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Front cover: Three Seaboard GP40s 
led by 643 and 605 strike an elegant 
pose on a curve at Apex, North Carolina, 
on May 28, 1967. Further back and out 
of sight in No. 75’s train, the situation 
was not so attractive; a sun kink had just 
derailed several cars at the south end 
of the south siding on newly installed 
welded rail. —Warren Calloway photo
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lines south EditoriAL And 
sUBmissions PoLiCiEs

	 Lines south	makes	every	 reasonable	effort	 to	check	 the	accuracy	of	
articles	that	appear	in	the	magazine.	We	welcome	corrections	and	additions	
to	published	content.	Opinions	and	conclusions	expressed	in	articles	are	those	
of	the	author	and	not	necessarily	of	the	Lines south	staff	or	of	the	ACL	&	SAL	
Historical	Society.
	 We	welcome	submissions	of	articles	and	photographs	for	publication.	Our	
preferred	 formats	are	Word	documents	and	 “raw”	 tiff	 scans	of	photographs	
and	illustrations.	Please	contact	the	editor	for	details	and	for	other	methods	of	
submitting	photos.	If	you	do	send	any	items	of	value	to	us,	particularly	original	
photos	or	other	historic	items,	please	always	use	a	securely	packaged,	insured	
method	with	delivery	tracking;	Lines south	cannot	assume	any	responsibility	for	
loss	or	damage	to	materials	sent	to	us.	Please	submit	materials	and	inquiries	
to	the	editor:

Larry	Goolsby	
Editor,	Lines south	

10503	Meredith	Avenue	
Kensington,	MD	20895	
goolsbycl@comcast.net

Back cover top: NS 1612, a Baldwin AS-416, and a 70-tonner 
are crossing the Neuse River with a southbound freight in 
1959, and are about to arrive at New Bern. The railroad’s 

line to New Bern left the NS main at 
Marsden. — Michael Dunn photo

Back cover bottom: ACL SD35 1009 
leads a mixed group of C-C units 
including U25C 3013, a C-628, and a 
second SD35 with an F unit thrown in 
for spice. The train is at Richmond’s 
Acca Yard on November 30. 1966. 
—Warren Calloway collection

I’m	going	to	bet	that	at	least	some	of	you	are	asking	the	same	question	
we	have	here	at	Lines South	…	can	it	really	be	almost	30	years	since	
the	first	issue	came	out??!	Well,	yes;	the	next	issue,	Third	Quarter,	will	
mark	our	official	30th	anniversary	edition.	And	of	course	we’re	going	to	
celebrate	with	some	special	features	in	that	issue,	but	why	wait	to	begin?	
We	think	this	issue	itself	is	pretty	special.	We	first	commend	your	attention	
to	two	more	recollections	by	former	employees,	one	on	summer	work	on	
a	Seaboard	signal	gang	by	Henry	Sheldon	and	the	other	on	ACL	engine	
service	by	Wise	Hardin.	We	always	find	articles	 like	these	to	be	rich	 in	
details,	insights	and	understanding	of	the	railroad	business	that	just	aren’t	
available	anywhere	else.
	 This	issue	also	has	a	great	lineup	of	operations	and	equipment	history,	
including	another	deep	dive	into	Florida’s	early	rail	history	by	Ken	Murdock	
and	Warren	McFarland.	And	don’t	miss	the	feature	on	“Lulu	Belle,”	the	
boxy	purple	diesel	invader	that	must	have	struck	the	citizens	of	Wilmington	
as	 partly	 bizarre,	 partly	 amusing	 back	 in	 1939.	Unbeknownst	 to	 them	
at	 the	 time,	 this	curious	 locomotive	paved	 the	way	 for	ACL’s	complete	
dieselization	just	16	years	later.
	 Another	way	we’re	 celebrating	 our	 three	decades	 is	 to	 begin	 some	
changes	in	the	magazine.	You	may	have	already	noticed	this	issue	has	
40	pages	of	article	content.	This	costs	us	more	to	produce	of	course,	so	to	
help	keep	costs	down	we’ve	decided	to	streamline	the	“Lines	for	Members”	
newsletter	and	provide	it	as	a	separate	insert.	Full	details	on	newsletter	
features	are	available	on	our	website.	We’d	like	to	keep	up	this	increased	
page	count,	but	we’ll	need	your	ongoing	support	and	that	of	many	others	
out	there	who	may	not	know	about	Lines South	or	who	have	neglected	to	
renew.	We	need	your	help	to	spread	the	word	and	keep	our	membership	
numbers	up.	As	always,	 let	us	hear	your	opinion	about	our	efforts	or	 if	
you’d	like	to	contribute	an	article	or	other	materials.	—Larry Goolsby
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by Warren Calloway

