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PRESIDENT’S MEMO TO STOCKHOLDERS

Dear fellow members of the Florida East Coast Chapter of the National Railway Historical Society & others........

I just want to take this time to tell all of you how much I appreciate the support of all the members.  I especially appreciate the officers, past and present, who have worked (without pay) to make the organization a success.  I'm thinking particularly of our past President, Chuck Billings; our long time treasurer Bob Selle, and our Secretary (& editor pro-tem) Harlan Hannah.  Not much other news I can think of at this time, but rest assured if I come up with something, you'll see it in the newsletter (or at the meeting).

Regards to all,

Walter E. Smith

COVER PHOTO

C&IM Train #7.  This photo was taken at the corner of 3rd and Elizabeth St. Pekin IL.  July 13, 1939.  The late Paul Stringham took the photo.  Mr. Stringham passed away March 28 in Peoria IL at the age of 92.  See “Trains” magazine July 2005 page 22 for his obituary.

You newsletter editor's first train ride was on Train 7 in 1953 and possibly this engine as there was only two in the class.  The white building in the background is Soldwedel’s Dairy.  As a child I was a frequent visitor to this location because my mother and Mrs. Soldwedel were leaders in our church’s Girl Scout Troop.  I generally was given the option of staying in our car and watching for trains or going into the dairy and visiting the machine that made fudgecycles.  Tough choice!  The track here, I believe, was actually the P&PU’s.  At this location one would see C&IM, IC & P&PU locomotives.  Beside the 4-4-0 seen in the picture the C&IM operated mikes and Texas types.  

MINUTES FROM THE JUNE MEETING

Chapter President Water Smith called the meeting to order at 7:10 PM on June 13, 2005.  Guests Mark Roth and John Caselli also attended.

Treasurer’s Report –Bob Selle gave the Treasurer’s report. Don Pierson moved to accept the report. Ron Halverstadt seconded the motion. The motion passed.

Approval of Minutes –President Smith called for additions, corrections or comments to the May minutes as published in the “Champion”.  None were offered.  Jim Gillin moved to approve the minutes.  Jim Reebel seconded the motion. The motion passed.

Old Business

Jim Gillin reported that he spoke with Bob Lewis about his book.  Mr. Lewis has ordered ten more copies of his book and will bring them to a meeting.  Mr. Lewis indicated that he has always enjoyed our meetings.  Unfortunately Mr. Lewis’s wife recently suffered a heart attack and will not be able to attend until her condition has further improved.  The writer asked Jim to explore with Mr. Lewis the possibility of his being our speaker the evening that he chooses to attend the meeting.

President Smith asked Bob Selle had heard from Bill Volkmer.  President Smith indicated that Mr. Volkmer, who has written on the Pennsy railroad, is moving to Central Florida.  Walt hopes to get Bill to become a regular chapter meeting attendee.

President Smith indicated that he had taken no action in regard to speaking with Dr Winn of the Field Library regarding loaning our chapter archives to the library

New Business

President Smith reported that he had received a phone call from Fred Rose’s wife.  She was upset because their train show on June 11 hadn’t received any publicity.  She was also upset because the chapter took for granted the Roses’ hospitality in regard to a free table and that to many of the chapter members expected free admission.  Her complaints were discussed and found to be unfounded.  The newsletter editor stated that he had received no notification of the show and that he would be happy to announce the shows if he receives adequate notification.  Furthermore none of the members present at the meeting had asked for free admission.  Finally the chapter did not have a table at the show.  President Smith indicated that he call the Roses and try to reassure them.  It was noted that the Roses are not chapter members.

Reports & Announcements:

Jim Carter donated several boxes of magazines to the chapter.  Walt was able to peddle some of them to his old Austrian buds and realized 18 dollars for the club treasury.  Walt turned the 18 dollars plus 2 dollars of his own to the Treasurer.  Mr. Carter also made a gift of an Illinois Terminal TimeTable to this writer and some old “Trains” magazine to Walt.  

