nd R o ute rail roads, so too did 
the need fo r better Central Pacific engine facilities. 
Sometime before 1882, a nd before its 1885 lease to 
Southern Pacific, C P increased the size o f its ya rd and 
built a seven-sta ll roundh ouse a nd turnta ble adj acent 
to the west side of its freight ya rd , a ll o f which was 
north of the U ta h Central crossin g. 

As already noted , Ogden U nion R a ilway & D epot 
Co. was orga nized in 1888 as a joint compa ny to own 
and opera te the Ogden termina l a nd ya rds. With the 
creati on of O U R&D, Julius Krutschmitt, assis tant 
ma nager of Southern Pacific, ann ounced tha t the 
eastern shops o f SP 's Sa lt Lake Divisio n wo uld be 
moved fro m Terrace to Ogden. T he Ogden C hamber 
of Commerce coopera ted wi th this move by furni shing 
300,000 bricks to erect the shop build in gs . T he ro und­
house and shops were completed in late 1890. 

By 1902 , IO train s per da y (each with an average 
of 33 ca rs) were running on SP' s line across northern 
Utah and through Nevada , reOecting E . H . Harri man 's 
efforts to increase the ca pacity of the Overla nd Route 



a fter his purchase of SP in 1900, and illu strating the 
need fo r the Lucin C utoff, completed in 1904 (by 19 17, 
the number had ri sen to 12 trains per day) . More SP 
trains in Ogden mea nt more SP locomoti ves in Ogden, 
a nd th ose locomotives needed a bet ter ho me for their 
maintena nce. In 1906, the shops built in 1890 were 
replaced by a modern 33-stal l brick roundhouse, with 
sta lls that were 88 feet long. The adjacent Machine 
Shop (the la rge bui lding that sti ll sta nds toda y) was 
a lso completed in 1906. In 1908, a transfer ta ble was 
completed immediately north o f the Machine Shop, 
a nd a coa l chute wi th six I 00-ton coa l pockets was 
added. After completion of these facilities , the loca l 
press commented that the shops were a mong the a rea's 
most important indust ries, with a lmost 800 empl oyees . 

In 19 14 and 19 15, UP a nd SP agreed to set up joint 
mechanica l fac ilities. The Blacksmith and Tin Shop 
(also known as the Tin and Tank Shop) was completed 
in 19 15, just north of the 1908-b uilt tra nsfer table, a t the 
sa me time that the I 00-foo t pony truss turntable was 
insta lled . The nex t changes in SP's locomotive faci lities 
were prompted by dieselization, which bega n with the 
operat ion of the City of San Francisco in 1936. Special 
inspecti on pits for the passenger power a nd new diesel 
switchers were completed in 1950. Until tha t time, the 
diesels were serviced in converted space in the Machine 
Shop and in the roundhouse. Four ro undh ouse sta lls 
were retired in 1950 and 195 1. The entire ro undhouse 
was ret ired in October 1954 and to rn down. Pa rt of the 
transfer table pit was removed in 1957 and replaced with 
diese l inspect ion pits at the west end . An addition was 
built on the so uth side of the Machine Shop in 1954, and 
a drop pit was added on the eas t side in 196 1. In a 
reflection of the October 1988 merger with D&RGW, 
a nd Ri o Grande's now-ava il able Roper Yard and 
service tracks in Salt Lake City, a ll of the remaining SP 
locomotive a nd car repair fac ilities were officia lly 
retired on D ecember 31, 1988 , in what was no ted in 
company records as th e " Big Ba ng. " 

Southern Pacific in Ogden, 1960 to 1996 
The completion of the Salt Lake Ca useway in 

1959 was a major step for the modernizat ion of 
Southern Pacific in Uta h. But as wi th a ny rai lroad, 

ma ny small improvements were completed between 
majo r projects. Small changes made by SP in U ta h a nd 
Ogden helped it to move trains better and faste r. 
So uthern Pacific o pened a new Centralized T ra ffic 
Control center in Roseville, Ca lif. , a nd in mid-Decem­
ber 1963, SP anno unced that in Februa ry 1964 it wo uld 
move the 15 tra in di spatchers fo r the Sa lt La ke 
Division from Ogden to Rosevil le. 

Between the mid- I 920s and the late- I 960s, SP was 
in volved in what has bee n common ly termed the 
Ogden G ateway case, a series of lega l decisions 
affecting the fl ow of freight traffic among railroads at 
Ogden . (The case is covered in mo re deta il in the Rio 
Grande section of thi s book.) After the case was sett led 
in 1968 , SP opera ti o ns in Ogden became mo re ba l­
a nced . The Gateway case, together with the a lmost 
complete dissolutio n of Ogden U ni on Ra il way & 
D epot Co. in 1968 (jointly owned with Union Pacific 
since 1888) led SP to interchange more trains with 
Denve r & Ri o Gra nde Western. The settlement o f the 
case a lso led to Southern Pacific operating complete 
trains, including SP locomotives, so uth over Ri o 
Grande tracks to D&RGW's Roper Ya rd in Salt Lake 
City . T o accept the new traffic, in la te 1968, Ri o 
Grande added fou r new tracks a lon g the west side of 
its Salt Lake C ity yard. But the majority of SP traffi c 
at Ogden st ill ca me from U nio n Pacific. 

On D ecember 22, 1982, the merge r of the U ni on 
Pacific, Western Pacific, a nd Misso uri Pacific rail­
roads beca me fin a l, a nd it brought wrenching changes 
for rail opera ti ons in O gden. No longer wo uld the re be 
a dependa ble number of U P trains ha nded ove r da ily 
to Southern Pacific . Prio r to the merger, UP regu la rly 
gave SP 12 (a nd as ma ny as 20) train s per day. With 
the merger, most of those UP trains now were cha n­
neled to the fo rmer Western Pacific, SP's competito r 
across Nevada to no rthe rn Ca lifornia since its co mple­
ti o n in 1909. Southern Paci fic' s onl y traffic was 
red uced to two or three t ra in s per day from U P a nd 
two trains per day from D&RGW, plus a da ily Amtrak 
train each way. UP's diversion o f freight to uched off 
a fierce competiti o n from the combined services of SP 
and Ri o Grande . U P a nd SP still connected a t Ogden, 
but most eastbo und SP trains ran right through 
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Southern Pacific 's 
mechanical facilities grew 
over a period of several 
years. The roundhouse, just 
visible at the upper center of 
this photo taken about 1940, 
was completed in 1906, 
replacing the roundhouse at 
Terrace, 123 miles west of 
Ogden on the Promontory 
line. The Machine Shop, at 
right, was completed in 1914 
when SP and UP began 
using the same facilities in 
Ogden to repair their 
locomotives. The Tin and 
Tank Shop, located between 
the other two large 
buildings, was completed in 
1906. The transfer table 
between the Machine Shop 
and the Tin and Tank Shop 
was completed in 1908. 
(Emil Albrecht. James W. 
Watson Collection) 



Southern Pacific 's roundhouse was still intact in this February 1950 aerial view looking south. At top center is UP's roundhouse, and at photo center is D&RGW's 
small roundhouse. Close examination of the photo shows what appear to be the tenders of four Southern Pacific steam locomotives inside the SP roundhouse, 
along with three sets of Electro-Motive F-7 diesels, and a single set of Daylight-painted Alco passenger units. Note the extensive number of train sheds at Union 
Station at the far left of the photo, and the long Pacific Fruit Express ice docks at the upper center. (Union Pacific Museum Collection, Negative 55-47) 

Ogden, then south over D &RGW tracks to Sa lt Lake 
City. I n February 1983 , SP and Rio Grande an­
nou nced a joint traffic agreement, a nd by 1984 the 
cooperation was becomi ng successful in marketing 
their sho rter route (by 178 miles) between Ogden and 
Oak land, Calif. , especia lly after SP spent mi llions of 
doll ars to improve its route across Nevada , a ll owing 
for much hi gher tra in speeds. The improvements 
included tens of thousands of new ties, high-q uali ty 
crushed granite ba llast, and mi les upon miles of new 
continuous welded rai l. The most importa nt trains, 
such as the hot CH OAT (Chicago-Oakland Trai lers) 
now rol led smooth ly across Nevada at 70 mph. 

Southern Pacific trai ns from the D&RGW con­
nection in Sa lt Lake City began entering Ogden over 
UP tracks in late 1983, after portions of Rio Grande's 
line near Centerville and Farmington in south Davis 
County were nooded by the rising Great Salt Lake. 
The change in operations became permanent in Octo­
ber 1985 with the signing of a mutual trackage rights 
agreement, which also allowed UP trains to use Rio 
Grande tracks between Salt Lake City and Provo. 
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Merger of Southern Pacific and Rio Grande 
In a defensive react ion to the 1982 merger of 

U nion Pacific a nd Western Pacific, Southern Pacific 
and Atchison, Topeka & Santa Fe a nnou nced the next 
yea r that they would combine to fo rm a new ra il road 
to be ca lled Southern Pacific Santa Fe Railway, 
controlled by a newly merged parent company, Santa 
Fe Southern Pacific Corp. (which late r beca me Santa 
Fe Pacific Industries). T he fo rma l applicat io n fo r the 
merger was fi led o n March 23, I 984. In J uly 1986, the 
ICC turned down the proposed merger, a nd the 
subsequent appea l in June 1987, ordering the already­
merged parent corporation to sell one of its rai lroads, 
with a plan to do so d ue with in 90 days. During the 
interim of the merger appea l of 1986- 1987, bot h Ri o 
Grande and Kansas City Southern separately an­
nounced their interest in purchasing Southern Pacific 
if the appeal failed. After the appeal was rejected , and 
to satisfy the ICC's 90-day mandate , D&RGW's 
parent company, Rio Grande Industries, announced 
on September 25 its intention to purchase the Southern 
Pacific railroad (formal name: Southern Pacific Trans-



portation Co.) fro m Santa Fe So uthern Pacific Corp. 
A ll the de ta il s we re wo rked o ut a nd the sale was made 
fin al on December 28, 1987. At the time o f R io Grande 
Ind ustries ' offe r to buy the Southern Pacific, SP 
employed onl y 80 people in the Ogden a rea , compa red 
to 2,000 du ring the peak of its opera ti ons in there 
d uring the yea rs fo llowin g Wo rld Wa r II. 

On Au gust 9, 1988, the Intersta te Commerce 
Commissio n a pproved Ri o Gra nde Indu stries ' pur­
chase of the Southern Pacific T ra nspo rta tio n Co. , a t a 
cost reported to be $ 1. 8 bi ll ion. The agreement beca me 
effecti ve on Octo ber 13, 1988, when R io Grande 
Industries took fu ll ownershi p o f SP. After the merger, 
the SP faciliti es in Ogden were closed a nd most 
o perati ons we re moved to the fo rmer D&RGW's 
Roper Ya rd in Sa lt Lake City. 

The two ra ilroads' operating depa rtments were 
combined o n May I, 1989, with the form er routes 
being sepa rated into three regio ns. Ogden was in­
cluded in a new Central Regio n fo r the lines between 
Ka nsas C ity a nd California , which included a ll o f the 
fo rmer Ri o Gra nde lines a nd the fo rmer SP's Salt La ke 
a nd Modoc di visions. On October 9, 1989, the portion 
of the form er Ri o Grande from Ogden to Helper, 

Uta h, includi ng Sa lt Lake C ity, became part of the new 
Salt La ke Di vision , a component of the Cent ra l 
Regio n. Th is new di visio n, wi th o ffi ces in Sa lt La ke 
C ity, included So uthern Pacific's route fro m Ogden 
west across Grea t Sa lt Lake to Carlin , Nev. Thi s 
bro ught to a close IO I yea rs o f a Southern Pacific 
o ffices in Ogden, beginning in 1888 when the offices of 
the o rigina l Salt La ke Di vision were moved there in 
co njuncti on with the o rga nizatio n o f Ogden Uni on 
Railway & Depot Co. 

Over the nex t seven yea rs after the 1988 merger, 
the combined South ern Pacific a nd Ri o Gra nde rail­
road s, now operating as the new So uthern Pacific 
Li nes, competed fie rcely wi th Union Pacific fo r trans­
continenta l tra ffic, a nd was successfu l a t increasing its 
traffic a long both the combined R io Grande/SP Cen­
tra l Co rrid or and the fo rmer SP-o nly Sunset Route. In 
I 995 Burli ngton Northern , Inc. and Atchiso n, Topeka 
& Santa Fe Ra ilway merged to fo rm the Burlington 
N o rthern Santa Fe R a ilroad . In late 1995 , react ing to 
the BNSF merger, Union Pacific and Southern Pacific 
anno unced that they would merge to protect their 
co mpetiti ve positi ons. The UP/SP merger was ap­
proved a nd became fin a l on September 11 , 1996. '{,'< 

It took another 2-1/2 years following the 1988 merger of SP and D&RGW for the railroad to display its new image. Southern Pacific Lines' "speed lettering" 
scheme, which first appeared in April 1991, combined the traditional SP gray and scarlet with D&RGW's flying Rio Grande lettering style. Between April and 
October 1995, SP took delivery of 279 examples of General Electric 's state-of-the-art 4,400-horsepower model AC4400CW locomotives. Diesel Era collection 
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8. Denver & Rio Grande Western 

Ogden was a small terminal 
for the Denver & Rio Grande 
Western. The single daily 
freight train between Salt 
Lake City and Ogden was 
usually powered by one of 
Rio Grande 's large 4-8-2, 
M-67 class locomotives, as 
exemplified here by number 
1522 in Ogden on September 
21, 1946. The train arrived in 
the morning and left for its 
return to Salt Lake City in 
time for the crew to stay 
within the 16 hours of the 
federal Hours-of-Service law. 
The large 4-8-2 was built by 
Alco-Brooks in 1923 and 
scrapped by D&RGW in 
1955. (Emil Albrecht, James 
W. Watson Collection) 

I n December 1880, Dr. Wi ll iam Bell , a U ta h 
resident and fri end a nd close business associate 
of Genera l W ill iam J . Pa lmer, organized the 

Sevier Vall ey Ra ilway. T hi s was the o pe ning round of 
events that brought Ri o Grande to Uta h. G enera l 
Pa lmer had organized his D enver & Rio Grande 
R a ilway in 1870, a nd by 1872 it had reached Pueblo, 
Co lo. In 1878 , Pa lmer lost his bat tle with Santa Fe fo r 
a ro ute sou th from Colorado to El Paso , Texas, a nd 
tu rned h is sights west to Utah . Hi s route west was 
a long the Arkansas R iver th rough the R oya l G o rge, 
a nd as a ny good riva l wou ld do, Santa Fe soo n bega n 
building a long the sa me route. T he renowned Roya l 
Gorge Ra il road Wa r commenced , onl y to be sett led in 
late 1878 when AT&SF won by leasing the narrow­
ga uge Denver & R io Grande. 

In ea rl y 1880, through a se ri es o f court battles, 
Pa lmer regai ned contro l of hi s D&RG a nd com­
menced construction toward U ta h. Within six m onth s, 
the road had completed its route over M a rsha ll Pass 
and was headed fo r Gunniso n, Co lo. With Utah 
gettin g close r, Pa lmer bega n look ing for the bes t 
mea ns to get th ere witho ut too much trouble a nd 
ex pense. He decided to o rganize a separa te compa ny, 
Sevier Va lley Ra ilway, to build the li ne in U ta h a nd 
connect with D&RG at the Colorado bo rder. The 
intended route recorded fo r Sevier Va lley Ra il way was 
to run so uth from Ogden to the no rth bounda ry of 
Arizona Territory, by way of Sa lt Lake City, Provo. 
Nephi , Salt Creek Canyon. a nd Salina. The new 
compan y was a lso to build east fro m Sa lin a to the west 
bo undary of Colo rado to meet Pa lmer's westwa rd­
building narrow-ga uge Denver & Ri o Grande Ra il­
way . Nothing ca me of the Sevier Va ll ey R ai lway due 
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to financial problems, but it was included in the Jul y 
188 1 organization of the D enver & Ri o Grande 
Western Rai lway, wh ich Palmer incorporated to build 
into a lmost a ll locations in U ta h that a rai lroad could 
be buil t. The extensi ve routes represented Pa lmer' s 
attempt at covering all of hi s bases, trying to keep hi s 
riva ls out of Utah. The gra ndi ose, state-wide plans 
were never acted on a nd in June 1882, D&RGW 
completed its route into Salt Lake City. 

The ro ute completed ra n west from th e Colo rado­
U tah bo rder, through eas tern Uta h, west up the Price 
R iver Ca nyo n a nd over Soldier's Summit to a connec­
tion with the Utah & P leasa nt Valley R ai lway, which 
operated between Provo and the Pleasa nt Va ll ey coal 
m ines at W inter Q uarters a nd Scofield . The Utah & 
Pleasant Va lley had been o rga nized in D ecember 1875 
but didn ' t act ua lly begin laying track until August 
1878 . The lin e was fini shed between the coal mines and 
Springvi lle in la te 1879, a nd was ex tended to Provo in 
late 1880. D&RGW purchased control of U&PV in 
June 1882, and u sed its 60 mi les of trac ks in Spanish 
Fork Ca nyon to extend its reach into Uta h Va lley and 
Provo . New construction between Provo a nd Salt 
Lake City was completed in June 1882. 

lt took a not he r nine month s, until M a rch 1883. 
for a thro ugh ro ute betwee n Sa lt Lake City a nd Denver 
to be completed, when a connecti on was made west of 
Green Ri ver, Uta h, between the const ructi on crews of 
D&R GW (the Uta h company) and th ose o f D&RG 
(the Co lorado company). Any dist inctio n between the 
U tah company a nd the Colorado company was by thi s 
t ime t ri via l; on Apri l 3, 1882 , the Utah lin es were 
o ffi ciall y leased to th e Colo rado company for the 
purposes of single-line operation of the two properties. 



The next goa l for Ri o Grande was to ex tend its line 
north to Ogden , and a connection with Central Pacific . 
As Ri o Grande's D . C. Dodge was quoted as saying, 
" to build to Salt Lake with o ut go in g to Ogden wo uld 
be ha lf finishin g the road." 

Ogden's stra tegic and centra l locat ion became 
apparent a lm ost immediatel y a fter the co mpletio n of 
th e transcontinental ra ilroad in 1869. Throughout the 
1870s and I 880s, Centra l Paci fic a nd Uni on Pacific 
were a lmost consta ntly bickering ove r somethin g, 
especia ll y ove r the interchange of t raffic at Ogden. As 
Uni on Pacific hi sto ri an Maury Kl ein put it , the two 
were condem ned " to a perpet ua l life as Siamese twins, 
joined a t Ogden while st rugglin g awkwardly to lurch 
off in o ther directions ." Ra il traffic in the wes t and 
a long the new tran scontinental line was captive to a 
mo nopo ly held by U P a nd C P, at least until the Santa 
Fe compl eted its line from Chicago to Southern 
California in 1884, a nd Northern Pacific fini shed its 
nort hern route across Montana and Ida ho to Pasco, 
Wash. , in 1883 . The narrow-gauge D&RGW was 
completed to Ogden in May 1883 , giving Central 
Pacific a n outlet to the east, shutting o ut its sibling 
Union Pacific. The completion of the UP subsidiary 
Oregon Short Line to the Pacific o rth wes t port of 
Portland in 1885 gave UP a n outlet to the west , 
shutting out its sibling CP. 

Uni on Pacific an d Central Pacific shared the jo int 
yard at Ogden , and U P was determined to prevent 
D&RGW, its ri val fo r the Co lorado mining traffic, 
from entering town. In addition to being UP's riva l fo r 
the Co lorado traffic, the combined D&RG/D&RGW 
connected at Denver with the Burlington, and at Pueblo 
with the Santa Fe, both of which were very interested 
in extending their lines west to connect with Central 
Pacific. Cooperati on with Rio Grande wo uld give them 
the connecti on, another plan U P wa nted to th wa rt. 

On the storm y evening of May 12, 1883, Rio 
Grande construct ion crews completed pre-assemb led 
sect ions of rails a nd ties conn ected together as a 
portable uni t, carried the track on their shou lders 
across the Central Pacific property line, and bega n 
laying it in the direction of the Ogden passenger depo t. 
Their trick was soon discovered a nd a Union Pacific 
switcher a nd a length of heavy chain was used to 
dismantle the new narrow-ga uge tracka ge. During the 
days fo llowin g, D&RGW made arra ngements wi th 
Centra l Paci fi c to lay narrow-ga uge rai ls inside of its 
standard-ga uge rails , and Ri o Grande bega n operating 
trains into Ogden on M ay 17, after the bridge over the 
Weber Ri ver was completed. With the complet io n of 
Ri o Grande tracks into Ogden , Central Pacific a n­
nounced in June 1883 tha t it would la y a stand a rd­
ga uge third ra il on D&RGW's narrow-gauge ro ute 
from Salt Lake City to Ogde n, for the Sa lt Lake-bo und 
Central Pacific traffic, but UP relented a nd the threat 
came to no thin g. 

D&RGW finall y gai ned access to the Ogden 
passenger faci lities by sha ring a Central Pacific track 
to cross the origina l Uta h Ce ntra l line, adding a third 
rail inside the CP standa rd-ga uge crossing to allow the 
three-foo t-ga uge D&RGW tra in s to use the sa me 
crossi ng. After using the three-rail crossing, D&RGW 
had a turn o ut tha t branched its na rrow-ga uge tracks 
away from the Ce ntral Pacific's sta ndard-ga uge tracks . 
Thi s arrangement a ll owed D&RGW to direct ly serve 

the joint Ogden passenger station of UP, CP, Uta h 
Centra l, and Utah & Northern. D&RGW's freight 
trai ns into Ogden terminated west of Centra l Pacific's 
tracks. The rai lroad bui lt its first yard on la nd so uth 
of it line entering Ogden , in the area between the 
Centra l Pacific tracks and the Weber Ri ver. Rio 
Grande ga ined access to C P's origi na l ro un d house by 
use of a si ngle track of 40-po und steel ra il to the C P 
turnta ble, a long with interchange tracks and transfer 
sheds adjacent to CP track s. 

Central Pacific a nd Ri o Grande a lso la id joint 
three-rail trackage to serve the original stockya rds. 
D&RGW soon completed a two-stall engine ho use, 
loca ted just west of the C P mai n line. That ea rl y 
enginehouse was replaced in about 1885 with a four­
sta ll brick ro undh o use, to rn down in about 1955, a nd 
served by an 80-foo t turntable. The ro undh ouse was 
east o f the Central Pacific (later SP) tracks, adjacent to 
D&RGW's 90-degree crossing of the Central Pacific's 
ma in line at 20th Street. That sa me 90-degree crossing 
is shown on an 1885 map, whi ch a lso shows the 
narrow-gauge D&RGW tracks interchanging wi th the 
narrow-gauge Utah & Northern, a ll in the vicinity of 
20th Street west of Wall Avenue. But the narrow-ga uge 
interchange was about to change. 

Ogden was a t the fa r wes tern end of a two­
company Rio Grande system of narrow-gauge rail­
roads that started in D enver. Ri va lries between va ri­
o us fac tions within the two companies during the 
remainder of the 1880s forced bo th into co urt-ap­
pointed receiverships. They emerged in the late 1880s 
as better man aged companies, but still narrow-ga uge, 
ve ry awa re of the sta nda rd-ga uge competiti o n a ll 
aro und them. The company th at ran into Ogden was 
reo rga nized from the o ri gina l Den ver & Rio Grande 
Western to the new Ri o Grande Western R ai lway 
(originally proposed as the Utah & Colo rado Rail­
way), dropping the Denver part o f its name to reflect 
its newly found independence from D&RG in Colo­
rado. a n independence tha t lasted anot her IO yea rs. At 
the eas tern end of the system, D&RG connected with 
Sa nta Fe and Missouri Pacific at Pueblo, Colo ., Rock 
Isla nd a t Colo rado Springs, Colo. , a nd Burlingto n at 
Denver. These companies were clamoring for access to 
the mines a nd o ther lucrati ve traffic of western Colo­
rado and Utah , a long with a connection with Central 
Pacific a t Ogden , and they had their own surveying 
pa rties climbing a ll over wes tern Colorado showing just 
how serious their interes ts a nd intents were. T o keep 
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Rio Grande 's single daily 
passenger train was usually 
powered by a smaller, dual­
service locomotive, such as 
K-59 class 2-8-2 Mikado 
number 1212, shown here in 
1946. D&RGW number 1212 
was built by Baldwin in 1912 
and scrapped by D&RGW in 
June 1950, just four years 
after this photo was taken. 
(Emil Albrecht, James W. 
Watson Collection) 



these in vaders out of what they jea lously considered to 
be their own territory, the two Ri o Grande lines needed 
to convert to standard-ga uge . It was not a quest ion of 
if, but a question of when. If they didn ' t, their 
competito rs would surely make good on their intents 
and build their own routes into the Salt Lake region. 

