w
AP Y
. St

\
970-2020

| HISTORICAL
| SOCIETY, INC

e




Sandusky - In at the Beginning

Part 2

BY RON HELMECI

Sandusky, as far as its railroads were concerned,
entered the Civil War era in an unenviable
position. The Sandusky, Dayton & Cincinnati RR
(SD&C, the former MR&LE), Sandusky’s bet on
capturing the Ohio Valley trade, not only suffered
from years of underinvestment; its rates were under
pressure from the CC&C, Cleveland’s better financed
link to Cincinnati, and much of the Ohio Valley trade
was collapsing because of the war. If this wasn't
enough, the SD&C was a north-south railroad in a
rapidly developing east-west railroad world.

The driving force behind the rapid buildout of the
east-west rail network in the Midwest was the quest
to link burgeoning Chicago and the rapidly settling
Trans-Mississippi to the East Coast. In this newly
developing world, Sandusky, with its C&T Northern
Division stub track to Cleveland, had the misfortune
to be an east-only city. All through traffic completely
bypassed Sandusky on the C&T Southern Division
through Norwalk and Fremont. With little to show
for twenty-five years of effort, Sandusky was in dan-
ger of being stood up at the dance.

The 1868 merger that swept the C&T and other
roads into the newly formed LS&MS could have
been a death blow to Sandusky. Had the LS&MS
continued to use the Southern Division as its main
line, Sandusky could very easily have withered on
the vine. Fortunately, LS&MS corporate impera-
tives and basic geography came to the rescue and
catapulted Sandusky overnight from a wallflower to
a relative heavyweight.

The main corporate imperative at work here was
the desire on the part of the LS&MS to create the
shortest and fastest through route from Buffalo
to Chicago. All else being equal, the shorter route
would save time and money. While partially em-
bargoed since 1858, the old C&T Northern Division
route, from Cleveland to Toledo through Sandusky
over the Bay Bridge, was several miles shorter than
the C&T Southern Division. This led the LS&MS, in
1872, to rebuild and re-open the embargoed portion.

To improve traffic flow around Sandusky, the
LS&MS built a 3.37 mile-long airline bypass to

(Continued on following page)

Caught in flight by company photographer Ed Nowak, No. 74, the eastbound Mercury, barrels across the Sandusky Bay
Bridge at an unrecorded date. In moments the train will flash by Sandusky's depot in its haste to land passengers in
Cleveland on the advertised. NYCSHS Archive Image PB507.019.
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Sandusky... (Continued from page 25)

This view looks east on the 3.37-mile-long bypass consiructed by the LS&MS to improve traffic flow at Sandusky. The

freight house can be seen on left and the main freight yard on the right. The large factory of the American Crayon
Company appears in the distance on the south side of the tracks. Collection of the author.

the south of downtown, so that through trains did
not have to wend their way through the congested
waterfront. This bypass began in the east near the
Perkins township line at Sandusky Junction and re-
connected to the Pier tracks at Bay Junction near the
small settlement of Venice, about a half mile west of
downtown Sandusky.

After completing the bypass, the LS&MS con-
structed a new main passenger station and separate
freight facility on the north side of the tracks. Across
from these they located a small classification yard
where cars from the Pier tracks and from local indus-
tries could be sorted for shipment. Due to increased
traffic, this yard was enlarged in the 1880s.

The original bypass passenger station was re-
placed by a new one in 1892 at the cost of $30,000.
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In this colorized, early 1900s postcard view, a Toledo-
bound passenger train pauses at Sandusky. While mail
and express is loaded and unloaded, the engineer takes
care of his steed’s needs. The power is one of the LS&MS's

high-stepping 2-6-2 Prairies. Collection of the author.

Designed by the Boston firm of Shepley, Rutan and
Coolidge, it was constructed by Adam Feick and
Brothers, a reputable local construction company.
A main depot and separate building for use by the
REA were built from buff-colored Amherst limestone
and then connected by a common roof made of Maine
slate. The interior featured oak trim and oak wain-
scoting. Typical of the times, it had a ticket office,
a telegraph station, and separate waiting rooms for
men and women.

Several industries needing good rail service lo-
cated on or relocated to the bypass. Probably the
most interesting of these was the American Crayon
Company, formed in 1890 through the merging of
several companies, some of which dated back to 1835
in Massachusetts and 1850 in Sandusky. From a
humble beginning making blackboard and tailor’s
chalk, the company expanded into supplying all
types of art products for schools, including crayons.
When the original factory burned in 1901, a new fac-
tory was built on the south side of the bypass, just to
the east of the classification yard. Served exclusively
by the NYC, it remained in operation until 2002,
with the factory complex only recently being razed.
For those readers who, long ago, may have wished
to color favorite boxcar drawings with either NYC
Jade Green or Pacemaker Red and Gray, there was
probably nothing better for the job than the trusty
old crayons produced in the American Art factory in
Sandusky and shipped courtesy of the NYC.