ACL and SAL Second-Generation Diesels
As long-time rivals Atlantic Coast Line 
and Seaboard Air Line entered the 1960s, 
their motive power purchases had followed 
somewhat the same general policy. Both 
had heavily bought mostly Electro-Motive 
Division four-axle diesels to power their 
freight train fleet. ACL had many EMD FTs, 
F2s, F3s, and F7s as well as a large stable 
of GP7 road switchers. SAL also had lots 
of GP7s and GP9s and a modest group of 
F-units, as well as a large roster of Alco RS2s 
and RS3s. ACL was much more a proponent 
of the F-unit than SAL; although SAL began 
dieselization with the FT as did ACL, it 
purchased only 10 EMD F3s and sampled 
three Alco FA A+B sets before adopting the 

road switcher as its freight diesel of choice. 
Likewise, the ACL passenger locomotive 
fleet was all-EMD, and Seaboard’s was 
nearly so.
 During the latter half of the 1950s, neither 
road made any major diesel purchases. 
Except for a few wreck replacements, 
SAL’s last major purchase was for GP9s 
in 1955 and ACL’s was a group of F-units 
and switchers in 1952. Both carriers’ fleets 
served them well until the 1960s. SAL added 
20 new diesels in 1960, taking 10 each of the 
EMD GP18 and the Alco RS11. While these 
20 locomotives introduced the concept of 
dynamic braking to SAL, these models were 
not considered second-generation diesels; 
they were basically same old technology 
with a minor horsepower increase.

Arrival of Four-Axle
Second-Generation Units

 The first true second-generation diesel 
locomotives came to SAL and ACL with 
their purchases of the turbo-charged 2250 
hp EMD GP30. ACL bought nine in January 
1963 (900-908) for use on its growing high-
speed piggyback service between Richmond 
and Florida. True to ACL practice of the 
time, these units were still not equipped with 
dynamic braking, a feature ACL felt was not 
needed on the flat coastal plain mainline. 
Seaboard, on the other hand, had learned that 
this feature greatly improved train operation 
over its hilly and curvy line. All 34 of the 
GP30s that SAL purchased (500-533) in 
late 1962 and early 1963 were delivered 
with dynamic brakes. Both roads chose the 
new low short hood feature that symbolized 
nearly all second-generation diesels.
 SAL used its large GP30 purchase to 
clear its roster of the World War II-era 
FTs, sending its remaining FTs to EMD’s 
trade-in program for new locomotives. SAL 
placed one additional GP30 locomotive in 
its fleet when it purchased former EMD 

ACL U30B 978 is in fresh paint at Rocky Mount, North Carolina, on March 28, 1967. 
ACL’s four examples of this model and Seaboard’s 15 were the first of large group 
of powerful four-axle locomotives Seaboard Coast Line ultimately acquired from 
builder General Electric. —Tom King photo, Warren Calloway collection