The Salt Lake City-to-Ogden line of the Ri o 
Grande Western R ai lway, as the July 1889 successo r 
to D&RGW, was changed to standard-gauge on 
March 6, 1890. On June 10, 1890, RGW completed 
conversion of its tracks between Ogden and Grand 
Junction , Colo., from narrow-ga uge to standard­
ga uge . In Colorado, D&RG did not complete its newly 
constructed stand ard-ga uge connection , via Tennessee 
Pass and Glenwood Springs, until mid November 1890, 
by-passing the origina l narrow-gauge route to the 
south. On November 17, 1890, the first standard-gauge 
through train from Denver entered Salt Lake City. 

In Ogden , the narrow-gauge track s of U P subsid­
ia ry Oregon Short Line & Utah Northern were changed 
to sta nd a rd-gauge in October 1890, seven months after 
RGW made the change in March. Just a year before, 
the new union depot of Ogden Union Rai lway & 
Depot Co. had been completed. Rio Grande made 
peace with Union Pacific, and signed a n agreement 
witb OUR&D that gave it direct access to the new 
Ogden depot. The changes for OUR&D are shown on 
a map da ted 1890, and included access to Ogden 's new 
union passenger depot for Rio Grande passenger 
train s by a new " RGW Connection" th a t crossed the 
Centra l Pacific main lin e between 20th a nd 21 st streets. 
Thi s con nected wit h Centra l Pacific's own passenger 
line, and was in addition to the Ri o Grande freight 90-
degree crossing already in place. Later , Rio Grande 
constructed a new yard west of the 90-degree crossing, 
giving Rio Grande a freight yard both east and west of 
its crossing of Central Pacific's main line, by thi s time 
leased to Southern Pacific. Even though the east ya rd 
remained in place into the late I 960s, less and less direct 
D&RGW traffic was moving to a nd from businesses in 
Ogden , and the West Yard grew in importance due to 
increased interchange with Southern Pacific. 

Union Pacific's resistance to Ri o Gra nde's enter­
ing Ogden was onl y temporary. After Centra l Pacific 
allowed D&RGW to use its tracks to reach th e 
passenger depot, UP must have resigned itself to the 
fact that Rio Grande was there to stay. In May 1892, 
Rio Grande signed an agreement for the use a nd 
partial lease "of the railroad , tracks, switches, passen­
ger depot building, offices and a ll passenger terminal 
facilities" of the Ogden Unio n Ra ilway & Depot Co. 
The lease a lso a llowed Rio Grande to mainta in a 
passenger agent and baggage-ha ndling facilities at th e 
depot. At the time, U ni on Pacific, Southern Pacific, 
and Oregon Short Line & Utah Northern a lso shared 
equal use of the depot a nd its facilities. The lease ran 
for a four- yea r period . a nd Ri o Grande paid $ 18.000 
a nnua l rent. The lease was neve r renewed, but Ri o 
Grande continued to pay the sa me an nual rent , a nd 
was a ll owed continued use of th e depo t. 

The dea th of Collis P. Huntington in August 1900 
cha nged ra ilroadi ng in Ogden fo r the next 70 yea rs. 
Huntington's deat h put his co ntro lling sha res of 
Southern Paci fi c, and its leased Centra l Pacific lin e, 
onto the ma rk et, where E. H. Ha rrima n a lmost 
immed iate ly snapped them up, thereby controllin g 
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bot h U P and SP, effect ively shuttin g o ut the Ri o 
Grande in Ogden. [Jn 1908 RGW was absorbed by 
D&RG, a long with severa l other companies, and in 
1921 , D&RG was reorga nized as the Denver & Ri o 
Grande Weste rn Ra ilroad .] UP and SP met and 
exchanged train s at Ogden , making it difficu lt for Ri o 
Grande to so licit traffic to and from the West. H arriman's 
consolidation of hi s two rai lroads, and Rio Grande's 
difficulty in winning through traffic a t Ogden , was the 
opening round of what became known as the "Ogden 
Gateway" case, a series of court decisions, and rulings 
by the Interstate Commerce Co mmission that dragged 
out for 45 years, from 1923 to 1968. 

The Ogden Gateway case in volved all three rai l­
roads. It dea lt with the relationship between Union 
Pacific and Southern Pacific, how they treated each 
other, and how they in turn trea ted Ri o Grande. Under 
Harrim an's innuence, there was no return to the ea rl y 
years, when D&RGW (and la ter the RGW), was 
regula rl y being either favored o r ignored , depending on 
relations betwee n Union Pacific and Central Pacific/ 
Southern Pacific at the time, a ltho ugh most traffic to 
and from the eas t sti ll went over UP. If the bickering 
became serious, Union Pacific had th e adva ntage of 
diverting West Coast traffic to the Northwest, and SP 
had its connection with Ri o Grande. By the turn of the 
century, D&RG in Co lorado and RGW in U tah were 
both control led by George Gould , who was building hi s 
own railroad empire th a t included the two Rio Grandes 
and their Misso uri Pacific connection at Pueblo. 
Harrim an's control of the SP, and the need for a 
dependable connection for the Ri o G ra nde to the West 
Coast were the major reasons Gould built the Western 
Pacific Railway west from Salt Lake City, sta rted in 
1906 (with D&RG backing) and completed in 1909. 

The Ogden Gateway case began in 1923 when the 
ICC was deciding whet her SP had the ri ght to co ntrol 
the Centra l Pacific. In its decision , ICC sta ted th a t th e 
Ogden Gateway wa s exclusi vely for interchange be­
tween UP a nd SP, and wi th this support from the 
federa l government , traffic agreements were made 
between the two compa nies tha t cont inued to shut 
D&RGW o ut o f sharin g in cross-country rail traffic. 
In one round o f the Ogden Gateway case, D&RGW in 
August 1949 filed a compla int with the ICC for full 
joint rates for a ll east- and wes tbound tra ffic a t Ogden. 
In January 1952, the ICC iss ued a n o rder tha t only 
pa rtially opened the gateway, and then for on ly 10 
com modities, still shut t ing D&RGW o ut of the lucra­
tive Pacific Northwest traffic . The 1952 decision 
a llowed UP to solicit traffic for SP from as fa r east as 
Oklahoma and Pittsburgh, a nd permitted SP to so licit 
traffic for UP throughout Ca li fo rnia. In response to 
the Janua ry 1952 order, D&RGW in Octo ber 1953 
filed a sui t in U . S. Distri ct Court in Denve r calling the 
ICC rulin g " unl awful , a rbitrary , and capricious. " The 
suit was ex pected to reach the Supreme Court for a 
final decision. In Janua ry 1955 the Dist rict Co urt 
returned the entire case to the ICC for re-hea ring, 
putting the questi on back into the ha nd s of the ICC. 
where it had begun six yea rs before. 

The issue of freight traffic routing co ntinued to be 
openly debated both in the co urts a nd at hearings o f 
the Interstate Comm erce Commi ssion. By the mid­
I 960s. both Union Pacific a nd Southern Pacific co uld 
see that the interchange a t Ogden by wa y of the jointly 



owned Ogden Union Railway & Depot Co. had 
outlived its usefulness . Traffic on the Overland Route 
had declined significantly, especially the seasonal trains 
of perishable goods. This, and changes in the Utah tax 
code led to a severe reduction in OUR&D operations. 
The ICC held hearings in the mid- I 960s to consider 
curtailment of OUR&D operations, and in October 
1967 the ICC gave its blessing. Soon after, D&RGW 
and SP began direct interchange without OUR&D 
switching, and the Ogden Gateway case was closed. 

Throughout the years of court battles, Rio Grande 
contin ued to keep its Salt Lake City-to-Ogden line well 
maintained and up to date. During the late 1940s and 
early 1950s, Rio Grande kept one its sma ll Genera l 
Electric 44-ton center-cab switche rs in Ogden to switch 
the loca l industries. D&RGW's ya rd office at Ogden 
was replaced by a $40,000 building in September 1951 , 
at a location known as Transfer, where D&RGW 
trains were ha nded over to Southern Pacific. The new 
building replaced an old boxcar that had been serving 
as an office for many years . The 13 office employees 
who had been working in the o ld boxcar now had a 
modern , air-conditioned office. It a lso included radio 
communications via loudspeakers located in the yard. 
Floodlights had been in sta lled a year ea rli er. In 
February 1953, D&RGW announced that as part of a 
$20 million improvement program, it wou ld spend 
$88 ,000 to improve the interchange facilities wit h 
Southern Pacific. In August 1953, D&RGW pur­
chased 35 acres between its present Ogden yards and 
the Ogden River for future industrial development. 

In anticipation of sett lement of the Ogden Gate­
way case, during late 1960 D&RGW began a $2 
million expansion and upgrading of its line between 
Salt Lake City and Ogden. Most of the improvements 
were along the line itself, including heavier ra il and 
better ballast, along with extension of the Woods 
Cross and Clearfield passing tracks. The improvement 
project a lso included a new I 09-foot bridge across the 
Weber Ri ver at the west end of the Ogden yards, and 
21,000 feet of add iti onal tracks in the Ogden yard. 

During the late I 960s, America 's railroads went 
through numerous corporate changes. Most of the 
major lines were sold to newly organized corporate 
holding companies that ca rried with them many 
attractive tax advantages, and which were not subject 
to regulation by the ICC. In early 1969, Union Pacific 
Co rp . began operating the Union Pacific Railroad as 
a corporate subsidia ry. Likewise, Denver & Rio Grande 
Western Railroad in 1969 came under the corporate 
control of Rio Grande Industries , a holding company 
organized for that purpose in 1968. Competiti on with 
U nion Pacific to the north , and Santa Fe to the south , 
proved at times to be a formidable challenge for the 
sma ll independent road. Even with the sett lement of 
the Ogden Gateway case, the continued cooperation of 
SP and UP made competition difficult. Changes were 
many, both good and bad , and at times to the 
ra ilroad's employees it seemed that the railroad was of 
but minor interest to the parent company. The last 
shoe dropped in late 1982 with the merger of the Union 
Pacific and Western Pacific railroads. Revenues con­
tinued to fall and in late 1983, Rio Grande Industries 
began selling off its non-railroad interests, including 
Rio Grande Motorways. The railroad was also for 
sale. On October 29, 1984, Rio Grande Industries, and 

its D&RGW railroad subsidiary, was so ld to Anschutz 
Corp. , a Denver-based oi l and land development 
compa ny. The sale did not affect the daily operations, 
other than to give empl oyees a morale boost , and to 
provide a stable future. 

With the waters of the Great Salt Lake slowly 
rising during 1983 and 1984, D&RGW began tempo­
rarily detouring its trains over Union Pacific 's paral­
leling, double-track line between Salt Lake City and 
Ogden . An agreement was reached on October 22, 
1985 that gave D&RGW (and run-through Southern 
Pacific trains) long-term access to Union Pacific's 
high-speed line in return for Union Pacific gaining 
access to D&RGW's nearly level and easier route 
between Salt Lake City and Provo. When D&RGW 
quit usi ng its Salt Lake to Ogden line, the signals and 
grade crossing protection were removed to save main­
tenance costs. Many local cities assumed that the 
tracks were abandoned and paved over many grade 
crossings. In addition, severa l local real estate agents 
and subdivision developers continued spreading the 
abandonment myth to persuade prospective home 
buyers to locate near the "abandoned" tracks. In mid­
December 1991, Southern Pacific, as successor to 
D&RGW, reminded local residents through the medi a 
of newspapers and televi sion that the tracks were on ly 
inactive, not abandoned , and that trains could begin 
operati ng along the route should rail business increase 
to a level that would exceed the capacity of the UP line 
to hand le al l of the Union Pacific traffic along with the 
Southern Pacific/D&RGW traffic. 

After the attempt to merge the Sa nta Fe and 
Southern Pacific railroads failed in its final appeal in 
June 1987, the Interstate Commerce Commission 
ordered that the already merged parent corporation 
sell one of its two railroads. On September 25 , 1987, 
Rio Grande Industries and Santa Fe Southern Pacific 
Corp. announced that Rio Grande Industries would 
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During the 1980s, D&RGW 
operated a daily freight 
between Salt Lake City and 
Ogden, in addition to the 
occasional SP trains that 
traveled directly through 
Ogden to Rio Grande's 
Roper yard in Salt Lake City. 
At other times, SP would 
interchange complete trains 
with Rio Grande at Ogden. 
On this cold March day in 
1982, two D&RGW GP30s 
and a single GP40 cross 
over the Rio Grande double 
track at the far west end of 
its Ogden yard to couple 
onto a Salt Lake-bound train 
that has just arrived off the 
SP. (D. 8 . Harrop) 
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Standard motive power for Southern Pacific 's trains into Ogden during the 1970s and early 1980s was GM-EMD model SD45s, with their 3,600-horsepower, 20-
cylinder diesel engines. Here, three of these haulers prepare to head west with a train of regular carload freight. In the foreground is Rio Grande 's 90-degree 
crossing of SP's yard lead tracks at 21st Street. The crossing was in place as early as 1885, after the standard-gauge Central Pacific agreed to allow the 
narrow-gauge D&RGW to cross its tracks and establish its own freight yard closer to Ogden 's business district. To the left in this view is Rio Grande 's main 
{but still small) Ogden yard. To the right is Transfer and the newer west yard, established in the mid-1950s to support increased interchange with SP. The 90-
degree crossing was removed about 1970. (Emil Albrecht, James W. Watson Collection) 

purchase the SP and merge its ex isting railroad , the 
D&RGW, into it. The ICC approved the sa le on 
August 9, 1988, with the actual merger taking place on 
October 13, 1988. 

By the time of the merger, D&RGW's facilities in 
Ogden consisted mostly of interchange tracks with 
Southern Pacific. Over the previous yea rs since the 
settlement of the Ogden Gateway case, the two compa­
nies had been coopera ting more and more. The 90-
degree crossing of the SP main line and yard tracks at 
20th Street was removed in about 1969. In 1970, SP and 
Ri o Grande had begun to interchange complete trains 
through Ogden, with SP crews and locomotives goi ng 
through to Salt Lake City. The mid-1980s saw more 
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Southern Pacific trains by-passing SP's own yard at 
Ogden, destined for direct interchange with Ri o Grande 
at Salt Lake City. With these changes already in place. 
the 1988 merger had little effect on their operations. 
Because trains were using UP tracks, the former 
interchange track at Transfer was shut down and many 
tracks in the West Yard were removed as D&RGW's 
presence was cut back even more. In early 1992, a local 
switching road ca lled Utah Central, began operations 
serving gra in storage facilities situated in Rio Grande's 
former West Yard , along with other industries loca ted 
along the inact ive Rio Grande main line into Ogden. 
Today there is little trace, except to the trained eye, of 
the opera tions Ri o Grande once had in Ogden. ~'< 



9. Ogden's Rail-served Industries 

W ith the development of the large rai lroad 
terminal in Ogden in the mid- and late-
1870s, business and industry soon took 

advantage of the availability of cheaper ra il transpor­
tation. Other than the mining industry, one of the first 
major industries served by railroads in Utah was the 
shipment of sa lt from the shores of Great Sa lt Lake. 
In addition to being used by farmers and ranchers 
throughout the region , salt was needed in the si lver 
reduction mills of Montana, and increasingly in Uta h, 
as flux for their ores. Among the earliest sa lt plants, in 
1880, was George Payne's, located in Syracuse, named 
for the salt-industry center of the same name in New 
York state. The shipment of sa lt started with the use 
of wagons to haul dry salt from the lake shore to the 
new Utah Central line completed between Ogden and 
Salt Lake City in 1870. The salt traffic soon grew to 
such proportions, about 20,000 tons per year (90,000 
tons for the entire eastern shore by 1891 ), that Union 
Pacific began thinking of building a branch directly to 
the sa lt plants on the lake shore. In February 1887 the 
Ogden & Syracuse Railway was organized to bui ld that 
branch line , although actual construction had already 
begun in January. This line was completed between 

Syracuse J unction (the name was la ter changed to 
Clea rfie ld) and Syracuse, a lmost six miles to the west , 
on the lake shore . However, the combined effects of the 
si lver collapse of 1893 (with a resu lting decrease in 
silver mill market) and a low cycle of natural changes 
in lake level caused a cutback in salt prod uction. 
Traffic on the branch soon depended almost solely on 
visitors to the Lake Shore resort, bu il t adjacent to the 
salt works. T he Ogden & Syracuse Rai lway was one of 
the companies that merged to form the Oregon Sho rt 
Line & Uta h Northern in Ju ly 1889, and the line 
became the OSL&UN's (and later OSL's) Syracuse 
Branch. It remai ned in operation unti l the sa lt works 
fa iled completely and the receding lake shore bro ught 
about the closing of the resort. T he bra nch rema ined 
in tact until March 1906 when it was shortened by 
about one mile. The rest of the Syracuse Branch stayed 
in service, mostly for sugar beet service, until August 
1955 , when it was cut back to its present three mile 
length , ending in east Syracuse at the C. H. Dredge 
warehouse on 2000 West. 

Other early industries served by Ogden-area rai l­
roads included agricultural products for sale outside of 
the immediate vicinity. One of the first was the export 
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The original Pacific Fruit 
Express ice plant was built 
by Union Pacific in 1889. It 
was expanded in 1897 to its 
final, four-storage-galleries 
version. All ice used by this 
facility was shipped from 
natural ice ponds at 
Evanston, Wyo., and Carlin, 
Nev. The entire facility was 
destroyed by fire in August 
1919. This design was very 
similar to those built by 
Union Pacific at both 
Evanston and Laramie, Wyo. 
(Pacific Fruit Express, 
California State Railroad 
Museum Collection) 



"Stockyards Caballeros. " 
Ogden Union Stock Yards 
was switched by the crews 
of the Ogden Union Railway 
& Depot Co., using 
locomotives leased from UP 
and SP. Here, in 1941, the 
crew of the stockyards 
switcher, Cleve "Smitty" 
Smith and Lawrence "Mitch " 
Mitchell mug for the 
photographer, while their 
foreman, Charley Nate, looks 
on. The photographer, Ken 
Knowles, was secretary­
treasurer of the stockyards 
company until its closure in 
1971. (Kenneth R. Knowles, 
Mrs. Doris Knowles Collection) 

of eggs from Cache Valley by Adams & Vandyke, an 
Ogden freighting firm. From 1869 to 187 1, many 
shipments of eggs, along with butter, went to the 
mining and railroad towns in Nevada , and further west 
to San Francisco. At the same time, Adams & Vandyke 
encouraged local farmers to grow crops for cash sale . 
T he most successfu l of these was potatoes, with "car­
loads upon car-loads" being sent to Colorado a nd 
Ca li fornia , sta rting a demand for Utah potatoes and 
a " potato boom" that lasted from the 1870s until at 
least the late 1880s. 

Wheat was also an early Utah commodity that 
was shipped by rail. In 1879, the ship " Ivy" sai led from 
San Francisco bound for Europe with 66,000 bushels 
(1 ,905 tons, or about 63 30-ton carloads) of Utah 
wheat. The grain had been gathered at Ogden by Zions 
Co-operative Mercanti le Institute a nd sent to San 
Francisco by rai l over the Centra l Pacific. Carload 
shipments of Utah peaches, plums, a nd pears a lso 
made their way by rail to markets in Cali fornia. 
Beginning in 188 1, H. L. Griffin bega n shi ppi ng fru its 
and produce from Utah to markets th roughout the 
West, a nd sent ma ny shipments of potatoes to lllino is, 
Ohio , Tennessee, a nd Texas . In 1887 alone, he shipped 
165 carloads, a long with 85,000 dozen eggs. David Kay 
acted as broker for more than 800 carloads of grain , 
dried fruit , seeds, and potatoes to a lmost every state, 
from California in the west to New York in the east. 

Ogden Union Stock Yards and the meat 
packing industry 

The rai lroad stock car was developed as one of the 
first special-design freight cars, to handle live cattle 
from the open ranges of the West to the markets of the 
East and Midwest. T he much-romanticized cowboys 
and cattle drives of the 1860s to 1880s that brought 
Texas beef to the rai lheads at Dodge City and Wichita , 
Kansas, became possible on ly with the avai lability of 
the stock car. Ogden , too, was a shipment point for 
livestock . Maps from 1874 show a la rge "horse corral" 
and large stockya rds served by Cent ra l Pacific. By 
1889, large stockyards and horse corrals were located 
on Central Pacific land between the CP tracks a nd the 
Weber River. These stockyards were jointly served by 
both standard-gauge roads, Union Pacific and CP, as 
well as by the narrow-ga uge D&RGW (and later 
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standard-gauge Rio Grande Western). In May 1898, 
both Rio Grande Western and Oregon Short Line 
signed an agreement with UP that a llowed the two 
companies access to the " Stockyard or Stock Corra l. " 
The annual fee was set at $350 for each company. 

As the livestock industry in U tah contin ued to 
grow, so , too, did the li vestock hand lin g fac ilities, 
culminat ing in the giant Ogden U ni on Stock Ya rd s, 
completed in 19 17. A year previously, as shown on a 
map dating from 19 16, the need fo r a new loca tion was 
evident by the extensive stockyards crowded in be­
tween the SP yards, the old Uta h Centra l mai n line, 
and the I 897-bui lt UP round ho use. In add it io n to 
handling beef catt le, Ogden soon developed into the 
sheep center of the West, and later became the home 
for the la rgest lamb slaughtering industry in the 
nation. T he location o n West 24th Street near the 
Weber Rive r of the Ogden Packing & Provisio nin g 
Co. 's sla ughterho use (la ter the American Packing & 
Provisioning Co. , then Swift & Co.) was dependent on 
the adjacent stockyard s. 

A need for better transportation faci lit ies became 
more apparent as the nation's livestock a nd meat 
industry cont inued to grow. Federal law, in effect since 
1905, requires that livestock be fed a nd watered at least 
every 36 hours while in transit. Beca use of its inter­
change locatio n between Southern Pacific a nd Un ion 
Pacific, Ogden was a n ideal location for a much­
expanded a nd improved stock handling facility to 
fulfill thi s requirement. The need for expansion made 
it obvio us that the stockya rds co uld not rema in at their 
pre-1917 site east of the Weber River, among the 
rai lroads ' mechanical repair buildings. A new si te was 
selected across the Weber Ri ver a nd operations of the 
new Ogden Un ion Stock Yards began on April I, 19 17. 
Ogden Union Rai lway & D epot built a spu r that 
crossed the river north of the Ogden Packing & 
Provisioning plant. Growth was steady, a nd by 1929, 
Ogden was the la rgest livestock market west of Den­
ver. The daily number of cars was sa id to be 250 
carloads of cattle, 200 ca rloads of sheep, a nd I 00 
carloads of hogs. 

To promote this industry and the city 's growing 
stature in that fie ld with the completion of the stock­
ya rds, the Ogden Livestock Show was organized in 19 18 
as a new aucti on in g center for the region 's ranchers, 
growers, and livestock brokers. A specia lized auction 
faci lity, known as the Golden Spike Coliseum, was 
completed in 1923, and the Ogden Lives tock Show was 
re-named the Golden Spike National Livestock Show. 
An office building located at the stockyards, known as 
the Exchange Building, was completed in 1930 as a 
central location for tra nsacting livestock business. 

The Ogden Uni on Stock Ya rds and the Swift & Co. 
plant, and to some degree the operations of Wilson & 
Co. on Wil son Lane, were the focus of the area 's 
livestock industry. The Swift plant was firs t operated by 
the Ogden Packing & Provisioning Co. , which was a 
February 1906 outgrowth of the Ogden Packing Co., 
itself organized in 190 I. The Ogden Packing & Provi ­
sioning Co. became the American Packing & Provision­
ing Co. ("Mountain Brand Products") in July 1924, at 
which time it purchased control of the Ogden Union 
Stock Yards Co .. The packing company and the stock­
yards rem ained under common contro l until a federal 
court decision in 1935 prohibited any packing house in 



the nation from owning or havi ng interest in any stock 
ya rd. In January 1936, the stockyards were sold to the 
Den ver Union Stock Yards Co., which remained in 
control until they were closed in January 197 1. Ameri­
can Packing & Provisioning Co. was sold to Swift & Co. 
on July 24, I 949. Swift & Co. maintained a la rge lamb 
processing facility at Ogden that shipped whole lamb 
carcasses, hung in specially equipped Pacific Fruit 
Express iced refrigerator cars to the primary lamb 
markets in New York and Philadelphia. After complet­
ing a new facility in Sacramento, Calif., Swift & Co. 
closed its Ogden plant on November 13, 1970. 