Bob Selle had a replica Pennsy  “Whistle” sign to show.  Bob traced the sign from an actual sign from the Long Island RR that belongs to Jim Gillin.  Walt related that the Lackawanna signs had a “R” on the backside of the “W” sign.  When the novice Walt asked an old “steam” era engineer what the “R” was for, he was asked if they taught the new firemen anything up in Scranton.  The “R” stood for ring.  (Hey Walt, if “R” is for ring, why didn’t the whistle signs have a “B” for blow on them?)

Program:  Jim Gillin’s home videos of Central Florida train action.

RAILS ON THE WEB

For this month try Steam Locomotives dot COM http://www.steamlocomotive.com.  For the steam locomotive fan this is an exceptional site.  For the steam fan this is an exception web site.  Histories of wheel arrangements, builders, a tractive effort calculator and more.

STACK TALK

Neil Moran’s “Stack Talk” column goes on vacation for the month July and August.  To be continued this falls.

NEWS AND INFO FROM CHAPTER NEWSLETTERS 

FEC #148
A Florida relic, the former FEC Pacific—type #148, is now in Colorado.  Plans are to restore the engine and place it in service on the former Rio Grande CREEDE Branch out of Wagon Wheel Gap through the San Luis Valley.  This engine has had quite a travel history since the early 70’s when Sam Freeman acquired it from the U S Sugar Corporation in Clewiston, Florida.  Operating in New Jersey for several years it spent time on the BLACK RIVER & WESTERN out of Ringos, also on the Morristown & Erie at Whippany.  It pulled the Farewell to CNJ trip from Raritan to Bay Head in 1975 and also other specials in north and central Jersey.  TOM SNYDER and his TOMORROW show (then in New York) attended one such trip which went down the old BLUE COMET route towards Atlantic City.  The 148 eventually went to someplace in Connecticut and then sat in Traverse City, Michigan for some years.  The 148, along with the GOLD COAST’S #113 and #153, were used in service each year during the cane harvesting season.  They were acquired from the FEC in the 1930’s.  This news courtesy of Tampa Bay’s ORDERBOARD.

Huge Ice Slab Perplexes Alaska Engineers — Anchorage, Alaska

Imagine an ice cube 800 feet long and 45 feet deep.  That’s what Alaska Railroad engineers say they are dealing with in the Beach Lake area north of Anchorage, according to a story in the Alaska Star.

Railroad workers have been realigning track from Wasilla to Anchorage since 2001, including straightening 70 curves and the construction of an overpass at Beach Lake Road in Birchwood.  That is, until the ice appeared.  Project engineer Mark Peterhurs said when engineers began geotechnical work in the area of the crossing they discovered an “ice lens.”

The Canadian Geotechnical Journal describes an ice lens as beginning when “water molecules, powered by a difference between soil and surface temperatures migrate toward the freezing front a zone below the surface of the soil where the temperature is cold enough to freeze water.  Over what is often relatively great distances these molecules flow to spend their thermal energy, eventually freezing in place in an ice lens.” In other words, what has formed is a sheet of ice more than 800 feet long and 45 feet deep, according to initial estimates.  No width estimate of the huge ice slab has been made.  The sheet is about 20 feet underground.

Peterhurs said the group didn’t know what to think when they found the ice. “We were pretty amazed at how much ice was down there,” he said. “We called in some experts.”  He said there are three options: melt the ice and build, keep it frozen and build, or don’t build.

“Trains” magazine newswire

Three Couplers

Where would North American rail​roads be today without the clasp-type Coupler connecting a locomotive and cars?  What would railroads’ intermodal traffic be like without the kingpin coupler linking a truck tractor and trailer?  And how could containers dominate U.S. intermodal traffic without the pedestal-type corner casting coupler?  Those three coupling systems have enabled railroads to partner with two other transportation modes - truck and ships.