Below: Seaboard GP30 501 leads 
a nicely matched quartet of the units 
still in fresh paint. This northbound 
extra, photographed at Millbrook, North 
Carolina, on December 4, 1963, has a 
long cut of piggyback flats near the head 
end. —Warren Calloway photo
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ACL and SAL Second-Generation Diesels
demonstrator 5639 and numbered it SAL 
534. Both ACL and SAL bought samples of 
EMD’s successor for the GP30, the 2500 hp 
GP35, with ACL getting six and SAL adding 
10 examples. Again, ACL’s GP35s (909-914, 
delivered in October and November 1963) 
were not equipped with dynamic braking, 
but the SAL units (numbered 535-544 and 
built in June 1965) did have dynamic brakes.
 In 1965, SAL needed new power to 
replace its older units used in Florida, and 
turned to Alco products for a group of new 
2000 hp Century 420 locomotives. The 
railroad’s Alco RS models being used in 
Florida were getting weary, and to upgrade 
the fleet, Seaboard retired a group of older 
units and replaced them with the C-420s. 
The SAL diesel roster was divided with 
the EMDs mostly based in Hamlet, North 
Carolina, in the northern half and the Alcos 
based out of Tampa and Jacksonville, 
Florida, in the southern half. Alco delivered 
26 of the C420s, numbered 110-135, in mid-
1965 for Florida service.
 In 1966, both ACL and SAL purchased 
EMD’s GP40 locomotive, the next model in 
EMD’s high-horsepower series, with a rating 
increased to 3000 hp compared to 2500 for 
the GP35. ACL’s 10 GP40s were numbered 
915-929 after the GP30s and GP35s. SAL 
would purchase 51 GP40s, numbered 600-
650. The SAL units introduced the lime 
green color to the Seaboard fleet, replacing 
its long-used Pullman green freight diesel 
color. These “Jolly Green Giants,” as they 
were called, were usually operated in three-
unit sets on high-priority trains.
 In 1966, both ACL and SAL turned 
to General Electric for their last new 
locomotives prior to the 1967 Seaboard 
Coast Line merger. General Electric was 

By 1965, ACL’s GP30s were regulars on Western Division piggyback trains and 
usually ran in pool service with L&N units of the same model. In this scene from 
July 25, 1965, two GP30s from each road hustle a northbound extra piggyback 
train out of Waycross at Lang, the junction of the lines to Albany and Manchester, 
Georgia. —Ken Marsh photo

One of ACL’s four U30Bs, No. 977, leads a northbound extra piggyback train at the 
north end of the Woodland, Georgia, passtrack on June 14, 1967. Other locomotives 
in the consist include GP40 925, U25C 3011, and a second GP40. ACL found that 
its new C-C units were equally adept at hauling tonnage freights and high-speed 
piggybacks. —Larry Goolsby photo

Right: Seaboard C-420 122 rolls a 
southbound extra through Cary, North 
Carolina, on May 22, 1966, with a cut 
of refrigerator cars. Helping out are two 
F3s, which are rolling out their last miles 
before being retired later that year, and 
a GP9. The low-nose Alco B-Bs were 
normally assigned to Florida and other 
parts of Seaboard’s southern territory. 
—Warren Calloway photo
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by then making a name for itself in the 
domestic road freight locomotive field after 
concentrating for many years on export 
units and small switcher models. ACL 
purchased four GE U30Bs, numbered 975-
978 and delivered in February 1967. SAL 
also purchased U30Bs, but its order was 
for 15 units (800-814), also delivered in the 
road’s new lime green color scheme. The 15 
locomotives arrived in December 1966 and 
January 1967.

Right: Seaboard GP30 505 with 530 and a third sister are arriving southbound in 
the empty Hamlet, North Carolina, receiving yard from Raleigh on June 13, 1965. 
The third freight car is one of SAL’s rare high-capacity flatcars with containers for 
coiled steel. The cars later had the containers removed and were used for hauling 
granite slabs out of Elberton, Georgia. —Warren Calloway photo

Above: GP30 513 and two passenger units – E7 3043 and an E4B – provide fast 
pulling power for TT23, Seaboard’s southbound flagship piggyback train on the 
Richmond-Florida run. Seaboard often used its E units for priority freight service 
in the early 1960s. The trio has paused for a moment at Raleigh, North Carolina, 
on June 10, 1964. —Warren Calloway photo