Traffic would eventually increase to the extent
that the bypass was triple-tracked within Sandusky.
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LS&MS 10, an 1896 Scheneciady graduate in old Class F, pauses eastbound at Sandusky in a photo that predates
1905, when this 4-4-0 was renumbered fo LS&MS 5020. A Buster Keaton look-alike takes in the scene. Sandusky
Public Library.

To get some sense of the number of daily trains that
used this trackage, I will refer to a short write-up by
Paul F. Laning set in 1938, eight years into the Great
Depression.

When we moved to Sandusky in 1938, our town still had
splendid passenger train connections east and west from
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This view looks west along the three-track bypass from
the American Crayon Company building, on the left.
NYCSHS Archive Image PB505.043.

the station on North Depot Street. During any 24-hour
period the New York Central scheduled ten west-bounds and
nine east-bounds to stop in Sandusky. Altogether, sixteen
westbound and sixteen eastbound passenger trains hastened
through town, and railroad buffs enjoyed the sights in late
summer nights when the NYC “fleet” paraded through at
dusk and twilight. The NYC also had to provide an additional
daily service for its freight train “symbol” operations, nine
westbound and thirteen eastbound “fast freights.” !

The bypass also served the terminus of the Lake
Erie & Western (LE&W), which, in 1881, was
added to the roster of railroads serving Sandusky.
Originally chartered in 1853 as the Fremont &
Indiana, it managed to reach Celina, Ohio from
Fremont, after many trials and tribulations, in
1879 under the somewhat aspirational name of the
Lake Erie and Louisville Railroad (LE&L). At this
point, Calvin S. Brice, one of the road’s managers,
conceived a plan that could potentially turn the
LE&L into the core of a new trunk line. By com-
pleting a 54-mile connector link.in 1880, Brice and
the Seney Syndicate connected the LE&L to the
La Fayette, Bloomington & Muncie RR (LB&M),
which ran through its namesake cities, and then

(Continued on following page)

1. Laning, Paul F. Unpublished note. Sandusky Public Library.



Sandusky... (Continued from page 27)
consolidated them into the LE&W.

For two reasons, Brice and his partner Foster
were not satisfied with Fremont as the northern
terminus. Fremont, located about 25 miles south-
west of Sandusky, was an “inland” port city located
both at the head of navigation on the Sandusky
River and also on the old C&T Southern Division of
the LS&MS. Due to heavy silting, it required con-
stant dredging to keep the port open. Also, traffic
through Fremont had declined substantially after
the LS&MS began diverting traffic over the newly
rebuilt tracks through Sandusky.

In 1880, Brice and Foster allied the LE&W with
the Vanderbilt lines and the Chicago & Alton (C&A)
to form a fast-freight line from Boston to Kansas
City. While the LS&MS and the LE&W already met
at Fremont, Brice and Foster preferred that the two
lines meet at Sandusky. Work commenced imme-
diately on a new track between Fremont and San-
dusky, using the old right-of-way of the defunct Ohio
Railroad. To help finance the extension, Sandusky
provided a grant of $60,000. Construction was com-
pleted by late 1880. The LE&W tracks paralleled the
SD&C to the east into Sandusky, then turned east to
run parallel to the bypass track, stopping just before
reaching the LS&MS classification yard. There the
LE&W built a roundhouse, a few other facilities, and
a small classification yard which fed directly into the
LS&MS’s yard and allowed all points in Sandusky to
be reached (see Sandusky Map).

By the time the LE&W began running trains

Lake Erie & Western 2-8-0 5329, a Class G-44 locomotive built by Brooks
in 1904, bats No. 66, a daily LE&RW westbound hotshot, past Bay Tower. A
vintage string of truss-rodded reefers and boxcars follows. The fireman
ponders who this man with a camera might be. Photo by Ernst Niebergall.
Charles E. Frohman Collection/Hayes Presidential Center.

into Sandusky in February of 1881, the railroad
landscape had already shifted dramatically. When
Vanderbilt antagonized the Seney Syndicate by at-
tempting to join forces with Jay Gould and the Wa-
bash, they retaliated by beginning construction on
the Nickel Plate. While Brice continued on his own
to expand the reach of the LE&W, at his death in
1898 the LS&MS purchased a majority holding and
took over operations. From 1900 until it was sold to
the Nickel Plate in 1922, the LE&W became little
more than a feeder to the LS&MS. After the sale
the Nickel Plate diverted all traffic south of Fostoria
onto their line, leaving the segment from Fostoria to
Sandusky to serve local traffic.

