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NOTICE: No “East Coast Champion will be published in June.  The editor will be on vacation

PRESIDENT’S MEMO TO STOCKHOLDERS

I found your post interesting where it cited the D&H agreement about utilizing someone who had been injured in the Company's service for a guaranteed job as a crossing watchman. This must have been a practice on the DL&W too and long before there was any 'agreement'. I can cite from family experience - that of my father's grandfather in West Pittston, Pa. (on the DL&W's 'Bloom' or Northumberland branch). Dad's grandfather had lost a leg while working for the DL&W railroad in the 1890s & was thereafter employed as a crossing watchman in reward for faithful service to the Company. There was NO Social Security or other benefit in that bygone era if you lost a limb in an industrial accident. My father was born in 1906 and told me that when he was seen by his grandfather near the Luzerne Avenue crossing where the old man worked as the crossing watchman, he knew he'd get paddled when he returned to the Smith family home at 318 Spring street. For personal experience, when I worked on the Scranton Division of the former DL&W in 1962, I heard some of the brakemen refer to the East end of Scranton freight yard as 'Hennigan's Junction'. I asked where that name came from & was told that there had been a shanty there for 'an old one-legged Irish switchman' who lined up the switches at the east end of the yard. Finally, I refer to a recent book of photographs on the Syracuse Division of the former DL&W. Most of the fotos were in the late 19th century and one of them showed a crossing watchman in Cortland, NY. standing on the crossing with one wooden leg. I guess it was a very widespread practice.

Regards to all,

Walter E. Smith

MINUTES OF THE APRIL 2006 MEETING 

Chapter President Walter Smith called the meeting to order at 7:10 PM on April 10, 2006.  14 chapter members were in attendance.  Bob Sowden’s wife, Elizabeth, was also present as a guest.

Treasurer’s Report – Treasurer Bob Selle was absent so there was no Treasurer’s report.

Approval of Minutes –The President called for additions, corrections or comments to the March minutes as published in the “Champion”.  None were offered.  Dick Alkus offered a motion to approve the March minutes and Jim Carter seconded the motion.  The motion passed.  

New Business:

· The secretary reminded the members that he has the chapter’s video library.  Anyone wanting to borrow videotape should call the secretary.  The secretary will be happy to supply a list of available tapes to anyone needing one.  John Caselli suggested that the video library list be posted on the chapter’s upcoming web site.  The secretary agreed to supply John the list.

Old Business:
· John Caselli made an extensive presentation of the features of the chapters new web site.  John asked for suggestions for changes or additions.  The secretary the chapter’s logo be added to the home page of the site.  The secretary is to supply the logo.  It was also suggested that a disclaimer be added to the effect that we have no affiliation with either Florida East Coast Industries (the railroad) or the FEC Historical and Technical society.  John would like to borrow past copies of the newsletter, which will be scanned and posted on the web site.  The newsletters will be returned to their owners.

· Hal Greenlee again mentioned that RFD TV was airing a program of railroad videos.  The secretary reminded Hal that the secretary had researched the showing times and published them in that the last newsletter.

Reports & Announcements:

· None
RAILS ON THE WEB

This month I would like to suggest that you visit our chapter’s new web site http://www.trainweb.org/fecnrhs, www.trainweb.com and www.trainweb.org where our chapter site resides.  I have not had time to thoroughly explore these sites but found great photos, news links to other historical societies, modeling, just too much to list here.  You need to check these sites yourself.  The story “Enemy Attack” which appears below came from the railroad stories page of trainweb.com.

TRAIN STORIES AND STUFF

Enemy Attack by the Late J.H.Jackson, C.P.R.
Residents of West Toronto were disturbed by strange sounds late in the night many years ago. In fact, it was during World War II and what with all the news about bombings etc. people were alarmed by the whistling and thunderous booms which they heard that night. Distressed citizens awoke from their sleep and contacted the police for news of the enemy attack. But, the police were equally baffled and could do nothing but reassure them that no attack had been mounted. 

The following night brought the shrill whistling screams and distant booms again and again the alarmed residents alerted the authorities that were still just as baffled by the claims that Toronto was under attack. Finally, citizens and police set about searching for the source of the frightening sounds. What was uncovered was not the whistle and explosion of bombs being dropped on the city, but just the men in the C.P.R. yards switching freight cars like they did every night. Except for one thing: the familiar sounds of the chugging steam locomotives had been partially replaced by the new and unfamiliar sounds of diesel locomotives! Un-noticed in the normal daytime din, the quiet of night unmasked the ominous sounds.