Without the simple clasp-type coupler, originally developed by Eli Janney in the 1870s, trains wouldn’t be able to move a veritable range of freight car types, combinations and capacities. Used predominantly in North America, the “Williston” automatic clasp-type coupler is less labor intensive than the link-and-pin coupler used throughout the rest of the world. In the early 1970s, former International Union of Railways Director General Louis Annand expressed dismay that he didn’t push European railroads hard enough to convert to clasp-type couplers at the end of World War II or make the conversion a part of war recovery efforts. If attempted later, the conversion cost would “bankrupt several European countries,” he said. Today, the link-and-pin coupler still is used throughout Europe and many countries around the world. The clasp-type coupler provides a far more effective shock-and-vibration absorber to protect car and lading alike, in the mid-1940s, the hydraulic coupler came on the scene and did wonders to control yard coupler impacts.

The truck-trailer kingpin coupler enables a trailer to couple onto and off of a tractor, increasing productivity by separating the truck power unit from loads being moved.  After Trailer Train Co. was formed in the mid-1950s, the company immediately combined the standard freight- car coupler with the kingpin trailer coupler to create a collapsible stanchion designed to secure a trailer on a flat car. The combination of the kingpin and stanchion coupler is one reason U.S. railroads moved more than 2,9 million trailers last year.

The third key coupler, the container pedestal/corner casting helped railroads move more than 8 million containers in 2004. The simple, but ingenious pedestal-corner casting coupler enables ocean-going ships to load containers six to eight deep and five to seven across and railroads to use the same corner castings to double stack containers.

Progressive Railroading via The 470 Railroad Club

MOVEABLE POINT FROG SWITCH Text and Photos by Add Austin

After leaving the Minneapolis NRHS Convention, Mary Jane and I headed north and west to explore much of the Midwest and western Canada.  One of the rail Items, or at least a new one to me, was a moveable point frog switch/turnout on the UP.

This device has a couple of great advantages: even at first glance the heavy wear and tear on the point of a conventional frog is eliminated.  Also eliminated is the rail opposite the frog to prevent derailments.

While I am sure a load of coal couldn’t care less, it provides the same smooth ride that a spring frog does, but the spring frog does it in only one direction, usually the straight ahead only.

Of course this new design requires maintenance in tile form of lubrication and probably more, plus it needs heat in snow and freezing conditions just as the rest of the switch does.

We observed these on an UP three-track main leaving eastern Wyoming and into Nebraska from U5 25, a highway that stays right next to the UP tracks.  This is a very busy line i.e. with a constant stream of unit trains with Wyoming coal. Most, but not all, of the coal cars were aluminum; just about all had private “x” markings.  All of the UP loco​motives were large model safety cabs, and about half had the now in use again blue wings on the UP shield.  Radio controlled pushers were on many trains.  US 26 had a steady traffic of white UP hlghrailers and other service vehicles.
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NEW TIE MATERIALS
The traditional wood railroad tie is starting to get some competition from old tires, grocery bags, milk jugs and Styrofoam coffee cups.  Those are ingredients used in making recycled cross ties, engineered by a handful of manufacturers to be environmentally friendlier and longer lasting than wood ties.

We are NOT talking about your backyard or basement railroad.  The Chicago Transit Authority, Union Pacific, Norfolk Southern and the historic St Charles Trolley line in New Orleans are just a few of the end users testing plastic ties.  Of the roughly 19 million railroad ties sold each year in North America, plastic ties have less than 1% of this market.  But, this will probably change soon.

Rafael Jimenez, an engineer at Transportation Technology Center Inc., a Pueblo, Colo. testing ground for railroad track and equipment, says accelerated wear-tests of plastic ties made by TieTek and U.S. Plastic Lumber showed the plastic ties to be “generally comparable” with creosote-treated hardwood ties.

(The preceding report by Daniel Machalaba was published by the Wall Street Journal on Tuesday, Oct. 19, 2004.) From utu.org

Union Tank Car History from AAR Railfan Club site

“The more things change, the more the stay the same" approximately describes both ends of Union Tank Car Company’s years as the premier tank rail car supplier in its business.

In 1891, the nation fought a war over oil.  The battlegrounds were not overseas deserts, but the halls of the U.S. Congress.  The government aimed with the newly created interstate Commerce Commission (ICC) and Sherman Antitrust Act faced off against the Standard Oil Company history’s largest monopoly.

