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complacency. Soo rails go the long way around in a

BY WILLIAM D. MIDDLETON

lllustrated for TRAINS by the author

EERPING

have to run faster”

gles, it is not the sort of history likely
to bring fame, or notoriety, to a rail-
road. A relative latecomer to a Mid-
west largely overbuilt with railroads,
the Soo has never enjoyed the emi-
nence that goes with an Overland
Route or high-density, multiple-track
railroading. It is a passenger carrier

) of only minor importance, and the
Ll —~40’s few leisurely “name” passenger

trains are anything but household by-
words, even in their own territory.

. The Soo is managed today by a group

of quiet, competent railroaders who
seem more concerned that the railroad
earn its reputation by what it does
rather than by what it says, and they
give the impression that they would
be somewhat embarrassed to find a
high-pressure publicity man in their
midst.

All of this has made the Soo Line
a railroad relatively unknown outside
its immediate territory. Which is un-
fortunate, for the Soo has much to
recommend it and much of which to
be proud.

A ratrER lengthy list of reasons
why the Soo should not be a success-
ful railroad could be prepared. One of
the youngest of America’s larger rail-
roads, it has always faced the competi-
tion of a great many other railroads —
most of which were firmly entrenched
when the Soo came into existence.
This excess of competition in a region
that in general does not produce a
very large amount of traffic has made
the Soo Line a railroad with one of
the lowest traffic densities among
major railroads. Although it ranks
20th among U. S. railroads in miles of

year-old refuses to panic. Says the presideht simply, :

‘{rack operated, the Soo Line ranks

only 33rd in total operating revenues.
Soo Line proper earned less than
$15,000 per mile of road in 1957. The
Wisconsin Central did somewhat bet-
ter, with revenues of over $33,000 per
mile.

Built as a granger railroad, the Soo
is less dependent on grain traffic today
than it once was; but a good grain
movement can still mean the differ-
ence between dividends and red ink.
Another important commodity hauled
by the Soo Line —iron ore —is even
more seasonal than grain, and its vol-
ume is subject to still wider year-to-
year fluctuations.

Because of the Soo Line’s low traffic
density and because of severe weather
conditions it must spend a dispropor-
tionately high percentage of its rev-
enues for maintenance of way; and
because many of its lines were not
built to the highest standards of curve
and grade, it must contend with oper-
ating costs that are often not as low
as they could be.

These inherent adversities, coupled
with depression traffic levels and nine
years of grain crop failures in the
Soo’s territory, were sufficient to send
the railroad to the bankruptcy courts
in 1938. Its leased and operated sub-
sidiary, the Wisconsin Central, had
already gone down the same path six
years earlier.

In the 14 years since its bankruptcy
was ended in 1944* not only has the
Soo largely overcome the deferred
maintenance and equipment obso-
lescence that were the legacies of

*The subsidiary Wisconsin Central didn’t do quite so
well. It remained in receivership until 1054, a near-
record 22 years, 5
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SO0 rolls its own at North Fond du
Lac; welders complete a 70-ton hopper.

TRUCK is rewheeled after overhaul at
Shoreham diesel shop in Minneapolis.

AN 856-FOOT length of I15-pound ex-
tends a welded rail program begun in ’55.
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eight years of depression and six years
of bankruptcy but it has managed,
since 1946, to pay modest dividends to
its shareholders and has marked up
some rather solid accomplishments in
traffic growth, operating efficiency and
progressive railroading in general.

In the postwar years the Soo Line’s
gains in total operating revenues ex-
ceeded not only the average for other
Northwestern Region roads but the
average for all class 1 railroads. In
1956 the combined Soo-Wisconsin
Central net income of 4.5 million dol-
lars was the highest since 1928.

Since 1950 the Soo has managed to
reduce its transportation ratio (ratio
of direct transportation costs to rev-
enues) from one well above the in-
dustry average to one substantially
below it. In reducing its transporta-
tion ratio (from 39.7 in 1950 to 36.8
in 1957) while that for most of the
industry was rising, the Soo Line was
numbered among a rather small group
of carriers, including such sharp op-
erators as Virginian and Norfolk &
Western. The Soo’s average freight
train-miles per train-hour (22.6 in
March 1958) — a good index of the
way a railroad gets its tonnage over
the road — is well above the national
average of 18.8 and even above that
of the fast-running Western roads.
The Soo is outdone, as a matter of fact,
by barely a half dozen major railroads.
The Soo’s average daily locomotive
mileage (150 to 180 miles per day)
regularly tops the performance of its
Northwestern Region contemporaries.

A late starter in the conversion from
steam, the Soo, once it began, didn’t
dawdle with dieselization. Except for
standby steam, the system has been all
diesel since_early 1955 — one of the
earliest to dieselize of the major rail-
roads in the Upper Midwest.

In the increasingly vital application
of modern railroad . technology, the
Soo Line has usually kept pace with
its larger, often wealthier neighbors;
and not infrequently it has shown
them a few new angles of its own.

Soo Line maintenance of way crews
have been putting down continuous
welded rail since 1953, and the ribbon
rail has been standard for all new rail
jobs since 1955. The system’s North
Fond du Lac (Wis.) shops have been
turning out welded freight cars for
the past 10 years. As a point of inter-
est, in the 1930’s Soo in conjunction
with Pullman-Standard, which was
then building Soo’s cars, was one of
the railroad pioneers in the use of
welded freight cars.

Since early 1955 the Soo has been
hauling its own highway trailers in a
modest piggyback service which, re-
cently expanded with interchange
agreements with connecting roads at

16 December 1958 -

THE RAILROADS that move the ore from Minnesota's iron ranges down to
the Lake Superior ore docks at Duluth, Superior and Two Harbors put to-
gether some of the world’s heaviest freight trains to do the job. Duluth, Missabe &
Iron Range and Great Northern, with their vast tonnages from the Mesabi and
Vermilion ranges, move most of the ore, but Soo and Northern Pacific team up
to move a substantial tonnage from the smaller Cuyuna Range.
Soo Line opened Cuyuna, Minnesota's newest range, in 1911, and Northern
Pacific came in soon after. The two roads joined in 2 co-ordinated operation in
1929, dividing the tonnage equally.

O GET a firsthand look at the way Soo Line moves its heaviest tonnage freight,

I reported to the Soo’s 21st Street roundhouse at Superior early one foggy July
morning. Extra 2220B West was called for 6:45 a.m., and its power, a Soo GP9
sandwiched between a pair of Wisconsin Central Alco A units, was idling on the

How to gross $15,000

ready track. Engineer McCormick picked up the caboose and headed light
through Stinson Yard to Northern Pacific’s Hill Avenue ore yard, where 154 empty
ore hoppers were waiting. The engine crew put on the caboose, then ran around
the train to begin pumping up the train line. At 8:10, with the air test completed,
the three units snaked their 3080 tons of empties out of the yard, rattled across
the Great Northern crossing at South Superior, and headed for the long, steady
climb to the range, over 100 miles away. Extra 2220B West covered the 40 miles
into Moose Lake — almost all of it upgrade — in just under 2 hours but made the
30 miles from Moose Lake to the NP Junction at McGregor, including a stop 1o
pick up three loads at Lawler, in 1 hour 10 minutes. We covered the 35 miles
from McGregor to Ironton in just over an hour, and Extra 2220B West was by the
New Yard limit board at 12:30. It cut off the caboose on the fly at Ironton depot
and dropped its train of empties in Old Yard.

So far this ore extra hadn’t earned a dime for Soo Line, but during the next
few hours it was going to clean out every load of ore waiting in New Yard — and
in the process of getting them over the road to Superior add something in the
neighborhood of $15,000 to Soo’s 1958 gross revenues. Unfortunately for Soo,
the road wasn’t running enough trains like this one in 1958. Though its Cuyuna
Range ore haul normally earns around 1145 million dollars each year for Soo, it
has done less than half that business in 1958.