The ALCO S-2 diesel engines were equipped with a turbocharger, and when the engineer worked the loco- motive hard enough to kick cars down the track, the turbocharger gave off a shrill whistle that trailed off as it died down, only to be followed by the "boom" of freight cars coupling with each other as the consists were being marshaled. Hence the distant sound of "exploding bombs"! Residents were relieved to know that no enemy attack was under way and soon the throbbing and whistling sounds of the diesel became as familiar as that of the chugging steam engines.

NOTE: The last of these diesels, built in 1944, were only retired in 1985 after many years of faithful and around-the-clock service to the nation's economy. 

(From Rail Stories at trainweb.com)
FEC NEWS

· The writer had occasion to visit the Jess Parrish Medical complex on the north side of Titusville.  It was noted that the track for the FEC’s Maytown branch have been recently removed.  Rails, tie plates, joint bars etc were lying along the right-of-way.  The writer followed the right-of-way south to Garden St. and found that the rails on the south side of Garden St were also gone.  Maybe one of the chapter members can explore this more and let us know how far south they have been removed.  Does the Rinker Plant still have a rail connection?

· The writer has recently seen FEC Ortman hoppers on two occasions at the cement plant on Canaveral Groves Blvd.  This is the first time in the fifteen years that the writer has lived in Canaveral Groves that he has seen aggregate being delivered by rail there.

· The writer has also observed that a strip of land approximately 50 ft wide is being cleared on the east side of the FEC right-of-way at TICO (Space Coast Executive) Airport.  The Cleared land runs from Golden Knight Rd to the block signal located north of SR 405.  Heavy construction equipment is parked adjacent to SR 405 and the railroad.  Is the FEC increasing the capacity of the ”yard” for the automotive transfer facility at TICO?

Left Photo: American Locomotive General Electric Model RS-3 1600-hp. standard diesel road switcher. Right Photo: Alco-GE Model RSD-5

1600-hp. 6-motor road switcher.

DIESEL OPERATION - By E. C. JACKSON

Alco-GE Models RS-3 and RSD​5/1600 HP Road Switchers

While these models are designated as “road switchers” they are extensively used for yard switching, hump service, transfer work and, on the main line, for handling freight and passenger trains.

The RS-3 and RSD-5 models are similar in most respects the main difference being that the RS-3 is equipped with four-wheel trucks while the RSD-5 has six-wheel trucks with all axles driven and thus six traction motors instead of four.

The units are hood type with the power plant and radiator compartments forward of the cab and a section for the steam generator, where used, at the rear.  Dynamic braking is also optional equipment.

The overall length, inside knuckles, is 55 feet 11 3/4 inches for both models but the weights are different, being 24,000 lbs. (120 tons) for the RS-3 and from 275,000 lbs. to 360,000 lbs. maximum 180 tons) for the RSD-5.  As all axles are powered, these figures represent "Weight On Drivers” as well.  Either model will negotiate a 21o curve when coupled to a train but, when operating alone, the RS-3 will go around a curve of 150 foot radius while the RSD-5 cannot take one of less than 190 feet radius.

[image: image2.jpg]FLORIDA EAST COAST [N I‘-n‘ |
T




The fuel oil tank capacity is 800 gallons and 28 cu. ft. of sand is carried on either type. The steam generator water supply, when used, is 800 gallons on the RS-3, 750 gallons on the RSD-5.

Going now to the locomotive equipment, the power source is a 12 cylinder, V type Diesel engine operating on the four-stroke cycle principle where two revolutions of the engine constitute a complete working cycle. Air enters the cylinder on one downward stroke of the piston and is compressed on the return upward stroke.  Just before the crank goes over top center, fuel is injected into the highly compressed and heated air.  The heat of the air ignites the fuel, and the pressure of gases of combustion forces the piston down on its power stroke.  Then the burned gases are exhausted by the movement of the piston on the fourth, or second upward stroke, to complete the cycle.  The engine is equipped with a turbo-supercharger, driven by the exhaust gases, which delivers the intake air to the engine under pressure.  As a result of this supercharging action, the horsepower per cubic inch of piston displacement is increased, and also the power output is not affected by altitudes normally encountered in railway service.

The traction generator is direct connected to the diesel engine crankshaft and the auxiliary generator, the amplidyne-exciter and the rear traction motor blower are gear driven from the generator shaft.  The front truck traction motor blower is belt driven from the fan drive shaft which extends forward from the air compressor.  This shaft drives the single radiator fan through an eddy current clutch.

The traction motors are Type 752 on both models but are connected differently.  On the RS-3, the four motors are Series-Parallel in ‘No. 1”, Series-Parallel Shunted Fields in “No. 2”, Parallel in “No. 3’’ and Parallel Shunted Fields in “No. 4”.  Control of transition is either manual or automatic, depending on specifications.  On the RSD-5 the six motors are connected in Series-Parallel: two motors in series in each of three parallel groups, for Step No. 1 and in Parallel in Step No. 2.  No traction motor field shunting is used.  Transition from No. 1 to No. 2 and vice versa is automatically controlled on all RSD-5 units, no provision being made for manual transition control.  Automatic transition takes place, on either model, at specific locomotive speeds.  The transition control on “Manual’’ units is accomplished by moving the selector handle from one position to another when the speedometer pointer moves from zone to zone, the handle being kept in the numbered position corresponding to the zone number indicated by the pointer on the locomotive speed indicator.

The control stand has the usual throttle selector and reverse handles with mechanical interlocks to prevent the throttle from being opened when the selector handle is in "OFF", the reverse handle from being moved if the throttle is above ‘"IDLE", or the selector handle is not in "OFF" or “No. 1’’ amid the selector handle from being moved to "2" or above unless the reverse handle is in "FORWARD" or “REVERSE”.  The throttle cannot be opened with one continuous movement.  At each notch, the handle must be moved slightly toward "IDLE" before it can be advanced to the next succeeding position.  When feature is specified, there is also a ‘Hump Control handle.  Of this, more later.

Above the handles are the control, fuel pump and generator field switches as well as those for headlights, gage lights and emergency engine stop.  For the latter, earlier units had a single button switch with the button marked "STOP".  On later units, a two-button switch, "STOP" and “RUN” is used. With the former, it is necessary to turn all engine control switches to "OFF" after an emergency stop before the engine in any unit can be started.  This is also the case where a trailing unit has a switch of this type even though the lead unit cab a later type, two-button switch.  If all units have the later switch, the one in the operating cab is reset by pushing the “RUN” button and then each engine is started in the usual manner.

The traction motor loadmeter on the control stand has, for motoring operation, a green zone and a yellow zone.  The yellow zone is marked with figures, which denote the number of minutes during which the locomotive can be operated with the pointer at the particular figure.  If such a short time overload has been in effect for the full allowable time’, a second overload cannot he carried until the load has been held at or below a yellow triangle (located near the top of the green zone) for at least 20 minutes.  The dynamic braking scale of the meter has a green and a red zone.  No operation is permitted on the red zone of the braking scale.

If the loadmeter should be inoperative, a minimum continuo speed must be maintained to avoid overloading the electrical equipment. What this speech may be depends on the gear ratio, ranging from 8.5 mph for the 74/18 gearing up to 12.0 for the 62/21 ratio on the RS-3.  On the RSD-5, the minimum continuous speed (in 8th notch is 5 mph for the 74/ 18, the only ratio listed.

There is one point of operation which we believe is of particular interest to engineers.  This is the matter of throttle handling when starting a train.  The handle is advanced quite rapidly to the notch where the locomotive begins to move.  In each notch as the advance is made a definite maximum load current and tractive effort is produced as soon as the engine comes up to speed for that notch.  Thus the throttle in effect directly controls tractive effort and so is opened to the point where sufficient amperage and tractive effort is developed to start the locomotive.  For starting heavy trains on severe grades, it may be necessary to go fully out to the 8th notch but this is quite permissible and will not injure electrical equipment if a start is so accomplished. Naturally, the heavy current application should not be continued if the locomotive fails to start promptly in this full throttle position as this would indeed be harmful. Once the locomotive is moving, the throttle can he regulated as necessary to pick up slack, etc., and then advanced as rapidly as desired to the 8th notch to accelerate the train. However, it is good practice to pause long enough in each notch to allow the engine to come up to speed for that notch. This wiil he indicated by the load— meter coming to rest at the new position.

In general, however the operation of tile RS-3 and RSD-5 units will present no problems to engineers accustomed to diesel locomotives.

(From “Locomotive Engineers Journal”, Brotherhood of Locomotive Engineers, November 1953”

Panther Ahead by Bro. Herbert E. Carkins

Away back yonder in 1890, I got a job firing on the C. and N. W. at Escanaha in Northern Michigan.  On the same day an engineer was hired who was from an Illinois road and they sent us away out on “the Branch” to do the switching in the nighttime for an iron mine.

He seemed very nervous but I was extremely happy for I had long since been bitten by the railroad bug.  I didn’t know enough to be nervous, for I had been raised as a cowpuncher on the plains of Nebraska.  All I knew about a railroad was from seeing some trains, at a distance of five miles, on the Burlington on their way to Denver.

I had never seen a pine tree in my life and I don’t believe the engineer had, and here they were all around us.

Well, between the poker or slash bar as they then called it, and the scoop shovel, I soon became quite satisfied with myself.  The engineer, too, got so he could sit with his full weight on the seat box.

One night I asked him to let me oil the engine.

Oh, my, no!“ said he, “You are too new.  You might miss some oil holes.  The 31 is nice and we must keep her so.”

Later on in the same night we had hold of four empty ore “jimmies” that were to be put on a spur ahead of us.  I don’t know where the switchmen were, but the engineer said, “You and I can drop them in.  (These were link and pin days.)  You get on the back footboard; I’ll give them a start. It’s a little downgrade, you know.  You pull the pin and drop off at the switch and throw it.”

He gave them too much of his “start” and didn't give me room enough, and this stub switch hail been sticking with the switchmen and I didn’t try to throw it.  He was on a stub track, too, and couldn’t get away and they hit him an awful wallop but didn’t break anything.  He was so mad that he didn’t sit on the seat box at all.  Said lie, “I knew it wasn’t safe to let you oil around and now you almost killed her entirely.”

But he got over it and before daylight we were on the spot and all was quiet.  The engineer was in the hay!

I looked out ahead and got a shock for a moment.  I tiptoed over to him and shook him lightly. I said, “Whatzat, Ed? Whatzat on the track, 80 feet ahead of us, looking at our headlight?”

He rubbed his eyes. “It’s a panther,” said he. “A man told me today that there are some in these woods yet.”

After a little while, he said he was not feeling at all well and would I go down on the ground and oil the engine.  We had seen the big cat move slowly off into the brush.  I checked the oil holes. But when I got back up into the cab and found the engineer in perfect health, I got nervous!

(From “Locomotive Engineers Journal”, Brotherhood of Locomotive Engineers, November 1953”

A Stop for Baby by Bro. C. R. Perry*

This is no story of great heroism, nor is it a tale of a fantastic ride with death.  But it’s true, and for just plain entertainment, I think it’s tops.

I was running an old Mogul out of Emporia, Kan. around the turn of the century.  All these new-fangled inventions like air-conditioning, diesels, and hostess service were unheard of then, but we took pretty good care of our passengers, just the same.  Super speed wasn’t part of the game either, but we hammered along all of 35 or 40 miles per hour and took pride in making every little “berg” on time.

On this particular day a hot wind was blowing across the prairies, making both crew and passengers uncomfortable.  As we neared the flint hill country, I got a signal from my conductor to stop the train.  I was running a little late and didn’t want to lose time.  I shut off the steam and set the brake, wondering what could he the trouble.  My conductor was new on the job so I turned to my fireman and said: “Come on, you bake head, let’s go back and see what’s the hold-up.”

We swung down out of the cab and as we started back along the track, we could see some of the passengers getting off the train and standing around.  Others were leaning out of the windows.  It was hard walking in the cinders and once I slipped and almost lost my footing.  The late summer sun beat down hot and sweat dripped off my chin.  My temper was flaring by the time we reached the crowd.

“What’s the trouble?” I asked impatiently. I noticed everyone was in a jovial mood.

“We had to have some milk for a hungry baby,” one passenger spoke up.

“Huh?” I was puzzled.

“Well you see it was this way,” the fellow replied, “there’s a lady in the coach there with a baby.  Well, that baby got to bawlin' it cried and cried, so we asked her what was wrong with it and she said it was hungry.  Somehow or other, in hurrying to get started she’d forgot its milk. Well, we went on a while, all the time the baby cryin’ harder and seen’ that everyone was gettin’ upset, your conductor decided to do something about it.

“We were out here in this rollin' country and we had seen some cattle grazin’ along the tracks and somebody had a lunch pail.” The man held out both hands, palms upward in a questioning manner, and shrugged his shoulders.

“So, your conductor just pulled the cord and stopped the train.”

"Well where is he now?” I bellowed.

“Out there,” he said, pointing toward the pasture where the new conductor squatted beside a cow.

As I looked, he raised up off his heels and started back toward the train. When he got close, he held up the pail for us to see the foaming milk. Someone cheered and then they all let out a hula-bellew.

I gave up, for who was I to spoil the fun.

In a few minutes we were rolling again, and they told me later that it was as peaceful and quiet in that coach as it was out there on the prairie with only a cow-bell or a far off call of a turtle dove to break the silence

FLORIDA RAILROADS IN THE 1920S BY GREGG TURNER

Arcadia Publishing, in their Images of Rail series has now produced this book comprised of text, timetables, photographs and literature produced for the train riding public.

The main emphasis in on the ‘big three’ railroad -ACL, FEC and SAL and the men behind the expansions in Florida in the ‘20’s.  Mention is also made about how the Frisco (SL-SF) entered the Florida Panhandle, as did the L&N.  The Southern also gained entrance into Florida by the acquisition of a short line railroad coming from Georgia.

A few words are given to the two other minor railroads that were not lumbering roads - the Apalachicola Northern and the Atlanta & St. Andrews Bay.

The perfect bound book is printed out a white paper that allows for good reproduction of the photos, etc.

For those of us that live on the Gulf Coast mention of The Pinellas Special (Jacksonville - St. Pete).  Several photos depict the former ACL and SAL stations in Clearwater (the former destroyed in the ‘60’s while the latter became ruble in the past year.

The book is divided into sections, the first three dealing with the big three, the remaining sections dealing with the railroads efforts to draw passengers and freight onto their respective lines.

The author has also produced the following books for Arcadia Publishing: A Short History of Florida Railroads as well as Railroads of Southwest Florida.

This book makes for a nice companion to one’s Florida Railroad library offering in one place a snapshot of the railroads in the 20’s, the men that brought them to the Sunshine State and the means to entice the traveling public to enjoy the weather that gave meaning to the state’s nickname.

The book may be purchased from Arcadia Publishing at or (888) 313-2665 ($19.99 plus s&h or www.arcadiapublishing.com or from area bookstores, independent retailers, or online bookstores.  Reviewed by Bob Warren

(From the Tampa Bay Chapter’s “The Orderboard”

Vegetation Reduction at Horseshoe Curve

The project continues with noticeable progress. According to a volunteer I chatted with.  Norfolk Southern has been quite amiable.  Their main concern was erosion at The Curve.  Plant roots and general vegetation clutter at the ground level is not to be removed.

Over the past two years or so, a coalition of railfan business proprietors in cooperation with other business people west of Horseshoe Curve have been promoting a theme known as Allegheny Mountain Magic.  The former PRR high iron form Gallitizin MP 248.1 to Summerhill MP 263.9 is the focus of A.M.M.  This is a good stretch of railroad from a railfan perspective.  With this in mind, an eight-page brochure was created listing places where fans can legally enjoy railfanning between the two mile posts.

Area restaurants, lodgings, pubs, museums, automotive service facilities and a host of other businesses are included in the brochure, if you are interested in having a copy of the brochure call 814-886-8871 or log onto www.gallitzin.Info

Robin Shvers, Turntable Times  Roanoke Chap NRHS via Tampa Bay Chapter “Orderboard”
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From http://www.getcruising.com/rails/_fec.html
Florida East Coast Chapter, NRHS

P.O. Box 2034

Cocoa, Fl 32923


Next Meeting: Monday May 8, 7:00 PM

Central Brevard Library & Reference Center

308 Forrest Avenue, Cocoa, Fl 321 633-1792

Program: Bob Robinson: Copper Canyon Rail Road
The EAST COAST CHAMPION
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