Standard Oil was better known for lubrication than for transportation, but a key to its success was Union Tank Line its railcar subsidiary.  Standard Oil leader John D. Rockefeller used tank cars as his “secret weapon” to dominate the industry by gaining control of oil shipping.

Oil refined into kerosene was in big demand for lighting and other uses.  The earliest tank cars were built in 1865 to transport oil from field wells.  Although they were little more than two large wooden tubs mounted on a flat car they were much more efficient than previous shipping options.  And within five years, an improved design using the now familiar cylindrical iron tanks made tank cars the obvious transportation choice.

The Trust and The Bust

As Rockefeller spiraled upward in the oil industry, he expanded his domination of rail transportation by taking over several railcar suppliers until almost all tank cars carried the now-familiar UTLX identification.  When federal and state governments began flexing their new regulatory muscle against the monopoly, Union Tank Line was an obvious target.  On July 14, 1891, the Standard trust dodged the legal assault by forming a “separate” corporation, the Union Tank Line Company, dedicated to transportation.

Though Union Tank Line was now technically independent, it was still owned by Standard Oil, and served only the company’s refineries.  When the U.S. Supreme Court broke up Standard in 1911, Union Tank Line's 40 employees faced a new crisis.  Previously, the company’s only mission was to provide efficient transportation for all Standard refineries; now, it had make money as well.

Meanwhile, tank car design continued to evolve.  Shortly after the turn of the century, cars with iron tanks banded on to wooden underframes were replaced by inventor John Van Dyke’s steel “X-car” (named for the shape of its underframe), which connected tank to underframe with a specially created anchor to keep the tank from shifting.  The durable X-car permitted new commodities such as gasoline and chemicals to be shipped more safely.  Heater pipes, another Van Dyke innovation, opened tank car shipping to products such as paraffin and asphalt.

Standard’s crude oil was no longer the only tank car lading, nor was Union Tank Line the only tank car company.  And the private car builders who had always supplied UTLX cars started to pursue new markets, including the Standard companies, directly.

Soaring and Sinking Times

In 1919, Union Tank Line bolstered its finances by listing on the New York Stock Exchange.  Executives changed its name to Union Tank Car Company so investors wouldn’t misperceive it as one of the railroads which had recently come under tight ICC regulation.

During the Roaring Twenties, the tank car industry stayed on track with American business prosperity New markets emerged for chemicals, liquefied gas and foods.  And the explosion in auto ownership increased the oil industry itself far beyond the six companies of John D. Rockefeller’s empire.

As competition from other companies grew Union Tank Car continued to focus on improving quality.  Forge-welded tanks, better safety valves and double riveting made cars more dependable.  Insulation and new heater pipe designs helped control temperatures of sensitive cargoes.

With the collapse of the nation’s economy in the early 1930’s, the number of surplus tank cars began to increase dramatically.  Union Tank Car bought back thousands of cars from customers and eventually leased them as business recovered, launching a trend that continues today.

Throughout the thirties, the company continued to develop new types of cars and construction techniques.  It pioneered use of the relatively new fusion welding process to increase tank strength, and as a result various products could be shipped under high pressure.

When World War II broke out, the threat of enemy submarines kept oil tankers off the seas, and tank cars became crucial to the wartime effort.  Nearly 15,000 retired UTLX tank cars were sent to repair shops, where they were refurbished to haul oil in government-run unit trains.  Each day more than 60 of these dedicated trains rushed oil from refineries to strategic locations across the country.  They were hailed as “the stop-gap between the dark threat of disaster and ultimate victory.”

New Markets, Renaissance Cars

When the war ended, the tank cars’ dominant role in transporting bulk liquids was increasingly threatened by the growth of both oil pipelines and long-haul trucking.  In response to this competitive threat, Union Tank Car launched an all-out effort to serve producers in emerging markets such as petrochemicals and fertilizers.

In 1954 the company unveiled a revolutionary new domeless tank car without an underframe.  An underframeless car had been designed back in the early 1900’s by John Van Dyke, but it was rejected then as unsafe.  But UTLX engineers felt that in their new design the tank arrangement actually improved the overall strength of the car.  They also proved that the top dome, long considered necessary to hold product expansion during shipping, could be eliminated simply by filling the tank slightly less than full.

The new tank car nicknamed the “Hot Dog” because of’ its appearance broke 80 years of tradition and is still the standard of tank car construction today.  Its flexible design spawned an unprecedented variety of cars customized to the needs of specialty chemical producers and other shippers.

Union Tank Car innovations during the Sixties included:

•
Increased carrying capacity, a trend which peaked in 1963 with a 50,000-gallon car, the largest tank car ever to be employed in ongoing rail service.

•
“Superinsulated Sandwich” cars, featuring a tank within a tank for maximum protection of temperature sensitive products during transit.

•
“Pressure-Flow” hopper tank cars that use air pressure to rapidly unload dry bulk cargoes such as cement.

•
“Funnel-Flow” tank design that slopes to the center of’ the car to assure quick, complete unloading.

Such an explosion in tank car creativity was a great benefit for customers, but it amplified a problem Union Tank Car had faced for years.  The company was very dependent on others for manufacturing many of its car components.

The problem was solved to a great extent in 1969 when Union Tank Car opened a plant in East Chicago, IN.  The facility was, and continues to be one of the most modern, efficient railcar fabricating facilities in the world.  Its technological highlights included automation on the production line and a machine shop then equipped with tape controlled machine tools to assure precise quality control.  But the biggest newsmaker was its 12,000-ton, hydraulic cold-forming tank head press, the largest anywhere.  The four-story press enabled consistently uniform head dimensions not possible with more conventional hot-forming presses.

Diversification, New Owners

In the meantime, the company had acquired 20 other firms, many of which had nothing to do with tank cars.  In 1969 the Trains Union Corporation was formed as the parent holding company, with Union Tank Car refocused on rail transportation equipment.

In the 1970’s the company stressed quality in its tank cars, and backup services. Programs launched during that period include:

•
Util-l-fax railcar subleasing service, which matches lessees or owners of surplus cars with shippers having short-term needs.

•
Mileage Allowance Trip Check (MATCHTM) a computerized system to credit mileage allowance paid by the railroads to tank car owners.

Trans Union Corporation became part of the Marmon Group of companies in 1981.  Union Tank Car continued as a separate company primarily dedicated to tank cars.

The 1980’s saw computers enter the company’s manufacturing process.  Computer-aided design (CAD) of railcar components improved fit-up of car components.  On the plant floor, computer controlled lathe and robotic flame cutters and plasma burners literally put Union on the cutting edge of tank car quality.

The company continued to bolster its reputation for service.  Mobile repair units traveled to customer sites, eliminating shop time for minor repairs and maintenance.  And as most firms in the railcar business were scaling back operations, Union Tank Car expanded its service capabilities by opening a major new repair center in Georgia and merging the company’s Lithcote lining and coating subsidiary into Union’s overall service network.

Today And Beyond

Union ‘lank Car begins its second century with a strength that would probably impress even the demanding Rockefeller.  Computers, robots and microwave technology make it a far cry from the company of 110 years ago that tracked cars by pasting sheets of paper to long roller shades.

Union Tank Car, along with its Canadian subsidiary Procor and its Mexican agent Carrotanques Unidos, is the largest tank car lessor in North America and one of the largest railcar manufacturers in the U.S.  In addition to manufacturing plants in East Chicago, IN, Sheldon, TX, and Oakville ON, the company has an extensive North American service network, which includes 29 repair and maintenance locations and seven lining and coating shops.

In the future, quality will continue to be the company’s benchmark. “Since Union Tank Car’s only mission for its first 20 years was to provide flawless transportation services for the old Standard Oil Company, we emphasized customers over profits before it was fashionable”, noted then-company president Sidney Bonser. “Our goal for the next century is to not only meet, hut exceed what customers expect from us.”

To view UTC’s history in photos, go to http:/www.utlx.com/history/index, asp

Bulletin: Bridge Line Historical Society

The Debut of the M-10,000

"Tomorrow’s train today sped out of the gate on February 12, 1934, beating rival Ralph Budd’s Burlington Zephyr into the public eye by two months.  Though the now-legendary Burlington Zephyr was in production, it was Averell Harriman and the Union Pacific that gave America its first taste of streamline design.

As early as 1905, Averell Harriman’s father, B. H. Harriman, had commissioned W. R. McKeen Jr. to design an efficient train that could replace those powered by costly and cumbersome steam.  McKeen’s streamlined gasoline powered prototype could achieve between 40 and 60 miles per hour on sustained runs.  Though the McKeen car was never manufactured, Mckeen's vehicle would influence the design of future trains.

Averell Harriman shared his father’s pioneering spirit. In 1932 the younger Harriman, as chairman of Union Pacific, spearheaded an effort to develop an experimental “supertrain”—fast, light, novel in appearance—to revive passenger service.  In May 1933, before the diesel engine had been perfected, Union Pacific announced than a Winton electric engine would power the three-car Pullman train.

In some ways, the M-10, 000 was revolutionary. Made of aluminum alloy. The three cars together weighed only 85 tons; a conventional 10-car steam train weighed roughly 1,000 tons.  The full loaded train— 116 passengers and crewmembers, 25,000 pounds of baggage and mail —needed 500 horsepower to achieve a speed of 90 miles per hour, a conventional train, 4,500 horsepower. The engine itself was lighter, as was the entire power plant, including the auxiliary backup engine (20 tons as opposed to a whopping 316 tons on a conventional train.  Furthermore, the distillate fuel, stored in tanks in the floor could carry the new train 1,200 miles without stopping for water or refueling.  This was I2 times the distance a conventional passenger train could run on a load of coal.  The decor, too, was created with comfort and efficiency in mind: indirect lighting, pale colors, cork tile on floors to absorb sound. Even the items on board kept the train’s weight down: standard china service for a passenger train tipped the scales at 530 pounds, but streamliner crockery was made from a new lightweight material that weighed only 189 pounds.

However, the M-10,000 had several fatal flaws, "While visually attractive and able to run at rapid speeds, the M-10,000 did not match the Zephyr in terms of state-of-the-art technology,” notes historian Mark Reutter.  "The Zephyr used the first high-speed diesel engine, which was the forerunner of all modern locomotives, while the M-10,000 used a less-efficient distillate oil engine.  The Zephyr’s stainless steel construction was perfect for high speed rail travel, while the M-10,000 aluminum sheathing proved problematic and the train was scrapped in 1940.”

The look of the streamliner captured the American imagination.  Newsweek described the M-10,000 as "a great bulbous headed caterpillar,” but, according to one writer, the train looked more like a snake as it sped along the track.  With its novel bubble top, tapered rear car, and waterfall grille, it embodied smooth forward motion even when it stood still.  The three-car aluminum—clad train had an exterior color scheme that accentuated its horizontal flow: high-gloss brown on top with a wide yellow band on each side. Tests had re​vealed that yellow was the color most visible from a distance.

Averell Harriman wanted the M-10,000 to be seen.  At its February debut, Union Pacific issued a souvenir coin made from the same aluminum used on the train’s exterior.  An NBC announcer toured the train and described it in reverent tones to his radio audience.  Harriman exhibited it around the Midwest.  Then, in the midst of the Great Depression, Harriman sent the train on a 12-week coast-to-coast tour.  First stop: Washington, D.C., where President Roosevelt enjoyed a personal tour of the train before it set off, speeding west on the Pennsylvania Railroad.  By the end of the tour, the M-10,000 had covered 13,000 miles on the tracks of 14 railroads in 22 states, making dozens of stops to allow breathless fans to climb aboard.  It is estimated that 15 million people lined up to glimpse the M- 10,000 and its rival, the Zephyr, as they sped across the country that summer.

Following the wild success of the M-10,000, Union Pacific added nine more years. Though it was always technologically imperfect, and in fact was retired from service by 1940, the M-10,000 had accomplished Harriman’s goal of reviving his company’s fortunes, and it had also injected excitement and glamour into rail travel.  “They really don’t run this Union Pacific train,” one awestruck observer of the M-10,000 said. “They just aim and fire it.”
PBS Online
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