The road engines coupled together three long cuts of NP and Soo hoppers,
tested the air, and Extra 2220A East was ready to roll at 2:25 p.m. The Alcos
smoked up the summer sky and the ampere needle dipped into the red as 4750
rugged diesel horsepower urged into motion 186 reluctant cars, each carrying as
much as 70 tons of ore.

Once clear of the Deerwood yard limits Engineer McCormick picked up speed
and rolled his tonnage train at a steady 25 miles an hour, carefully avoiding slack
run-ins and run-outs on the humps and sags of the roller-coaster NP line. He
pinched his train down to a 5-mile-an-hour slow order for bridge construction at
Aitkin, then the needle dipped back into the red as he kept the hoppers rolling on
the grade beyond. The extra made a brief stop at McGregor while the head brake-
man doctored a hot journal, then tackled the 7-mile grade between McGregor
and Lawler that is the ore line’s toughest pull. The three units took 31 minutes to
make the climb at a steady 15 miles an hour.

Extra 2220A East was by Nemadji at 6:15 p.m.,, and the rest of the trip
was downgrade all the way. McCormick shut off and drifted, working air to
keep his train under the 30-mile-an-hour limit for loaded ore cars. It was 7:15 p.m.
when we got a clear board at Junction 278, where Soo’s short Superior C.T.C.
stretch begins. Fifteen minutes later the extra was stopped at Hill Street yard
limits to wait for an NP ore drag to go over the scale. At 8 p.m. the road engines
started by the scale house, and for the next hour ore hoppers clumped over
the scale at a steady rate of three a minute. When the job was done the
scale house clerk totted up his figures. Extra 2220A East had brought in a train
grossing 12,227 short tons, and had made some money for the Soo Line doing it.
The ore extra crew’s 15-hour day was all but finished, and they headed for 21st
Street wicth their engine and caboose. A few hours later, yard engines would be
shoving the hoppers up on the ore dock and into a waiting lake steamer.

0

TOP: Extra 2220A East leaves Ironton, Minn., with 12,227-ton ore train.

SECOND: Hotbox is spotted and doctored en route from the Cuyuna Range.

THIRD: Ore, 186 cars’ worth of it, tralls the diesels of Extra 2220A East \
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BOTTOM: Soo crew switches hoppers with NP Alcos on Superior (Wis.) dock.
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both Chicago and Minneapolis, prom-
ises to develop into a major operation.
Late in 1957 the Soo wired up an IBM
650 model computer in its Minneapolis
accounting offices, and its imaginative
front office people have been grinding
an impressive variety of statistical and
research data through the “brain.”
Not the least of their projects has been
the development of a perpetual diesel
parts inventory system which is com-
pletely mechanized down to the auto-
matic production of a punch card pur-
chase order. It is, they modestly ad-
mit, the first and only system of its
kind on any railroad. They have more
clever ideas up their sleeves, too.

Railway was incorporated in Septem-
ber "1883. Its projected line across
Northern Wisconsin and Upper Michi-
gan would connect with the Canadian
Pacific at Sault Ste. Marie and would
guarantee the Minneapolis millers
competitive rates to Eastern markets.
Almost immediately a new threat to
Minneapolis appeared. Jim Hill's
Great Northern established grain
rates from the wheatlands to the west
that were lower to the Head-of-the
Lakes ports of Superior and Duluth
than to Minneapolis. To protect the
Minneapolis milling industry the same
men who had organized MSSteM&A
Railway the year before incorporated

Last June the Soo placed in opera- the Minneapolis & Pacific Railway in

{ w 1 }er tion the first section of the mecha- September 1884. The two roads were
| i 3-‘1; Tk nized freight car reporting system it consolidated into the Minneapolis, St.
At 1 hopes to have systemwide sometime Paul & Sault Ste. Marie Railway in
f Gt f'» in 1959. An integrated data processing 1888.
ﬁﬁ' = N system that eliminates all but an Canadian Pacific took an interest in
K e initial manual operation, the new sys- the Soo Line even before its first line 5
{ 3.4 tem makes it possible, among other was built and has had a financial in- I
. X ‘t-., things, to place on operating and traf- terest in it ever since 1888 (CPR cur- ll
k_:""'- fic officers’ desks at 8 a.m. each morn- rently owns 51 per cent of the Soo's |
/ i ing a complete report of the previous stock).

William Van Horne, one of

L
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Minneapolis concern. Its formation in
1883 by a group of Minneapolis millers
was hardly dictated by a need for rail
transportation, for the rails of the St.
Paul & Pacific (now the Great North-
ern) had reached St. Anthony Falls
from St. Paul fully 21 years earlier,
and by 1883 a total of five railroads al-
ready served the city. What the
millers did need was a “rate equal-
izer” to protect them from the “Chi-
cago” railroads, which had established
freight rates that favored Milwaukee,
St. Louis and Chicago flour mills over
those in Minneapolis.

An earlier rail connection to Duluth
had given Minneapolis access to cheap
Great Lakes water transportation for
its flour, forcing the railroads to com-
pete; but when winter closed the
Lakes to navigation they demanded —
and got — higher rates. Thirteen years
before, many of the same men who
founded the Soo Line had joined in
the formation of another local rail-
road, the Minneapolis & St. Louis,
built for the same purpose of inde-
pendence from the Chicago lines. But
growing overconfident, they sold their
M&StL holdings to interests who soon
found it more expedient to get along
with the Chicago railroads. Once
again Minneapolis needed its “own”
railroad.

Headed by Gen.* William D. Wash-
burn, who had been one of the
M&StL’s leading builders, the Min-
neapolis, Sault Ste. Marie & Atlantic
mlno had been appoiuted Surrcyor (l}eneral

of Minnesota, liked to_be addressed as *'Genera H
er became a United States Senator.

‘*'Z\“/»?-:; B L day’s cars loaded and received. the CPR’s founders, saw the value of
o A U R - e £ the proposed Minneapolis-East Coast
7 ""; Y. The Soo Line has always been a short line, via the Sault and CPR, and

encouraged and aided the Soo’s build-
ers from the start. For a time, Van
Horne had general supervision of the
project. Canadian money helped
finance construction of the Soo’s origi-
nal line, and after 1888 Canadian Pa-
cific guaranteed the Soo’s bonds, a
great aid to the rapid growth of the
railroad.

The line to the Sault was completed
late in 1887, and on January 5, 1888,
the first through freight left Minneap-
olis in five sections with 102 carloads
of flour for the East and Great Britain.
A year and a half later the Atlantic
Limited, featuring the first vestibule
cars in the north country, began
through passenger service to Montreal
and Boston. ’

As the Soo built north and west
from Minneapolis other strategic con-
nections were made with Canadian
Pacific. The main line west reached
the Saskatchewan border and a CPR
connection at Portal, N. Dak,, in 1893.
By 1904 the Soo had a line to Winni-
peg, connectmg with CPR at Noyes,
Minn.

It toock some 30 years to build the
Soo Line. Its branches reached out
across the wheat fields of Minnesota
and North Dakota and tapped the vast.
lignite deposits of North Dakota and
the timber of Minnesota, Wisconsin
and Upper Michigan. In 1911 the Soo.
Line hauled the first trainload of iron
ore out of Minnesota’s Cuyuna Range.
The Soo’s last major line was com-
pleted in 1912, when the Twin Cities-
Superior line was opened; but the sys-
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tem did not reach its present extent,

_until 1921, when the Soo bought the

Wisconsin & Northern Railroad, which
extended 134 miles from Neenah to
Crandon, Wis.