One last component of the Sandusky rail scene,
with an indirect relationship to the MR&LE, was the
Columbus & Sandusky, Lake Erie & Southern Short
Line RR (C&SLE&SSL), chartered in 1889. “Lake
Erie and Southern” was dropped from the name
in 1891, shortly after construction began. Built to
Columbus with 97 percent straight track, this line
used the old MR&LE right-of-way from Sandusky to
Bellevue and terminated within Sandusky at the Big
Four depot. Sandusky contributed $75,000 to defray
the cost of docks and slips that were dredged out and
built at the end of King Street to receive coal vessels.
Service to Columbus began in 1893. Despite being
well-built, the road wasn’t strong enough to support
its heavy debt load. After a series of receiverships, it
was taken over by the Pennsylvania Railroad, which
used it as its primary route from the Pocahontas
coal fields to the Great Lakes, thereby cementing
Sandusky’s role as the second largest coal shipper on

the Great Lakes.

With all the track in place, it is
time to consider how it was put
to use hauling freight and pas-
sengers. Despite the construction
of the bypass, through most of the
LS&MS’s years and probably well
into the 1930’s, the majority of
traffic was generated on the Pier
tracks. The city produced an im-
mense amount of standard freight,
including limestone aggregate and
blocks, wood products, paper, and
farm produce. More unusual goods
included natural ice, freshwater
fish, fruit, wines and beer, and the
aforementioned crayons. Of these,
the natural ice industry prob-
ably produced the most volume of
freight. On the passenger side, by

(Continued on page 30)
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Sandusky... (Continued from page 28)

LS&MS 441, a home-built, four-wheel tank engine
dating back to 1872, was switching at Sandusky
sometime before her scrapping in 1895. Climbing into
this locomotive’'s commodious cab did not require
much effort. Ray Curl Collection, NYCSHS Archive
Image PB626.145.

years, up to 400,000 tons of ice were extracted from
the bay and either sent for storage in one of the fifty
ice houses lining the bay or else loaded directly into
freight cars for shipment. During the peak of the
harvest season, as many as five hundred boxcars of
ice per day would leave Sandusky. Assuming the
average boxcar of the day was rated at 20 tons, up
to 20,000 boxcars filled with ice would leave the city
in a season. All this ice was harvested and processed
by hundreds of the fishermen, sailors, and farmers
in the region with time on their hands in the winter.

Sandusky Bay’s shallowness, which sometimes
hindered its usefulness as a port, helped make it
ideal for the harvesting of ice. With a depth of a
mere three to four feet in many places, the bay froze
over very quickly during cold snaps. Once the ice
was thick enough, harvesting began on an industrial
scale using a very simple process. First, a grid was
scored on the ice using a horse-drawn iron cutter.
Using these as a guide, the ice was sawn and/or split
into fairly uniform chunks. These were floated into
a channel which led to the base of
a conveyor system which lifted the
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Sandusky Public Library.

The Big Four's presence in Sandusky is represented here by CCC&5t. L
7216, an 0-46-0 switch engine constructed for the Cincinnati, Sandusky
and Cleveland Railroad by the Rome Locomotive Works in 1889.

ice from the water and then di-
rected it into an ice house, where it
was stacked for storage, or moved
directly into boxcars for shipment.

Wages were good for this sea-
sonal work. Around 1900, those
doing the actual harvesting on the
lake made $2.00 for a 10-hour day,
whereas those stowing the ice in
boxcars made $3.75, and car pik-
ers made $2.00. By comparison,
switch tenders made $1.75.

There were myriad customers
for the ice but the two largest users
outside of Sandusky were probably
the slaughterhouses of Cincinnati
and Chicago and the breweries of
St. Louis, all accessible over NYC
lines. Locally, ice was used for the

= ‘ sl

charters, specials, and regularly scheduled trains,
the LS&MS and the NYC brought their fair share of
the hordes of tourists and excursionists who flocked
to Sandusky each summer to enjoy Lake Erie’s “Va-
cationland” and Cedar Point.

Before the development of mechanical refrigera-
tion, natural ice was big business at Sandusky, the
largest producer west of the Appalachians. While
the business actually started around 1852, peak
production roughly spanned the years between 1875
and 1890 but continued on into the 1920s. In good

shipment of fish and produce to
market and for the production of beer in the local
breweries, much of which was shipped out by rail.

Despite its struggles with pollution and agricul-
tural runoff, a struggle that continues, western Lake
Erie is possibly the most bountiful freshwater fishery
in the world. Today the domain of sport fishermen
seeking walleye and perch, from the 1850s to the ear-
ly 1900s Sandusky was the center of a huge commer-
cial fishing industry and the largest freshwater fish
market in the world. While fishing has been done
since time immemorial in western Lake Erie, com-
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