Left: Seaboard GP30s 519 and 506 lead 
GP18 408 and an F3 with a southbound 
freight at Boylan Tower in Raleigh, North 
Carolina, in August 1965. —Warren 
Calloway photo

Left: Seaboard U30B 807 leads three 
roster mates on a freight near Baldwin, 
Florida, on April 15, 1967. SAL took 15 
of the units, which like the road’s GP40s 
were all delivered in the Jolly Green 
Giant paint scheme. —Ken Ardinger 
photo, Warren Calloway collection
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RR No. Qty. Model Builder Serial Date SCL Number
 Notes
ACL 550 1 SDP35 EMD 30531 9/65 600
 Renumbered ACL 1099 in 1966
ACL 900-908 9 GP30 EMD 27989-27997 1/63 1300-1308
ACL 909-914 6 GP35 EMD 28535-28540 11/63 1400-1405
ACL 915 1 GP40 EMD 32350 11/66 1500
ACL 916-929 14 GP40 EMD 32351-32364 12/66 1501-1514
ACL 975-978 4 U30B GE 36144-36147 2/67 1700-1703
 Built in U28B carbodies – EMD trucks
ACL 1000-1003 4 SD35 EMD 29035-29038 6/64 1900-1903
 1000 was ex-EMD demonstrator 7715
ACL 1004-1010 7 SD35 EMD 29594-29600 11, 12/64 1904-1910
ACL 1011-1023 13 SD35 EMD 30518-30530 9/65 1911-1923
ACL 1024-1033  10 SD45 EMD 31840-31849 12/66 2000-2009
ACL 2000-2003 4 C-628  Alco 3371-01 to 04 12/63 2200-2203
ACL 2004-2010 7 C-628 Alco 3393-01 to 07 12/64 2204-2210
ACL 2011-2012 2 C-630 Alco 3408-01 to 02 7/65 2211-2212
ACL 2013 1 C-630 Alco 3408-03 12/65 2213
ACL 3000-3003 4 U25C GE  34969-34972 12/63 2100-2103
ACL 3004-3010 7 U25C GE  35064-35070 11/64 2104-2110
ACL 3011-3014 3 U25CU GE 35609-35612 10/65 2111-2114
 Rated at 2800 hp
ACL 3015-3020 6 U25C GE 35613-35618 10, 11/65 2115-2110
ACL 3021-3024 4 U30C GE 36140-36143 11/66 2121-2124
SAL 110-127 18 C-420  Alco 3418-01 to 18  5/65 1212-1228
 SAL 126 wrecked/retired; no SCL # assigned
SAL 128-135 8 C-420  Alco 3418-19 to 26  8/65 1229-1236
SAL 136 1 C-420   Alco 3459-01 5/66 1237
 Replacement for wrecked SAL 126
SAL 500-509 10 GP30 EMD 27928-27937 11/62 1309-1318
SAL 510-519 10 GP30 EMD 27938-27947 12/62 1319-1328
SAL 520-533 14 GP30 EMD 27948-27961 1/63 1329-1342
SAL 534 1 GP30 EMD 27462 3/62 1343
 Originally EMD demonstrator 5639
SAL 535-544 10 GP35 EMD 30628-30637 6/65 1407-1415
SAL 600-614 15 GP40 EMD 31767-31781 5/66 1515-1529
SAL 615-629 15 GP40 EMD 31784-31798 5/66 1530-1544
SAL 630-645 16 GP40 EMD 32609-32624 1, 2/67 1545-1560
SAL 646-650 4 GP40 EMD 32959-32963 1, 2/67 1561-1565
SAL 800-814 15 U30B GE 36121-36135 12/66-1/67 1704-1718
 Built in U28B carbodies –EMD trucks
SAL 1100-1119 20 SDP35 EMD 29340-29359 7/64 601-620

Second-Generation
ACL and SAL Diesel Locomotives

Below: Seaboard GP35 536 leads 
another GP35, three GP30s, and two 
older geeps as Train 75 makes a pickup 
at Norlina, North Carolina, on August 25, 
1965. —Warren Calloway photo

Six-Axle Models
 In 1963, the Atlantic Coast Line placed 
orders for new locomotives that marked a 
dramatic change in the railroad’s previous 
policy since its dieselization began in 1939. 
Beginning with the road’s first freight diesels 
(FT units in 1942), the carrier had cast its lot 
with four-motor units, all without dynamic 
brakes — a choice dictated by ACL’s 
generally flat profile. This practice came 
to an end with the acquisition of six-motor, 
high-horsepower road freight units from all 
three of the current diesel manufacturers of 
the time. From the early fifties, hundreds of 
F-units and EMD GP7 road switchers had 
handled all freight trains on the six-state 
ACL system. Passenger service had been 
handled mostly by EMD E-units, but even 
these locomotives were powered by only 
four traction motors per locomotive.
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 As ACL began to replace its early diesel 
locomotives with these more modern and 
powerful second-generation diesels, the first 
replacements still followed the same basic 
ACL mechanical policy — the non-dynamic, 
four-motor GP30s and GP35s. The really 
big change for ACL occurred in 1963 at the 
direction of Assistant Vice President John 
W. Hawthorne. With the placement of orders 
with Alco, General Electric, and EMD, ACL 
ordered four examples of each of the three 
builders’ newly announced models — Alco 
would supply the Century 628 (2750 hp), 
General Electric its U25C (2500 hp), and 
EMD its SD35 (2500 hp). In each case, ACL 
would be the first common-carrier railroad 
to acquire these new models, a move that 
attracted a good bit of trade press and railfan 
attention.
 All three of the major builders had 
announced the addition of these new six-
motor locomotives to their product lines 
in 1963. General Electric supplemented 
its successful U25B road switcher with 
the C-C truck U25C model, with the first 
examples going to Oro Dam Contractors. 
Alco launched a new locomotive line which 
included the C-420, C-424, and the C-628; 
the first two were B-B truck units. While 
ACL had purchased small quantities of 
both the GP30 and GP35, the railroad opted 
for the SD35 soon after it was announced. 
ACL purchased the GP30s and GP35s for 
the rapidly growing piggyback service 
and high speed merchandise service on 
the north-south main between Richmond, 
Virginia, and Florida, but the C-C models 
were intended for service on the hilly 
former Atlanta, Birmingham & Coast line 
from Waycross to Atlanta, Georgia, and to 
Birmingham, Alabama (the ACL Western 
Division) and on the “Bow Line” between 
Waycross and Montgomery, Alabama.
 In the years just prior to the decision 
to purchase C-C locomotives, ACL had 
conducted a study of its motive power needs. 
This study indicated that high-horsepower 
units could benefit the road in unit reduction 

ACL’s first three SD35s, 1000 through 1002, pose on a freight at Waycross, Georgia, 
shortly after being placed in service. Units of the same model ran together when 
ACL first took delivery of the six-motor locomotives, but were soon mixed with other 
power. —ACL photo, Larry Goolsby collection

ACL SD35 1009 leads two U25Cs and an F7B with a southbound freight leaving 
South Rocky Mount, North Carolina, on July 31, 1965. The iconic ACL searchlight 
signals at this location were just recently replaced during a CSX signal upgrade 
program. —George H. Menge photo, Warren Calloway collection

Alco’s C-628 was billed as the world’s 
most powerful single-engine locomotive 
when it was introduced. ACL was the 
first railroad to buy the hefty 2750-h.p. 
diesel; the class unit poses in the snow 
at the builder’s Schenectady, New York, 
plant in December 1963. —Alco photo, 
Mainline Photos collection