The Wisconsin Central Railroad,
which came under Soo Line control in
.1909, was organized in 1871 and com-
pleted its first major line, between
Menasha and Ashland, in 1877. Unlike

-the Soo Line itself, the Wisconsin
Central was a land grant railroad, re-
ceiving nearly a million acres for con-
struction of its Ashland line. Much
like the Soo Line, however, the Wis-
consin Central was a latecomer in
most of the territory it serves. Its St.
Paul line wasn’t completed until 1884
and the WC didn’t get into Chicago
over its own rails until 1886. The
Duluth line was completed in 1909, the
same year in which the Soo Line took
over. . ’
As early as 1906 a merger of the
financially troubled Wisconsin Central
with various other railroads was
rumored. Earliest reports linked the
Central with the Flint & Pere Mar-
quette and the Cincinnati, Hamilton &
Dayton; and during 1907-08 consoli-
dation rumors involved B&O, Alton
and the Soo. Finally, in 1908, the Soo
acquired a majority stock interest and
on April 1, 1909, entered into a 99-
year lease. Under the agreement, the
Wisconsin Central remained a sep-
arate corporation and the Soo did not
participate in its profits or losses, nor
did it pay any rental for the property.
The combination was a mutually ad-
vantageous one. Each road gained
traffic from the other, together the two
lines had a stronger competitive posi-
tion, and the Soo gained an entrance
into Chicago.

Although some 54 per cent of its
stock is owned by the Soo and Canadi-
an Pacific, the Wisconsin Central has
always retained its corporate identity,

. and it has always kept separate ac-

counts and had its own officers. It
has, however, largely lost its physical
identity. The Soo Line hasn’t leased
the Central since it went bankrupt in
1932, but Soo has continued to act as
“operating agent” for the road, which
—to Soo’s operating department —
is its Stevens Point Division. It is
operated entirely by .Soo Line em-
ployees, and although its locomotives
and cars are its own, they are painted
and lettered like all other Soo equip-
ment, with only a small “WC” and
different numbering series to identify
them.

During the depression years, when
both Soo and Wisconsin Central were
in receivership, serious consideration
was given to a complete merger of the
properties, including with them Cana-
dian Pacific’s third, also-bankrupt

-
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No. 24 |
makes its
connections

THE Soo Line moves more freight over its 460-mile Chicago-Twin Cities route

than it does over any other line. It has a lot of railroad competition just
“about anywhere it goes, but it has more between Chicago and the Twin Cities
than anywhere else, for a shipper may choose among seven possible rail routes,
not to mention a sizable number of highway carriers.

The Wisconsin Central route (the Soo’s Stevens Point Division) is the longest
of any of the major rail routes — fully 40 miles longer than its shortest com-
petitor (North Western) — and its operating men must overcome the handicap
of a line that is single track almost all the way. Only 290 miles of it are ¢quipped 4
with automatic block signals. Despite such disadvantages, the Soo manages to
equal its competitors’ running time, and — more important —to deliver cars
“on time” to its Chicago connecting roads with commendable regularity (better
than 90 per cent for the first six months of 1958).

To move freight over 460 miles of single-track railroad that is not particularly
straight or level on schedules as fast as 15 hours —and to do it with day-in day-
out regularity — requires a considerable extra effort. For Nos. 24-25 and 26-29,
the big guns of the Soo’s Chicago-Twin Cities service, extra effort means plenty
of motive power, a strict tonnage limit, and a certain fussiness on the part of Soo
brass about on-time operation. Both trains regularly get three 1500-horsepower
units, and both are limited to 5000 tons (about 90 cars) in either direction. And
whether the yardmaster has 20 cars or full tonnage for them, they’re usually
rolling out of Shorecham and Schiller Park yards with the punctuality of a
passenger schedule. They were, in 1957, the first trains to get the Soo’s new
radio equipment.

It was a little after 6 p-m. at Minneapolis’ Shorcham Yard when I climbed into

the cab of the maroon and cream diesel. Fourth Subdivision Engincer Harold
Olson had just backed his three F7 “covered wagons” onto the June 7, 1958,
version of Chicago-bound time freight No. 24. Behind the rear unit’s coupler
was a recession-light train of 23 loads and 4 empties that totaled a mere 1392
tons. No. 24’s waybills usually include such things as manufactures; piggyback
trailers for Wisconsin, Chicago and eastern connections; perishables from the
Northwest; and on occasion, meat from the St. Paul packing plants — all of them
wanted somewhere else in a hurry.

Tonnage or not, the Soo leaves on time; and precisely at 6:30 p.m. the diesels
were picking up speed past the yard limit board. Ten minutes later No. 24 was
in the yard at New Brighton to pick up another 15 loads from the Minnesota
Transfer Railway. The train now totaled 2223 tons. The crew picked up its
clearance and a pair of 19 orders, and No. 24 was rolling again at 7:15. Half !
an hour later the diesels paused briefly at the end of double track at Cardigan i
Junction to wait out a meet with westbound No. 15, bound into Shoreham from
Sault Ste. Marie. It was almost dark when Engineer Olson braked his train
down to the 25-mile-an-hour limit as No. 24 slipped across the great steel arches
of the St. Croix River bridge into Wisconsin.

Through the night No. 24 set a steady pace across Wisconsin. At 10:17 p.m.
the crew dropped its train at CF Yard in Chippewa Falls and headed for the ’
yard office to change crews while the yard engine switched the train. At 11 p.m.,
with its consist up to 40 loads and 5 empties, No. 24 was back on its way over
the Third Subdivision. A red board stopped us at the North Western crossing

Midwestern subsidiary, the Duluth,
South Shore & Atlantic. Now dormant,
the merger proposal is a logical one

greater accomplishments in the rail-
roading field.

and may well come up again.

Soon after construction started on
the Soo Line a young Milwaukee Road
division superintendent named Fred
D. Underwood was brought in to take
charge of its construction and opera-
tion. As its first general manager he
stayed with the Soo until 1899, when
he went east and soon became the
Erie Railroad’s president, a job he
held for 26 years. He was one of the
first of many Soo men to go on to

Incrupivg the Wisconsin Central, !

the 4186-mile Soo Line system reaches
seven states, but it serves principally
Wisconsin, Minnesota and North Da-
kota, each of which has over a thou-
sand miles of track. For operating
purposes it is split into five divi-

sions. Traffic density being what it is,

the Soo is almost exclusively a single-
track railroad, with only a few miles
of double track in the Chicago and
Minneapolis areas. Except for 290



while the green and yellow Chicago Limited from Duluth slipped into the
C&NW station. Then No. 24 got a green board and the wheel slip light flashed
on and off as the diesels accelerated out of town on damp rail.

Shortly after midnight the operator at Owen handed up a pair of 19 orders.
We'd meet westbound No. 29, another of the Chicago-Twin Cities hotshots, at
Marshfield and No. 17, the westbound Laker, at Junction City. No. 24 lost 15
minutes waiting for No. 29, and even more waiting in the Junction City siding
while the Laker handled a heavy head-end traffic.

It was 2:37 a.m. when No. 24 rolled past the brightly lighted Stevens Point
depot and division headquarters and headed for the yard. Our westbound op-
posite number, train 25, was already in and a switcher was going to work on the
rear end. Qur engine crew took its three units through the yard and pulled
alongside 25°s diesels at the servicing track. An hour later No. 25 was rolling
westward, and minutes afterward No. 24 was off on its nonstop run over the
Second Subdivision. A warm sunrise over Lake Winnebago greeted the time
freight as the fireman scooped up orders from the rack at the Neenah depot, and
the pavement glistened from a predawn rain as the diesels cautiously worked
their way, interurbanlike, down the Sunday-morning quiet of Oshkosh streets.
With a train of only 1712 tons, 25 loads and 12 empties, 4500 diesel horsepower
whipped No. 24 over the 91 miles to Shops Yard at North Fond du Lac in
2 hours 4 minutes.

It was 6:25 a.m. when First Subdivision Engineer Martin Watson took out
the slack on 62 cars (totaling 2724 tons) at Shops Yard and started No. 24 on
the last 141 miles to Schiller Park. A last-minute hotbox discovery had delayed
the departure, and No. 24 was 25 minutes behind the timecard. Watson methodi-
cally set out to bring his train in on time. In the 61 miles to Waukesha he sliced
the margin down to 18 minutes. By the time he rolled through Burlington it was
down to 13 minutes. At 9:17 a.m., when No. 24 hit double track at Wheeling,
1il.,, No. 24 was a scant 2 minutes off the advertised. Then, at Des Plaines, a
yellow distant signal for the C&NW crossing intruded. “He’s gonna stick us,”
grumbled Fireman Helminski as Watson set the air, and No. 24 came to a stop
before the red home signal. It took only minutes for the North Western's
Dakota 400 to clear the crossing, and time freight 24 rolled by the Schiller Park
yard limits at 9:35 a.m., 15 hours 5 minutes out of Minneapolis and just 5
minutes off the schedule.

Minutes after the road crew dropped its train in the yard, a pair of switchers
moved in and began classifying No. 24 for the transfer runs that would be
delivering its consxst of fast freight to a dozen Chicago connections throughout
the afternoon — “on time,” of course.
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ELI CTRO- M()Tl\l F7 8 join arms with an Alco cab unit to accelernte \o 24 out of Shoreham Yard.
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miles of automatic block signaling
from Chicago to Spencer, Wis., and
several isolated C.T.C. installations at
congested points, the Soo Line is op-
erated by timetable and train order.

Soo Line operates 171 diesel loco-
motives, 187 passenger cars, and over
14,000 freight cars, and it employs
some 9000 people (temporarily re-
duced to a recession-level 7500).

Soo Line freight trains haul many
things, but grain is still the system’s
principal commodity, as it has been for
75 years. On the Soo Line proper,
grain traffic can account for as much

\

as a third of all freight traffic revenues.
In 1957, for example, the Soo (exclud-
ing Wisconsin Central) hauled 70 mil-
lion bushels, a traffic that earned it
almost 15 million dollars. During 1944,
when shipments from Canada were
unusually high, the railroad hauled
110 million bushels, the greatest grain
movement in Soo history.

If any state can be called a “Soo
Line State” it is North Dakota, where
the greatest part of the Soo grain
movement originates. North Dakota's
grain harvest is usually exceeded only
by Kansas’ and there are times when

it exceeds even that. And Soo Line
moves more of it to market than any
railroad except the Great Northern.
In 1957 the Soo’s 1300 miles of track in
North Dakota gathered nearly 26,000
carloads of grain, most of it wheat.

Recent years have seen an interest-
ing change in the character of the
Soo’s annual grain movement. Agri-
cultural subsidies and Government
storage programs have led to a year-

. round movement of grain to market,

largely leveling off Soo’s traditional
August-September “grain rush.”

The lumbering industry isn’t what
it once was in Minnesota, Wisconsin
and Michigan, but forest products are
still worth some 12 million dollars a
year to the Soo and Wisconsin Central.
Plenty of lumber still moves over the
Soo, but it comes from the West and
Canada now. A steady traffic in pulp-
wood for the paper mills in Wiscon-
sin’s Fox River Valley has replaced
the north woods lumber traffic of
earlier years. The Wisconsin Central
makes money, too, hauling other raw
materials to the mills and carrying the
finished paper off to market.

Iron ore from Minnesota's Cuyuna
Range and Michigan’s Gogebic Range
is another big moneymaker for Soo
Line freight trains. Tonnage from the
two ranges brought in over 3.5 million
dollars in 1957 and revenues have ap-
proached 4 million dollars in recent
years. High grade ores are playing out
on both ranges now, but taconite de-
velopment could rejuvenate traffic.

The lake steamers that carry the ore
often bring coal on their return trips
and the Soo makes nearly half as
much hauling the coal as it does the
ore. Lignite from North Dakota’s vast
deposits has earned nearly a million
dollars a year for the Soo Line when
the traffic was at its peak. It's been
going down recently and construction
of new hydroelectric projects will
probably keep it on the way down. In
1957 lignite brought in less than a half
million dollars for the Soo.

Both of the Soo’s North Dakota
neighbors, Great Northern and North-
ern Pacific, have cashed in handsome-
ly from the recent North Dakota oil
field development. Unfortunately, the
Soo, which was built without land
grarits and which has no land hold-
ings, has been little more than an en-
vious bystander so far. However, a
few wells at Flaxton, N. Dak., and
Outlook, Mont., have recently begun
to produce modest amounts, and the
Soo has been moving some 50 car-
loads of oil a week to Wisconsin and
Minnesota refineries. When prices are
right, the Soo moves a little crude oil
from Canada, too.

Soo Line has many good connet-
tions, and they have helped it become
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a bridge road of considerable impor-
tance. Chief among them, of course,
are its three links with the Canadian

* Pacific at Sault Ste. Marie, Noyes and

Portal. During an average year the
Soo delivers about 30,000 carloads and
receives about 70,000 carloads at its
CPR interchange points. It also gets
a lot more Canadian traffic from the
Duluth, Winnipeg & Pacific (CNR) at
West Duluth. Chicago is the Soo’s big

eastern gateway, but it has other im- .

portant eastern connections at Mil-
waukee, Manitowoc and Manistique
where it connects with Chesapeake &
Ohio, Grand Trunk and Ann Arbor
Lake Michigan carferries. It has still
another eastern connection via CPR
subsidiary Duluth, South Shore & At-
lantic at Trout Lake, Mich., which
connects with Mackinac Straits car-
ferries. Minneapolis is the Soo’s most
important Western United States
gateway.

Although the Soo can hardly be re-
garded as a major competitor for traf-
fic to Washington and Oregon it is in-
teresting to note that its 1785-mile
Minneapolis-Seattle route — via Por-
tal, the CPR, Spokane International,
and Northern Pacific from Spokane —
is only 29 and 26 miles longer, respec-
tively, than Great Northern’s and Mil-
waukee’s and is a full 93 miles shorter
than Northern Pacific’'s. The difficul-
ties of multiple interchanges being
what they are, the Soo’s schedules are
a day longer than those of its com-
petitors. But the Soo does move some
of the traffic, and it has an undisputed
advantage over all of them in moving
freight that originates in Western
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Canada, a traffic which is becoming
more important all the time, even if it
still falls short of the optimistic visions
of the Soo’s builders. The Soo, of
course, isn’t happy about what will
happen to the traffic it now hauls from
Washington and Oregon when Spo-
kane International (once a Canadian
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Pacific subsidiary) becomes a part of
Union Pacific.

The Soo Line has very little cap-
tive freight traffic. Almost every-
thing it carries is vulnerable to com-
petition by other railroads, trucks,
Great Lakes steamers, and river
barges. Throughout its territory the
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Soo must compete with rarely less
than two other railroads, and in the
case of the important Chicago-Twin
Cities route, with as many as six (Mil-
waukee, North Western, Burlington,
Chicago Great Western, Illinois Cen-
tral-Minneapolis & St. Louis, and
Rock Island). Only in the case of its
line to Sault Ste. Marie does the Soo
have what could be called an exclusive
route, but originating traffic along the
line doesn’t amount to much and
through traffic has never lived up to
the hopeful oratory that surrounded
its opening. This fact was freshly
brought home to the Soo only last year
when it inaugurated an expedited
service, the ‘“Eastern Soo-per,” to
Eastern Canada and New England via
the Sault. The traffic just wasn’t to
be had and the “Soo-per” was soon
dropped.

Several threats to the Soo’s vital
yrain traffic have appeared in recent
years. The most serious of these is
the decision by Congress that the
transportation by trucks of certain
agricultural commodities, including
grain, should be exempt from all but
safety regulation. This means that a

erchandise from Minneapolis to

.t[r]ucker who, let us say, has hauled
/

N

Minot, N. Dak., as a common carrier
may, instead of returning empty, bring
back a load of grain as an agricultural
exempt carrier, charging whatever
rate he must to get the traffic. The re-
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sult, of course, is that much grain
that should be going by rail is moving
over the highway instead. The Inter-
state Commerce Commission has seen
fit to expand periodically the list of
exempt commodities to one of many
pages; and many other agricultural
products, such as meat, dairy products
and Red River Valley potatoes, which
the Soo Line once carried in volume,
are often going by truck along with
the grain.

The Soo is concerned, too, about an
increasing movement of export grain
by Mississippi River barge and Great
Lakes steamers. Ever since 1955 Gulf
Coast ports have been shipping more
export grain than Atlantic Coast ports,
which means that a lot more grain is
going down the river by barge than
is going east in box cars. Soo’s coal
traffic from Great Lakes ports has
been suffering from barge competition
too. In this case it's cheap Illinois coal
coming up the river.

So far the Soo regards the coming
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St. Lawrence Seaway as “something
of an enigma.” With its access to both
Lake Michigan ports and the Head-of-
the-Lakes ports of Duluth and Supe-
rior, the Soo stands to get a good share
of whatever traffic develops. But with
present long hauls to the East Coast
reduced to short hauls to the Great
Lakes, the Soo feels there’s a likeli-
hood that truck competitors will get a
bigger share of the traffic than before.

ForrunaTeLy for the Soo Line, its
operating and traffic men have done a
lot more than just wring their hands
over their excess of rail competition
and the subsidies and regulatory in-
equities that have diverted much of.
their traffic to less economical com-
petitors.

Service is one good way to gain —
and hold — traffic and the Soo has set
out to give the best. Currently the
Soo’s average freight train-miles per
freight train-hour exceeds the per-

formance of all its competitors. The
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. mere suggestion of such a situation
would have been laughed at not so
many years ago. Dieselization helped
the Soo a lot more than most railroads,
simply because its steam power was so
much older than most. Except for a
.batch of Mountain types built in the
’20’s and four Northern types built in
1938, almost all of the Soo’s steam
power dated from the 1900-1920 peri-
od, and none of it was what could be
termed “heavy” power. For example,
when steam powered westbound Min-
neapolis-Portal freight No. 25, it took
a helper to get a 3000-ton train out of
Shoreham Yard and 30 hours to get it
over 550 miles of railroad. A two-
unit diesel now takes 5000 tons over
the road in 24 hours — without the
yard helper.

The Soo’s fast time freights serve
all of its impertant routes, but the
pride of the Soo is its fleet of Chi-
cago-Minneapolis freights that pro-
tect its busiest and most competitive
route. Tonnage limits and plenty of
power make them the system’s fastest.
The fastest westbound Chicago-Min-
neapolis time freight, No. 25, covers
the 460 miles in 15 hours and con-
tinues westward on a 42-hour sched-
ule over the more than 1000 miles to
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the CPR connection at Portal. Known
as the “Western Soo-per,” No. 25 pro-
vides the fastest railroad service
available between Chicago and West-
ern Canada. Currently, it is the Soo’s
only “name” freight. _
As the Soo Line well knows, service
alone won't fill freight cars if the price
isn’t right, and its traffic men have re-
cently been taking some close looks
at their rate structure. They know, for
example, that it costs a lot less per car
to move a block of cars or a whole
train of cars between two points than

it does to move a single car shipment

between the same two points. Just
how much less it costs is one of the
many things the Soo’s new traffic re-
search department is looking into.
More than one railroad, the Soo
among them, proposes to pass the sav-
ing along to the shipper in the form of
a “multiple car’’ rate, and while
they're at it, pick up some of the
business that’s going another way

.now.

Take the case of that export grain
that’s now going down the river by
barge or through the Great Lakes by
steamer. The Soo recently proposed to
meet the water competition with a
special multiple car rate for grain

spectacular

THE Soo system’s principal engineering work is this structure of graceful lines

and impressive dimensions that carries the main line of Wisconsin Central
across St. Croix River near Somerset, Wis. Designed for Cooper’s E-55 loading,
it stretches 2682 feet between abutments and its single track is 185 feet above the
St. Croix. Five steel arches, each spanning 350 feet, make up its main spans.
The remainder of the bridge is of steel viaduct construction. Kelly-Atkinson
Construction Company of Chicago built its piers and abutments and erected its
5035 tons of structural steel in 1910-11. It cost Wisconsin Central more than a
half million 1910-value dollars, but its completion eliminated sharp grade
descents to the old crossing which had been a major operating problem on Cen-

tral’s St. Paul extension ever since 1885.
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shipments to Atlantic Coast ports from
the Head-of-the-Lakes and the Twin
Cities. Some of that truck competi-
tion for the haul from the grain fields
would be nicely taken care of by ap-

/‘\\

plying the new rate to grain that came « '

in via rail only.

The multiple car rate idea isn’t ex-
actly new on the Soo Line. The traf-
fic men first tried it out several years
ago on a Manitowoc (Wis.) cement
mill that was shipping a lot of cement
to Milwaukee by lake steamer. The
Soo offered a special multiple car rate,
based on a five-car-per-day mini-
mum. The shipper sold his steamer,
and the cement has been riding the
rails ever since.

The Soo has recently been pushing
another proposal for adoption of the
same system of “agreed rates” now
used by Canadian railroads. In re-
turn for a reduced rate, guaranteed
for a specified period of time (usually
12 months), a shipper guarantees that
a certain minimum percentage of his
traffic will go by rail. The Soo re-
cently won approval for a trial ap-
plication of the rates, which it calls
“guaranteed rates,” and expects to
have some of its shippers signed up
soon.

Aggressive ratemaking, based
largely on the findings of its new traf-
fic research organization, promises to
help the Soo win back some of its lost

traffic. Recently, for example, the re-

search men made a detailed study of
the use of salt for highway ice control
in Wisconsin. They found that its use
had increased tremendously in recent
years but that the Soo wasn’t haul-
ing any more salt than it ever had.
They came up with a new rate pro-
posal on bulk shipments of salt which
should see a lot more of it moving on
Soo freights. Similarly, new rates
on sulfur moving to Wisconsin paper
mills recently forestalled the loss of
that traffic to trucks. Late in August
the Soo placed in effect drastically re-
duced rates from the west to the Twin
Cities and the Head-of-the-Lakes for
corn, oats and soy beans. Early results
indicate they’ll help win back a lot of
traffic from the trucks. The research
men are -‘working now on plans to re-
cover some of the dairy products traf-
fic lost to truckers.

The Soo ventured into the piggy-
back business (Soo calls it Rail-Van)
on a modest scale early in 1955, and
is currently moving better than 100
trailers a month of l.c.l. and trailer-
load freight on its Chicago~-Twin
Cities line. Soo traffic men regard it
as a highly promising development
and have recently negotiated inter-
change agreements with a half dozen
connecting roads at Chicago and with
Northern Pacific at Minneapolis. Ex-
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Soo’s horsepovwer

No. In

Class. Numbers®  olass Bulldert

Switcher soa, 301 2 EMD
B-B Switcher 310 1 DBaldwin
n-1 Switcher 311, 312 2 Baldwin
B-B Switcher 313, 314 2  DBaldwin
B-B Switcher 320 1 )
B-B Switcher 315-319 b 3
B-B Switcher 321-328,

2120-2127 16 EMD
B-B Switcher 2100-2102 3 EMD
B-B Switcher 2103-2107 6 Alco
B-B Switcher 2108 1 EMD
B-B Switcher 2109, 21190,

2116 8 Alco
B-B Switcher 2111-2116,

2117-2119 8 EMD
3B Road-switeher 360-367 8 Baldwin
B-B Road-switcher 350.353 4 Alco
B-B Road-switcher 375-37N,

381-383 7 EMD
B-B Road-awitcher 379, 3R0 2 Baldwin
B-B Road-switcher 400-414 16 EMD
B-B Road-switcher  2400-2413 14 EMD
B-B Road-switcher  2360-2368 9 Alco
B-B Road-switcher,
passenger 550-668 9 EMD
B-B Road-switcher,
passenger 2550-2564 6 EMD
B-B Road-switcher,
passenger 2 EMD
A1A-A1A Road-switcher 4 Alco
AlA-A1A Road-switcher 3 Aleco
AYA-A1A Road-awitcher 1 Aleo
cC Road-switcher 1 EMD
2(B-B) Road freight 5 _EMD
2(B-B) Road freight 5 Alco
2(B-B) Road freight
¢  Aleo
(B-B) Road freight 38 EMD
2(B-B) Road freight 7 EMD
3(B-B) Road freight 2200 1 EMD
3(B-B) Road freight 2201-2203 3 EMD
2(B-B) Road passenger 500-501 EMD
2(B-B) Road passenger 502-503 2 EMD
2(B-B) Road passenger 2500-2501 2 EMD
B-B Road passenger S04, 506 2 EMD

DIESEL

Wheel
Geoar diam. Welght (Ibs.)

H.p. ratio (in.) On drivers Total
1000 62:15 40 250,560 250,560
1000 G6R:14 40 7 243,730
1000  68:14 40 5 229,500

1200 68:14 40 37,0 237,000

600 62:15 40 5 202,52
1200 68:14 40 242,980
1200 62:15 40 247,180 247,180

900 62:15 40 253,000 253,000 63,250
1000 75:16 40 231,000 231,060 57,760
1000 62:15 40 245,640 246,640 61,410
1000 76:186 40 230,000 230,000 57,500
1200 62:15 40 247,100 247,100 61,776
1500 63:15 42 253,000 253,000 63,250
1000 756:16 40 242,300 232,300 60,575
1600 62:15 40 240,300 240,300 60,075
1600 63:15 42 256,000 256,000 64,000
1760 62:15 40 240,340 246,340 61,685

17560 62:16 40 246,840 246,340 61,5685

1000 75:16 40 242,300 242,300 60,675

1750 62:15 40 251,540 251,640 62,885

1750 62:156 40 251,640 251,640 62,885

1750 40 253,000 253,000 63
1500 40 161,700 242,500 40,427
1600 40 167.1%0 250,760 41.70:
1600 40 167,400 251,100 318
1750 40 206,600 296.600 7411
3000 40 161,450 461,450 1153
3000 40 476,000 476,000 119,0
3000 40 466,000 466,000 116,500
3000 40 460,600 460,600 115150
3000 40 460,600 460,600 115,150
4500 62:15 40 684,780 684,780 117,190
4500 62:156 40 701.820 T01.820 175,453
3000 62:15 40 513,960 513,960 125400
3000 62:15 40 504,900 504,000 126,225

513,060 128,490

4]
3000 62:15° 40 513,960
2 257,200 64,300

1500 62:15 40

*Three di‘git numbers indicate Soo_ownership; four digit numbers indicate Wisconsin Central ownership.
tEMD: Electro-Motive Division, General Motors; Baldwin: Baldwin-Lima-Hamilton; FM: Fairbanks-Morse; Alco: Alco Products.

Wheel Cylinders
Class arrangement Numbers (in.)

-9 2.8.0 451, 472 2215 x 34
F-9 2-8-0 471 23105 x 34
I1-1 2-8-2 1003 28 x 30
L-2 2-8-2 1011, 1012,

1017 28 x 30
I-4 2.8-2 1025 28 x 30
H-3 4.4.2 730, 736 25 x 26
H-23 4-6-2 2719 25 x 26

TEAM

Drivers Pressure Engine Tractive
(n.) {Ibs,) welght (lbs.) effort (lbs.)
63 200 - 208,740 41,302
63 185 2 74 42,860
63 170 207,600 53,94
(1K 170 297,800 53,940
63 170 302,100 53.940
75 200 277,570 36,833
75 200 281,080 36,833

Cont.
tractive
Y ear Manuf. ‘
butit type Remarks
1039
1945
19490
1052
1839
1952
1954
1854
1965
1938
34,000 1942
1046
31,200 1948
34,000 1949 (2109, 2110)
1952 (2116)
36,000 1952 (2111-2115;
19053 (2117-2119
42,800 1947 (360-385)
1948 (366-367)
34,000 1054
40,000 105 375, 376)
195 377, 378) GP-7
105 381-383)
52,600 195
61,085 1954 (400-400)
' 3
1 in GP-9 .
1 41 4}
61,5685 197 24 409)
1 24 GP-9
1 24 4+13)
34,000 1 23 362)
1 23 367)
1 23 .
62,886 1 H0-552)
1 § 0; E GP-9 Eqguipped with
1 8 steam boilers.
62,885 1 GP-9 Equipped with
steam boilers.
53 (2555 GP-9 Equipped with
58 (2556 steam boilers.
49
a0
51
854 8D-9
947 (200) *
948 (201-204) F-7
048
R5,000 1949
65,000 1
1 7
80,000 1
1051 F-7
1953
47,000 1048 T
120,000 19490 F-7
80,000 1949
F-7 Equipped with
1960 steam boilers.
80,000 1951 F-7 Equipped with
steam boilers.
80,000 1949 (2500) F-7 Equipped with
19560 (2501) steam boilers,
40,000 1952 7 Equipped with
steam boilers.

lider

Remarks

b=
S

-

£y

Schencctady 1905-08 Stored serviceable,
Schenectady 1905-06 Stored serviceable,
Schenectady 1913 Stored serviceable.
Dunkirk 1920 Stored serviceable.
Dunkirk “1912 Stored serviceable,
Schenectady 1911, 1913 Stored serviceable.
Schenectady 1923 Stored serviceable.

Corrected to July 1958.

tension of the service to Duluth and
North Dakota points and its expan-
sion to include common carrier truck-
ers and shipper-owned trailers are
getting serious consideration.

Scunrer Park, some 17 miles
from the Chicago Loop, is the Soo’s
principal yard, and the center of its
Chicago Terminal activity. It has over
0 miles of track within its yard limit

( boards, and its 24 yard tracks can

store 2000 cars. Among its facilities
are the Soo’s Chicago l.c.l. and Rail-
Van terminals, a roundhouse, and a
running repair track. It has a newly

installed floodlight system and its
yardmaster has a complete talkback
speaker system to run his yard. But,
like all Soo yards, it is still a flat
switching yard. The industrial district
within Schiller Park’s yard limits has
77 industries that are good for 500 to
600 carloads a month. Schiller Park
forwards as many as 1200 cars a day,
and during its busiest years it has
forwarded nearly 255,000 cars. Every
day it dispatches and receives five
time freights and a local in each direc-
tion, plus extras, and its work keeps
anywhere from 16 to 20 switch and
transfer crews busy. It is not a large

P

yard, as railroad yards go in Chicago,
but it is vital to the Soo.

Schiller Park’s task is the complex
one of classification, and delivery and
collection of cars going to and from
the Soo’s Chicago connecting roads.
The job of delivery begins almost the
moment an eastbound time freight is
“dead” in the yard. Two switchers
usually move in to work a train — one
switching a cut while the other pulls®
another off the train — and they can
have a 90-car freight blocked into
transfer cuts in an hour and a half.

Throughout the Chicago area the
Soo’s transfer runs have connecting

e
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road cutoff times to meet. Eastbound
perishable and meat traffic coming off
No. 24, for example, has a 1:30 p.m.
cutoff at the Indiana Harbor Belt. The
Soo blocks its perishable traffic on the
train’s head end, where it can be
" switched out first, and on a typical
day the IHB transfer cut of reefers is
out of Schiller Park in a little over
half an hour after No. 24’s late-morn-

“ing arrival and is delivered to IHB

within the hour. Throughout the early
afternoon, still other transfer runs
move out into the Chicago area to
meet other eastbound and southbound
cutoff times.

Because direct delivery to connect-
ing roads can save as much as 24
hours over delivery through one of the
belt lines, the Soo is doing more of it
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SINCE January. 1, 1950, “the boss” to

9000 Soo Liners has meant a big (6- , .

i /
A ;

Fabian Bachrach.

foot 4-inch), vigorous Canadian named

G. Allan MacNamara. A youthful-look-

ing 64, he was born in Winnipeg, Man.,

on February 4, 1894. At the age of 18 he !
went to work as a Canadian National {
Railways stenographer. After four and
a half years in France with the Princess
Pat Regiment during World War I he
returned to the Canadian National, but in 1920 he went over to the Canadian
Pacific’s freight traffic department. A succession of CPR traffic jobs brought him
to Minneapolis in 1925 and soon after he became a United States citizen. For close
to 20 years he represented the Canadian Pacific in Minneapolis, Indianapolis, De-
troit, Boston and Chicago. Then followed his appointment on October 1, 1944,
to head the Soo Line’s traffic department. The sort of job he did in rebuilding the
Soo’s traffic organization was indicated by his appointment in 1948 to Vice-
President, Traffic, of Canadian Pacific Railway — a position which has been de-
scribed as “the world’s biggest trafic job,” with CPR’s rail, steamship, air, tele-
graph and express services. 'Two years later he returned to the Soo as its president.
“Mr. Mac,” as intimates know him, lives with his wife and son in suburban Edina.

In his eight years on the Soo, MacNamara has pushed a steady program of such
fundamental improvements as employee relations, line changes, physical better-
ment, track and shop modernization, operational efficiency, accounting mechani-
zation. Good track is particularly important to the Soo, he says, because “on the
east end we have farther to go, so we have to run faster to meet our competitor’s
schedules.” Quick to see the diesel’s value on the Soo, he scrapped a program
that called for full dieselization by 1960 and had the job done five years earlier.

Perhaps because of his Canadian Pacific background MacNamara favors a con-
cept of railroads as “integrated transportation systems” that would offer not just
rail service but truck service as well wherever trucks can do the job best. Piggy-
back would be an important part of integrated transportation, and he thinks it’s
important that railroads get together on piggyback standardization to permit full
interchange. !

MacNamara regards development of co-ordinated operations between railroads
as more likely to bring distinct benefits than would mergers — and more likely
to come sooner. He has effected some and he has more in the mill. Although
he belicves that the industry could gain much by smaller mergers, he considers the
recently proposed creation of four huge regional railroads as going too far.

Railroads, says MacNamara, must change their traditional methods of rate-
making. He believes there is a trend toward rates designed to be compensatory,
with less ¢emphasis on the commodity’s value in establishing a rate. “Multiple
car” and "guaranteed” rates, such as the Soo is now pushing, are typical of this
trend. He thinks provisions of the Transportation Act of 1958, which permit
greater freedom in ratemaking, will be a big help in this direction.

MacNamara likes, too, the elimination of the freight excise tax granted by the
1958 Act, but he hasn’t much to say in favor of the guaranteed loan. “As far as
I'm concerned it would be a last resort,” he comments.

The Soo’s boss is not particularly optimistic about any traffic bonanza the
St. Lawrence Seaway may bring. “But it won’t do us any harm,” he says, “and
in the long run it may do us some good.”

Eying the continuing trend to travel by private automobile, MacNamara sces
no future for the Soo’s passenger operation and, for that matter, he has little
optimism about the future of any rail passenger service in the Upper Midwest.

il
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all the time. Its radio-equipped trans-
fer crews currently deliver about 100
cars a day to nearly a dozen Chicago
railroads, handle all transfers to the
belt roads, and pick up all connecting
line traffic destined for the Soo.

Shoreham, at Minneapolis, and
Superior, at the Head-of-the-Lakes,
are the Soo’s other major yards. Each
of them forwards some 1000 cars a
day. The Soo has long-range plans
for a “push-button” yard in the Min-
neapolis vicinity to replace Shoreham.
It will come when traffic growth
makes the investment worth it, per-
haps 10 years from now.

The Soo Line operates no stream-
liners, and it has never made anyone’s
speed survey. Its newest coach was
built the year Archduke Ferdinand
was assassinated, and the average age
of all its passenger rolling stock is in
excess of 40 years. In 1957 the Soo
hauled only some 238,000 passengers
and earned, on the average, a little
over 60 cents per passenger train-mile
from them. Even including mail and
express, its passenger trains grossed
considerably less than $2 a mile, and
on an IL.C.C. formula basis the Soo
Line figures the operation of passen-
ger trains in 1957 cost it some 5.5
million dollars more than it took in.
Understandably enough, Soo Line
management is unhappy about the
passenger train.

These melancholy facts aside, the
Soo’s passenger trains are held in re-
markably high regard by the limited
numbers of Midwest rail travelers
who happen to be going its way. The
Soo’s elderly rolling stock has never
wanted for maintenance (example:
it's repainted every three to five
years), and over the years its equip-
ment for principal trains has received
such improvements as reclining seats
and air conditioning. The Soo’s re-
sourceful Shoreham Shops at Min-
neapolis have rebuilt many cars from
the frame up, producing a number of
well-appointed, thoroughly modern
sleeping and cafe-lounge cars. Im-
portant, too, the Soo’s equipment is in-
variably tidy, and its passenger train
personnel seems to have retained
much of the amiable hospitality that
all too often has disappeared from the
passenger train,

A large part of the Soo passenger
reputation has been earned in its din-
ing cars. This is no accident, for the
Soo Line regards meal service as an
accommodation for its passengers, and
it has never had any notions about
making money in its diners. It has
preferred instead to take itself seri-
ously when it claims “the best meals
on wheels.” Indeed, such is the repu-
tation of Soo diners that one Fond du
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Lac (Wis.) businessman has been
known to entertain his guests by tak-
ing them down the line to Burling-
ton on the afternoon local, just so he
can treat them to a return trip dinner
in the Laker’s diner.

The Soo’s capable dining car boss,
Joe Christensen, who learned the
business on his way up from third
cook, allows no compromise in food
quality or preparation. “Maybe we’re
old-fashioned,” he says, “but we op-
erate today much as we did 30 years
ago.” Not that the Soo is above ac-
cepting a worth-while innovation, but
not at the expense of quality. This
means that the Soo spurns such short
cuts as “prefabricated” meats, pre-
.cooked and frozen foods, prepared
mixes. A Soo Line cook cuts his own
meats, mixes his own soup, biscuits
and hotcakes, and generally puts the
entire meal together right there on
the train.

Among the So0’s best-known dining
car offerings are its Soo Line Special
Breakfast, an abundant spread that
has been widely imitated in other din-
ing cars, and its steaks, which Joe
Christensen flatly states are of the
finest quality and the largest offered
by any Midwest railroad. Few who
have tried them will disagree.

The Soo’s principal year-round pas-

enger trains are the overnight St.
(“aul-Winnipeg Winnipeger, operated

in conjunction with Canadian Pacific;
the Chicago-Duluth Laker (with Ash-
land and Minneapolis connections);
and the St. Paul-Portal Soo-Domin-
ion, which connects with Canadian
Pacific for points in Western Canada.
All three trains offer coaches, a variety
of sleeping car accommodations, and
feature one of the Soo’s congenial
Shoreham-rebuilt cafe-lounge cars.
Soo’s onetime pride, the Minneapolis-
Sault Ste. Marie Atlantic Express,
has declined to a six-day-a-week
run with only coaches, an alternate-
day sleeper, and scheduled meal
stops. Except for the Laker, which has
Pullman sleepers, all Soo sleeper
trains have Soo- or CPR-operated
sleeping cars.

A perennial favorite among Canadi-
an Rockies vacationers is the Soo-
Canadian Pacific Mountaineer, whose

{

annual appearance on the summer
timecard in place of the Soo-Dominion
makes the Soo, for a few months,
something of a major passenger car-

rier. Until the Wisconsin Central
bankruptey in 1932 the Soo operated

e Mountaineer all the way from
."qlhicago. For a number of years the
7 orth Western handled the equipment
to St. Paul. Now, except for special

cars handled by connecting roads, the
entire train originates at St. Paul. In
addition to a modest amount of in-

dividual travel, the Mountaineer
handles a prodigious number of or-
ganized tours, which make up 90 per
cent of its clientele, and not infre-
quently operates in two or more
sections. When it is running, the
Mountaineer is easily the Soo’s most
profitable passenger train —or more
correctly, its least unprofitable. From
May to September of 1957, when it
moved over 17,000 passengers, the
Mountaineer grossed $190,000 for Soo
Line.

The unhappy economic facts of its
passenger business being what they
are, the Soo Line has committed itself
to a gradual withdrawal. from passen-
ger operation, a process it concedes
will take a good many years. Current-
ly, abandonment petitions for several
of its secondary passenger runs are
pending. Still other runs have already
come off in recent months.

Ixs years of depression and bank-
ruptey left the Soo Line with a serious
backlog of deferred maintenance. That
Soo Line in 1958 is a railroad without
major deferred maintenance work
is a tribute to a management that has
recognized the need for a continuing
maintenance program in times of poor
as well as good earnings and to an en-
gineering organization that has con-
stantly experimented and pioneered
with machinery and methods.

Mechanization, more than anything
else, has enabled Soo MofW men to
meet rising costs with methods which
have returned more and more main-
tenance per dollar. The Soo has for
many years worked closely with one
of the major manufacturers in the de-
velopment of new MofW machinery.
This pioneering in equipment has led
to a highly mechanized organization
with an impressive productivity. For
example:

iThe Soo used to lay about 10 new
ties per man-day when it did the work
with regular section gangs. Now, with
fully mechanized tie-laying gangs it’s
putting in 25 to 30 ties per man-day.
Four such gangs normally handle all
of the Soo’s annual new-tie program
— an average of 460,000 ties per year.

A few years ago the Soo’s rail-
laying gang consisted of 100 men.
Time and motion studies and new
equipment led to a reorganized gang
that now does the same work with
only 55 men. Only one such gang takes
care of all the Soo’s new and re-lay
rail work.

The Soo engineering department
has been busy, too, with a continuing
program of right of way improve-
ments. Since 1952 it has moved more
than 5 million cubic yards of earth on
its western lines in a program of cut
widening that will reduce drainage
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and “snow removal problems. It has
been replacing timber trestles with
steel and concrete structures, and it
has lengthened sidings and yards for
diesel-length trains throughout the
system. :

The Soo’s mechanical department is
the sort of resourceful organization
that could undoubtedly build any-
thing on flanged wheels it wanted to .
build. It can turn out any kind of
freight car it has a mind to, has com-
pletely rebuilt old passenger cars to
meet new traffic requirements, and
hasn’t the slightest doubt that it can
upgrade its diesel locomotives if and
when the need arises.

Its shops are divided between
Shoreham at Minneapolis, which
handles all heavy passenger car re-
pairs and diesel repairs for the Soo
Line proper, and the old Wisconsin
Central shops at North Fond du Lae,
where heavy freight car repairs, new-
car production, and Wisconsin Central
diesel repair are concentrated.

Soo decided in 1949 to turn to its
own freight car construction simply
because it could do the job for less. At
North Fond du Lac it had both a good
work force and a well-equipped erect-
ing shop which was no longer required
for steam locomotive repair and
needed little modification for car pro-
duction. North Fond du Lac adopted
welding for nearly all of its new-car
fabrication, and its production men
have designed almost all of the time-
saving jigs and positioners they use.
Since 1949 North Fond du Lac has
turned out an average production of
400 cars a year, and it has produced as
many as 700 in one year. In addition
to such standard car types as box cars,
flat cars and gondolas, it has put to-
gether such specialized equipment as
a batch of 70-ton, airtight covered
hopper cars for hauling carbide.

Txe 1BM 650 electronic computer
the Soo placed in operation at Minne~
apolis last year was only the latest
step in a mechanization of its account-
ing and statistical work which began
with the adoption of IBM punch cards
for statistical operations in 1917. In
addition to its pioneering develop-
ment of a mechanized diesel parts in-
ventory system, now in use at Shore-
ham and soon to be extended to North
Fond du Lac, the Soo uses the new
computer to process payrolls and to
prepare revenue, car- and locomotive-
mile, and wage statistics. Among the
further applications of computer tech- .
nology now being studied are many
operations related to rate divisions
and reporting for interline freight
shipments, and a centralized station -
accounting system whose ultimate aim
is to process car reports and compute -
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LAKER awaits departure from Chicago’s venerable, graceful Grand Central Station.
Soo’s Wisconsin Central helped erect terminal in 1886-1888, moved over to the IC
in 1893, returned as a tenant in 1914, For a spell WC even operated commuter runs.

freight bills in the general office, elim-
inating errors or the need for verifica-
tion of bills prepared by agents.

Closely allied with its computer is
the Soo’s new freight car reporting
system, which went into operation on
the Minneapolis-Portal and Glen-
wood-Noyes lines last June 1. The
system utilizes teletype circuits to
transmit complete information about
freight shipments originated or re-
ceived from connections. Complete
data on each shipment is transmitted
at the first reporting only. Subsequent
updating reports, as a car moves along
the system, transmit only information
needed for switching. The information
is reproduced at receiving stations
both as a typed summary of a train’s
consist and on a punched tape, which
can be fed through automatic equip-
ment to produce a complete IBM
punch card record for each carload.
Fed through the computer, the cards
enable the Soo to compile in minutes
summaries and studies that once took
days.

Twelve principal west end stations
are now on the reporting system, with
every nonmechanized station report-
ing to one of them. Nineteen more
reporting stations will complete the
systemwide application, possibly by
July 1959,

Just what does the Soo’s car report-
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ing system do? To begin with it en-
ables current revenue estimates and
reports to management on day-to-day
traffic developments that were impos-
sible before. It provides intermediate
yvards with complete switching infor-
mation hours before a train arrives,
makes possible better car distribution,
faster car location, and simplifies en
route diversions. The Soo’s new traffic
research department has been feeding
the versatile punch cards through the
computer to assemble movement
studies and other traffic statistics
needed for its new rate proposals and
multiple car rate studies.

Co-ordinated operation by compet-
ing railroads is one good answer to
some of the problems generated by too
many railroads in areas where there
just isn’t enough traffic to support
separate facilities, The Soo has been
involved in co-ordination ever since
1929, when it entered into a joint 50-50
Cuyuna Range iron ore operation with
Northern Pacific. The NP uses Soo
Line trackage on the range, the Soo
uses NP track between McGregor and
Ironton, Minn.,, and the two roads
share NP’s ore yard and dock at Su-
perior. Since 1936 the Soo has had a
similar co-ordinated ore operation
with C&NW between Ironwood, Mich.,
and Ashland, Wis. Both roads use the
Soo’s ore dock at Ashland.

A few years ago the Soo entered in-
to an unusual co-ordinated operation
with Great Northern. The Soo tore up
26 miles of line between Schley and
Bemidji, Minn., and now runs its trains
over GN rails; Great Northern took
up 28 miles of track between Nashua,
Minn.,, and Hankinson, N. Dak., and
now operates over Soo track. Neither
road pays any rental or wheelage, and
each takes care of all maintenance of
its own track.

The Soo is now waiting for I.C.C.
approval of an 80-mile Rapid River-
Marquette (Mich.) co-ordination
agreement with the Lake Superior &
Ishpeming that would give the Soo
access to Marquette and the LS&I ac-
cess to Lake Michigan. Currently the
Soo, along with other railroads enter-
ing Duluth, is considering still another
co-ordinated operation — a consolida-
tion into one of three Duluth passen-
ger terminals.

The year 1957 was not a particu-
larly good one for the Soo Line, and
1958 will probably turn out to be even
worse. The combined Soco-Wisconsin
Central net income for 1957 was only
1.7 million dollars, against a 1956 net
of 4.5 million. The business recession
beginning late in 1957 was the cause,
of course, for the Soo, like all rail-
roads, is highly sensitive to business
conditions.

Traffic in 1958 has been running well
below 1957 levels. In the case of the
Soo’s important iron ore traffic, ton-
nage has been running only about 40
per cent of what it was in 1957. The
bumper grain crop — if it continues to
move to market — could help improve
the So0’s earnings for the year, but as
late as September the Soo was still
figuring that 1958 revenues would be
some 10 per cent under 1957. Employ-
ment was down to 7500 from the usual
9000, and the Soo’s annual improve-
ment and maintenance programs had
been severely reduced.

In any case, the Soo Line is in better
shape than it once was to absorb a few
poor years; and for that matter, it is
in better shape than a good many rail-
roads. Certainly it has already sur-
vived quite a number of them in its
75 years.

This, then, is the Soo Line. A rail-
road which has been a model of cor-
porate propriety, a dependable public
servant, and a respected competitor.
It has made many friends and even, of
late, a few dollars for its owners. A
railroad for which no great need ex-
isted. But it has done much with its
modest resources, and it has made a
useful place for itself in the region it
serves.

Which, all things considered, is
commendable indeed.
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