When the word livestock is used , many wi ll think 
of catt le. At the Ogden stockyards, li vestock meant 
sheep. The total numbers of sheep that passed through 
Ogden was always at least three times the numbers for 
cattle, and in some yea rs it was four times. The peak 
yea r for numbers of anima ls was 1945 , with a lmost 1. 8 
million head of sheep, 300,000 head of catt le, and 
350,000 hogs. The yea r 1945 was also the peak yea r for 
livestock -related rai l traffic , with 20,000 cars of sheep, 
19,000 cars of cattle, and 6,000 cars of hogs being either 
unloaded at Ogden , or loaded after sa le, o r re-loaded 
after the prescribed four-hour rest period. Sheep and 
the processing of lamb and mutton was the reason 
Swift & Co. purchased the American Packing & 
Provisioning Co.'s plant in Ogden in 1949. The Swift 
plant in Ogden furnished a lmost all of that company's 

Thousands of stock cars were loaded and unloaded every year at Ogden Union Stock Yards, 
which were a significant source of traffic for the city's three major railroads. Most of the traffic 
consisted of the shipment of sheep, as shown here by this string of all-wooden stock cars 
being loaded at the stockyards ' Sheep Division. (Mrs. Doris Knowles Collection) 

Ogden Union Stock Yards was a landmark industry in West Ogden from its construction in 1917 to its closure in 1971, and its gradual removal throughout the 
1980s. The original stockyards are shown here during the 1940s. At lower left is the Sheep Division, completed in 1934. At lower center is the Horse Division, 
and at upper center is the Golden Spike Coliseum, home of the annual Golden Spike Livestock Show. The Exchange Building stands by itself near the Horse 
Division. At top, just left of center, is the large packing plant of Swift & Co., the largest sheep and lamb processing plant in the nation. 
(Utah State Historical Society) 
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Ogden Union Stock Yards 
handled an average of three 
times as many sheep as 
cattle. An entire Sheep 
Division was completed in 
1934 to allow separate 
handling of the booming 
sheep business. In this 1939 
photo, stockyard workers 
are shown "counting off" a 
full trainload of Idaho lambs. 
(Mrs. Doris Knowles 
Collection) 

lamb a nd mutto n mea t fo r Eastern markets. 
In addition to Swift & Co. , other firm s se rved the 

meat packing industry. These included Wilson Packing 
Co. and Ogden Dressed Mea t Co. Wilson Packing 
(later, Wilson & Co.) was located at about 900 West on 
2 1st Street, and was so ld to W. C. Pa rke & Sons in about 
1943. Parke & Sons closed its opera tion in 1970. Other 
livestock-associated compan ies large enough to warrant 
ra ilroad service included the Western Livestock Feed 
ya rd on Wilson Lane, a nd U tah By- Products Co. , which 
was first loca ted at the stockya rds and later in the 
former Utah Ca nning Co.'s building on 29th Street. 

The Ogden union stockya rd s were served a lmost 
so lely by Union Pacific from the east side. A limited 
service was provided by D&RGW from the west side. 
At first, UP (actua lly O U R&D) served the stockya rd s 
over a si ngle track bridge tha t crossed the Weber Ri ver. 
In D ecember 1930, a second lead was added and the 
river bridge was widened to two track s. 

D&RGW's 1951 Traffic Gu ide shows Ogden 
Union Stock Yards as having 356 pens for a ll livestock, 
a nd 2 14 low pens fo r hogs o nl y. The ya rds had 19 
loadin g chutes fo r si ngle-deck ca rs and 14 loading 
chutes for either si ngle-deck o r do uble-deck cars. 
(Because of their shorter height , sheep and hogs were 
usua lly shipped in do uble-deck railroad cars.) In 
compa ri so n, fac ilities at D enver were rough ly three 
times the size of those at Ogden, with 1,000 pens a nd 
79 load ing chutes . On D&RGW, o nly Denve r was 
la rger than Ogden in li ves tock ha ndling capacity. 

The pea k yea r for the Ogden Unio n Stock Ya rds 
was 1949, with revenue of $87 milli on. The peak yea rs 
for sheep sa les were between 1936 and 1944. In the late 
1940s and early 1950s, the meat packers began buying 
d irectly from the growers, reducing the participation of 
the stockyards and livestock brokers (the middlemen). 
The avai labi lity of good roads and bigger trucks made 
it possible to use trucks to ship livestock direct from 
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growers (and the then-new feed lots) , to packing 
houses, cu ttin g the railroads out of the rapid ly chang­
in g meat-packing industry . To cut transportation costs 
even more, packing ho uses were soon moved near the 
feed lo ts, replacing large plants in urban areas with 
smaller and more numero us packing plants in ru ra l 
areas, redes igned to be mo re effi cient. By 1960, a ll of 
the large mea t packing plants in Chicago were closed . 
The largest stock-h a ndling faci lity in the world , the 
Chicago Union Stock Yards, closed in 1970 due to lack 
of business. The combina tio n of di rect sa les a nd trucks 
soo n significan tly cut the numbers of an ima ls movin g 
through the Ogden stockya rds. While the ra tios be­
tween sheep, catt le and hogs stayed the same, the 
volume cha nged fro m the 1945 peak of 2.4 million 
head to 594.000 head in 1960, to just 168 ,000 (a more 
than 90 percent red uctio n from 1945) in 1970, the 
stockyards ' fin a l full yea r. 

Thro ugho ut their entire hi sto ry, li vestock sa les at 
Ogden Uni on Stock Yards were conducted both by 
public a uctio n a nd by what was ca lled " pri va te treaty," 
or closed-co mmission sa les. Changes affect ing the 
meat-packi ng industry nationwide also affected Ogden. 
The a uction act ivity slowly declined in the decade prior 
to the la te I 960s, and closed-commission sa les ended 
at Ogden in D ecember 1967. The stockya rd s closed on 
Janua ry 3 1, 197 1. Within a yea r, the stockya rds a nd a ll 
adjacent property, including the Co liseum a nd Ex­
change buildings, were sold to Weber County by the 
parent compan y, Denve r Union Stock Ya rds. On 
January 4, 1972, a new company, the Weber Livestock 
Auction Co. , bega n auction sa les on a much smaller 
scale a t the Ogden stockya rds, leasing the faci lities 
from Weber Co unty. The sa le of sheep remained for 
a nother couple yea rs, with Sou thern Pacific moving its 
last ca rloads o f sheep in Apri l 1973. 

Pacific Fruit Express 
Soon after the complet ion of the transcontinental 

rail line through Ogden , the ro ute became the home of 
the first shipment of perishable goods (fruit s and 
vegetables) from Ca li fornia growers to ma rkets in the 
East. At first, shipments were sent in ventilated 
boxca rs, ca lled "fruit cars," some of which a re visible 
in the ea rly photos of Promontory. The first shipment , 
said to be a load of gra pes a nd pears, went east in 
November I 869. By the mid-I 870s, a nnua l shipments 
of fruit had grown to at least 11 5 carloads from 
Ca li fornia a lo ne. By 1895, the ca r fl eets of bo th Union 
Pacific a nd Central Pacific/Southern Pacific included 
as ma ny as 1,800 cars dedicated to the shipment of 
peri shables. In the previo us decade, the two companies 
had orga nized the Ca li fo rni a Fast Freight Line, spe­
cifically to move Ca li fornia fruits. 

By the mid- 1890s, severa l private car lines and 
shippers owned a nd operated fl eets of specia lized ca rs, 
the largest of which was the Armour Pack in g Co. The 
total fl eet of refr igera tor ca rs was j ust over 1,000 in 
1880 and mo re tha n 6,000 in 1885. Within 15 yea rs, by 
the turn of the century, the fl eet grew to more th an 
68 ,000 cars, 20,000 of wh ich belonged to A rm our 
a lone. giving the company contro l of a third of the 
private refrigerator cars in the country. Much of thi s 
traffic moved via th e Overland Route, th rough Ogden. 

Armou r and the other companies (incl uding Swift 
& Co .. Cuda hy, and Schwarzchild & Sulzberger. which 



later became Wilson & Co.) had started with the 
shipments of dressed meat from their various packing 
houses. Their shipm en ts soon included fruits and o ther 
perishables . A long with the meat packers, pri vate 
companies th at shipped peri shabl es, likely through 
Ogden , inclu ded Conti nenta l Fruit Express, Goodell 
Line, Ka nsas C ity Fru it Express. Ca li fo rnia Fruit 
Express, a nd F rui t Dea lers Dispatch. T he shipments 
over th e private car lines exceeded those in the 
rai lroads' own cars. 

To better preserve the perishables, ice was added to 
keep the shipments cool, thus giving birth to iced 
refr igerator cars. The first rea lly successful refrigerator 
car was the Tiffa ny ca r of the late 1860s. which used ice 
in separa te boxes stacked on the boxes of the perishable 
load . The first reco rded shipment of Ca li fornia straw­
berries to New York was in an iced Tiffa ny car in 1888, 
a lthough it is not known if the shipment was through 
Ogden on the O verland Route, or by way of Southern 
Pacific's just-co mpleted Sunset Route. Later, the ice 
was placed in special compartmen ts (bunkers) sus­
pended from the ca r roof, or at the end of the car. 

To furni sh ice fo r these refri gerato r cars, la rge 
supplies of na tural ice were needed. Ice was ha rves ted 
durin g wi nter a nd sto red in heavi ly insulated (with 
sawd ust) icehouses located a long the routes that the 
ca rs took. The majo r refrigerator ca r shipper through 
Ogden was th e Armour Co., which handled perishable 
traffic under contract for both U ni on Pacific and 
Cent ra l Paci fic . Wintertime harves tin g a nd sto rage of 
ice fo r summer use was not new, but what the ca r 
compan ies needed was a reliable and co nsistent suppl y 
of it. Thi s became doubly important when Un ion 
Pacific and So uthern Pacific formed the jointly owned 
Pacific Frui t Express Co. in 1906. During its first year , 

PFE continued to use the fac ilities that had been used 
by the Armo ur Co. , including fac ilities a t Donner La ke, 
Calif. , Carlin , Nev. , and Evanston, Wyo. In 1907, PFE 
purchased the A rmo ur facilities and bega n a program 
to increase its natural , and later. manufactured , ice 
capability. The extensive ice ponds, and harvestin g a nd 
storage faci li ties at Evanston , built by UP in 1887 , were 
a focus o f PFE operations in the region. With the 
formation of PF E in 1906, the UP iceho use in Ogden 
(completed in 1889, and ma tching the one just com­
pleted at Evanston) was leased to the new jointly owned 
compa ny. The Ogden plant 's iceho use had a storage 
capacity of 35,000 tons, enough to supply approxi­
mately 7,000 ra ilroad refrigerator cars, each of which 

After fire destroyed the four 
original ice houses in 1919, 
Pacific Fruit Express 
replaced them in 1921 with 
this all-concrete Ice 
Manufacturing Plant. It had a 
production capacity of 375 
tons per day, and a storage 
capacity of 14,600 tons, 
enough to completely re-ice 
more than 2,900 refrigerator 
cars, at five tons each. 
(Pacific Fruit Express, 
California State Railroad 
Museum Collection) 

Shown here are the three ice docks o f Pacific Fruit Express. The ice dock along the right side of the photo, shown without a roof, was used mainly for 
perishable traffic originating at Ogden, and was served by a stub-end track. In the distance are the Albers Brothers Milling Co. mill and the Sperry Flour Co. 's 
mill, both major rail customers. (Pacific Fruit Express, California State Railroad Museum Collection) 
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used about five tons of ice when fu ll y re-iced. The 
Evanston natural ice plant was c losed in 1921 after PFE 
completed a new ice manufacturing plant at Ogden. 

But Ogden was a lready important to Pacific Fruit 
Express opera ti ons in 1906 because it was the inter­
change point between SP a nd UP, thus req uiring re­
icin g of cars. The origina l iceho use a t Ogden was what 
PFE called an Ice Transfer Pla nt, a fac ility that 
received its ice from th e na tura l ice plants at both 
Eva nston a nd Ca rlin , storin g it for use yea r- ro und. 
Maps of Ogden ya rd dated 1904 show both an origina l 
iceho use a nd a newer iceho use, bui lt in 1889 . The 
o rigin a l icehouse measured 32 feet by 140 feet , located 
perpendicular to a seven-foot by 120-foot car icing 
platform, a ll situated a t abo ut 27th Street, west of th e 
ya rd tracks . The newer faci lity, measurin g 98 feet by 
200 feet , was located between the o rigin a l Uni on 
Pacific roundhouse and th e O U R&D ya rd tracks, a t 
about 26th Street. Facilities a lmost identical to those 
completed by UP a t Ogden in 1889 were also bui lt by UP 
at the turn of the century a t bo th Lara mie, Wyo ., and 
Grand Island , Neb. By 19 16, the larger storage house 
had been moved to the o rigina l site and had doubled in 
size. The UP icehouse a t Ogden was made up of fo ur 
attached but separate buildings, a ll of which sto red ice. 
In sula ti on to keep the ice so lid year-rou nd came from 
double wa ll s with sawdust between. On August 5, 19 19, 
all four PFE icehouses were destroyed by fire. A 
replacement was not completed until 1921 , a t the sa me 
site on 26th Street, but with re-a rranged trackage to 
allow easier access for through trains. The fo rmer-PFE 
building tha t sta nds today was constructed by PFE in 
192 1 as a n Ice Manufacturing Pla nt. Built entirely of 
concrete, it had a daily capacity of 375 tons of ice, later 
increased to 500 tons. By thi s time, refrigera tion tech­
nology was adva nced enough to allow ice to be manu-
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factured , rather tha n harves ted, thus inc reasing the 
capabi li ty of PFE's iced refrigerator car neet and the 
" protecti ve services" that the company marketed. 

In addi ti on to the new ice manufacturing pla nt , 
Pacific Fruit Exp ress in 192 1 a lso built a si ngle island­
type icing pla tfo rm , which fo rced the dem o lition of the 
nearby 1897-built U P ro undhou se . The new pla tform 
was 2,000 feet lo ng with two adjacent se rvice track s, 
and could service 46 cars along each side . In 1927 a 
seco nd , 70-ca r isla nd-type platform was added , a nd 
the o rigina l 46-ca r pl atfo rm was extended to 66-ca r 
capacity. Bo th platforms were of PFE's sta nda rd 
covered -island des ign . 

The 1927 changes a ll owed longer So uthern Pacific 
train s to directl y ente r the icin g platform tracks from 
the north for re-icing, without ha ving to brea k the 
train s in two. Thi s was possible because o f the 
extension , completed in Ju ly 1927, of the 24th Street 
viaduct direct ly west to the high ground of West 
Ogden . Befo re thi s, the viaduct (completed in 1904) 
had ended about a block east of the Weber River a nd 
automobiles crossed the ri ver via a bridge adj acent to 
the railroad bridge fo r UP's Evona Branch . The road 
crossi ng for 24th Street a t the base of the o ld viaduct 
made ea rlier ex tensio n of the icing platforms impos­
si ble. Sometime a ft er 1928, an adjacent, uncovered 15-
car dock was added , served by stub-ended double 
tracks for the initi a l icing of shipments of fruits and 
vegeta bles o ri gi na tin g in Ogden. The platforms for 
through trains gave a combi ned capaci ty for re-icing 
up to 272 cars at any one time. PFE co ntinued to 
ex pa nd its fac il ities in Ogden , and by 1929, the ice plant 
had a capacity of 400 tons of ice dai ly. During that 
year , 82 ,302 refri gera tor cars were iced a t Ogden. 

In 1954 the icin g p la nt was upgraded and became 
the most modern ice ma nufacturing plant o n the PFE 

In 1954, Pacific Fruit 
Express completed its 
Riverdale Ice Manufacturing 
Plant. This new 700-ton 
facility was built along with 
other expansion features in 
East Yard, located between 
33rd Street and 50th Street. 
It was located at the south 
(railroad east) end of the 
newly expanded yard, and 
included a new double-track, 
110-car ice dock with 
mechanical icing machines. 
(Pacific Fruit Express, 
California State Railroad 
Museum Collection) 



system . A new ice manufacturing plant and 110-car 
icing platform were constructed in Riverdale Yard 
and in A ugust 1954, PFE added the abi lity for 
automatic icing with the installation of three Preco­
brand mechanica l icing machines, also at Riverdale. 
Prior to 1954, the PFE tracks in Riverdale Yard had 
been used on ly for clea ning and sto rage of westbou nd 
(empty) cars. The new plant was capable of producing 
700 tons of ice per day, in the fo rm of 4,750 cakes of 
ice, each measuring abo ut I I inches by 22 inches by 
42 inches. A b ridge conveyo r took these ice cakes 
overh ead to the new mile-lo ng ice platform, built to 
re-ice two I I 0-car trains at the sa me time, giving PFE 
the capacity to service 352 cars at a time. With the 
completion of this platform , the origina l 70-ca r 
pla tform in the old ma in ya rd was retired , leaving 
o nly the remaining o ri ginal 66-ca r pla tform in place. 
This 1954 expansion gave PFE two sepa ra te faci lities 
at Ogden : the o riginal 66-car platfo rm a nd 192 1-bui lt , 
500-ton ice ma nufacturing p lant in the main ya rd (at 
26t h Street); a nd the new 700-ton ice manufacturing 
pl a nt a nd I I 0-car mecha nized icing platform at 
Riverda le. A 1992 comprehensive histo ry of Pacific 
Fruit Express shows that in 1943 , both o ri gina l 
pla tforms in the Ogden main yard were extended by 
33 ca r-length s to accommodate tra ins lengths of I 00 
ca rs. This informatio n may have bee n gleaned from 
a proposa l retained as part of PFE reco rds, as there 
is no other evidence of this expa nsio n. This proposa l 
may have been associated with the expansion of 
OUR&D's O gden ya rd , which included the construc­
ti o n of the new Riverda le East Yard in I 942. 

The 1954 ex pansion of ici ng facilities refl ected the 
booming na tu re of PFE's traffic. Perishable traffic 
through Ogden o riginated on SP, from throughout 
Oregon and from a myriad of so urces in Ca li fo rnia , 
north of Santa M a rga rita in acco rda nce with the 1923 
agreement th a t ass ured traffic over the Overla nd 
Ro ute through Ogden. All of SP's perishable traffic 
from points in the Central Va lley north of Bakersfi eld, 
a nd from the Sa linas Va lley no rth o f Santa Ma rga rita 
moved east by way of Ogden. T he perishable traffic 
d uring World War II for PFE a lo ne was in the range 
of 350,000 ca rs per year. During the ha rves t season in 
Ca li fornia a nd Oregon , solid train s of PFE refrigera to r 
ca rs moved east through Ogden, averaging 700 to 800 
ca rs a day. PFE's peak yea rs for carloadings, with 
a lmost 500,000 cars loaded per yea r, were between 
1950 and 1953, with only slightly less, but st ill mo re 
than 400,000 ca rs per yea r, throughout the mid- I 950s . 
A steady decline in ca rloadings throughout the I 960s 
was a reflection of both the development of la rger 
mecha nica l refri gera tor cars a nd increasing competi­
ti on from refri gera ted highway trucks . 

In mid-1 953, Pacific Fruit Exp ress placed its first 
mechanica l (non-iced) refri gerato r ca r into service, 
part ofa group o f 25 ca rs built that year. The fl eet grew 
rapidly through the remainder o f the decade, and in 
1960, the compa ny owned more tha n 2,700 mecha nica l 
ca rs, comprising nine percent of PFE's 28 ,600-car 
fleet. By 1970, the quantity of mecha nica l cars had 
grown to more th an 12,400 cars , 68 percent of a fl eet 
of 18,200 cars . The last season for iced refr igerator ca rs 
through Ogden was in 1972, and the last iced ca r on 
a ll of PFE was operated in September 1973 , when PF E 
eliminated a ll icing faci lities. 

Competition from refrigerated hi ghway trucks 
bega n in the ea rl y 1950s, at the sa me time that 
mechanica l refrigerat io n was first used by the rai l­
road s. By the la te I 960s o nly a third of th e perishable 
produce was movin g by ra il , a nd by 1979 , the rai l­
road s' sha re fell to o nl y IO percent of a ll produce 
traffic. As mechanica l refrigerator cars continued to 
repl ace iced refrigerator cars, the need fo r extensive 
icing facilities dimini shed , until the ea rly 1970s, when 
they stood unused . The icing platforms at the original 
location were retired during the ea rly I 960s, and the 
platfo rm s in Ogden a t Ri verda le remai ned until the 
early 1970s. During the summer of 1974, the Riverda le 
icing platfo rms were removed as a potential fire 
haza rd , at abo ut the sa me time as the icing platforms 
in R osevi lle, California (a lso on the Overl and Route), 
which were demolished in March 1974. Paci fic Fruit 
Express reta ined empl oyees locally to maintain its fl eet 
of mecha nical refrigerato r ca rs, both a t the car repair 
track a t Riverdale a nd o n the ma ny through train s 
handed over between SP a nd UP. The breakup of 
Pacific Fruit Express in Apri l 1978, with its remaining 
assets being split between U P and SP, illustrated the 
general decline of tra nsco ntinenta l rai l shipment of 
peri shable goods. 

Grain Elevators, Grain Mills, and 
F lour Mills 

Another major source of traffic fo r rai lroads in 
Ogden was the gra in storage, gra in milling, a nd flour 
milling business. Since its ea rly, pio neer days, th e city 
has been the location of fl our-producing gristmill s. 
And the industry continues today, with Ca rgill , fn c. 
a nd Ce rea l Food Processo rs being impo rtant suppli ers 
for fl o ur a nd bran in the western U nited States . 

Three large fl our mill and gra in elevator opera­
tio ns a re located in the a rea: the Sperry mill (now 
Cerea l Food Processo rs) on 29th Street a nd Pacific 
Avenue, a nd two mill s in West Ogde n, the Globe mill 
(now Cargi ll ) a nd the Farmer's Grain Co-opera ti ve 
mill. Other compani es milling fl our included the 
Albers Brothers Milling Co. on 27th Street, and the 
Hilto n Flour Mills. By 1929, Ogden had become the 
gra in a nd fl our millin g center of the West, with 15,000 
cars of grain moving through the local ya rds. 
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The new Pacific Fruit 
Express ice dock at 
Riverdale stretched almost 
the entire length of the yard. 
Shown here along the left 
center of this photo in 
September 1954, the ice 
dock was just recently 
completed. Also visible at 
right center is the new Union 
Pacific car repair track at 
Riverdale. (Union Pacific 
Museum Collection, Negative 
37492) 



The Ogden mill and storage bins of Sperry Flour Co. were completed about 1920. Within 10-15 
years, the number of bins was doubled, with the Sperry name being spelled out in just a 
single line, and the large grain storage facility became a landmark of railroading in Ogden. 
The plant was later operated by General Mills, Sperry's parent company, and remains in 
operation today as Cereal Food Processors, Inc. (Colorado Historical Society) 

The Sperry Flour Company mill and storage bins in their final configuration, shown here in 
March 1947. (Emil Albrecht, James W. Watson Collection) 

The Sperry mill was one of Sperry Flour Co.'s 
ma ny mil ls in the West , which included facilities in 
Ca lifornia, Washingto n, Oregon, and Ida ho. Sperry 
go t its start in 1852, when Austin Sperry a nd George 
Lyon e rected their first mill in Stockton, Ca lif. By 
1936, the Sperry compa ny had five mill s, with a tota l 
dail y capacity of 13,800 barrels of fl our and 1,850 
tons o f feed gra ins. The storage silos at Ogden we re 
part of a netwo rk th a t included fi ve mi ll s and 88 
associa ted county elevators throughout the W est , 
with a combined ca pacity of 13 mi ll ion bushels. In 
1928 , Sperry was included in giga ntic merger of 
milling, cerea l, a nd eleva tor companies th a t fo rmed 
Genera l Mill s, Inc. 

Sperry remained separa te until General Mills 
conso li dated its opera tions. Prior to that , th e Gen­
era l Mills o rgan izat io n was ma inly a ce nt ra lized 
ma rketing and research opera ti on , but as the market 
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th at it served conti nued to change and grow, a more 
centra lized contro l o f milling required th a t the 
Genera l Mills name be applied to a ll of its milling 
operations. Genera l Mill s closed its Ogden mill in 
early 1967. 

The pla nt fel l silent a nd the silos remained 
empty until July 1967 when Colorado M illing a nd 
Elevator Co . took them ove r. The plant was later 
so ld to The Peavey Co. , which merged with agricul­
tural gia nt ConAgra in Ju ly 1982. By a consent 
agreement between the two companies a nd the 
Federa l Trade Commissio n, the merger was a ll owed 
with the stipulation tha t ConAgra wou ld di ves t itself 
of four weste rn m illing operat ions. The O gden plant 
was chosen as o ne of t he four , and it was so ld in Apri l 
1984 to ConAgra 's competitor, Cerea l Food Proces­
so rs. It cont inues to mill both hard fl o ur and soft 
flour , with a da ily capacity o f 13 ,000 hundred-weight 
( JOO-po un d bags, o r cwt) . Its wheat comes by ra il 
from the Midwest. T he mill uses so ft whea t and ha rd 
wheat, received in a n average of IO cars pe r day. 
Some soft wheat comes by truck from Ida ho. 

The G lobe mill in West Ogden was bui lt in I 920 
by the Globe Milling Co. It was so ld to the Pillsbu ry 
Co. in 1941 , a long with G lobe mills in Colton, San 
Diego , Sacramento , San Francisco, and Los Ange­
les, a ll in Ca lifo rnia . A lso at Los A nge les were 
G lobe's feed mill , feed lot, cottonseed operation , a nd 
macaroni factory. The o ri gina l Globe m ill in Ogden 
had a fl o ur-m a king ca pacity o f 4,000 cwt. per day . 
A typical 40-to n-capacity ra il road boxcar co uld ho ld 
800 cwt. By 1950, Pillsbury had increased th e pla nt 's 
output to 5,000 cwt. , a nd , by the mid-I 960s, to 7,500 
cwt. In 1973 , the plant co uld produce I 0 ,500 cwt. of 
ha rd fl o ur (fo r macaro ni) a nd 9,000 cwt. of so ft flour 
(for breads a nd ca kes) . Much of Pill sbury's Ogden 
"grind" went to furni sh the Californ ia fl o ur ma rket, 
competing with mills in W ashingto n, Oregon, a nd 
K ansas C ity. 

The cost o f tra nspo rtation was, and still is, a great 
fac tor in keeping Ogden mills open, furni shing fl our 
and grains for sa le in the West. In 197 I , th e Santa Fe 
ra il road made a favorab le change in its rate to move 
finished fl o ur from Kansas to Ca li forn ia , which a lso 
shut out Ogden 's fl our completely from the Phoenix, 
Ariz. , fl our ma rket. Pillsbury's Ogden mill furni shed 
all of the fl our fo r the company's " Gold Medal" fl our 
market west of the Rock ies , keeping supermarkets 
supplied from a wholesa le ware house in Clea rfield , 
Uta h. In additi on to producing flour of a ll types and 
grades, Pillsbury's Ogden mill and its adjacent 2.5-
million-bushel eleva tor served as a storage fac ili ty fo r 
wheat and ba rl ey th at Pill sbury bo ught from loca l 
growers and sold a ll over the West . 

Pillsbury so ld the former G lobe mill to Cargill , 
Inc. in 199 1. Ca rgill made some changes in capability, 
converting it to a " swin g mi ll " that ca n produce either 
I 0,000 cwt. of soft fl our , or an equa l quantity o f ha rd 
nour. Although Cargi ll has stopped producing nour 
made from ha rd Durham wheat (used for macaro ni 
and pasta) , it still produces la rge quantities of heavy 
bran. Grain fo r Ca rgill arrives either by rail or by 
truck , and fini shed nour and grain products leave by 
bu lk rail ca r, by bu lk truck, or in bags and sacks 
protected inside trucks and boxcars . 



The factory of Utah Canning 
Co. was a landmark at 29th 
Street from its organization 
in 1897 (its predecessor 
company opened in 1888) 
until its closure and sale to 
Utah By-Products in 1972. 
Union Pacific 's GTE (Gas­
Turbine Electric) 
locomotives came to the 
railroad beginning in 1952, 
and by 1959 the design grew 
to the three-unit, 10,000-
horsepower type 
represented by Union Pacific 
number 3 on September 2, 
1962. A sister locomotive, 
UP number 26, is today 
preserved at Ogden Union 
Station. (Emil Albrecht, 
James W. Watson Collection) 

Sugar Beets and the 
West Ogden sugar factory 

Between 1895 and 1940, befo re the wides pread 
use of trucks, railroads were th e most efficient way 
to tra nspo rt Utah 's sugar beets to the facto ri es. 
Beca use suga r beets a re such a low-densi ty item, 
many of them a re needed to produce profitable 
amounts of suga r. Making suga r from sugar beets 
req uired la rge quantit ies of other raw materia ls, 
including coa l, coke, and lime. Fini shed suga r was 
shipped from Amalga mated Sugar's West Ogden and 
other suga r fac to ri es in I 00-po und bags . For 15 tons 
of finished , gra nulated suga r (300 IO0-pound bags) 
to be produced , the suga r fac tory requ ired the 
deli ve ry of I 00 tons of sugar beets, nine tons of coa l, 
and fi ve tons each of coke and lime rock. T o put 
these numbers in more visible terms, fo r each average 
40-foot boxcar-load of finished suga r (1,000 I 00-pound 
bags), the West Ogden suga r fac to ry wou ld need six 
ca rl oads of beets and pa rtia l carloads each of coa l, 
coke and lime. The sugar factory in West Ogden, 
built by Ogden Suga r Co. in 1898 as the second suga r 
factory in the sta te, was th e destination of many 
carloads of suga r beets. By 1900, it was one of 30 
facto ries operating in the na ti on. During its first 
season of operat ion, it produced 1,280 tons of pure 
white beet suga r. ln 1902, th e company became th e 
Amalgamated Suga r Co. , wit h the West Ogden 
facto ry rema ining in operation until September 194 1, 
when it was closed due to decrease in local suga r beet 
growing capacity. It's machinery was moved to a new 
fac tory com pleted in Nampa, Idaho. The West 
Ogden bui ldin gs remained for use as warehouse 
fac ilities, a nd la ter by a liquid-suga r-mak ing plant. 
The fac to ry is today served by trackage fo rmerl y 
owned jointl y by Uni on Pacific and Ri o Grande. U P 
ga ins access th rough a con necti on to the form er Ri o 
Grande main line through West Ogden, from the 
west end of its Evona Bra nch (t he remains of the 
o rigi na l Uta h Central 's 1870 line to Sa lt Lake City) . 

Canneries 
During th e mid-l 930s , Uta h's ca nning indust ry 

was the eighth-ranked produce r o f ca nned goods in 
th e nat ion. O ve r the spa n of yea rs that cann eri es 

were act ive in Utah , from 1885 to the mid 1970s, 
fewer th a n 15 canneries were truly successful a nd 
were able to rema in in business yea r-round . R a il­
roads, a nd the low-cost transportation they offered, 
were importa nt to the canneries and each of th ese 
successful cannin g factories was located on a ra il­
road sp ur, which a llowed d irect shi pment of canned 
goods to ma rket. D el Monte's West Ogden plant 
was the la rgest in the state . It was built in 1900 by 
the Adams N urse ry a nd Tin Can Ma nufacturing 
Co. , wh ich was reorga nized in 1903 as th e W asa tch 
Gardens a nd Orchard Cannin g Co. In 19 14, the 
plant was purchased by Wil liam " Jake" Parker a nd 
beca me th e center of hi s operat io ns in Uta h. Four 
years la te r, Parker so ld his entire U tah ope ra tion to 
the Uta h Packing Co. , a newly organized subsidiary 
of Ca li forn ia Packing Co. (a lso known as CalPac) , 
which in 1968 beca me D el Monte, Inc., taking the 
name of one of its most popu lar brand name labels. 
Del Monte's West Ogden canning facto ry was 
closed in 1974. T he bui lding was th en used by a 
lumber dea ler for about IO yea rs, a nd in abo ut 1986 
the property was purchased by Grant Brothers fo r 
use in its li vestock a nd trucking b usiness. 

Other canneries located a lo ng Union Pacific's 
main line through O gden, each with its own spur, 
were the pioneerin g U tah Cannin g Co. a t 29th 
Street and Pacific Avenue, a nd two o th ers loca ted 
east of U P's main line adjacent to Ri verda le Yard: 
Sunshine Canning Co . on 3 1st Street , a nd Ri ve rd a le 
Can ning Co . on Ri verd a le R oad. 

In 19 14, to support the canning industry in 
Uta h a nd other western sta tes, the Ame ri can Can 
Co . bu il t in Ogden o ne of the la rgest ca n ma nu fac­
turin g facilities in the West. Between 19 15 a nd 1979, 
when the pla nt was closed , American Ca n, loca ted 
on 20th Street between Linco ln a nd Grant, shipped 
man y boxca rs fill ed with new, empty cans to 
cann eries a ll over th e state and the regio n. The 
facto ry was served by three o f Ogde n's rai lroads: 
Union Pacific, D&RGW, a nd Bamberge r (from 
a bou t 1947 to 195 1). The large American Can 
smokestack, and th e adjace nt fac tory building, 
rema in today as a tes ta men t to Ogden's pas t as a 
supplier to th e region 's ca nning industry . t', 
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Bamberger Railroad's freight motor 525 awaits its next job as the railroad's Ogden switcher. The 525 was rebuilt by Bamberger's shop forces in 1920 using components 
of passenger motor 304, which was destroyed in the 1918 Ogden car barn fire. The railroad fabricated a new body following the design of the GE-built body of number 
528. Number 525 was scrapped in 1952 when the railroad converted to diesel power. August 27, 1949. (William A. Gibson Sr., William A. Gibson Jr. Collection) 

As part of the 1939 reorganization from financial receivership, Bamberger purchased five "Little Cars " secondhand from a car builder J. G. Brill Co. The cars had been 
built in 1931 but were returned to Brill after their original owner, the Fonda, Johnstown & Gloversville Railroad, a small railroad near Albany, N. Y. , was abandoned. 
These five high-speed, lightweight cars were capable of 75 mph on their runs between Ogden and Salt Lake City, and at times continuing through to the end of 
operations in 1952, the little cars regularly attained these speeds. Here car 126 is shown loading passengers at Ogden on June 26, 1940. (John F. Humiston) 
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10. Electric and Interurban Railroads 

0 
gden was served by two separate electric 
ra ilroads: the Bamberger Railroad and the 
Uta b Idaho Centra l Railroad. Bamberger 

operated between Ogden a nd Salt Lake City. Utah 
Idaho Central operated between Ogden and its north­
ern terminal of Preston, Idaho, at the north end of 
Cache Valley. 

Bamberger Railroad 
The tra ins of the Bamberger R ai lroad first came 

to Ogden under the banner of a predecesso r co mpa ny, 
the Sa lt Lake & Ogden Ra il way. SL&O was itself an 
extension o f Simon Bamberger 's Great Salt Lake & 
Hot Springs Railway, a suburba n line built in 189 1 
between downtown Salt Lake City and Beck 's Hot 
Springs, no rth of th e city. 

Within a yea r of the completion of the line to H ot 
Springs in 189 1, Bamberger expa nded his vision with 
p lans to extend hi s Great Salt Lake & Hot Sprin gs line 
to serve his coa l mine at Coalville (paralleling Un io n 
Pacific east up Weber Canyon) , with a JO-mile branch 
line to Ogden. In additi on to transporting coa l from his 
mine, Bamberger wanted to provide service for the 
loca l business traveler, providing mo re frequent service 
than either U nion Pacific or Ri o Grande, which did not 
offer conveniently timed passenger service between 
Ogden and Sa lt Lake C ity. Co nstructi on of the new 
extension began north from Beck 's H ot Springs, four 
miles north o f Salt Lake City, and the rai lroad reached 
Bountiful in 1892, Centerville in 1894 and Farmi ngto n 
in 1895. Financial difficulties fo ll owed , and the com­
pany was reo rganized in October 1896 as the Salt Lake 
& Ogden Rai lway. To provide a destination for trav­
elers while the company was recove ring financially. 

Bamberger purchased a swampy area just north of 
Farmington, drained it and built the Lagoon Resort, 
for residents of Sa lt Lake City who sought recreation 
outside of the city. (Lagoon remains today as one o f the 
la rgest resort parks in the West.) The end of track 
rema ined at Lagoon from 1896 through 1902, when 
construction resumed, with Kaysville as the goal. 
Kaysville and Layton we re reached in 1906, Kaysville 
on May 30 and Layton on September 4. The plans for 

The interurban terminal was 
the focus of Bamberger 
Railroad operations in 
Ogden. In this photo taken 
on September 6, 1937, 
several Bamberger cars are 
visible, along with two 
Bamberger freight 
locomotives. (William A. 
Gibson, Sr. , William A. Gibson 
Jr. Collection) 

The steam trains of the Salt Lake & Ogden Railway arrived in Ogden for the first time in August 
1908. Within two years, in May 1910, the railroad had converted to electric, self-propelled cars. 
Here we see SL&O number 315 waiting at the new-in-1915 Ogden terminal beside Ogden Rapid 
Transit car 103. The SL&O car is ready to take Train 14 south to Salt Lake City. The Ogden 
Rapid Transit car is ready to take Route 9 north to Hot Springs. (Gordon Carda/I Collection) 
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serving the Coalville coal mines were soon dropped due 
to a business slump in 1907, but SL&O construction 
crews finished the line to Ogden in late July 1908, with 
passenger service between Salt Lake City and Ogden 
beginning on August 8, 1908. The depot was located at 
31st Street and Lincoln A venue. Although the Salt 
Lake & Ogden Railway was powered by large steam 
locomotives, it was still known as "the Dummy Line" 
because of its 1890s start with dummy streetcars, small 
steam locomotives that were built with bodies that 
resembled regular electric streetcars . 

From th e very beginning, Bamberger knew that if 
he wanted to compete with the much larger Union 
Paci11c a nd D&RGW for high-speed passenger move­
ments between Salt Lake and Ogden , and for freight 
traffic that would generate needed revenue, he wou ld 
have to operate a first-class , well-engineered railroad. 
He constructed his railroad to steam-rai lroad stan­
dards , with wide sweeping curves and the lowest 
possible rate of climb, using standard 85-pound rail , 
gravel ballast, and standard-length pine ties . ft was 
expensive to build the railroad with large curves and a 
relatively easy ascending grade of 1.1 percent (I .I feet 
of rise for every 100 feet of route). To construct a 
railroad with these engineering features , many large 
cuts and fills were needed. But Bamberger knew that 
these high initi al costs wou ld be repaid many times over 
by his locomotives being able to pull more cars, at 
higher speeds. He also avoided the expedient use of 
franchises that wou ld allow him to locate the railroad 
along public roads and highways. This feature a lone 
would later save the company much grief and money 
by not having to move its tracks when these same 
public roads were widened and paved. Of course, these 
same improvements would eventua lly spell the death of 
the line, and its privately maintained right-of-way, as 
trucks and automobiles soon took away both its 
passenge r and freight trafllc, using right-of-way built 

and maintained entirely by public funds. 
With the completion of the line in 1908, Bamberger 

began giving thought to joining the wave of interurban 
railroads (rai lroads that inter-connect large urban 
areas) that were modernizing their lines by electrifying 
them , using electric power to replace steam locomo­
tives. The Salt Lake & Ogden Railway seemingly had 
all the requirements for a profitable interurban rail­
road: large cities at either end of the line (with large 
central city terminals) to provide both passengers and 
freight; a prosperous rural countryside between to 
supply more of both ; and a well-engineered route that 
would allow operation of high-speed, electric interur­
ban trains. In 19 I 0, the electrification was completed 
by stringing overhead trolley wire and purchasing new 
equipment, along with constructing electrica l substa­
tions along the line. Since Bamberger also owned 
several coal mines, it seemed proper to also construct 
a coal-fired power plant, and one was built at Farmington 
to furnish a ll of the needed current for the railroad . The 
first day of electric operation was May 28, 1910. 

SL&O's first electrically powered cars came from 
the Jewett Car Co . of Newark, Ohio. Later in 1910, 
Bamberger purchased three trailers secondhand from 
Washington , Baltimore & Annapolis , which had re­
cently upgraded its system and no longer needed the 
unpowered cars. Other trailer cars were purchased 
from the Niles Co. The electric ca rs were modern and 
fast. Bamberger adopted the slogan, " Every Hour, On 
The Hour, In An Hour," renecting the high speeds 
which the cars were capable of. When electrification 
was completed , there were 10 trains running in each 
direction every day, a ll of which stopped at every 
station between Ogden and Salt Lake City. 

The origina l Bamberger depot was located at 31st 
Street, where passengers found it necessary to seek 
other means to get themselves downtown, six blocks 
north. With the conversio n to electric operation, Salt 

The steel Bamberger bridge was a landmark of railroading in Ogden from its completion in 1914 until it was dismantled in 1977. Photographer Emil Albrecht 
took this view in 1946 of one of his favorite vantage points, from which he exposed many of his excellent photographs of railroading. 
(Emil Albrecht, James W. Watson Collection) 
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Lake & Ogden received a fra nchise to construct a 
double-t rack line a long Lincoln A venue from 31st 
Street to the site of the new station ya rds just north of 
24th Street. This bro ught SL&O ca rs to within two 
blocks of the hea rt of the business district a nd greatly 
increased the new rai lroad 's popularity. In 19 14, SL&O 
made an agreemen t with the newly built Utah Idaho 
Central Railroad that a llowed the new terminal facili­
ties to be sha red by both interurbans; UIC then erected 
a station building which was used jointly. Also in 19 14, 
Salt Lake & Ogden rebuilt its route into Ogden. The 
new line was raised hi gh enough to cross over the U ni on 
Pacific tracks at 31st Street, and included new steel 
bridges over the Weber River and over the UP tracks. 

Throughout its ea rly years, the Salt Lake & 
Ogden R a il way was known as " the Bam berger." In 
August 191 7, the na me was changed officially to the 
Bamberger E lectric Railroad , accepting the road's 
nickname. A lso in 19 17, Simon Bamberger was elected 
governo r as th e Progressive Party ca ndidate. Ironi­
cally, it was the improved road an d high way system 
that he developed while in office that brought abo ut 
the eventual demise of the interurban railroad system 
in Utah, from the Cache Valley o n the no rth to Payson 
on the south, with hi s own Bamberger line in between. 
As peo ple became more mobile and better able to get 
around in their own cars, th ey were less prone to take 
Bamberger's electric-powered trains . The publicly 
funded road system also allowed bus companies to 
offer passenger se rvice, and a ll owed the truckin g 
companies to offer more competitive rates , and they 
grad ua ll y took the lucrat ive package express busin ess 
away from the interurban lines. To better compete 
with these rising new motor carriers that used the 
public roads, Bamberger on May 15, 1927 started a 
subsidiary bus service between Salt Lake City a nd 
Ogden under the name of the Bamberge r Transpo rta­
tion Co. Beginning in J 927 , th e Bamberger was able to 
compete with the truck lines by offering its own 
truck ing services fo r door-to-door delivery between 
the same cities that they a lso served wit h electrified 
rai lroad service. 

On M ay 7, 191 8, llames consumed the entire 
Ogden car ho use and adjoining substation. Twenty-one 
cars were destroyed, more th an half the company's 
roster - a blow that was doubly crippling at the time 
because of wa rtime restriction s on obtaining critical 
materials needed for rebuilding the car lleet. The 
company recovered and bega n the struggle to repair the 
$500,000 damage. Slowly over the next couple yea rs, the 
less severely damaged cars were repaired and returned 
to service, but it was a long time before the Bamberger 
line regai ned all the ground lost beca use of the fire. 

Wh en the federal gove rnment 's United States 
R ailway Administration took over operations of the 
na tion's rai lroads in 1919, it swept aside the estab­
li shed practices that kept much of the steam road 
freight traffi c off the Bamberge r' s lin e. From this tim e 
on , Bamberger became an important freig ht ha uler for 
business between Salt La ke C ity and Ogden. From 
World War I until the end of its passenger operations 
in I 952, freight revenues always exceeded passenger 
revenues. The freight included coal that was inter­
cha nged a t Sa lt La ke C ity with the Salt Lake & U ta h 
interurban line. bound fo r points o n the Uta h Idaho 
Centra l. In 1924, both U ni on Pac ific a nd Ri o Grande 

accepted the ex istence of the 36-mile road and pub­
lished joint freight rates fo r points o n the Ba mberge r's 
line. During 1938 , the railroad ha ndled a tota l of 6,695 
cars (just over 18 cars per day) , 1,548 of which were 
coal , a long with 3,672 ca rs of manu fac tured goods, 829 
ca rs of agricultura l products, 621 cars of forest prod­
ucts, a nd 25 cars of a nimals and a nim a l by-products. 
Betwee n 1934 and 1938 , 65 percent of a ll revenue was 
derived from freight. Of the 37,464 ca rload s handled 
during th at four year period, 92 percent was inter­
changed with connecting lines . 

In 1933, the railroad was forced into ba nkruptcy, 
emerging in 1939 a s the reorganized Bamberger Rai l­
road , dropping the word " Electric" from its name. 
When it was built , the route of the Bamberger wa s 
nearly a ll double track between Ogden and Salt Lake 
City . Much of the second track was removed in the late 
1930s as part of the belt-ti ghtening following the 
reorga niza tion. Thi s move saved the ra ilroad $9,000 
per yea r in maintenance costs. At the same time, the 
railroad adopted a lim ited number of a utomatic block 
signals. During the 1939 reo rganiza tion, Bamberger 
owned 84 freight cars, four freight locomotives, 29 
passenger cars, two express cars, a lin e work car, and 
two highway buses. In March 1939 the company 
purchased fi ve high-speed, streamlined cars that were 
capable of 75 miles per hour. The new cars were 
quickly dubbed the " Litt le Cars, " comparing them to 
the " Big Cars, " the full-sized, heavy cars that Bamberger 
wa s operating. The electric cars of the Bamberger we re 
a lways known fo r the ir speed. As late as September 
1950, in a speed test, one of the little cars was clocked 
at 75 miles per hour, proving th a t IO yea rs late r, they 
cou ld st ill do it.The mi litary build-up in 1940 and 194 1 
to support America's a llies in the war in Europe saw the 
construction of severa l War Department facilities in 
Utah , including the Naval Supply Depot at C learfield , 
along with the Ogden Arsenal, and H ill Army Air Field , 
both of which were loca ted directl y on Bamberger's 
route. The construction of these military installations 
made for a considerable increase in its freight traffic. 

The increased military traffic included troop 
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With a growing amount of 
traffic stemming from the 
war in Europe, and the 
general military buildup in 
1940 in the United States, 
the Bamberger Railroad 
went looking for more 
motive power. A surplus 
electric locomotive, number 
1025, was found on the San 
Diego Electric Railway. It 
soon arrived in Utah, and is 
shown here on January 23, 
1941 on its first day of 
operation as Bamberger's 
newest locomotive. Second 
from left is Julian 
Bamberger, president of the 
railroad. (Shipler Photo, Utah 
State Historical Society) 



As a regular part of its 
extensive freight operations, 
Bamberger Railroad 
received, at least twice a 
week, a white Merchants 
Despatch Transportation 
(MDT) refrigerator car from 
Union Pacific. The shipment 
contained dry ice (solidified 
carbon dioxide) bound for 
Mariani & Sons in Ogden, 
the only wholesale source 
for dry ice in the region. In 
this view, Bamberger's Alco 
RS-1 number 570 is 
switching the Union Pacific/ 
Bamberger interchange on 
May 20, 1949. (Emil Albrech t, 
James W. Watson Collection) 

tra ins th at we re operated by Bamberger into the Ogden 
Ordnance Depot (Ogden Arsena l) and Hill Army Air 
Field (Hill Field , also kn own as the Ogden Air Depot). 
At first, the Bamberger used its electric locomotives as 
motive power. But during the winter, when steam was 
needed to heat the passenger ca rs, the road borrowed 
a small steam locomotive from U nion Pacific, most 
likely a 2-8-0. The 1940 co nstruction of ra ilroad 
trackage on the military bases a t the Arsenal and at Hill 
F ield , for which Bamberger would be doing the on-base 
switching, did not include the overhead wire needed for 
Bamberger's electrified operati o ns. The government 's 
own sma ll diesel switcher locomoti ves were not large 
enough to pull an entire troop tra in, so Bamberger went 
shoppin g for an appropri ate locomotive . In his search, 
Julia n M. Bamberger, the ra ilroad 's president (and 
Simon's son), was looking for a locomoti ve with 1,000 
horsepower, enough power that could be used on both 
the freight trains and the troop train s being run over hi s 
36-mile railroad . To fill the need fo r a more powerful 

During World War II, Bamberger operated commuter trains for the Army's Ordnance 
Department. They ran between the interurban terminal in downtown Ogden and the Army's 
Ogden Arsenal (the location of the West Area of today's Hill Air Force Base). The Army 
purchased five large all-steel cars secondhand from Southern Pacific 's Oakland Electric 
operation. Bamberger used its own locomotives to move the trains, which were lighted with 
current from a electric generator rigged to a small gasoline engine in the baggage 
compartment of one of the cars. Stoves were added for heating, and large sliding gates were 
added to the exit doors for safety. In this view, Ogden Arsenal (OA) car 104 is shown arriving 
at the Ogden interurban terminal. The arsenal trains continued to run until the end of the war, 
by which time the cars had lost the cumbersome exit gates and had been repainted from 
khaki green with light blue lettering to dark blue with white lettering. The trains started up 
again during the Korean war and ran until December 1952, three months after Bamberger 
itself stopped operating its own passenger tra ins. (Gordon Carda/I) 
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locomotive fo r the new government traffic, Bamberge r 
initia lly made arrangements to purchase Ill inois Termi­
nal Rail road fo ur- truck Class D locomoti ve number 
70 . But the big puller wo uld have been too much for the 
line's system of power substations, including the three 
newly in sta lled, secondhand automatic substations. 
Wi th the added costs of upgradin g its entire power 
system, the pl ans to purchase the IT locomo ti ve were 
shelved, and the company began looking at the pur­
chase of an appropria te diesel locomoti ve. 

Bamberge r's first sto p was the Electro-M oti ve 
Di vision of General M otors, because he owned stock 
in GM and p referred GM products. U nfo rtunately, 
EMD d idn 't make a 1,000-horsepower road switcher, 
so Ba mberger had to settle fo r a model RS- I fro m the 
American Locomoti ve Co. (Alco). Because of th e hi gh 
p ri ority milita ry traffic Bamberger would be moving, 
the Office of Defense Transporta tion gave the railroad 
auth oriza ti on to buy two RS- Is, but the production of 
RS- l s was soon comma ndeered to operate the Trans­
Ira ni an Ra ilway in the Middle East. With thi s limita­
tion, Bamberger was able to purchase just a single 
exa mple of Alco's highly successful 1,000 horsepower 
road switcher. To satisfy the need for a steam genera­
tor to p rovide steam heat for the troop train s, the 
railroad had purchased a n oil-fired steam generator 
when there were still pla ns to buy the Illinois Terminal 
a ll-electric locomotive. After the RS- I was delivered 
o n June I, 1943, thi s steam generato r was insta lled in 
its short hood , with the steam bein g furni shed to 
adj acen t cars by means of a hose through the end door 
o f the locomoti ve . 

This new locomotive, painted orange and given 
road number 570, would modernize the line's freight 
operations, being capable of pulling 40 loaded fre ight 
cars at a time. The ra ilroad was justifiably proud of its 
new $ 100,000 purchase, pu ttin g it on di splay at Salt 
La ke City on June I a nd a t Ogden on June 2. The next 
day, the new Alco went to work. According to the local 
press , the diesel was purchased to take ca re of growing 
a mounts o f fre ight t ra ffi c, without having to rebuild 
the compa ny's already overl oaded electrica l system, 
needed by its fl eet of electric cars that were used on 
passenger trains. With the arrival of the diesel, the 
Bamberger was a ble to return its interurba n ca rs and 
eight overworked electric locomotives to their normal 
duties, the diesel bein g used to provide a ny service 
required by the mili tary bases. 

Locomotive 570 spo rted a fea ture unusual to 
diesel units~ it was equipped with a trolley pole a t each 
end to trip the Nachod-type traffi c-controlling block 
signa ls that were actuated th ro ugh the tro lley wire. The 
block signals were used along two stretches o f single 
track, between Centerville a nd Fa rmington a nd be­
tween Layton and Clea rfield . (The other pieces of 
single track on the ra il road were co nt ro lled by a uto­
ma tic block signa ls, actuated thro ugh the track .) 
During World Wa r II , the ra ilroad was well known fo r 
its five- and eight-ca r " Arsenal" tra ins, ha uling wa r 
workers from Ogden to the sta tion a t Arsenal, adjace nt 
to the west ga te of today 's Hill Ai r Force Base. 

A nother effect of World Wa r II was the fed era l 
Office of Defense Tra nspo rta tion's suspensio n of a ll 
Bamberger T ra nspo rtation Co. bus services, forcing 
even more passengers onto the trains. Bus se rvice 
resumed a fter the war. 



In 1946, because of the heavy usage that number 
570 saw during World War II , the locomotive needed 
a complete overhau l, whi ch the road performed itself 
in its own shops at North Sa lt Lake . After the 
rebuilding, the Alco returned to road fre ight service 
between Salt Lake and Ogden. After another four 
years, the unit needed rebuilding again. The first 
overhau l for 570 had been d ifficu lt for the li tt le road 
to do itself, so Bamberger approached General Motors 
about converting the locomotive to an Electro-Motive 
product. EMD agreed to do the conve rsion. The 
Bamberger uni t was EM D 's third repoweringjob at its 
factory in La Grange, Ill. , in suburban C hicago. While 
the 570 was away being reb uilt , the Bamberger Rail­
road operated two of its electric locomoti ves, numbers 
525 and 526, normally the Ogden switchers, in mul­
tiple-unit configura tion for a combination of 900 
horsepower. At times, Bamberger's number 550 was 
also used, depending on the number of cars to be 
moved. When the 570 returned from EMD in December 
195 1, it st ill had its 1,000 horsepower, but used an EM D 
d iesel engine rather than the origina l Alco diesel engine. 
The EMD factory representative who delivered the 
locomotive informed Bamberger that it had the best of 
both worlds, EMD's diesel engine connected to the 
Alco's original General Electric elect rical gear. 

The rebuilding wo rked out so well that in June 
1952, Bamberger purchased two additi o na l diesel 
locomotives, a nd gave the busi ness to EMD. They 
were 800-horsepower model SW8 locomotives, given 
road numbers 601 and 602. One of them, number 601, 
was equi pped with a single trolley pole so that it co uld 
serve as stand-in for the 570, the regular road engine, 
whenever it was out of service for regular mainte­
nance. The other SW8, number 602, was assigned as 
the swi tcher in Sa lt Lake City, and did not require a 
trolley pole. 

On March 11 , 1952, fire struck the Bamberger 
again. This time it was the North Salt Lake shops, 
where a ll of the company's repair work was done. The 
fire destroyed only repa ir machinery, but o nl y after 
severa l p ieces of ro lling stock was successfu lly removed 
from harm's way. During mid-Ap ril , just a month after 
the fire, the compan y applied to the state Public Service 
Commission to abandon all passenger ra ilcar service, 
which operated just three round-trips between Sa lt 
Lake City a nd Ogden , reduced on March 30 from the 
11 trips per day before the fi re. Bamberger proposed 
to replace all rail passenger service with bus se rvice. 
The March 30 "emergency" schedule change had 
increased the number of bus run s to 20, fo ur of which 
we re "stub" run s, or one-way trips. On April 19, after 
ma ny protests by Davis Co unty residents, the PSC 
ordered the Bamberger to increase its railroad opera­
tions to five trains per day, and reduce its bus run s to 
18, including three one-way trips per day. 

The rai lroad co ntinued to pursue changing its 
passenger se rvice from trains to buses. On July 10, 
1952 , Bamberger formally applied to state a uthorit ies 
for permission to a ba ndon all of its rail passenger 
service. In the application and later public hearing, the 
ra il road said that although it had ear li er denied that it 
planned to a bandon rail service, the cost of rebui lding 
the North Sa lt Lake shops, together with a recent fire 
adjacent to its faci li ties in Ogden (at the Roya l 
Ca nn ing Co.) made the expense of continued passen-
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ger operations simply too high. The change was 
needed , the company argued, " in the public interest. " 
On A ugust 21 , the state Public Service Commission 
agreed. To support the expected changes, the railroad 
had purchased for its subsidiary, Bamberger Trans­
portation Co., 17 new, modern buses. The buses came 
in two configurations: 33 seats and 45 seats, nick­
named by the crews as " little buses and big buses," 
much the same way that the origina l rai l cars were the 
" big cars," and the five streamlined cars of 1939 were 
the " lit tle cars." The company stated that the public 
wo uld be better served by the bus routes, with 78 
potential stops, than by the rai lroad , with its 27 stops . 
In the hearing, the costs of both rai l operat io ns and bus 
operations were give n, with 85 cents per mile for ra il 
and a bit less than 42 cents per mile for bus. Through­
o ut the abandonment proceed ings, Bamberger stated 
that freight operations would remain unchanged, 
except that they would be operated so lely with diesel 
power rather than using the electric locomotives. 

The last day of electric passenger operations came 
on September 6, 1952, when Bamberger passenger car 
322 and trailer 436 left the Salt Lake C ity depot bound 
for Ogden. Among those on board were the motor­
man , James Nelson , a nd Julian Bamberger, a long with 
hi s wife, and his married daughter. The opposi ng final 
run between Ogden and Sa lt Lake C ity used ca r 35 1, 
with motorma n Gordon Carda ll at the contro ls. After 
already driving two bus round -trips that day, Carda ll 
had swapped ass ignments with a fellow empl oyee in 
order to operate that last Ogden-to-Salt Lake run. The 
return leg of the sched ule put Carda!! in the dri ver's 
seat of one of Bamberger's buses. While thi s was the 
end of sched uled rail passenger operations, Bamberger 
conti nued to operate for another three months a daily, 
two-car train between Ogden and Arsenal in the 
mornings and retu rn in the even ings for defense 
wo rkers at the Ogden Arsena l and Hill Air Force Base. 

In a move to contin ue na rrowi ng its foc us on 
freight operations, Bamberger Railroad on June 26, 
1953, sold its bus subsidiary, Bamberger Transporta­
tion Co., to the Lake Shore Motor Coach Lines Co., 
newly organized for the purpose. Lake Shore's presi­
dent and organizer, Dale Barratt, was genera l manager 
of Sa lt Lake City Lines , the local bus company that 
had taken over the streetcar lines in Salt La ke C ity. 
Barratt was also regiona l director of the parent 
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The trains of the Bamberger 
Railroad entered Ogden 
along Lincoln A venue and 
traveled north to the 
interurban terminal between 
23rd Street and 24th Street. 
In this view, Bamberger cars 
322 and 401 head south 
along Lincoln in April 1943, 
having just crossed 24th 
Street, bound for Salt Lake 
City. (Gordon Carda/I) 



compa ny, at iona l City Lines. The sa le became 
effective o n July 3, when Lake Sho re too k ownership 
of Bamberger's 17 buses . In a side no te abo ut la ter bus 
operations, Barrat t so ld Lake Shore to Sa lt La ke City 
Lines in 1965 a nd left Utah. In August 1968. Barratt 
returned a nd purchased a ll inte rests in Salt La ke C ity 
lines, which he so ld to the new Uta h Transit Authority 
in August 1970. The former Lake Shore (ex-Ba mberger) 
operat io ns were sp li t o ff from Sa lt Lake Ci ty Lines in 
May 1969 a nd so ld to Cook Transp orta tion of Loga n. 

Some hi sto rians of the Bamberger and its o pera­
tions la ment the loss of the electric passenger tra in s, 
saying that there was plenty of patronage to support 
continued operatio n. The truth most likely was that 
the cost of co ntinued electric operat ions was rising, 
a nd passe nger revenues were fa lling, due to the paral­
leling public hi ghways. Only the fre ight traffic held a ny 
potenti a l fo r growth. T he elect ric freight locomoti ves 
were o ld , ex pensive to operate, a nd were a ll in need of 
serio us rebuilding to make them mo re powerful. The 
end of e lect ric passenger operations, ca used in pa rt by 
the losses of the Nort h Sa lt Lake shops fire, a ll owed 
the Ba mberger to replace its electric locomoti ves with 
diesel versions, remove the electric wire, a nd concen­
tra te o n freight opera ti ons as a regular sho rt line 
rai lroad . Juli an Bamberger was, a t the t ime, vice 
president of the America n Short Line Ra ilroad Asso­
cia tion . The future of the rai lroad was on the ho rizo n. 
With the North Sa lt La ke fire, as co nvenient as it may 
have bee n in bringing on aba nd o nment of passenger 
opera tions, Juli an Bamberger, president, a nd Hugh L. 
Balser, vice president and genera l manager (and 
Bamberge r's brother-in-law), too k the oppo rtunity to 
improve their company a nd ensure its future. 

U nfortunate ly, even wit h the cha nges th at too k 
place in 1952, revenues did not meet ex pecta tions. 
Julia n Ba mberge r was reaching ret irement age (he 
retired in August 1956), and had devoted hi s entire 
adult life to operating the ra ilroad . In 19 10, he had 
been asked by his fat her, Simon Bamberger, to take the 
place o f his brother, Sidney Ba mberger (who had died 
unexpected ly) in ma naging the railroad. By 1956, a nd 
after 46 yea rs of se rvice (40 yea rs as president), it was 
time for Juli an to end hi s in volvement while he a nd the 
o ther owners still co uld benefit financiall y. In a sa le 
that was effect ive on A ugust 23 , 1956, the Bamberger 
Ra il road was sold to the Murmani ll Corp . of D allas, 
Texas. The new owners a nnounced th a t no cha nges 
wo uld take place in the operat ion of the now-a ll­
freight ra ilroad, which was operating three dai ly train s 
between Sa lt Lake Ci ty and Ogden. The decision to sell 
was not up to Juli an a lone. The rai lroad was, a nd 
a lways had been, a fa mily opera ti on. Juli a n's fat he r, 
Simon Bamberger, had built it , a nd by the time of th e 
sa le in 1956, two of Julian 's sisters still held consider­
able interests . The Bamberge r hei rs (Simon Bam berger 
died in October 1926) held 66-2/3 percent share in the 
company, with 140 other stockholders holding the rest. 
M urmanill paid a reported $2.5 mi ll ion for I 00 percent 
interest in the line. The M urmanill name was a combina­
tion of the company's principle owners: Cl int Murchiso n 
and Gera ld C. Mann, both of Da llas. Murchiso n was a 
wea lthy a Texas oi lman and industria list. 

There was open speculation in the loca l press that 
the Murmani ll Corp. was wo rkin g closely wit h ot her 
Texas investors to acquire control of the Misso uri 
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Pacific and Western Pacific ra il roads (which had once 
jointly owned Ri o Gra nde) to aid New Yo rk in ves to r 
R obert R. Yo ung in expa nding his newly acquired 
New York Centra l into a tra nscontinenta l o pera tio n. 
The Bamberge r wo uld provide a co nnecti o n between 
Salt Lake City a nd Ogden fo r thi s new group of 
rai lroad s. At th e very least, it wo uld be a so ught-a fter 
prize should Southern Pacific decide to expa nd so uth 
to Salt Lake C ity, o r Western Pacific expa nd no rth to 
Ogden. 

Whatever th e reaso n fo r the purchase by the 
Texas in ves to rs, they soon sta rted to se ll off pieces a nd 
pa rts of the ra il road to rega in their in vestm ent. Fi rst 
to go, in F ebruary 1957, was the Ogden freight depot, 
loca ted a t the interurba n terminal th at stood between 
23rd and 24th streets, a nd between Lincoln a nd Grant. 
I t was sold to th e Ogden Iron Wo rks, which plann ed 
to construct a steel wareho use o n the property. The 
new Bamberger owners a nn o unced tha t they pla nned 
to e rect a repl acement freight depot o n pro perty the 
compa ny owned a t 3 1st Street a nd Grant. By the end 
of the yea r, negotiations were under way to se ll majo r 
portions of the ra il road a t Ogden to Uni on Pacific, and 
o ther porti ons in no rth Sa lt La ke City to D&RGW. 
The then-pres ident of the Bamberger, Lee Aikin , 
sta ted tha t the principle reason the new owners were 
d isposing of the hi sto ric ra il property was " th at it 
wasn ' t mak in g a ny money." H e further sa id , " As yo u 
kn ow, railroad revenues genera ll y are off some 16 
percent in the nati on. The Bamberger ca nn ot ex ist 
under its present revenues . We bought thi s rai lroad to 
operate it. But the past yea r a nd three mo nths we have 
los t money. We have done everything in o ur power to 
make money." 

In early December 1958, the In tersta te Commerce 
Commission a pproved the sa le of po rti o ns of the 
Bamberge r to U P a nd Ri o Grande. The middle 25 
miles wo uld be abando ned and torn up. U ni o n Pacific 
purchased the no rthe rn 13 miles, between Ogden a nd 
Hill Air Force Base, inc lud ing the re-engin ed locomo­
ti ve 570. D&RGW purchased the southern seven miles 
between Sa lt Lake City a nd " refinery row" a t 20t h 
North. Both sa les were reported to be for a ha lf milli on 
dollars each. The last run over the porti o n to be 
abandoned took place o n December 3 1, 1958. The las t 
train left Salt Lake C ity a t I p.m., a rrivi ng in Ogden a t 
3 1st Street and Grant Aven ue at 5:25 p.m. , pu ll in g a 
string of about 20 ra il ca rs picked up on the way north. 
Goodbyes and fa rewell s were sa id by a la rge gro up of 
business and community leaders upon its a rri va l. It 
then retu rned to Salt La ke C ity, picking up empty ca rs, 
including the last coa l cars a t Smith Milling in Boun­
tiful and the empty ca r th a t had held the la st shipment 
o f automobiles to Bo untiful. The eul ogy given by the 
Salt Lake Tribune the nex t mo rning was th a t "The 
Bamberge r Ra ilroad d ied yesterday, the victim of a 
co llision with the fa mil y a utomobi le," perpetua ting the 
myth that Bamberge r's so le so urce of revenue had been 
its passenger opera tions . 

In Februa ry 1959 , the remai nder of th e rai lroad, 
including the two remai ning switchers a nd a ll of the 
rema ining ra il , track ha rdwa re, a nd ro lling stock a nd 
equipment, were so ld fo r $300 ,000 fo r sa lvage to 
Mo rse Brothers Machin ery of Denver, a nd Commer­
cia l Meta ls Co. of Da llas. Remova l o f rai l began 
immediately. From Clearfield , the salvage crews moved 



south at the rate of two miles per day. By mid-March 
1959, just over 25 miles of rail had been removed and 
stacked in rows in Salt Lake City, j ust so uth of the 
Beck Street overpass. Beca use it was direct ly in the 
path of the planned Interstate Hi ghway 15, the depot 
a nd adjacent right-of-way at C lea rfield was so ld to the 
Uta h State Road Commiss io n, and th e depot was 
demoli shed d uring December 1959. 

After the Ba mberger ended opera ti o ns on Decem­
ber 31, 1958 , locomotives 60 I and 602 were sold . Both 
survive today [1 997] a fter passing th ro ugh a couple of 
different ownershi ps. As noted , Uni on Pacific bought 
locomotive 570, a long with th e po rti o n of the line 
between O gden and Hill Air Force Base. U nio n Paci fic 
moved the locomoti ve to its Oma ha , Neb., shops, a nd 
repainted a nd renumbered it as U P 1270. The uni t was 
used by U P for a nother 12 o r so yea rs in the Omaha 
a rea a nd o ther points in Nebraska until it was retired 
a nd traded to E MO o n a n order for SD40-2 road 
diesels in 1972. 

Street Railroads 
In additi on to its extensive system of electric 

interurba n ra ilroads, at o ne time Uta h a lso had an 
extensive system of electric st reet ra il ways, pop ul a rl y 
known as " tro lleys ." Streetcar lines were bui lt in 
Ogden, Brigha m City, Loga n, Sa lt Lake City, and, for 
six sho rt yea rs, in Provo. Six streetca r ro utes operated 
in Ogden , with a total length of abou t 24 miles. 
Between 1900 a nd 1914, streetca rs we re operated by 
the Ogden Ra pid Transit Co. a nd streetca rs in Logan 
was opera ted by the Logan R apid Transit Co. These 
two compa nies combined in 19 14 to fo rm the Ogden, 
Loga n & Id aho Rai lway, which beca me the Uta h 
Idaho Central R ai lroad in 191 8, as will be noted later. 
Ogden, Loga n & Ida bo (a nd the la ter U IC) continued 
to opera te streetcar service in both cities until the cities 
began paving their streets. At th a t time, ma ny of the 
lines were removed beca use the rai lroad couldn ' t pa y 
its sha re o f the paving costs. In Loga n there were three 
lines, tota ling just ove r eight miles, a nd by 1926, the 
Loga n streetcars were replaced by buses . 

Street railroads started in Ogden in 1883 with the 
fo rmation of the Ogden City R a il way o n A ugust 23 of 
tha t yea r. Its purpose was to build a mule-powered ra il 
line in Fo urth a nd Fifth streets (today 's 24t h and 25th 
streets) from Wall Street east to the city limits. A nother 
line was to in te rsect the first two a t Ma in Street (later 
Washingto n Avenue, then Washin gto n Bouleva rd) 
a nd ex tend from the south limits to th e no rth limits of 
the city, which were then a t the Ogden Ri ver - fo r a 
to tal of five miles of street ra ilway. By la te 1888, this 
co mpa ny had completed o nly two mi les of track and 
owned o nl y a few cars and mules . In late 1888 it was 
purchased by in ves to rs, led by Will R . Swan, who a lso 
owned the Swan La nd & Li vestock Co. The new 
owners within a yea r expanded the system to 10 miles, 
operati ng it with steam-powered " moto rs" (a lso known 
as "d ummies"), a nd "a grea t number of ca rs, horses. 
and mules ." The line also included operatio ns to the 
Hot Springs hea lth resort , northwest of Ogden, over 
the line of the newly organized Ogde n & Hot Springs 
Rai lroad a nd H ea lth R esort Co., both the reso rt a nd 
the rai lroad being owned by the sa me Swan interes ts. 
Thi s line ra n a long Washin gto n Aven ue to North 
Ogden , then west to Hot Springs. 

In addition to the steam dummies, Ogden City 
R ai lway, in Jul y 1890 , purchased a sma ll Shay loco mo­
ti ve, a n unu sual design of steam locomotive with a 
geared drive train that a ll owed it to travel over uneven 
streets and turn the sharp corners found on typical 
street rai lways. The Shay was so ld in January 189 1 to 
the O regon Lumber Co. (owned by David Eccles), and 
ma y have spent a brief t ime as pl a nt switcher a t Eccles' 
sawmill in Ba ker City, Ore. The loco motive was later 
sold to the Sa lt Lake & Mercur R a il road in October 
1894. The SL&M used it as its number I, opera tin g a 
mo unta in minin g railroad that crossed the backbone 
of the Oquirrh Mountains in western U ta h County. 
After SL&M shut d own in 19 18, the little locomotive 
was sold, and ended its career working for the Mowry 
Lumber Co. in G lenwood , Ore. 

Ogden City Ra ilway went bankrupt in la te 1890 
a nd was purchased by th e Ogden Electric Rai lway Co. , 
co nt ro lled by the Jarvis-Conklin Co., an investment 
firm in Kansas C ity. This co mpan y compri sed in ves­
tors from Ka nsas C ity, Omaha, and Sioux C ity, Iowa, 
who were look ing to sta rt an elect rica l generating 
enterp rise, a nd needed a st reet railway to invest in and 
electrify. They fo und the small Ogden City Railway in 
trouble, a nd ava ilab le. Ogden Electric Rai lway was 
organized on ovember 28, 1890, fo r the purpose of 
operating a street rai lway "along, upon a nd through 
the streets a nd public thoro ughfares of Ogden City, 
a nd alo ng, over, a nd upon the public highways of 
Weber Co unty. " The company soon made prepara­
tions to electri fy its newly acqu ired system. 

The new co mpa ny succeeded in bui ld ing onl y a 
si ngle electr ic line, and accumu lated a heavy debt 
doing it. Ogden residents David Eccles a nd Thomas 
D ee beca me conce rned about the co nditi o n of their 
city 's deteriorating street railway and offered to pur­
chase the compa ny from its M idwestern owners . In 
May 1900, Eccles a nd Dee organized Ogden Rapid 
Transit Co. to acq uire and operate the properti es of the 
Ogden Electric R a il way Co. At the time, Ogden 

Street railroading started with the Ogden City Railway, a mule-car company organized in 1883. 
That pioneering company was replaced in 1888 by the electrified Ogden City Street Railway, 
whose car number 150 is shown here on 25th Street at Washington, bound for the steam 
railroad depot. Ogden City Street Railway ran until 1890, when it was replaced by the Ogden 
Electric Railway Co., which itself replaced in 1900 by the Ogden Rapid Transit Co. 
(Ogden Union Station Collection) 
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The cars of Ogden Rapid 
Transit operated between 
Union Station and downtown 
Ogden, and along 
Washington from the south 
city limits to North Ogden, 
and on west to Hot Springs. 
The company also ran 
excursion trains to the 
mouth of Ogden Canyon, to 
a sanitarium that later 
became better known as 
Rainbow Gardens. Ogden 
Rapid Transit took over the 
operations of the bankrupt 
Ogden City Street Railway in 
1900, and in 1914 was 
combined with its sister 
(also Eccles-owned) 
company, Logan Rapid 
Transit Co. , becoming 
Ogden, Logan & Idaho 
Railway. (Ogden Union 
Station Collection) 

Electric Railway was operati ng on ly two cars - o ne on 
Washington Avenue and the other on 25th Street. The 
company's other cars were no t fit fo r service. At 
midnight o n Saturday, May 19, 1900, the Ogden Rapid 
Transi t Co. took over the o peration of the former 
Ogden Electric Railway. 

The Ogden Rapid Transit Co. was an Eccles 
company. David Eccles , head of the Eccles fami ly and 
one of the wealthiest men in Uta h, was the founder and 
heaviest investor. Throughout the history o f Ogden 
Rapid Transit, a nd the later Ogden , Logan & Id a ho 
Railway (after 1918, the Utah Idaho Cent ral R ai lway), 
the name Eccles was never missing from the board of 
directo rs. Ogden R apid Transit rapidly put the street­
car lines into first-class condition. The main line was 
a long W ashington Aven ue, which in July 1900 was 
double-tracked between 19th and 23rd stree ts. A 
branch was built to Glenwood Park, and late r ex­
tended up into Ogden Canyon. 

By March 1909, the routes of Ogden Rapid 
Transit included six distinct lines: the Washington 
Line, a lo ng Washington Avenue from the north city 
limi ts south to 36th Street (4.8 miles); the 25th Street 
Line, from Union Station east to its eastern end at Polk 
Avenue ( 1. 7 miles); the 23rd Street Line, from a 
connection with the Washington Line at 23rd Street, 
to its eastern end at Harrison Avenue (one mile); the 
M o uth of Canyon Line, from a connection with the 
Washington Line at Canyon Road , east to the Canyon 
Mouth (2.4 miles); the Hot Springs Line, from the 
no rth city limits to Hot Springs (6.9 miles); and the 
Fair Grounds Line, from a connection wit h the 
Washington Line at 17th Street, west to the Fair­
grounds (0.4 mile) ; plus another 6.8 miles of second 
track a lo ng Was hington Avenue and 25th Street , 
making a total of 24 miles . 

Within a yea r after David Eccles and hi s associ­
ates orga nized the Ogden Rapid Transit Co. in 1900, 
they soon owned a no ther ra ilroad in the a rea , this o ne 
running no rth from Ogden. fn September 1889, Will 
Swan and his associates had organ ized the Ogden & 
H ot Springs R a il road to build from the Ogden nort h 
city limits, and a connectio n wit h their newly acquired 
(in August 1889) Ogden Electric Railway, north a long 
Washingto n A venue to North Ogden, then west to the 
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H ot Springs health resort , which they had organized 
o n the sa me day, as the Ogden & H ot Springs Health 
R eso rt Co. They must have had other plans for their 
railroad before its act ual o rga niza tion , as its original 
name was to have been the Ogden Belt Railroad , but 
a ha ndwritten na m e change to the Ogden & H o t 
Springs R a ilroad was added to the typed inco rpora ­
tion papers at the time of its filing . To make fin a ncing 
easier, the two compan ies were combined two months 
later as the Ogden & Hot Springs Railroad and H ealth 
Resort Co. In 1901 , Eccles bought the Swan proper­
ties, both the railroad and the health reso rt. The 
railroad and health resort were separated in October 
1903 , and Eccles and hi s associates organized the 
O gden & Northwestern Railroad to operate the Hot 
Springs line and extend it to Brigham C ity. The line 
was completed to Brigham City in 1907, and elect rified 
a t the same time. The Ogden & Northwestern a lso built 
a branch to Plain C ity. This 8.5-mile branch line was 
completed in 1909 with new constructio n that left the 
Ogden Rapid Transit Washington line a t Five Points 
(Second Street). The new route headed northwest to 
Harrisville, then meandered in a genera l westerly 
direction to Plain Ci ty, a ll at an initial cost of $48,000. 
For the first seven years , the motive power o n the Plain 
City Branch was by steam dummies (a roundhouse was 
built at 19th Street). The line was used mainly for 
freight traffic to serve the agricu ltural area no rth and 
west of Ogden. In 1916 the Plain C ity line was 
elect rified, and in 191 8, it was extended to Warren. In 
June 1911 , the entire Ogden & Northwestern R ai lroad 
line from the Ogden north city limits to Brigha m , and 
the line from Five Points to Plain City, was sold to 
Ogden Rapid Transit , both companies being con­
trolled by Eccles. 

Ogden R apid Transit completed its line from 
Ogden to Huntsville in the Ogden Valley in 1915, after 
first extending its Canyo n Mouth (Sanitarium) Line 
up-ca nyon to The Hermitage resort in I 909. The 
Electric Railivay Journal of Novem ber 12, 1910, wrote: 

"The most interesting portion of the system 
[Ogde n Rapid Tra nsit] is the line that was put in 
service a year ago las t summer in the canyon of the 
Ogden River. Thi s canyon has long been famed 
amo ng tourists as well as among the residents of 
Utah for its exceptional scenic features. The lower 
end of the canyon is particularly rugged and 
picturesque a nd the few spots where it widens out 
have been utilized for resorts , camping si tes a nd 
summer homes. About two years ago, officials of 
ORT, realizing the possibilities of the canyon as 
a reven ue producer, began the constructio n of a 
line to The Hermitage, a popular hotel a nd resort 
in the canyon. 

"The company was a lready operati ng a branch 
to a sa nitarium near the mouth of the canyon . 
This line was extended a long the bank of the river 
and for the most part o n the side opposite th e 
wagon road. Fo r the greater po rti on of the 
di sta nce the roadbed had to be bla sted o ut o f solid 
rock, and concrete banks and walls had to be bui lt 
to ho ld the grade. Nearly a ll the post holes for the 
trolley line a lso had to be prepared by blastin g. A 
fa ir idea o f the heavy construction necessary may 
be gai ned from the fact that the three miles of line 
in the canyon cost $ 100,000. 



Ogden Rapid Transit/ Ogden Logan & Idaho Railway Co . 
City & Suburban Routes 

Ogden, Utah. 1914 

Routes origioaUng lo Ogdeo: Points of in teres t.: 

WALL AVE. 

LINCOLN AVE. 

CRANT AVE. 

JErrERSON AVE. 

MADISON AVE. 

MONROE AVE. 

QUINCY AVE. 

1. W1u b iogloo Ave. from 36lh St . to 
city lim it! 4.8 m i. 

2 . W111l Ave. rrom 33rd Sl. lo 24th S t. 
to Wa sblogloo Ave. 1.5 ml. 

3. 25th St. from Wall Ave to Polk 1.9 ml. 
4 . Je fferson Ave. from 25th St. to 27th Sl. 

to Van Buren 1.0 ml. 
IS . 23rd St. rrom W11.sbiogton Avo. to 

H11.rrisoo to Z4lb St. 1.2 m i. 

6. 22nd St. from Wasblo gloo Ave. l o 
Adams Ave . l o 21,t SL lo 
Van Buren 1.0 mi. 

7. \ 7lb St. from Wa11hioglon Ave . lo 
Fair Grounds 0.4 ml. 

6. Wuhlngloo. Ave. to Hot Sp rlogs 6. 1 ml . 
9. Brl1ham City, vie 2nd St., HarrlsvHle, 

Hot Spr ings, Willard HU mi. 
10. Plalrl City !Tom Hurbvllle 0.5 m l. 
11. Ogden C1rnyoo (ldlewUd) 7.0 ml. 

(D rAiR GROUNDS (O.R.T./ O.L&I. 
CAR BARNS & SHOPS BUILT 19 15) 

@ O. R.T. CAR BARN & SHOPS 

@ S.L.&O. / O.L.&l. JOINT PASSENGER 
TERMINAL CONSTRUCTED 1918 

@ S.L.&O. 'CAR BARN & SHOPS 

TO PRESTON 

I 
OGDEN UN!ON STATION 
CITY CEMETERY 
LORIN rARR PARK 
LESTER PARK 
MONROE PARK 

@) LIBERTY PARK 

FIVE POINTS 
BRANCH 

~ = / ... IDAHO L 
6,f // ' 

l~-\!i.-11-M--!!--!l-+H+-li~ -F==;-;==';'i,.."4!-llJ<=: -.---;t: / 
F""""1F- "'l(D o&~ 

;e.=~"i1"""""'""""1"""'1-- ✓ 

□□ 

LEGEND 

TO 
BRIGHAM C!TY 

JACKSON AVE. 
O.R.T./ O.L &I . LINES 
O.L &I. 1916 MAINLINE 
OTHER RAIL UNES 

- z .,-..... 
VAN BUREN AVE. 

HARRISON AVE. 

TYLER AVE. 

POLK AYE. 

TAYLOR AVE . 

FILLMORE AVE. 

"The total length of the li ne from the U nion 
Depot in Ogden is seven miles a nd in th a t distance 
the road ri ses 700 feet to a 5000-foot eleva tion at 
the upper end [at The Hermitage]. The maximum 
grade is 4 percent, and this extends fo r a distance 
of abo ut 2000 feet. The preva ilin g grade is 2-3/4 
percent , a nd the maximum curvature is 30 degrees. 
There a re no t many cuts in the line, but such as 
have been made have a lso req uired fi ll s of rock , the 
deepest o f them being about 16 feet. T he line 
crosses the river three different times in the ca nyon, 
a t one po int by means of a n 80-foot, steel plate 
girder bridge. Ra ils weighing 48 pounds [per ya rd) 
a re used, and fi ve sidings are provided so that a I 0-
minute headway ca n be main tai ned if desired. " 

Simon Ba mberger, who owned The Hermitage, 
a lso wa nted to build a ra il line to his resort ho tel; as 
did the Ogden Rapid Tra nsit Co. , backed by the Eccles 
fa mil y. Ba mberger acted by surveyin g a nd grading an 
extensio n from his Lincoln Avenue line in Ogden 
eastwa rd towa rd the canyon 's mo uth. Ogden Rapid 
Transit sta rted its extension from its line a lready in 
service to a sa nita rium nea r the mo uth of the ca nyon . 
Eccles got sta rted first, and was close r, so Bamberger 
relucta ntly withdrew, aba nd o nin g hi s virtua ll y com­
pleted grade, which la ter became part o f the public 
hi ghway into the ca nyon. 

With the co mpletion of the Ogden Ca nyon Line, 
Ogden Ra pid Transit took de li very o f fou r new 
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"suburban" ca rs from St. Louis Ca r Co. to operate the 
new route. These ca rs were much larger and heavier 
than a nything the company had previo usly o perated. 
They we re equipped with smoking compa rtments a nd 
toilets, a nd seated 46 passengers. Three years la ter, in 
1913 , the compa ny rebuilt two of its o lde r ca rs, 
numbers 16 and 17, as unique open-roof observat ion 
cars fo r use in the ca nyon. The Independence Day 
holiday of 19 10 saw 7,000 passengers carried over the 
new line, mak ing one th ink that a trip to The 
H ermitage a nd its adjacent picnic ground s must have 
been " the" thing to do tha t weekend. The average 
Sunday a nd holiday travel numbers were abo ut 1,800 
passe nge rs, with half that number on weekdays . These 
fi gures were fo r the mo nths of June, July, a nd A ugust, 
during which a ca r was operated every 20 minu tes. 
During winter, the schedule was cut back to a ca r every 
o ne ho ur and 20 minutes. 

T he streetcar lines of Ogden were included in 
Ogden Rapid Transit 's merger with Logan Rapid Tran­
sit that fo rmed the Ogden, Logan & Idaho Rai lway in 
May 19 14. By th a t date, the streetcars were a lso 
operati ng over Wall Avenue from 33rd Street, north to 
24th Street and east to Washington , a d ista nce of 1.5 
miles. There were a lso other lines : along Jefferson 
Avenue from 25th Street to 27th Street, then a long 27th 
Street to Van Buren Avenue (one mile); the 22nd St reet 
Line had been shifted a t Adams, north to 2 1st Street, 
then east a long 2 1st to Van Bu ren (t he tracks were 
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removed a long 22nd Street east of Adams); and the 23rd 
Street Line had been added from Washington to Harrison 
Avenue a nd a long Harrison to 24th Street (1.2 miles) . 

Also included in the Ogden , Loga n & Ida ho 
merge r was Ogden R apid T ra nsit 's suburban line 
a long W ashington to o rth Ogden , through Pleasa nt 
View a nd west to Ho t Springs and Brigham City . This 
was the former Ogden & North western line between 
Ogden and Brigham C ity, built by the Ogden & Hot 
Springs company in 1889 , sold to Ogden & Nort hwest­
ern in 1903; a nd re-so ld to Ogden Rap id T ransit in 
June 19 1 I. The O gden, Loga n & Idaho compa ny 
immediately bu ilt a new line from the Fa irgrou nd s, at 
17th Street a nd Wa ll Avenue, no rth wes t to Harrisvi lle, 
then north to Ho t Springs, a nd a connecti on with 
Ogden Rapid T ra nsit's o rigi nal O& W line to Brigham 
C ity via ort h Ogden. Ogden , Loga n & Ida ho Rail ­
way cha nged its name and became the Utah Idaho 
Central Ra ilway in January 19 18. 

The streetcar lines within Ogden were sepa rated 
from U ta h Idaho Central in Ja nuary 1920, under the 
new name of the Uta h Rapid Transit Co. At that point , 
UR T's pro perty co nsis ted of 39 miles of trackage: 3 1.25 
miles o f single track ; 5.8 1 miles of second track; and 2.05 
miles of spur tracks. There were a lso 44 mo to r cars, 
three trailers , and fi ve work cars. In add ition to the 
streetcar lines in Ogden. the new Utah Rapid Transi t 
took over the line through Ogden Canyon to Hu ntsville. 

During Ma y 1928, Utah Rapid Transi t discontin­
ued streetca r se rvice over th e fo rm er Ogden & 
Northwestern's origi nal Plain City line. built in 19 14. 
a lo ng Harrisvi ll e Avenue, from Five Points to the 
crossing wit h the newer Utah Idaho Central line nort h 
to Harrisville. At th e point of th e former crossing, a 
co nnecti o n was made that a ll owed U IC train s to 
opera te directly ove r the Plain City Branch. 
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One of the first streetcar 
routes ran from the city's 
railroad depot, east to 
downtown, along Fifth 
Street, which within a few 
years became 25th Street. 
This view shows 25th Street 
at Wall Avenue about 1900, 
as seen from the clock tower 
of Union Station. (Utah State 
Historical Society) 

During the summer of 1932, severa l flood s in 
Ogden Canyon damaged the tracks of Utah Rapid 
Transit's· line to Hu ntsville. In September, URT re­
ceived regulatory approva l to discontinue rai lroad 
service, to remove its tracks from the route between 
Ogden and H untsville, and to substitute buses and light 
trucks over the well maintained public highway that 
para lleled the entire route through Ogden Canyon. 

Just two months later. Uta h Rapid Transit re­
ceived addit iona l regulato ry approval to rem ove its 
agent and to close the station at Huntsville, but the 
regulators asked that the bus a rri ve 15 minutes ea rlier 
t han before, at 7:45 a.m., to provide the 33 students in 
Huntsville with so meplace warm to wait until the bus 
departed at 8 a. m. Other stations in th e area functioned 
li ke this, with schoo l trains that waited to provide 
shelter for the st udents , o n Utah Idaho Central in 
Cache Valley, a t Well svi lle, Millvi ll e, Providence, and 
H yde Park. The schoo l trains of UIC and URT were 
an unusual operation in interurban passenger se rvice, 
especia ll y in the West. 

T he track s in Ogden Ca nyon weren ' t actually 
removed until 1934, when Pine View Dam was under 
co nstruction , and then o nly between Black Rock Point 
and Huntsville. The tracks from Ogden to Black Rock 
Point were used to suppl y material s to bui ld the dam. 
In early November 1940. Utah Rapid Transit 's succes­
sor company, a new bus-on ly carrier named Ogden 
Transit Co .. received approva l to cancel the entire 
Ogden Canyon bus route. 

The remova l of st reetcar tracks in Ogden began in 
mid-June 1933, when Utah Rapid Transit rece ived 
approva l to discontinue service a long 28th Street. The 
route ran east along 28t h from Washington Avenue to 
Jefferson Avenue, then south a long Jefferson Avenue 
to 33rd Street. 



Two yea rs la ter, on August 5, 1935, the state Public 
Service Commission approved U RT's request to replace 
a ll of its streetcar service with gasoline bus se rvice, a nd 
to abandon a nd remove a ll t racks fro m the city's st reets. 
Fifteen months late r, on Decem ber 16, 1936, a ll rights 
of the Uta h Rapid Tra nsit Co. we re tra nsferred to the 
new Ogden T ra nsit Co. In May 1947 , the company 
purchased the Ogden ca r ba rn s of the ba nkrupt Utah 
Ida ho Centra l Railroad, situa ted a t 17th Street and 
Lincoln Avenue, fo r use as a ga rage fo r its buses. 

Ogden was the home of impo rta nt defense-rela ted 
in sta ll a ti ons during Wo rld Wa r II , a nd Ogden T ra nsit 
prospered beca use ofit. During th e wa r, OT purchased 
32 buses to support the increased rid ership. But the 
boom las ted o nly fo r the dura tio n. As ca rs, gasoline, 
a nd tires aga in became ava il able a fter the wa r, more 
a nd more residents stopped riding buses. The end o f 
priva te b us o perati on in Ogden came during mid­
Janua ry 1952, when the Public Service Commission 
a utho rized th e firm to di scontinue its bus o perati ons, 
effective May I 9, I 952. Total annua l ridership had 
declined from 8.5 milli on in 1945 (just over 23,000 per 
day) to 4. 5 millio n in 1950, and to 3.4 milli on in 1951 
(9,3 15 per d ay); the decline was, na tu ra lly, attributed 
to the increased use of private a utomobiles. The end o f 
pri va te bus o pera ti on also brought an end to the 
involvement o f the Eccles famil y in public t ra nsit in 
Ogden, which had begun in 1900. The compa ny was 
replaced by Ogden Bus Lines, a city franchi se for 
opera ti on o f municipal bus service . Ogden Bus Lines 
continued to o perate city service into the 1970s, under 
a variety o f contract operators. In 1974, Weber County 
residents vo ted a n increase in sa les tax a nd Uta h 
T ra nsit Auth o rity took over the opera ti on of bus 
service in O gden. 

Utah Idaho Central 
The Utah Idaho Central Railroad bega n as the 

Ogden, Loga n & Idaho Railroad . The earlier road had 
merged the streetca r and suburban lines of two compa­
nies organized by David Eccles a nd his associa tes, 
Ogden Ra pid Transit Co . and Logan Rapid Transit Co. , 
in both of those cities in 1914, and connected the two by 
way of Brigham City in 1915. Logan Rapid Transit had 
in 19 12 completed its line north to Preston, Idaho. 
Preston was to remain the northern end of a network of 
electric interurba n ra ilroads extended a long the Wasa tch 
Front from Cache Valley in the no rth , south to Payson, 
a t the southern end of the Uta h Valley. David Eccles 
d ied of a n a ppa rent heart attack while hurrying to ca tch 
a t ra in in Salt Lake City on December 5, 191 2, but his 
so ns and associates kept his numerous business interests 
going with the same vision and concern. 

As a lready noted , Ogden R a pid Transit had its 
roo ts in 1883 as the street railroad in Ogden . By 1907, 
the line had been extended to Brigha m C ity, under the 
a uspices o f a new Eccles compa ny, the Ogden & 
N orth weste rn R a il road , which a lso built a line to Pla in 
City in 1909. The Ogden & No rthweste rn lines were 
sold in 19 11 to Ogden Rapid Tra nsit , which had a lso 
completed a line into Ogden Ca nyo n to The Hermitage 
resort in 1909. When these two ra pid transit companies 
merged o n Octo ber 17, 19 14, the new company was 
made up o f the streetca r lines in Ogden, the line up 
Ogden ca nyon to The Hermitage, the line through 
No rth Ogden to H ot Springs a nd Brigha m City, a nd 

The mineral hot springs west of Pleasant View and North Ogden became a favorite destination 
for area residents soon after the city was settled. The location took the name Hot Springs with 
the completion of Utah Northern's narrow-gauge line in 1874. In 1888, a health resort was 
completed and the same businessmen built a railroad to bring people to the resort, offering 
special Sunday excursion trains. In 1900, Ogden Rapid Transit Co. began operating its 
streetcars to Hot Springs, and ORT's successors Ogden, Logan & Idaho and Utah Idaho 
Central continued to offer service to Hot Springs until the UIC was shut down in 1947. Here, 
Ogden Rapid Transit car 28 waits at Hot Springs on March 11, 1908. 
(Utah State Historical Society) 

the former O&NW bra nch to Plain Ci ty, a lo ng with 
Logan Ra pid Transit streetcar lines in Loga n, and 
LRT lines north from Logan to Smithfield , a nd so uth 
from Logan to Providence. The Smithfield line was 
extended to Preston, Ida ho, and Providence line was 
extended to Well svill e, in 1915 by the new O gden, 
Loga n & Idaho Ra il road. 

Soon after the o rga nization o f the Ogden, Logan 
& Ida ho, the two predecesso r lines were connected via 
new construction between Brigham City and Wellsville, 
via Collinston Summit (route of today's Uta h Hi gh­
way 30 between G a rl a nd and Logan). The line over 
Collinston was completed by renovating th e a ban­
do ned ri ght-of-way o f the na rrow-ga uge Uta h N o rth­
ern , built in 1873 a nd a bandoned in I 890 . The right­
of-way north from Brigham City was planned as early 
as M ay 19 IO when Ogden Rapid Transit had pur-

The Utah Idaho Central Railroad came into existence in 1918 when the Ogden Logan, & Idaho 
Railroad changed its name. The OL&I was organized in 1915 to operate the combined routes 
of the Ogden Rapid Transit and Logan Rapid Transit companies. Throughout its early years, 
U/C called itself the Cache Valley Route, a reflection of its service to the entire Cache Valley of 
northern Utah and southeastern Idaho. Transportation wasn 't the only use for the railroad's 
electric cars. Here, U/C car 504 (built in 1915) serves as a source of compressed air for track 
workers as they repair a spur that served an Ogden coal dealer. September 6, 1937. 
(William A. Gibson, Sr. , William A Gibson Jr. Collection) 
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Utah Idaho Central car 503 is 
about to leave Ogden, bound 
for the railroad's northern 
terminal at Preston, Idaho. 
But first, the Railway 
Express Agency must load 
its packages. The package 
express business (similar to 
today's United Parcel 
Service and Federal 
Express) represented a 
major part of UIC's profitable 
business, and the railroad 
operated regular single- and 
double-car trains to ensure 
the timely arrival of the 
express and other small 
packages. June 1940. 
(John F. Humiston) 

chased property a lon g the "Old County Road. " 
The connection was co mpleted in mid-October 

1915, and the first trai n between Ogden and Preston was 
operated on October 14. The new line was officia ll y 
opened on October 27, 19 15. At fi rst, the company ra n 
16 passenger trains a day in each direction between 
Ogden and Preston , and anothe r two between Ogden 
and Brigham City. The trip to Presto n took five hours 
northbound , and IO minutes less for the return to Ogden. 

Providing freight service was an impo rta nt source 
of revenue for the Utah Idaho Central since its ea rliest 
days as Ogden Rapid Transit. That early traffic, in the 
link-a nd-pin coupler da ys, was operated with ORT's 
N umber 1 steam locomotive from the Oregon Short 
Line intercha nge at Five Po ints, north a long the North 
Ogden Line to the cannery in North Ogden. Coa l and 
fruit was a lso moved to Brigham City . Freight traffic 
grew until freight revenues exceeded passenge r rev­
enues by a considerable ma rgin . Utah Idaho Central 
participated in both local and nat iona l freight tariff 
rates and maintained freight interchanges a t Ogden 
with D&RGW, Southern Pacific, OSL, and Bamberger, 
with OSL at D ewey, and with OSL's Cache Valley 
Branch at Hyrum and Loga n, U ta h, and Presto n, 
Idaho . UIC provided free pick-up a nd delivery o f less­
than-carload (LC L) freight traffic at a ll of its agency 
stations, and provided next-m o rning deli very of both 
carload a nd LCL shipments between the Cache Valley 
and O gden , and Salt Lake City via interchange with 
Bamberger. Express service was offered , using the 
Railway Express Agency from a ll sta tions a long the 
UIC. LCL and express business was handled a long the 
UIC by two rebuilt passenger motors, ca r numbers 505 
and 510, which provided speedy and efficient move­
ment for these light shipments during both daytime 
hours and as the overnight merchandi ser. 

A long the Ogden Canyon line, freight traffic going 
between Ogden and Huntsville and surrounding com­
munities consisted of sheep a nd suga r beets, and other 

82 

farm products, a long with clay. F rom the earliest, 
former Ogden R apid Transit days, full carloads of coa l 
were moved up O gden Ca nyon to The Hermitage 
resort. Materials and eq uipment for the construction 
of Pine View D am were shipped into the canyon before 
the branch was aba nd oned in 1932. The main line, 
between Ogden a nd Preston , Idaho , hand led such 
items as coal , peas, fruit , milk and other dairy prod­
ucts, cement , gravel, suga r beets, au tomobiles, brick , 
and li vestock . The Plain City Branch a lso ha ndled this 
sa me va ri ety of freight commodities. 

The co mpleti o n of improved road s, using both 
local a nd nationa l tax dollars , brought competing 
truck lines into a ll o f UIC's service area. As more 
highways were completed , U IC's frei ght business 
slowly dwindled until it depended a lm ost entirely on 
bulk items, such as gravel a nd coa l. 

In addi tion to using cars interchanged with co n­
nect ing ra ilroads, U ta h Idaho Central had its own fl eet 
of freight cars. Among them were wooden boxcars, 
wooden refr igera tor cars purchased secondha nd in 19 16 
from American R efr igera ted Transportation in St. 
Louis, former OSL wooden stock cars purchased 
secondhand from U nion Pacific in I 916, wooden gon­
dolas used for coal and brick service, wooden flat ca rs, 
wooden center-dump cars used for sugar beet service, 
and small wooden dump ca rs for clay service. In 1921, 
the railroad bought I 00 new steel go ndolas from 
Ralston Steel Car Co. , and in 1939 it purchased three 
ex-Pacific Fruit Ex press refrigerator ca rs which it used 
as dry box cars. Many of U IC 's cars saw more than 20 
years of on-line and interchange service and were retired 
by 1938. The road's ca boose fleet co nsisted of three 
wooden ca rs, numbers 401 to 403, built by predecessor 
road Ogden , Loga n & Ida ho in its own shops in 191 6. 

By mid-191 8, electric railroads were a lready feel­
ing the pressure of competition from the automobile. 
There were enough residents of Ogden, Loga n, a nd 
Brigham C ity now driving to work , rather than riding 



the electric cars, that UIC applied to the Public Service 
Commission of Utah for relief from having separate 
commuter rates for these three cities . On July 16, 1918 , 
PSC a pproved the rai lroad 's request. By this time the 
streetcar line in Brigham City was seeing on ly intermit­
tent service provided by just one car. 

In August I 9 19, U IC received regul atory approval 
to discontinue and d isma ntle its streetca r line in 
Brigham C ity. That line was a single track from the 
Un ion Pacific (OSL) depot , east along Forest Avenue 
to Main St reet, then so uth a long Main and U. S. 
Highway 89 for about three miles to Fruitdale, this part 
of the line being the remaining portion of the old Ogden 
Rapid Transit line between Ogden and Brigham City. 

The d iminishing numbers of passengers on the 
loca l and subu rban lines continued to keep reven ues 
lower than expected. This decl ine was blamed on the 
growing numbers of automobiles. The most obvious 
declining numbers were coming from the Ogden 
streetca r lines, which were broken off as a separate 
o peration in January 1920, cal ling itself U tah Ra pid 
Transit, a nd also controlled by the Eccles fa mily 
interests. The mai n benefit wou ld be that ma nagement 
could now focus on streetca r operatio ns, a nd not have 
to worry abo ut inter-city passenger o perat ions and the 
growing freight traffic. Likewise, U ta h Idaho Central 
could now foc us on improving its operations, without 
concern fo r Ogden's streetcars. 

U IC reta ined the Plain City Bra nch because of 
its significant freight operations. Another freight 
branch was the Quinney Branch in Cache Va lley, 
built by the Eccles' Cache Va lley R a ilroad to serve 
the new sugar factory of Ama lgama ted Sugar Co. 
(also a n Eccles compa ny) a t Quinney (la ter Amalga). 
Built in 19 16, it served ma inly to transport sugar 
beets to the sugar factory. 

U tah Ida ho Central possi bly had the lowest 
populati on density for an large interurba n system in 
the nat ion , fewer tha n 400 people per square mile. 
Beca use of the low population den sity, and therefo re 
very large school districts , the ra ilroad contracted with 
the di stricts to furnish school trains, wh ich in late r 
years acco unted for more than 80 percent of the 
rai lroad's passenger revenue. During 19 19, six daily 
trains ran between Preston and Ogden, with a Satur­
day through Monday train between Preston a nd 
Wellsvi lle, a nd a stub daily train between Ogden and 
Dewey. The only passenger service offered on the 
Quinney Branch was a two-car school trai n. 

As the nation's highways were slowly being im­
proved, the amount of local passenger traffic for the 
interurban railroad slowly declined . Also, the cities 
bega n improving and paving their streets. With the Utah 
Idaho Central 's tracks in place down its streets, Loga n 
City expected the ra ilroad to pay its sha re of the paving 
costs. Revenues derived from streetca r opera ti ons in 
Logan did not j usti fy sharing in the paving expense, so 
UIC sought to abandon the streetca r service, retaining 
on ly its ma in line on Main Street, and its freight 
connection to OSL along Third South . In ea rly Septem­
ber 1926, Utah Idaho Central received state Publ ic 
Service Commission approva l to abandon its st reetcar 
line in Logan, and replace the service with gasoline 
buses. The company was already operating two Mack 
buses between Ogden and Preston, since August 1924. 

The cha nges in 1926 put two buses on the streets 

of Logan, with three more small buses added in 1935 
and 1936. In I 938, severa l other buses were purchased. 
A single bus was added in 1940, and two more in 1945. 
All revenues continued to fall and in June 1947 , Utah 
Idaho Centra l's bus operations were sold to Burlington 
Transportation Co. At the time, Union Pacific Stages 
and Fastway Lines were also operating over the same 
routes . Fastway Lines was owned and operated by 
Vern Cook of Loga n, who sold his Salt Lake C ity­
Cache Valley routes to Burlington in February I 948 in 
exchange for Burlington 's local ex-UIC routes be­
tween Wellsville a nd Logan, along with the former 
U IC Logan city service. In 1969, Cook purchased the 
forme r Bamberger bus routes of Lake Shore Lines 
from Salt Lake City Lines and combined them with his 
former U IC Ogden to Cache Va lley routes, a ll under 
the na me of Cook Transportation Co. 

An excellent description of Utah Ida ho Ce ntra l 
was fil ed with federa l regulatory agencies in 1936, in a 
case to determine th e co mpany's status as a common 
carrie r. In that document, the rai lroad was shown to 
be 94.63 miles in length, with two branch lines, o ne at 
seven miles (the Pl a in C ity Branch) and the other at 14 
miles (the Quinney Branch). The line included 36 miles 
of spurs and ya rd tracks, making for a total of more 
than 152 miles of trackage, all in Uta h, except fo r 
abo ut seven miles in Idaho. Principle cities served 
were: Ogden, popu lat ion 40 ,272; Brigham City, popu­
latio n 5,093; Loga n, pop ulation 9,979; a nd Preston, 
popula ti on 3,38 1. There were 80 miles of 70-po und ra il 
a nd 11 miles of 65-pound rai l, with the rema inder 
ranging from 40 pounds per yard to 85 pounds pe r 
yard. The ties were 6 inches by 8 inches and eight feet 
long. Only 11 miles of the line had tie p lates, a llowi ng 
accelerated chafi ng a nd wear between the wooden ties 
and the steel ra il on the remaining trackage. The grade 
(rate of climb) of the line varied between level a nd 
almost 19 miles of2 percent (2 fee t of climb per I 00 feet 
of track), most of which was over the Collinston 
Divide between Bea r Ri ver Valley a nd Cache Valley. 
The maximum grade was in Logan , where a short 
stretch of 4. 77 percent was needed because of the in­
street running along Main Street a t a bo ut I 00 South. 
Most of the curves were at 12 degrees or less, but there 
were some spurs with 60 degrees of curvature ( I 00-foot 
rad ius), which were so tight that they required boxcars 
to be switched one at a time. 

U IC passenge r tra ins in 1936 usually consisted of 
just o ne car, with a second ca r at times, mak ing a n 
average of 1.1 ca rs per tra in fo r the year. The adjacent 
steam roads were operati ng passenger trains of be­
tween seven and 11 cars each. There were 73 stops 
along the line, of which 52 were fl ag stops . Of the total 
of 408 ,634 passenge rs, 175,599 were students going to 
a nd from the public schools at the public expense. The 
average fa re was 20 cents. 

Freight traffic consisted of agricu ltura l products, 
such as sugar beets, milk, tomatoes, and peas moving 
to facto ries, ca nneries, or processing p la nts alo ng the 
line, a nd manufactured goods movi ng to connecting 
rai lroads. Because of the special nature of this raw 
agricultu ra l traffic, many of the trains were onl y one 
or two ca rs in lengt h. A daily express and package train 
operated with refrigeration faci lities du ring summer 
and heating during winter. During the year, freight 
trains alo ng the main line averaged 6.2 cars each, and 
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Throughout its history, Utah 
Idaho Central was a freight 
railroad, with freight revenue 
regularly contributing more 
to the company's profits 
than passenger revenue. 
The last revenue freight run 
took place in February 1947, 
two weeks after the final 
passenger train. Five freight 
locomotives were delivered 
between 1915 and 1917, with 
number 901, shown here at 
Preston on June 24, 1940, 
being the first to arrive. All 
five freight locomotives were 
scrapped during 1947 after 
abandonment. 
(John F. Humiston) 

the number of trains varied from 4.4 during March, to 
14.7 during the harves t in October, making for an 
annual average of 7.7 trains per day, compared to 45 
to 63 ca rs per day on the nea rby steam roads. During 
1934, Utah Idaho Central handled 6,354 ca rloads, of 
which 2,226 were local and 4,017 were interchanged 
with other carriers. Of the interchange traffic, 2,075 
cars were moved to points in Uta h , and the other 1,942 
were moved to points in other states. During that sa me 
yea r , the railroad delivered traffic (including beets, 
coal, sa nd , gravel, gasoline, ties , lumber, poles and tin 
cans for the canneries) from 31 states, and shipped 
goods bound for 26 states (including beets, sugar, 
potatoes, sand, gravel, milk , canned goods, tomatoes, 
sheep , tin cans, and cattle). 

Freight revenue always exceeded passenger rev­
enue on the Utah Idaho Central. During 1933 and 
1934, freight revenue was six times that of the passe n­
ger business, and throughout the 1920s and 1930s it 
was always at least twice, and usuall y three or fo ur 
times passenger revenues. The compan y owned five 50-
ton electric locom otives and two 35-ton electric loco­
motives. Three self-propelled cars hauled package 
freight , and they cou ld pu ll other cars as needed. The 
largest locomotives could pull 1,000 tons, or an 
average of 12 to 14 cars of 45 tons each. Occasionally, 
a helper locomotive was needed over Collinston Di­
vide. At times, ent ire trains of empty ca rs we re 
operated, but these were limited to 35 cars due to air 
brake considerations. The company owned I 00 gon­
dola cars (the 1921-built steel cars), 22 ba llast cars, 18 
boxcars , 14 flat cars, 12 stock cars, and seven refrigera­
tor cars. But UTC admitted that only the gondola cars 
were suitable for interchange with connecting carriers. 
The one fact that becomes apparent from th is 1936 
description of the rai lroad was that the Utah Idaho 
Central was a freight railroad that also hauled passen­
gers, 42 percent of whom were school chi ldren handled 
under contract with the local school di stricts. 

In 1939 and 1940, the company reorganized and 
restructured its financial debt, with no change in actual 
ownership, mainly members of both the Eccles and 
Browning fami lies. Throughout these years, the rai l­
road a lways met its expe nses, with revenues exceed ing 
expenses by between 20 and 30 percent. In the 
reorganiza ti on papers, it showed that it operated 
160.08 miles of track, consisting of 94.63 miles of 
mainline, 26.04 miles of branch line, and 39.41 miles of 
sidin gs and spurs. The company a lso owned 15 self-
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propelled passenger cars , seven passenger trailers, seven 
freight locomoti ves, four self-prope lled ex press cars, 
two self-propelled wo rk cars, 176 freight cars, and fi ve 
motor buses. The sa me individuals a lso owned the Salt 
Lake & Uta h Railroad , which operated an interurban 
railroad between Salt Lake City and Pa yson, at the 
so uth en d of Utah Va lley, along wit h the Utah Rapid 
Transit Co., operators of the buses within Ogden City. 

As noted ea rlier, in the discussion of Oregon 
Short Line, OSL predecesso r Oregon Short Line & 
Utah Northern in 1892 built a one-mile branch line 
from its main lin e, east a long Second Street to 
Washington Avenue, where it interchanged with Ogden 
& Hot Springs Railroad and its line to North Ogden. 
In September 1942, as part of preparations for con­
struction of the U. S. Army's Quartermaster Corps' 
Utah Genera l Depot (now Defense Depot Ogden) , 
Ogden Ci ty took the franchi se away for the OSL 
branch a long Second Street, and o rdered UP to 
remove its tracks. Rail access to the depot was to be 
by way of UP's remaining five-mile stub of th e original 
1869 transcontinental line. 

Union Pacific fough t the loss of the Second Street 
franchise a ll the way to the Utah State Supreme Court, 
but lost in February 1943. A time extension was given, 
but UP finall y removed its tracks along Second Street, 
from its main line to Washington Boulevard. This a lso 
cut Utah Idaho Centra l's access to its 3.55-mile lon g 
North Ogden Line, which it reached by trackage righ ts 
over the UP branch line between the branch's crossing 
of the UIC main line and Washington Bo ulevard , then 
north a long the boulevard to North Ogden. In October 
1944, Uta h Idaho Central applied to aba ndon its 
North Ogden Line. The proposed abandon ment was 
protested by Ben Lomond Orchard Co., North Ogden 
Canning Co., North Ogden Fruit Exchange, and 
North Ogden Town itself. The onl y spur o n the line 
served North Ogden Can ning Co. A fruit loading track 
in North Ogden was used by the other protesto rs. 
Aside from the fact that U IC had lost access to the line, 
it showed that expenses far exceeded a ny potential 
revenue from con tinued operations and in December 
1944, it was a ll owed to abandon and remove its 
trackage along Washington Boulevard. 

A decline of loca l passenger and freight traffic 
fo ll owin g the end of World War II dealt the death blow 
to an already ai ling Utah Idaho Central. The lifting of 
wart ime restrictions on fuel and " unnecessary" travel 
saw the rise of private auto travel , along with the 
growth of trucks movi ng less-t han-ca rl oad freight 
traffic over the publicly funded and maintained hi gh­
way that paralleled the entire Utah Ida ho Central 
route between Ogden a nd Cache Valley. 

During th e peak yea r of 1945 , U ta h Ida ho Central 
handled 238,702 passenge rs, an average of 653 passen­
gers per day, together with 136,272 passengers in its 
motor coaches a long the paralleling hi ghways. A peak 
year for frei ght tra ffic was 1942, when 478,486 tons 
were handled in 10,746 cars (abo ut 30 cars a day). 

The declinin g traffic, bot h freight a nd passenger , 
soon led the railroad into difficulties with its sha re­
ho lders a nd bondholders. One of the company's major 
shippers had a lways been the Amalgamated Sugar Co. 
Utah Id aho Central was the major so urce of transpor­
tation for the suga r company, movin g freshly har­
vested sugar beets from trackside loaders to the firm 's 



suga r fact o ry at Lewisto n, and moving the finished 
prod uct to both regiona l and natio na l markets. Afte r 
o ther, un success ful , a lterna ti ves were explo red, a last ­
reso rt a ppea l on the part o f the ra il road was made to 
th e board of d irecto rs o f Ama lga mated to assu me the 
mana gement a nd d irect ion of the rail road 's affai rs. 
The boa rd accepted, and on Janua ry I , 1945, Ama l­
gamated Suga r Co. too k 96 percent ownership of th e 
ra ilroad. Financia l diffi culti es continued , a nd UIC 
declared forma l bankruptcy in D ecember 1946. 

On January 3 1, 194 7, Utah Idaho Central a pplied 
to the Interstate Commerce Commi ssio n to abandon 
of its entire ra il road . The majo r reaso n give n was due 
to its economic conditi on, the railroad had been forced 
to continuall y defer ma intenan ce, a nd a t the time, it 
wo uld req uire an expe nditure o f $350,000 to bring the 
railroad up to minim al opera ti ona l standards. The 
deferred ma intena nce had been in its ties, ballast , rai l, 
roadbed dra in age, fences , gates, ca ttl e guards, over­
head wire an d structure, a nd a ll o f its ro llin g equip­
ment. A hi gh percentage of its ti es we re o ld a nd 
decayed. Man y rail s we re surface-bent a nd had bat­
tered joints, especially in the cities a nd towns, and on 
the curves. At ma ny locat io ns, th e track had sunk 
below wa ter level due to in adequate ballast and 
roadbed drainage. The sa lvage va lue of a ll property 
was put at $640 ,000. 

During its final days, the railroad exchanged 
freight traffic with U ni on Pacific, So uthern Pacifi c. 
Ri o Grande , a nd Bamberger, a ll at Ogden. 1t did the 
same with U ni on Pacific at Brigham City, Dewey, 
Hyrum , Logan , and Lewiston. As 194 7 began, two 
ro und-trip passenger train s ran dai ly, includin g No. I 
and No. 4, th e dail y mail train. But on January 5, 1947, 
the seco nd train , numbers 2 a nd 3, stopped running 
between Loga n a nd Ogden. T hi s change left o nl y a 
sin gle passenger train in each directi o n each da y 
between Pres ton, Ida ho, and Ogden, which a lso ca r­
ri ed mail a nd express items. During the previo us fi ve 
yea rs, the compa ny had elimina ted one stub run 
between Logan and Pres ton, a long with a not her st ub 
run between Loga n and Mend on . In additi o n. it had 
eliminated two schoo l train s between Loga n a nd 
Mendon , a nd one daily trip each way between Ogden 
and Presto n, a long with a scheduled freight a nd less­
than-carload t ra in in each direction . 

The last run for the Uta h Id a ho Centra l ca me on 
Saturday, February 15 , 1947 , after a federa l judge 
iss ued an o rder on February 13 suspending the line's 
operations . The co urt o rder had come at the requ est of 
the line's tru stee, First Security Co rporat io n (orga­
ni zed in June 1928 as a co nsolidation of severa l Eccles­
a nd Browning-owned banks), w hich had held the 
financial " paper" on the railroad since th e 1939 
reo rgani za tion. The co mpl a int stated th a t the railroad 
had used its profit s to pay on ly inte rest o n its deb t and 
had been un able to pay down any o f th e act ua l 
principal amount owed from the 1939 loan of$452 ,000. 
The complaint a lso stated that a ll maintenance on the 
lin e had been deferred in fa vo r of interest payments. 
Between 1942 a nd 1946, UIC had run a t a loss , 
showing a debt o f more than $289,000 - unable to 
make money eve n carryin g wa rtime loads, th e opposite 
o f a lm ost every ot her railroad in Ame rica. The end of 
railroad operations bro ught a ll of t he lin e' s freight a nd 
passenge r equipment to a sta nd still. including nin e 

loco moti ves, 16 passe nger ca rs, nine miscellaneo us 
ca rs, and 15 other freight cars. The shutd own idled 190 
employees. Even though trains stopped running, UI C 
buses co ntinued to run between Ogden a nd Pres ton 
three times dail y. In Jun e 1947 , Uta h Ida ho Ce ntral 's 
bus operations were so ld to Burlingto n Transporta­
ti o n Co . a nd operated by Burlin gto n Trail ways, a nd 
la te r by Cook Transportatio n Co. 

In M ay 1947, the Ogden ca r barns at 17th St reet 
and Linco ln A venue were so ld to the Ogden Transit 
Co. (successo r to Ogden-streetca r o pera tor, Uta h 
Rapid Transit Co.) for use as a garage fo r its gasolin e 
buses. The brick ca r barns meas ured 90 feet by 325 
feet, a nd had been co mpl eted in 19 15 by the predeces­
so r line, Ogden, Loga n & Idaho , and was kn own as 
o ne of th e largest a nd most modern ca r shops in the 
west. The shops consisted of six brick buildings , 
including the ca r barn , the machine, blacksmith a nd 
truck sho p, the paint a nd carpenter shop, th e substa­
tion (added in 19 18), a nd th e bo il er house. After the 
tran si t co mpa ny end ed its bus operations, the build­
ings were used by the Mormon church as a sto reho use. 

As one of its final acts of bankruptcy, VIC in 
February 1948 so ld its right-of-way between Hot 
Springs and Collinston to the U ta h State Road 
Commi ssion for $22 , 193. 

Ogden Interurban Terminal 
The Ogden Termina l of Uta h Id a ho Centra l a nd 

Bamberger was a combinati on passenger-freigh t ya rd 
th at origina ll y had nine tracks; Tracks 1-5 were 
no rma ll y used by passe nger train s, while Tracks 6-9 
accommoda ted freight ca rs. Access for passenge rs was 
via the so uth side from a long, na rrow brick building 
that fronted on 24th Street. Serving as wa itin g room , 
ticket office, baggage room , and snack bar, the 
bu il di ng a lso hou sed U IC's opera ting offices. It was 
rushed to co mpleti o n in time for Ogden , Logan & 
Id aho 's Ja nua ry I, 191 5, start -u p da te . A lth o ugh it 
was recognized as bein g too small a lm ost from th e 
sta rt , pl a ns fo r a larger, more imposin g stat ion were 
postponed time a nd aga in , a nd we re never completed . 

The facilit y was a joint o pera tion , with the two 
ra ilroads each owning components of the terminal. 
Utah Idaho Centra l owned the sta ti o n building and 
the tro lley wire, while Bamberger owned the la nd , the 
freight platform, and tracks to 23 rd Street. VIC 
handled day-to-day te rminal operations. Trains en­
tered a nd departed via Lincoln A venue, between 23rd 
and 24th streets, on jointl y owned trackage th a t used 
Bamberger's 750 vo lts d .c., wit h V IC changing over 
from its standard 1,500 volts a t 23rd Street. 

When Utah Id a ho Central shut down its o pera­
tions in 1947, Bamberge r too k ove r the te rmin a l and­
built a new, we ll -designed bus terminal that fronted on 
Gra nt Avenue, occupyin g the space for merl y held by 
the o ld termin a l tracks 3, 4, a nd 5. The origina l 
terminal building, having been owned by U IC , was 
so ld as part of its liqu id a tion. Bamberge r buses, a long 
wit h buses of oth er compa ni es such as Trailways, 
bega n usin g part of the train ya rd after the track s were 
eith er pa ved over, o r rem oved a lt ogether . After 
Bamberger aba ndoned its passenger o pera ti o ns in 
1952, a ll tracks were removed except a track to the 
freight depot , one tea m track, a nd trackage servin g 
Fu ll er Pai nt Co. and C ra mer Coa l Co. :-'< 
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Trains arrived and departed the Ogden interurban terminal on trackage along Lincoln A venue, on the west side of the terminal block. In this view taken on the 
afternoon of June 24, 1940, Bamberger "Little Car" number 125 takes Train 18 south to Salt Lake City. Entering Lincoln Avenue, it is passing Cramer Coal Co. 's 
billboard advertising the fuel dealer as a source for King Coal-brand coal, from United States Fuel Co. 's large mine at Hiawatha, Utah. In the distance, a Utah 
Idaho Central green and silver car loads at the terminal's freight house. (John F. Humiston) 
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Bamberger/ Utah-Idaho Central Joint Terminal 
Ogden, Utah. 1945 
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In 1945 the paasen1er terminal lucks were a!11!1l1ned 
as follows : 

Tnck I Bamberger departure track 
Track 2 Uta.h-ldaho Central arrival and departure track 
Trac k 3 Bambercer arrival track 
Track 4 Bamberger sloraa:e trade !or the Arsenal train 
Track 5 Bambercer make up and storage track 

Frieghl lrac kace in the terminal waa not assicned lo 
either road. The three lncks in front of the frieght 
terminal were used to proce99 incomming and 
outgoing L.C.L. (Lesa Than Car Load) trie&hl. The U.J.C. 
usually stored equipment al their shop fa c ility in Oiden. 
Bambere:er atored two friea:ht motors on the •est e nd of 
track 4, in the passen1er terminal. 

Typ ical operations at the Ogden passenger terminal 
• ere as follo•s: 

Bambe rrer Railroad 
Arrival Departure 
7 :20 A.M. 6:00 A.M. 
7:50 A.M. 6:30 A.M. 
9:20 A.M . 7:00 A.M. 

10:00 A.M . 7:30 A.M. 
11 :20 A.M. 6:00 A.M. 
12:20 P.M . 9:00 A.M. 

1:10 P.M . 10:00 A.M . 
2 :50 P.M. 11 :00 A.M. 
4:00 P.M. 12:0 1 P.M. 
5 :20 P.M. 1:00 P.M. 
5:50 P.M. 2:00 P.M. 
6:10 P.M. 3:00 P.M. 
6:50 P.M. 3:30 P.M. 
7: 10 P.M. 4:30 P.M. 
7:50 P.M. 5:30 P.M. 
8:45 P.M. 6:30 P.M. 

I 0:20 P .M. 6:30 P .M. 
11 :40 P.M. 10:30 P.M. 

1:20 A.M. 12:30 P.M. 

Utah-Idaho Ce ntral R.R. 
Arrival 

8:50 A.M. 
10:20 A.M. 
5:15 P.M. 
8:20 P .M. 

Departure 
9 :45 A.M. 
2:00 P.M. 
8:15 P.M. 

(This hst does not include Buses, the Arsenal tram or 
any trierht operations hued at the terminal.) 
Comp iled from railroad lime tables dated Nov. 1945. 
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11. Utah State Railroad Museum at 
Ogden Union Station 

T he original plans to turn Ogden Union Station 
into a museum and convention center were 
first presented to officia ls of both Union 

Pacific and Southern Pacific at the celebration of the 
Golden Spike Centennial in 1969. In December 197 I. 
after the May 1971 takeover by Amtrak of all passen­
ger trains through the city, the first formal proposa l for 
a ra ilroad museum in the Ogden U nion Station was 
presented in a letter to the president of Ogden Union 
Railway & Depot Co. in San Francisco. The letter, 
from Ogden Mayor Bart Wolthuis, asked that the 
empty building be donated to the city for use by the 
Golden Spike Empire as a muse um. It took a couple 
yea rs for the proposa l to be taken seriously, and more 
time for negotiations to be completed, but Ogden 's city 
fathers were persistent. In 1973, the city organized the 
Union Station Development Corp. to manage and 
operate the hoped-for prize, and by June 1975, Ogden 
Mayo r Stephen Dirks announced that a genera l agree­
ment had been reached for the city to acquire the 
sta tion , with details of the sa le sti ll to be worked out. 
By early 1977, a ll parties were agreed and the vacant 
sta tion was turned over to the city to become a tourist 
and convention center. Renovation work began imme­
diately, under the direction of Elizabeth "Teddy" 
Griffith, who as a volunteer for the Junior League of 
Ogden , had finished a study of the building's history 
that placed it on the National Register of Hi storic 
Places. (Teddy Griffith stayed on as Union Station's 
director until her retirement in October 1993.) 

Renovation cont inued and by mid-1 978, a ded i­
cation ceremony was scheduled. T o celebrate, Union 

Pacific operated its widely known 1944-bui lt 4-8-4 
steam locomotive number 8444 and a specia l trai n 
from Cheyenne. The train arrived a week early and was 
held ready at Salt La ke C ity, awaiting the big day. On 
October 21 , 1978, the tra in left Salt Lake C ity with 
Utah Governor Scott M . Matheson and UP President 
John C. Kenefick in the locomoti ve cab for the q uick 
run to Ogden. 

In a n earlier attempt at ra ilroad preservat ion, on 
July 18. 1959, two retired 0-6-0 steam switching 
locomotives were dedicated in Ogden 's John Affleck 
Park on Wa ll Avenue . Union Pacific 4436, a 1918 
Baldwin, and Southern Pacific 1297, a 1908 A lco­
Brooks engi ne, were donated by the rai lroads a nd 
displayed nose to nose (similar to the 1869 Golden 
Spike ceremony), wit h a grani te stone and bronze 
plaque between. The man y years of display were not 
kind to these two li ttle workhorses, and they were 
fina lly removed in 1993 . They remain part of the 
Ogden U ni on Station museum collection. 

Union Station was designated as the officia l Utah 
State Railroad Museum on February 26, 1988 . When 
the station was dedicated in 1978, U P donated a retired 
steam derrick, and a steam rotary snowplow, two of the 
last pieces of stea m-powered equipment remaining on 
the ra ilroad. To bu ild a collection, other donations were 
sought from Ogden 's rai lroads and from other corpo­
ration s. In October 1985, Union Pacific donated one of 
its retired EM O Model DDA40X 6,600-horsepower 
Centennia l diesel road locomotives, number 69 16. 

In 1986, Continenta l Engineeri ng of North Kan­
sas City, Mo., donated Union Pacific gas-turbine 
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Union Pacific's earliest gas­
turbine locomotives entered 
service in 1952 as 4,500-
horsepower units. An 
updated, 8,500 horsepower, 
three-unit design entered 
service in 1958. Upgraded 
10,000 horsepower during 
the mid-1960s, these 30 
units stayed in service until 
1968-1970. Turbine 26, 
shown here on September 
28, 1968, entered service in 
February 1961, was retired in 
February 1970, and was sold 
in September 1971. After 
initial plans to use the 
turbine as a stationary 
power plant fell through, the 
unit languished in a Kansas 
City scrap yard until July 
1987, when it was donated to 
Ogden Union Station. Given 
a full cosmetic restoration, 
the unit is today displayed to 
commemorate the Gas 
Turbines and the role they 
played in UP's operations in 
Ogden. (A. J. Wolff) 



locomotive number 26-26B. I t had been stored at 
Co ntin enta l's fac ili ty fo r 13 years, ever si nce U P had 
sold the reti red un its in 1970. The gas-turbines we re 
powe rful locomotives that opera ted regula rl y o ut of 
Ogden thro ugho ut th ei r service li ves, from 1958 until 
their retirement in 1970. Turbine 26-26 B a rri ved in 
Ogden o n July 10, 1987 , and was repa inted and 
cosmetica ll y res to red by voluntee rs of the loca l G olden 
Spike C ha pter of the Rail way & Locomotive Hi sto ri ­
cal Society. In September 1987, So uthern Pacific 
dona ted its GP9E 3769, a I ,750-horsepower EMD 
road switcher from the 1950s, which it had retired in 
la te 1986, a long wi th ca boose I 555. 

During 199 1, the museum acquired from the 
United Sta tes A ir F o rce a t Hill A ir Fo rce Base a 
co llecti o n o f 35 fo rmer military ca rs a nd loco mo ti ves . 
Included we re fo ur specially constructed tra ining ca rs 
used to train bo mber crews fo r the Stra tegic Air 
Comma nd. Of th e 35 pieces of rollin g stock , 12 were 
in better co nditi o n a nd were reta ined fo r the hi sto ric 
coll ectio n, with the rema ining 23 pieces bein g sold for 
their scra p va lue, a nd the proceeds go in g to renova te 
the rema ining pi eces . 

A project to operate tourist trai ns between Ogden 
and the Promo nt ory site of the dri vi ng of the G olden 
Spike was a nn o unced in Februa ry 1992, under th e 
na me of the Ogden-Promo nto ry To uri st Ra il Line. 
The proposa l ca lled fo r the opera ti on o f a tourist line 
from O gden U ni on Sta ti on to Corinne o n U ni o n 
Pacific tracks. T here, the passengers wo uld transfer to 
1920s-era ra ilroad equipment a nd continue their jour­
ney to the Nat io na l Pa rk s Service's Go lden Spike 
Na ti o na l Historic Si te at Promontory. Running tra ins 
between Corinne a nd Promo nto ry would require re­
laying pa rt o f SP's Promonto ry Branch (a ba nd o ned 
and to rn up in 1942) - the route o f the original 1869 
transcontinenta l ra ilroad. The feasibili ty o f the tourist 
operati o n was confirmed by a 199 1 stud y funded by a 
$ I 0,000 gra nt from Ogden City. A resolution, spon­
sored by Weber Co unty Senato r Winn Richa rds, a nd 
passed by the Uta h State Legislature in February 1992, 
as ked the federal government to provide $300 ,000 for 
a mo re deta iled study. The 1991 study co nfirmed th at 
the operati on o f tourist train s a lo ng the ro ute wo uld 
just ba rely pay opera ting expenses, but would never 
recover the expected constructi on cost o f $ 12 milli on. 
Loca l p ublic offi cia ls continue to sea rch fo r ways to 
full y fund the project. 

In an early effort to preserve railroad history, Union Pacific and Southern Pacific in July 1959, 
each donated a retired 0-6-0 steam switching locomotive to the City of Ogden. They were set 
up for display at the new John Affleck Park on Wall Avenue. Union Pacific number 4436 was 
UP's contribution. Awaiting its donation, UP 4436 is shown here at UP's Ogden roundhouse in 
1958. (Emil Albrecht, James W. Watson Collection) 
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D&RGW narrow-gauge 2-8-0 No. 223 
Denver & Ri o G ra nde Western Ra il road na r­

row-gauge 2-8-0 locomoti ve number 223 is the sole 
surviving engine built by the Grant Locomo ti ve 
Wo rks. It o pera ted in U ta h betwee n 188 1 (when it 
was built) until 1890, when the D&RGW trac ks in 
U ta h were cha nged from narrow, three- foo t ga uge 
to standard , 4 feet 8- 1/2 inches ga uge . Number 223 
remained in service o n Ri o Grande's o the r three-foo t 
gauge routes in Colorado until its retirement in 1940. 
D&RGW loa ned the locomotive to the peo ple o f 
Salt La ke C ity as pa rt o f the city's Pio nee r D ay 
celebra ti o n o n Jul y 24 , 1941 , a nd after pa rticipa ting 
in the parade down Main Street (mo unted o n a 
highway tra iler), it was placed o n di splay in Li be rty 
Park. It was fo rm a ll y do nated to the city in 1952. 
Years la ter , Sa lt La ke C ity wanted to ex pa nd a 
playground adjacent to th e locomotive's di spla y site, 
and on January 11 , 1979, the city gave the engine to 
the State o f U ta h. The U ta h State Divisio n o f 
Histo ry accepted it with intenti ons o f di splaying it a t 
the form er Sa lt La ke C ity U ni o n Sta tio n o fD&RGW 
a nd Western Pacific, the future home o f the U ta h 
State Histo rica l Society. 

The locomo tive rema ined a t Liberty Pa rk , nea r 
the ca rousel, until M a rch 27, 1980, w hen it was 
gingerl y lifted fro m its restin g place o f 28 yea rs o nto 
a heavy-du ty fl a tbed trail er a nd moved across town 
to a new loca ti o n west o f the form er Ri o Gra nde 
stati o n. There the little locomotive sat fo r 12 yea rs, 
suffering fro m va rying degrees of burea ucra tic a nd 
budgeta ry co ncern and neglect. 

After ma ny proposa ls were fl oa ted to either 
resto re th e locomo ti ve o r sell it to o ther interested 
groups, in June 1989, the State Hi sto ry Office 
consulted with a pro fess io na l res to ra tio n specia li st 
o n possibl e a ltern a ti ves . Costs varied fro m $88,000 
for simple sta biliza tio n for continued di splay to $ 1 
milli o n to ma ke Number 223 full y o pera ti o na l. A 
public meeting was held o n December 7, 1989, 
seeking input fo r th e locomo tive's dispos iti o n. Due 
mostly to lack o f fundin g from the sta te legislature, 
the 223 project la ng ui shed until 1991. In the mean­
time, the muse um a t O gden Union Sta ti o n was 
designated by the Legislature as th e U ta h Sta te 
R a ilroad Museum. D&RGW 223 was given to the 
U ta h Sta te Ra ilroad Museum and moved to Ogden 
U ni o n Sta ti o n in 1992. At that tim e effo rts were 
begun by th e G o lden Spike C hapter of the Ra il way 
& Locomo tive Hi sto ri ca l Society to resto re the little 
locomoti ve, poss ibly to o perating co nditi o n, a nd 
those effo rts co ntinue today . 'i}< 
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Ogden 's Riverdale Yard 
received eastbound trains 
from SP, and from Salt Lake 
City and southern California, 
along with a few trains from 
UP's Oregon Short Line 
subsidiary. Here, a "Short 
Line" train arrives at Ogden 
during the late 1950s. 
Passing the storage silos of 
the former Sperry Flour Co. , 
it is about to enter Riverdale 
Yard. The train 's motive 
power is a typical set of EMO 
cab units in their A-8-8-A 
configuration, meaning a 
controlling A-unit at each 
end, with two booster 8-
units between. 
(Emil Albrecht, James W. 
Watson Collection) 
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The Ogden Union Rai/1Vay & Depot Company and The 
Rio Grande Western Rai!ivay Co. Treasurer's Co ntract 
No. 1890, May I, 1892. 

Rio Grande Western Rai lway. Lease From The Union 
Pacific Railroad Company to The Rio Grande Western 
Rai!JVay Company and The Oregon Short Line Railroad 
Co. of the Stock Corral al Ogden. Treasurer 's Contract 
No. 1938 , May 3 1, 1898. 

R oberts, Rich a rd C. Ogden Union Starion: as an 
Archirectura! Reflecrion of Ogden City Hisrory and 
Cultural Values, unpubli shed manuscript in possession 
of Michael Burdett, Ogden , Utah. [n o date, circa 1980] 

State of Uta h, Office of Secretary of State . Articles of 
In corporation, Ogden Union Rai!JVay and Depot Com­
pany, Index number 486; a lso in index 4324 

T erry, William W . Weber Counry Is Worth Kno1l'ing. 
[no publication in formation] 

Uni on Pacific Railroad. Corpora re Hisrory of Oregon 
Shor/ Line Railroad Company, As of June 30, 1916, 
prepared in compliance 11 ·ith requirements of ICC 
Valuation Order No. 20. 

Union Pacific Ra ilroad. Corporate History of Union 
Pacific Railroad Company, As of June 30, 1919, 
prepared in compliance 1\'itl, requiremenls of ICC 
Va!ua1ion Order No. 20. , '.< 



Riverdale Yard was completed in 1942 (as East Yard), and expanded in 1954 (as Speedway Yard). This March 1957 view shows the south (railroad east) end of 
the yard as it appeared after the 1954 expansion, including the new PFE ice plant and icing dock. After the retirement of the two Baldwin heavy switchers in 
1968, UP assigned three examples of EMD GP9s to do Ogden 's heavy switching. These units were originally assigned to UP's eastern divisions, and were not 
equipped with dynamic braking, a feature required for road service in the west's mountainous terrain. More powerful switchers were needed at Riverdale 
because of the long strings of cars (at times complete trains), and the 0.5 percent grade down to 29th Street. (Emil Albrecht, James W. Watson Collection) 
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Cook Transportation Co. 83, 85 

93 



Corinne 15 
Dee, Thomas 77 
Del Monte's West Ogden plant 69 
Denver & Rio Grande Western R a ilroad 

completed to Ogden 57 
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sale to Anschutz Corp. 59 
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Dirks , Stephen 87 
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Eccles family 79, 81, 83, 84 
Farmer's Grain Cooperative mill 67 
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LDS Church (Mormons), dealings with UP 14 
Los Angeles & Salt Lake Railroad 20, 21 
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Street railroads 79 

Matheson, Scott M. 87 
Mining traffic 8, 15 
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Murmanill Corp. 76 
Nelson , James 75 
National Park Service 88 
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early rai lroad facilit ies 14 
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Terminal Railway Post Office 22 
Ogden & Hot Springs Railroad and Health Reso rt Co. 77 
Ogden & Northwestern Railroad 33, 78 , 80, 81 
Ogden Bus Lines 8 1 
Ogden Dressed Meat Co. 64 
Ogden Gateway case 44, 47, 53, 58 , 59 
Ogden Packing & Provisioning Co. 62 
Ogden Rapid Transit Co. 77, 78 
Ogden Sugar Co. 69 
Ogden Union Railway & Depot Co. 

1983 settlement of property 44 
current passenger depot completed 35 
freight operations ended 44, 59 
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museum 87 
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original passenger depot completed 33 
passenger balloon track 23, 27, 39 
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1917 expansion 62 
description 63, 64 

Ogden , Logan & Idaho Railway 79 
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bankruptcy 18 
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converted to standard gauge 17, 58 
Five Points Branch 17 
organized 17 

Oregon Short Line Railroad 
Bridge Junction 21 
freight bypass (Shasta track) 21, 23 
leased to UP 21 
Malad Branch I 0 
merged with UP 20 
organized 18 
Sand Ridge Cutoff 19 
trackage in Ogden 21 
Urban Branch 16 

Oregon Short Line Railway 
completed to Portland 17 
dual-gauge trackage 17 
organized 17 

Overland Limited 32 
Pacific Fruit Express 

ice plant (1921) 66 
Riverdale ice plant (I 954) 67 
split between UP and SP ( 1978) 67 
organized 64, 65 
original Ogden plant 63 

Pacific Limited 42 
Palmer, Gen . William J . 56 
Parker & Sons 64 
Parker, William 69 
Parkinson, John and Donald , architects 34 
Payne, George 61 
Peavy Co. 68 
Pillsbury Co. 68 
Railroads in Ogden , effect on local eco nomy 11 , 12, 29 
Rai lway Post Office 39 
Richa rdso n, Winn 88 
Rio Grande Western Railway 58 
Rio Grande Zephyr 41 
Riverda le Canning Co. 69 
Ri verda le Road overpass 22 
Riverdale Yard 



East Yard (1942) 42 
modernization of 1970s 23 
RIP tracks 29 
Speedway Yard ( 1954) 43 

Robe rts, Richard C. 35 
Salt Lake & Ogden R a ilway 

compl eted to Ogden 72 
elect rificat io n 72 
name changed to Bamberger 73 
o rga nized 7 1 

San Francisco Overland Limited 37 
San Francisco Zephyr 41 
Sa n Pedro, Los Angeles & Salt Lake Ra ilroad 19, 20 
Santa M a rga rita Agreement 47 , 67 
Sharp, Francis M . 32 
Sharp, John 6, 12 
Shasta Track 2 1, 23 
Shipments o f sa lt 15, 61 
Southern Pacific Railroad 4 

0-6-0 steam switchers 23 
1889 C P roundhouse 52 
1906 roundhouse 53 
lease o f CP ( I 885) 45 
Lucin C utoff 47 
merger with D&RGW ( 1988) 53-55 
merger with UP (1996) 29 , 55 
Ogden Gateway 43 
o rga ni zed 45 
o rigina l C P enginehouse 52 
o riginal C P seven-sta ll roundhouse 52 
Promonto ry Branch 48 
Salt Lake Ca useway 50 
Santa M a rgarita Agreement 46 

Speedway Yard 43 
Sperry, Austin 68 
Sperry Flour Co. 39, 68 
Spriggs, John 12 

Street Rai lroads 
bus service 8 1 
discontinued 80 
Huntsville lin e 78 
Huntsville line aba ndo ned 80 
Ogden & Hot Springs Ra il road a nd Hea lth 

Resort Co. 77 
Ogden & Northwestern Rai lroad 78 
Ogden C ity Ra ilway 77 
Ogden Electric Rai lway 77 
Ogden Rapid Transit Co. 77, 78 
Ogden, Logan & Idaho R ailway 79 
routes 79 
Utah Rapid Transit Co. 80 

Sugar beets 
Amalgamated Suga r Co. 69 
OSL's Urban Branch 16 
SP's Promontory Branch 49 

Sunshine Ca nning Co. 69 
Swan, Wi ll R. 77 
Swift & Co. 62, 63 
Thousand Mile Tree 6 
Transco ntinenta l rai lroad 

Brigha m Young accepts fina l rou te 8 
bypasses Sa lt Lake C ity 7 
complet ion 7 
duplicate rights-of-way 6 
land gra nts 6 
Ogden as junctio n point 7, 10 

Uintah 6, 8 
Union Pacific Rai lroad 

1897 rou ndho use 14, 25 
1927 roundhouse 27 
control of Utah Central 14 
control of Utah Northern 15 
diesel switchers 22 
Evona Branch 13, 20, 22 
Hill Field Branch 23 
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Westbound trains left Ogden 
via SP, or via UP subsidiary 
Oregon Short Line to 
Pocatello, Idaho, or to Salt 
Lake City and possible 
destinations on another UP 
subsidiary, Los Angeles & 
Salt Lake. By the late 1950s, 
steam motive power was all 
but gone on Union Pacific 
west of Green River, Wyo. In 
steam's place, UP operated 
a large, 344-unit fleet of EMO 
GP9s, 175 of which were 
cabless B-units. Here, on 
November 29, 1958, UP 341 
and four cabless units move 
around the south leg of the 
30th Street wye, headed for 
Salt Lake City. As in many 
photographs of Ogden 
railroading, the silos and 
mill of the former Sperry 
Flour Co. are visible in the 
background. (Emil Albrecht, 
James W. Watson Collection) 



Little Mountain Branch 23 
merger with SP 29 
merger with WP and MP 4, 22, 43 , 52 , 53 , 58 
Ogden Gateway 43 
Ogden laundry 24 
organized 5 
origina l Ogden engi nehouse 14, 25 
original roundh ouse 25 
Park City Branch 12 
RIP track ( 1927) 28 
Riverdale run-through track 23 
Santa Margarita Agreeme nt 47 
Streamliner passenger trains 36 

Un ion Station Development Corp. 87 
Utah & Northern Railway 

completed to Butte, Mont. 16 
converted to standard gauge 17 
organized 15 

Uta h Central Rail Road 
completed 9, 13 
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groundbreaking 12 
locomotives 14 
organized 11 
revenues 14 
sold to UP 14 

Utah Central Railway 14 
Uta h Idaho Centra l Railroad 4 

bus service 83-85 
completed to Preston , Idaho 82 
description of operations 83 
end of operations 85 
freight ca rs 82 
freight operations 83 
organized 8 1 
ownership of Ogden interurban terminal building 85 
Plain City Branch 83 
Quinney Branch 83 
sale to Ama lgamated Sugar Co. 84 

Utah Northern Railway 7 
bankruptcy 15 
Bear Rive r Gorge 15 
completed to Franklin, Idaho 15 
completed to Logan 15 
completed to Ogden 16 
Co rinne Branch 16 
first spike 15 
grou nd-breaking ceremony 15 
organized 15 

Utah Packing Co. 69 
Utah Rai lroad Incorporation Act 11 
U tah Southern Rai lroad 11 , 15 
Utah State Ra ilroad Museum 

D&RGW narrow-gauge 2-8-0 number 223 88 
equipment on display 87 

Utah Territory, first ra il road rai ls in 5 
Utah Transit Authority 8 1 
Van Brundt, Henry, architect 32 
Walker brothers 8 
Walthuis, Bart 87 
Weber Livestock Auction Co. 64 
Western Pacific Ra ilroad 4, 44, 47 , 52 , 53 , 59, 76, 88 

merger with UP ( 1988) 53 
Wil son Packing Co. 64 
Woodhull brothers 8 
Yelloii-ston e Special 39 
Young, Brigham 7-9, 11-1 5, 3 1, 52 

accepts route of transcontinental railroad 8 
attit ude toward U P 14 
sa le of Uta h Central shares to UP 14 
UP gradi ng contract 6 

Young, Brigham, Jr. 6 
Young, John W. 6, 13 
Young, Josep h A. 6, 12 
Young, Seymour B. 14 

Ogden Union Railway & Depot Co. 's new East (later 
Riverdale) Yard was put into operation in 1942. Until that 
time, many of the tracks of the main yard at Ogden were 
regularly filled with westbound empty Pacific Fruit Express 
refrigerator cars. As shown in this view from 1940, looking 
south and taken from the 24th Street viaduct, at least four 
tracks are filled with empty PFE cars. 
(Emil Albrecht, James W. Watson Collection) 
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