9ACL and SAL Second-Generation Diesels

on the carrier’s Western Division and 
Montgomery line. The hilly terrain west of 
Waycross had been the home of powerful, 
low-speed 2-10-2s in steam days. Studies 
showed that the six-axle locomotives could 
handle one-third more tonnage than four-
axle units of comparable horsepower. This 
meant ACL could handle priority Midwest-
to-Florida traffic with fewer units, resulting 
in operational savings. Over this line at the 
time, sets of five or more four-axle, 1500 hp 
units were needed for freight service. ACL’s 
recently merged Charleston & Western 
Carolina line also came with a rugged 
profile. ACL determined three six-axle units 
could deliver the same service as these long 
strings of F and GP units. Despite many 
skeptics in the industry, ACL’s Assistant 
Vice President — Equipment, John W. 
Hawthorne, reasoned that a six-motor unit 
would be more efficient for ACL’s modern 
motive power needs, and gambled that 
the new C-Cs would be the railroad’s best 
investment.
 Alco had launched an aggressive 
advertising program, claiming the Century 
628 to be the most powerful single-engine 
diesel ever built in the United States. With all 
of the media attention surrounding the new 
Century line of locomotives, ACL wanted to 
take advantage of this publicity and promote 
this new industry-leading locomotive to 
better serve the carrier’s online shippers. 
ACL’s first new six-axle units arrived in late 
December 1963 with delivery of the four 
C-628s (2000-2003) and four U25Cs (3000-
3003). On January 17, 1964, ACL President 
W. Thomas Rice presided over a formal 
delivery ceremony for the new C-628s in 
Richmond. The U25Cs were also placed in 
service early in 1964, and the SD35s arrived 
in late June. To show the flag, several more 
ceremonies were conducted over the next 
several months. Over the July 4 holiday 
for example, SD35s 1001 and 1002 were 
placed on display at the passenger station 
in Rocky Mount, North Carolina. Several 
other ceremonies occurred over the system 
shortly following their delivery in June of 
1964.
 The four SD35s (1000-1003) were the 
first of this new EMD model built. The 
group included former EMD demonstrator 
7715, the numerical designation given to the 
order number used on all four ACL SD35s. 
Apparently EMD had planned to construct 
a four-unit demonstrator set, but with ACL’s 
early order, these four units were diverted to 

ACL C-628 class unit 2000 is at Waycross, Georgia, on March 29, 1964, coupled 
to U25C 3003 and a second C-628. The railroad’s original quartets of each of the 
three new C-C models often ran together at first but soon began to mix both with 
each other and with older units. —Ken Marsh photo, Warren Calloway collection

C-628s 2001 and 2005 chug northbound in the company of an SD35 north of Lilly, 
Georgia, on ACL’s Western Division in April 1965. Second-generation power was 
frequently assigned to this hilly ex-Atlanta, Birmingham & Coast route. —David 
Salter photo

Three of ACL’s first four U25Cs (3001, 3003, and 3002) are still running together 
in this November 26, 1964, scene at Manchester, Georgia. F7A 407 adds another 
1500 h.p. for the run south. —Larry Goolsby photo
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A grimy ACL SD45, No. 1031, stands at the Acca terminal in Richmond on October 1, 
1967. While the unit is still in ACL paint, the U25C behind it, SCL 2108 (ex-ACL 3008), 
has already been renumbered for the newly merged railroad. —Warren Calloway photo

The Alco C-630 was the 3000-h.p. successor to the C-628. ACL took three, Nos. 2011-
2013; the 2011 is at the Alco plant in July 1965. —Alco photo, Larry Goolsby collection

fulfill the ACL order. All four ACL SD35s 
had builder’s dates of May 1964, yet the 
group did not arrive on the railroad until 
late June. If the units actually served EMD 
as demonstrators, it was for only a short 
period. No photographic evidence has been 
found showing a unit actually painted as 
EMD 7715. The four ACL SD35s featured 
dynamic braking and were the first ACL 
diesels so equipped. ACL’s C-628s and 
U25Cs lacked this feature as delivered, but 
were all retrofitted with dynamic brakes. 
Subsequent orders to both builders specified 
inclusion of the dynamic option.
 After delivery, ACL pretty much kept 
the new six-axle diesels on the Western 
Division, but with additional orders 
eventually arriving, they could soon be 
found systemwide. However, they remained 
concentrated on the Western Division. And 
although ACL bought the C-C units with 
heavy merchandise trains in mind, the 
railroad soon found they could move fast 
piggyback trains with equal ease. Coast Line 
liked the new locomotives and took delivery 
of seven more of each model in late 1964.

More C-Cs for ACL
 In 1965, ACL again ordered more units 
from all the builders. EMD would supply 
13 more SD35s, numbered 1011-1023; 
General Electric supplied a like number of 
U25Cs, 3011-3023; and Alco constructed 
three C-630s, that builder’s 3,000 hp 

A second-generation one-of-everything quartet stands at the south end of the 
Manchester, Georgia, yard on December 22, 1965. U25C 3011 leads with SD35 1015, 
C-630 2011, and GP30 905 completing the group. Two crew members tend to a problem 
with the C-630; the Alcos had a trouble-prone reputation. —Larry Goolsby photo
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ACL SDP35 1099 is at Richmond on August 19, 1967. This lone SDP35 on ACL’s 
roster was originally No. 550. At the right is RF&P E8A 1005. —Warren Calloway photo

replacement model for the C-628. At the 
same time, ACL sampled a new model, the 
EMD SDP35, a dual-service freight and 
passenger locomotive. The six-axle SDP35 
had been introduced the year before when 
eventual merger partner Seaboard Air Line 
bought 20. Like ACL, the Seaboard had a 
heavy dependence on four-axle locomotives, 
but in looking for a replacement for it mile-
weary early E4 and E6 fleet, opted for the 
new dual-service unit. SAL purchased the 
locomotives for its large fleet of local and 
secondary passenger trains. With the SDP35, 
SAL found a unit that gave it the flexibility 
of a locomotive capable of pulling long, 
heavyweight local and secondary passenger 
trains, and when not needed for this service, 
could easily haul fast freights as well. The 
SAL SDP35s wore numbers 1100-1119.
 ACL’s single SDP35, number 550, was 
assigned to the Jacksonville-St. Petersburg, 
Florida, section of the New York-to-Florida 
West Coast Champion. It was also used 
across Florida in other secondary passenger 
service. In 1966, the 550 was renumbered 
1099; this was a result of ACL purchasing 

U30C 3021, still in ACL lettering, has two SCL GE C-Cs with Train 313 at Valdosta, 
Georgia, on November 5, 1967. Felix Brunot photo, —Warren Calloway collection

ACL’s later second-generation C-Cs could be found in just about any combination of 
newer and older units. This lashup at Rocky Mount, North Carolina, features U28C 
3024 up front followed by what appears to be an F7B leased from General Electric 
and three more ACL units: an F7, FP7, and E8. The photo was taken at the north 
end of the yard on May 7, 1966. Tom King photo, —Warren Calloway collection

Above: This General Electric artist’s 
vision of ACL’s second U25C order has 
units 3005, 3006, and 3007 moving a 
freight through the Alabama mountains 
on the Western Division. —ACL & SAL 
HS collection
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Seaboard’s 20 versatile SDP35s could work as needed in fast freight service or 
on the road’s secondary passenger runs. No. 1116 is coupled here to GP30 518, 
a second GP30, and an older EMD unit at Hamlet, North Carolina, on June 13, 
1965. —Warren Calloway photo

former Missouri-Kansas-Texas E-units 
earlier that year. In order to number the 
newly purchased E8s after the ACL’s own 
E8s (543-548), the SDP35 was renumbered 
to the end of the standard SD35 1000 series 
and the former Katy units were assigned 
numbers 549-556.
 The new Alco C-630s were numbered 
2011-2013, and occasioned the claim for 
another “first” by Alco — No. 2011 was 
hailed as the first AC/DC transmission unit 
designed, built, and sold in the country. The 
C-630 would be the last Alco diesels bought 
by ACL, since Alco quit the locomotive-
building business two years later. With Alco 
gone, this left only EMD and GE to divide 
future ACL locomotive orders. At the time 
the order for GE locomotives 3011-3023 was 
placed, GE was developing an even higher 
horsepower locomotive, the 2800 hp U28C. 
ACL took delivery of three testbeds for the 
U28C, ACL 3011-3013. These units would 
eventually result in GE offering the U28C 
as a regular production model in 1966.
 Although ACL did not completely 
abandon the four-axle locomotive — it 
followed its early C-C purchases with the 
15 EMD GP40s and four GE U30Bs of 
1966-67 — ACL clearly favored the six-
axle design. Coast Line soon purchased 
more six-axle units in the form of four 
U30Cs and 10 EMD SD45s, with both 
models producing 3000 hp The SD45s were 
assigned numbers immediately following 
the highest-numbered SD35 then on the 
roster, 1023, and the SD45s were numbered 
1024-1033. In the short time after their 
arrival preceding the ACL-SAL merger, 
the SD45s spent most of their time on the 
former Charleston & Western Carolina 
Railway route out of Augusta, Georgia, to 
Spartanburg and Yemassee, South Carolina. 
Arriving in December 1966 (SD45s) and 
January 1967 (U30Cs), they did not serve 
long under the ACL name. Following 
the merger, they continued to operate in 
basically the same area as under ACL.
 ACL’s four U30Cs were among the 
earliest examples of the model and were 
built in U28C carbodies — a practice 

SCL 1705 and 1708, formerly Seaboard 805 and 808, are coupled to a C420 and a 
long freight at Baldwin, Florida, on May 24, 1968. The three units display the “split 
image” scheme of SCL lettering applied to units still in SAL colors. —Ken Ardinger 
photo, Warren Calloway collection

SCL U28C 2119 and SD45 2021, ex-
ACL 3019 and 1021 respectively, lead 
two more EMD C-Cs in former Seaboard 
territory at Raleigh, North Carolina, 
on September 18, 1977. —Warren 
Calloway photo
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common to General Electric when the 
builder was in transition between models. 
This was also true of the four U30Bs, which 
were built in U28B carbodies.

SCL Merger and Beyond
 On July 1, 1967, the Atlantic Coast Line 
and Seaboard Air Line merged, creating 
the Seaboard Coast Line Railroad. Prior 
to this long-planned merger (it had first 
been announced in 1958), the two roads 
had developed an overall renumbering 
plan that placed both road’s diverse rosters 
into a common numbering system. Where 
common models existed, the new numbers 
were assigned first to ACL’s units and 
followed by those of the same model on SAL 
roster. For the ACL six-axle fleet, no similar 
models existed on SAL except for the dual-
service SDP35s. Thus, ACL 1099 became 
SCL 600 and SAL’s 20 units were assigned 
601-620. The ACL C-C units were assigned 
new road-number blocks, as follows: SD35s 
were given SCL numbers 1900-1923, SD45s 
became SCL 2000-2009, the Centuries were 
given numbers 2200-2213, and the GEs 
2100-2124.
 Soon after the merger, SCL purchased 
additional EMDs, but no additional six-axle 
Alco or GEs. Alco’s impending departure 
from the market was likely the reason no 
additional Alcos were bought. Following 
the merger, other than the SD45s, SCL’s 
mechanical department turned away from 
C-C locomotives and heavily committed to 
B-B models from both EMD and GE. Except 
for purchasing 15 EMD SD45-2 models, 
SCL added no additional C-C power until 
the late 1970s when it began buying EMD 
SD40-2s and GE C30-7s.
 Under SCL, the former ACL units 
remained in the same service as before the 
merger, mainly on the lines west of Waycross 
and the ex-C&WC line. In 1977, SCL 
reassigned the Alco C-628s and C-630s to 
its Family Lines corporate cousin, Louisville 
& