
Light Weight is the actual scale 
weight of a empty car to the near
est 100 lbs. 
Rules call for periodic weighing 
and a symbol showing when and 
where a car was last weighted., 
On new cars the marking is NEW. 
On olders cars it will be a 
station symbol and date ••.• 
ORO=Oroville 2-68=FEB, 1968 
Minimun of 3" letters and nunbers 

DIMENSIONAL DATA 
EXW •. extreme width 
EW ... outside width over eaves 
H .... height over rail of wide 

points or eaves 
IL ••• inside length between end 

walls 
TW ••. inside width 
IH ... inside height 
CU FT cubic feet, cubic capacity 
EXH •• height in excess of 15' -6" 
W •••• extreme width at EXH height 
E •••• stands for extreme 

To help railroads identify cars 
with potential clearance problems, 
a system of outside d~nsions 
grouped into a given cross section 
was foImed and called "plates" 
Four standards known as Plates B, 
C, E and F. B is the smallest 
and is not marked. 
Cars whose extreme outside dim
ensions fall within Plate C, E 
orF are marked with a 10"xlO" 
square located to the right of 
the reporting marks. 
Cars whose dimensions are in 
excess of either Plate C, 'E, 
or F are identified by a 13" 
circle wi th the words EXCEEDS 
PlATE C (E OR F). 

CIASS 
WP never marked their cars wi th 
a class but many do such as the 
UP. Railroad classifications are 
generally placed directly under 
the dimensional markings in 4" 
letters (R-70-24) (up) 

SPECIAL EQUIPMENT MARKINGS 
Generally stencilled in 1~" letters 
on both ends of a car. Telling 
about special devices, equij:Illent 
and steel wheels other than 33". 
Cars equipped with high friction 
composition brake shoes are marked 
in 1~" letters on all four corners. 
Special symbols to show lading 
equij:Illent are marked on the doors 
of the car. 

!!: removable crossbars 

CD lading strap anchors 

cylinder is pointing if car has 
two brake wheels. 

arnER 
Many cars used by WP have REIURN 
WHEN EMPTY blocks and equij:Il18nt 
pool info showing the railroad 
asigned to. Trust Marks showing 
the actual owner, precautionary 
warnings on closing doors, inside 
equij:Illent and linings are marked 
on many cars. 

AAR Mechanical Designation and 
Maintenance information to follow. 
SKI ••••• 

UPDATE ON ENGINE '8 
by Betty Boynton 

The tale of # 8' s turret valve near
ly had an unhappy ending! After del
ivery to Sacramento by Jim Lay, a 
thorough inspection revealed prob
lems so serious that repairs might 
be nearly impossible ••• meaning the 
#8 might never run again. But re
tired WP machinist Earl McKenzie, 
a special friend of #8, refused to 
give up and that resulted in a mirac
lous job of restoring the turret to 
operating condition. A big thank 
you to Earl from # 8. 

With ear flaps down and coat 
collar up, Jim spent many days this 
winter on the patio grinding on 
parts of #8 until he found what he 
wanted ••• the original brass under 
layers of grime and rust. The tur
ret was the most rewarding, and 
it has now been replaced on the 
engine with the help of Dave 
Lubliner. The final hydro has been 
delayed until the water tight 
integrity has been restored. The 
boiler inspection showed it to be 
in good condition. 

The grinders have been working 
overtime in the hands of Mel Moore, 
Steve Jackson, Mike Attima, and 
retired SP engineer Dean Hill. They 
are preparing the metal of the 
engine and tender for priming and 
eventual finish. 

Project carpenter John Marvin is 
sizing and drilling heavy timbers for 
the rear bumper of #8'5 tender. 
John has conducted two tours of 
classes from the Quincy Elementary 
School this May. Jim is engineer on 
the rides and John provides the 
commentary, and the result is many 
happy childern. 

Jim has been grinding on # 8' s 
main throttle and had help on this 
job from Ken Shipton, and Jim Fol
som. Dave Lubliner has been apply-

in Richmond. Following leads frOm 
Tom, Jim contacted the officials 
and made a bid that was accepted. 
(Jim donated the funds.) Tom not 
only located the material, he picked 
it up and delivered it to the museum 
on May 18 at his own expense. A 
special thanks to him! 

Thank you, also, to Jim Ferguson 
of Concord. He obtained the services 
of a machinist in the bay area who 
turned out special studs that were 
impossible to find. Appreciated is 
the donation of Norman Holmes of 
twp independent brake valves. Hap 
Manit is in for some thanks also 
for all the help he offers in obtain
ing materials. 

Cal Hill, US Navy, has been trans
ferred to Hawaii. He writes that he 
misses the days he spent at the 
museum and working on #8. 

On May 19, 1962, a special WP 
train pulled into Quincy Junction 
with two hundred eager railfans 
from the bay area. There to greet 
them 'was #8 (Jim was engineer) 
and the Quincy Railroad engine # 2 
(Solon Luzzadder engineer). # 2 pulled 
four gondolas with benches, and with 
#8 leading the way, they crossed 
the spring-bright American Valley 
to Quincy. All of Quincy turned out 
to see the visitors and the two 
lively little steamers. With the 
steam, the whistles and all the events 
that make an excursion memorable, 
everyone came away happy but one. 
One disgruntled individual filed 
charges against the # 8 and the 
Quincy Railroad with the ICC, 
charging violation of the Locomotive 
Inspection Act. ICC's fine of $250 

Con't. on Sheet Six ••• 

The San Frane isco 
Examiner Sunday Magazine of July 
27, should have a nice article 
on our museum. 

ing his expertise in steam fitting Thill issue of the Train Sheet 1& 
LEFT AND RIGHT DESIGNATIONS by installing cab appurtances. He late. For personal reasons the 

a L or R is stencilled in 1~" was also instrumental in replacing editor wa. unable to get it out 
letters by door seal pins. Left broken cylinder head studs. on time. We will try to get 
and Right is determined while Thanks to Tom Moungovan of back on our Bi-Monthly schedule 
facing the B end of the car. The Sebastopol, the project was able with our next issue _ which should 
B end is the end with the brake to purchase five barrels of boiler be mailed in early August. (NWH) 
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was appealed and in the summer of 
1963 a terial was held in the court 
of federal Judge Sherrill Halbert in 
Sacramento. Not guilty was the 
verdict! But with red tape and more 
appeals from the government, it was 
not until November of 1964 that the 
#8 and the Quincy RR were com-

ISSUE No. 19 

pletely vindicated. the result of 
this unnecessary situation meant 
that #8 never ran again under steam. 
She was moved from her pad at 
the Quincy RR depot to the Plumas 
County Fairgrounds where she sat 
quietly for twenty two years. But 
the day soon will come when she 

The following article is from a March 1942 ITTRAINS IT 

Feather River Route 
* Western Pacific, newest of the transcontinentals, 

crosses the high Sierras with only 
one per cent grade. 

By A. C. Kalmbach. * 

GEORGE GOULD, son of Jay Gould, worked 
late in his office on the fifth floor of the 

old Western Union Building on lower Broad
way in New York. He worked hard with shirt 
sleeves rolled up, and he carried bulging 
cases of papers out to his country place over 
the week ends. It was 1905, and Gould was 

the overlord of some 15,000 miles of railroad, 
not just a financial manipulator but a pro
gressive, fighting operating officer. 

The Gould lines centered about the wealthy 
Missouri Pacific, dominating the Mississippi 
Valley and extending along the Arkansas 
River Valley to the foot of the Rockies. The 
connecting Wabash rolled east over the corn 
country and the Great Lakes Basin to Toledo 

and Buffalo. The Wheeling & Lake Erie 
brought the system wi~ plunging distance 
of Pittsburgh, originating point of as much 
tonnage as Chicago, New York, and Philadel
phia combined. The new Wabash Pittsburgh 
Terminal audaciously put the Gould lines 
right into this traffic fortress of the Pennsyl
vania. The Western Maryland, with a few 

. more miles of connecting up, would be the 
seaboard end of this mighty aggregation of 
mileage. 

To the west the Denver & Rio Grande 
carried the Gould banner from the Missouri 
Pacific connection at Pueblo across the 
Rockies to Salt Lake City jlIld Ogden. But 
here the Gould trackage ended, with no hope 
of friendly traffic connection, for west of 
Ogden was only the Southern Pacific, then 
united with the Union Pacific under Harri-

man. Even any hope 
of using Senator 
Clark's new Los An
geles & Salt Lake as a 
West Coast feeder was 
stymied when UP se
cured an interest in 
the Los Angeles road. 
But Gould's eyes lit on 
a new venture, the 

. Western Pacific Rail
road. It had been 

chartered in 1903 by a 
group of San Francis
co bankers to build 
a competitive route 
across the high Sierras 
to Great Salt Lake but 
Gould soon took over. 

The ukase came 
down that the Western 
Pacific must be built 
so well that it could 
efficiently compete 
with the solidly estab-

lished Southern Pacific, the one-time Central 
Pacific and first of the transcontinentals. The 
Denver & Rio Grande, solid, substantial road 
safely embedded in the rich local traffic of the 
Colorado Rockies, took two-thirds of the 
capital stock and guaranteed the interest arid 
sinking fund payments for Western Pacific. 
The bond trust agreement provided that the 
new road must have no grade steeper than 
one per cent compensated, no curve sharper 
than 10 degrees (573-foot radius) in its thou
sand miles or so of main line. 

Little does it matter that in the panic of 
1907 the Gould financial house of cards 
toppled under the weight of the Pittsburgh 
Terminal and the Western Pacific extension. 
The individual roads were sound. Denver & 
Rio Grande and its affiliate, Missouri Pacific, 
went right ahead. They needed a friendly 
West Coast connection, and they got it. The 
last spike was driven November 1, 1909, near 
Keddie, CalH., and marked the completion of 
the last major transcontinental railroad. 

In four years the road had been built com
plete almost as it exists today, and engineers 
called it the finest railroad construction job 
since the West Shore. In the new picture, 
Southern Pacific had competition in its home 
territory and Denver & Rio Grande had its 
West Coast extension. 

"FEATHER RIVER ROUTE," says the Western 
Pacific herald. And Feather River Route 

has been advertised in timetables, tourist cir
culars, and on the sides of box cars so well 
and so often that the route is almost better 
known than the railroad itself. 
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will feel steam in her boiler 
and will be a very lively part of the 
Portola Railroad Museum. (We have 
the complete text of the trial, etc. 
for anyone interested in the whole 
story.) 

The three forks of the Feather River flow 
down into California's Sacl'amento Valley 
from the east and north, from sources high in 
the Sierra Nevada Mountains. These are the 
mountains that must be conquered by any 
railroad entering the Central Valley of the 
Golden State from the east; and appropriately 

. named they are, for 
Sierra is Spanish for 
ja.gged or saw-tooth 

mountains and Nevada means white as snow. 
The range is, geologically, a giant granite 
block some 350 miles north and south and 80 
miles east to west, heaved up at an angle by 
some prehistoric convulsion. 

Through this formidable natural barrier 
the Feather River (named because early ex
plorers found pigeon feathers floating on the 
'Water) cuts a natural path from the summit 
to the great level valley of Central California. 
In its upper reaches the Feather River Valley 
is broad and green, in its lower portions a 
veritable canyon cut deep in the red and . 
brown rock, with feathery foam rising from 
boiling rapids. 

Before the coming of the railroad the 
Feather River was well known. The miners 
of '49 worked the canyon and the surrounding 
hills, and Rich Bar, a station on the Western 
Pacific 16 miles below Keddie, was the scene 
of a veritable bonanza: There are no official 
records extant, but estimates of the gold 
taken from this one spot range from 14 
million to 23 million dollars. 

The old histories record that in July of 1850 
a man named Greenwood realized $2900 from 
two pans of gravel from the river bar, whence 
the name Rich Bar. Thereupon a stampede of 
gold seekers ensued and Rich Bar's popula
tion rose to 2500. "So rich w~s the gravel," 
says George Mansfield in a booklet on the 
Feather River Canyon, "that claims on 
the bar were limited to 10 feet square." 

In the later gold boom days, when the 
chartering of the Central Pacific made 
railroad connection with the East seem 
a near reality, the Feather River Valley 
was considered for the route by that 
grandfather of Sierra railroad survey
ing, Theodore Judah. He ran a line 
through the valley of the Middle Fork, 
south of the present Western Pacific 
North Fork Route, but the construction 
work would have been too heavy for the 
pioneering railroad. Grades and operat-

• With the assistance of the 
following people in gather
ing illustrations and data: 
T. B. Aldridge, W. C. Whit
taker, Guy Dunscomb, and 
Thomas E. Brown, publicity 
manager of the Western Pa
cific Railroad with offices in 
San Francisco. 


