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Acronym: SR   Year Chartered or Incorporated: 1894   Year Line Oper-
ational: 1894   Year Service Ended: 1982   Original Starting Point: Too 
Many   Original Ending Point: Too Many 
      

1894 - Merger of Richmond & Danville Railroad and East Tennessee, Vir-
ginia & Georgia Railroad to create Southern Railway. 
 Southern Railway acquired/leased the following railroads associated with 
South Carolina: 
1894 - Atlanta, Charlotte Air Line Railway 
1894 - Blue Ridge Railway 
1894 - Charlotte, Columbia & Augusta Railroad 
1894 - Columbia & Greenville Railroad 
1894 - Spartanburg, Union & Columbia Railroad 
1895 - Asheville & Spartanburg Railroad 
1898 - Carolina & Cumberland Gap Railway 
1898 - South Carolina & Georgia Railroad 
1900 - Lockhart Railroad 
1903 - Union & Glenn Springs Railroad 
1908 - Ware Shoals Railroad. (built by Southern Railway) 
1940 - Carolina & Northwestern Railroad 
1940 - Rockton & Rion Railroad 
1963 - Georgia & Florida Railroad 
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Early Southern Railway steam locomotive 

https://www.carolana.com/SC/Transportation/railroads/sc_rrs_richmond_danvillle.html
https://www.carolana.com/SC/Transportation/railroads/sc_rrs_east_tennessee_virginia_georgia.html
https://www.carolana.com/SC/Transportation/railroads/sc_rrs_atlanta_charlotte_air_line.html
https://www.carolana.com/SC/Transportation/railroads/sc_rrs_blue_ridge_railway.html
https://www.carolana.com/SC/Transportation/railroads/sc_rrs_charlotte_columbia_augusta.html
https://www.carolana.com/SC/Transportation/railroads/sc_rrs_columbia_greenville.html
https://www.carolana.com/SC/Transportation/railroads/sc_rrs_spartanburg_union_columbia.html
https://www.carolana.com/SC/Transportation/railroads/sc_rrs_asheville_spartanburg.html
https://www.carolana.com/SC/Transportation/railroads/sc_rrs_carolina_cumberland_gap.html
https://www.carolana.com/SC/Transportation/railroads/sc_rrs_sc_ga.html
https://www.carolana.com/SC/Transportation/railroads/sc_rrs_lockhart.html
https://www.carolana.com/SC/Transportation/railroads/sc_rrs_union_glenn_springs.html
https://www.carolana.com/SC/Transportation/railroads/sc_rrs_ware_shoals.html
https://www.carolana.com/SC/Transportation/railroads/sc_rrs_carolina_north_western.html
https://www.carolana.com/SC/Transportation/railroads/sc_rrs_rockton_rion.html
https://www.carolana.com/SC/Transportation/railroads/sc_rrs_georgia_florida.html
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 Thanks to Bo Brown for loaning the 5028 headlight to 
the Hub City Railroad Museum. It is an altogether appropri-
ate display given the history of these powerful locomotives. 

Written by Craig Myers. 
 The 2-10-2 Santa Fe type locomotives were an improve-
ment over the 2-10-0 Decapod type, which were powerful 
but had an inherent problem in backing up and frequently 
derailing. Their speeds had to be reduced when backing. The 
ATSF found this out when purchasing 2-10-0s for Raton 
Pass from Alco in 1901. Baldwin solved the problem by add-
ing the trailing truck. Many years before the four wheel trail-
ing truck, the 2-10-2 was the powerhouse of its era. This was 
the drag era and these Santa Fe types fit the bill - powerful 
but slow. In fact, any faster than 30 mph and track damage 
could occur. 
 Southern Rail-
way was faced 
with numerous 
mountain grades 
and the 4500 se-
ries 2-8-2s had to 
be double-headed 
to handle tonnage 
trains. Southern 
had been working 
with Baldwin's 
mechanical engi-
neers to design 
the proper engine for the railroad. Southern placed an order 
with Baldwin Locomotives for 97 locomotives which includ-
ed the 2-10-2s as well as thirty Ts-class 4-8-2s and 12 Ls-1 2-
8-8-2s.  
 Fifty-Five class Ss 2-10-2s numbered 5000-5054 were 
delivered and assigned 25 to Knoxville and 25 to Asheville 
(shopped at Spencer). Twenty five more 2-10-2s were built 
by Alco's Richmond Works for the CNO&TP and were 
numbered 6350-6374. 
 During Federal control in World War I, Southern was 
assigned 50 more 2-10-2s, this time USRA Light Santa Fe's. 
These were numbered 5200-5249. Suddenly the South-
ern  was trying to find employment for 130 2-10-2s. The 
5200s were initially used as mainline power on the Washing-

ton to Atlanta mainline. So, on the new double track main-
line, these USRA light 2-10-2s came through the upstate of 
SC daily. 
 As new fast and impressive Ms4 Mikado’s were delivered 
in the mid-1920s, the 5200s were gradually transferred to 
Knoxville where they would move freights between Bristol, 
Chattanooga, and Atlanta.  
 The single most common locomotive from Knoxville to 
Asheville to Spencer, NC was the 2-10-2. By 1935 a bridge 
was strengthened to allow the 2-10-2s room to couple on the 
rear of trains at Melrose. This period was dominated by the 2
-8-8-2s but the Santa Fe’s had plenty of trains to tie onto. 
Some 20 times a day a helper set was employed on Saluda. A 
1937 photo of the 5028 appears in the R. E. Price book on 
Southern steam as a pusher on Saluda. When the 2-8-8-2s 

were transferred 
to Alabama dur-
ing World War II, 
the 2-10-2s along 
with the 4500 and 
4600 series 2-8-2s 
became the domi-
nant power on 
Saluda Grade. 
 The Great 
Depression saw 
the Southern 
scrap over 30 of 

the 2-10-2s in Hayne and in Knoxville. The photo in this 
issue of 5028 stored at Asheville is typical of the glut of loco-
motives the railroad had in Asheville. Many were stored mul-
tiple times in the 1940s and put back in service when traffic 
warranted. The 1940s saw Saluda Grade ruled by these 2-10-
2s. But by 1949 new EMD F7 diesels were making inroads 
on Saluda. The 5028 was placed in storage in early 1950, re-
turned to service in the summer of 1950 and then perma-
nently stored in late 1950. On March 27, 1952, the 5028 was 
moved to Hayne Yard in Spartanburg. She was hauled dead 
to Spencer, NC where 49 other locomotives were marshalled 
together and a 50-car hospital train was sent to Baltimore, 
Maryland for scrapping. A total of 70 locomotives were sold 
to Bethlehem Steel and scrapped at Patapsco Scrap. 

Wanted—Articles for the Carolina Conductor 
 Submit an article of 200 words or more with some photos and captions and see them in print. Every one of us 
has some unique railroad experience that would make interesting reading for our membership . Your editor 
always needs  more contributions of railway history and news.  
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 The early 
h i s to r y  o f 
Southern Rail-
way is traced 
essentially to 
the fortunes of 
the Richmond 
& Danville 
Railroad of Vir-
ginia. Immedi-
ately before 
and right after 
the U.S. Civil 
War, the Rich-
mond & Dan-
ville Railroad 
sought to ex-
pand its market 
and to become 
a significant 
regional trans-
portation sys-
tem for the Southeastern states. It quickly moved into 
North Carolina with the construction of the Piedmont 
Railroad, which was hurriedly built during the Civil 
War, then after the war moved into South Carolina, 
Georgia, and Tennessee. 
 Partially owned and financed by the state of Virgin-
ia, the Richmond & Danville Railroad's charter some-
what limited the company's ability to grow - it could 
only acquire other railroads that connected directly to 
its existing network of tracks. As the post-war econom-
ics grew tighter and competition grew more intense, 
the burgeoning railroad company came under the con-
trol of a group led by the Pennsylvania Railroad, oper-
ating through a holding company known as the South-
ern Railway Security Company. The Panic of 1873 led 
the Southern Railway Security Company to divest most 
of its holdings, but it held on to the Richmond & Dan-
ville Railroad. 
 Later in 1873, steamship operator Thomas Clyde 
purchased the Richmond & York River Railroad that 
connected Richmond with West Point, the departure 
point of Clyde's steamships serving Philadelphia and 
New York. Clyde completed a long-planned connec-
tion between his railroad and the Richmond & Dan-

ville Railroad at 
Richmond, and 
in 1875 the two 
companies en-
tered into a traf-
fic agreement. 
 In 1880, the 
Southern Rail-
way Security 
Company sold 
its shares of the 
Richmond & 
Danville Rail-
road to a syndi-
cate led by 
Thomas Clyde 
and his son, Wil-
liam. The young-
er Clyde sought 
to expand the 
Richmond & 
Danville Rail-

road's sphere of influence throughout the Southeast 
but was soon thwarted by the limitations in the compa-
ny's charter. William Clyde then, in March of 1880, 
chartered the Richmond Terminal, which could have 
interest in any railroad, existing or to be constructed, in 
Virginia, North Carolina, South Carolina, Georgia, 
Tennessee, Kentucky, Alabama, Mississippi - later to 
include Florida, Louisiana, Arkansas, and Texas. 
 Soon, the Richmond Terminal was engaged in both 
acquisitions and new construction. In 1880 and 1881, it 
bought up several small railroads in the Carolinas, 
Georgia, and Tennessee, and embarked upon a project 
to build a new railroad, the Georgia Pacific, westward 
from Atlanta, GA, through Birmingham, AL, and on to 
Greenville, MS, on the Mississippi River. 
 The Richmond Terminal had originally been subor-
dinate to the Richmond & Danville Railroad - a means 
for the R&D to circumvent the legal restrictions on its 
expansionist strategy. But since each company had se-
curities that were traded in the capital markets of Rich-
mond and New York, a complex web of ownership 
interests soon emerged. In 1886, a group of investors 
led by a New York-based financier, Alfred M. Sully, 
took control of the Richmond Terminal, and in De-

Continued on Page 4 - Southern      
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cember of that year, the Richmond Terminal took con-
trol of the Richmond & Danville Railroad. 
 In the meantime, another rail system was being 
born to the northwest of the Appalachian Mountains - 
the consolidation of the East Tennessee & Virginia 
Railroad and the East Tennessee & Georgia Railroad - 
to form the East Tennessee, Virginia & Georgia Rail-
road in 1869. In 1871, this growing railroad was also 

acquired by the Southern Railway Security Company - 
but it was sold off by them in 1874. By February of 
1887, the East Tennessee, Virginia & Georgia Railroad 
came under the control of the Richmond Terminal 
group. Around the same time, the Western North Car-
olina Railroad came under the control of the Rich-
mond & Danville Railroad. The network was growing 
considerably. 
 Next came the Central Rail Road of Georgia in 
1888, which came under control of the Richmond Ter-
minal. It was not folded into Southern Railway until 
1963, however. Other southern railroads were acquired 
between 1888 and 1894. 
 By 1890, the Richmond Terminal comprised 8,883 
route miles, and only the Santa Fe Railroad was larger 
within the United States. Because the organization's 
management structure was so loose and ill-defined, the 
various roads under control of the Richmond Terminal 

operated autonomously and even competed with each 
other by cutting rates. With an economic slowdown in 
the early 1890s, the Richmond Terminal suffered, as 
did most other railroads - and this led to the making of 
plans for reorganization, which went on for several 
years. 
 In 1892, one group of stockholders requested that 
Drexel, Morgan & Company - the leading corporate 

banking house of the late 19th 
century, headed by renowned fi-
nancier J.P. Morgan - to develop a 
plan for the company. By this 
time, the Richmond Terminal, the 
Richmond & Danville Railroad, 
the East Tennessee, Virginia & 
Georgia Railroad, and the Central 
Rail Road of Georgia were all in 
receivership. J.P. Morgan's plan 
was eventually accepted, but the 
economic depression that hit in 
1893 did not help much. 
 By June of 1894, the Morgan 
firm had completed the many legal 
and financial steps necessary to 
launch the successor to the Rich-
mond Terminal. The new enter-
prise, chartered as the Southern 
Railway Company, began its life 
on July 1, 1894, with 4,400 miles 

of track. It was headed by Samuel Spencer, a Drexel, 
Morgan & Company railroad expert who had been in-
volved in the reorganization from the beginning. Many 
of the smaller holdings of the Richmond Terminal 
were eliminated, to fend for themselves in those tough 
economic times. 
 Southern Railway began by renegotiating contracts 
and leases currently held by all of its constituent rail-
roads, and quickly folded in those it wanted to keep 
within its system. Those held by the Richmond & Dan-
ville Railroad and the East Tennessee, Virginia & 
Georgia Railroad were among the first to become part 
of the new Southern Railway. Between 1894 and 1900, 
Southern Railway acquired dozens of smaller roads in 
both North Carolina and South Carolina and added 
them to its network. 
 By 1892, rail mileage in the South had increased to 
30,173 route miles, with large systems controlling 

Continued on Page 5 - Southern      
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roughly 66% of this total. In 1899, total mileage in the 
South stood at 33,473, of which 76% was operated by 
ten major railroads. Southern Railway's beginnings 
included 4,400 miles of track in 1894, and this grew to 
encompass more than 7,700 miles by 1900 - spanning 
from Washington, DC, to Cincinnati, OH, to north-
ern Florida. 
 The early 1900s brought about more expansion, 
except for 1907, when a national "panic" hit - but this 
was short lived, and Southern Railway began to mod-
ernize its entire system. As of June 30, 1914, its equip-
ment roster included 1,663 locomotives, 47,992 

freight cars, 1,134 passenger cars, and 1,340 cars used 
in maintenance. 
 The Great War brought an increased set of chal-
lenges to the young system. By late 1917, the U.S. rail 
system as a whole was approaching the point of grid-
lock, most notably on routes to eastern port cities - 
bringing troops and material for the war effort. In 
December of 1917, President Woodrow Wilson 
seized control of the nation's railroads and put them 
under the direction of the United States Railroad Ad-
ministration (USRA). Under USRA control, competi-
tion among railroads was eliminated in favor of a cen-
tralized, unified operation, whose goals included the 
utilization of the most efficient routes regardless of 

ownership, standardization of equipment, and consol-
idation of facilities. 
 The war left Southern Railway with a treasury 
short of cash, a railroad with millions of dollars in 
deferred maintenance, and an uncertain outlook. To 
make matters worse, under USRA control, wages had 
escalated rapidly - producing a significant increase in 
operating costs after the war. But the management at 
Southern Railway took it in stride, and again launched 
new modernization efforts, including investing in new 
facilities, heavier rails, more powerful locomotives, 
higher-capacity freight cars, and more modern passen-
ger equipment. 
 In 1928, the company opened a new headquarters 
building in Washington, DC, and at the same time 
moved a large number of accounting personnel from 
Washington to Atlanta, GA. The Great Depression 
brought more cost cutting and more debt, but by 
1936, the tide had begun to turn, and the company 
registered a small profit that year. Years of renegotiat-

ing new loans after the Depression fol-
lowed, and Southern Railway managed 
to upgrade its equipment as well as pay 
off all debts by 1952. 
 The next interruption was, of course, 
World War II. More than 7,600 of 
Southern Railway's employees went off 
to war, and Southern was the first rail-
road chosen to help train members of 
the Army Transportation Corps in op-
erating and maintaining a railroad. The 
favorable climate of the South made it a 
logical place for the U.S. military to es-

tablish training camps and other posts, and Southern 
Railway played a critical role in moving troops to and 
from these new facilities. Southern Railway operated 
nearly 16,000 troop trains carrying over six million 
service people across the South. 
 Southern Railway was the first major railroad in 
North America to fully dieselize its train service. On 
June 17, 1953, a Southern freight train was pulled by 
the last regular-service train hauled by steam. The 
availability of diesels was a major factor in the favor 
over steam. In 1951, Southern Railway's freight die-
sels were averaging 9,000 miles of service per month. 
By contrast, ten years earlier, steam locomotives in 
freight service averaged less than 5,000 miles per 

Continued on Page 6 - Southern 

Newberry Herald and News article from 7-4-1894. 

Typical turn of the century SOU locomotive. 
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month. 
 The late 1950s to the 
mid-1960s brought on 
new acquisitions and 
more expansion. In 
1960, longtime rivals 
Seaboard Air Line and 
the Atlantic Coast Line 
announced that they 
had agreed to merge. 
This announcement was 
not good news to 
Southern Railway. The 
unified Seaboard Air 
Lines and Atlantic 
Coast Line - to be 
known as the Seaboard 
Coast Line and to in-
clude the Louisville & Nashville Railroad - would have 
over 15,000 miles of track, versus the roughly 8,000 
miles controlled by Southern Railway. Thanks to legal 
wrangling, the Seaboard Coast Line merger did not 
occur until 1967, with the Louisville & Nashville Rail-
road remaining as a separate entity, but under Seaboard 
Coast Line control. 
 For all Southern Railway to spend on lawyers in 
connection with deferring this merger, it ended up with 
little to show for it. Essentially, Southern Railway was 
allowed to drop trackage rights over various Atlantic 
Coast Line routes, which it might have been able to do 
absent the merger. Throughout the 1960s, most of the 
rail industry was preoccupied with mergers, but aside 
from its involvement in the SAL-ACL deferment, 
Southern Railway was essentially a bystander. 
 In 1976, the Southern Railway system consisted of 
10,494 route miles - Southern Railway Company 
owned 5,955 miles, the Central of Georgia owned 
2,017 miles, and the rest was owned by smaller compo-
nents. The year 1976 also yielded a financial milestone 
for Southern Railway - for the first time, the company 
generated more than $1 billion in revenues, more than 
double the $450 million recorded in 1967. 
 In April of 1976, Southern Railway announced that 
it was discussing a possible merger with the Missouri 
Pacific Railroad. Although well matched, Southern 
Railway and the Missouri Pacific Railroad were not 

able to agree on terms - mostly attributed to their ina-
bility to resolve the issue of who would be in charge 
after the merger - so by September they agreed to go 
their separate ways. Two years later, Southern Railway 
looked at a possible acquisition of the Illinois Central 
Gulf Railroad, but this too went nowhere. 
 Meanwhile, their competitor, Seaboard Coast Line, 
found yet another partner in the Chessie System, the 
parent of the Baltimore & Ohio Railroad and the 
Chesapeake & Ohio Railroad. In 1978, Chessie and 
Seaboard proposed a merger, which was consummated 
in late 1978 to form CSX Transportation, Inc. 
 The only obvious move by Southern Railway was to 
merge with the Norfolk & Western Railroad. On De-
cember 4, 1980, the two companies filed their merger 
application with the Interstate Commerce Commission 
(ICC). This was approved in early 1982 and put into 
effect on June 1st - and the new company adopted its 

ALCO DL-109 #2904 next to a more modern EMD E-6 locomotive. 
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 3rd place Diesel 

Elaine Stevens 
 2nd place Other RR 

Bruce Gathman 

 2nd place Diesel 

Bob Klempner 
 

 1st place Diesel  

Bo Brown 
 

 3rd place Other RR 

Steve Baker 

 1st place Other RR  Joseph Hudson 
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www.hubcityrrmuseum.org/carolina-railroad-

heritage-association 
www.facebook.com/groups/crhainc/ 

 
www.hubcityrrmuseum.org 

www.facebook.com/hubcityrrmuseum/ 

 3rd Place Steam—Bob Klempner 

 2nd place Steam 

Brynda Brown 

 

 

 

 

 1st place Steam 

Best of Show 
Bruce Gathman 


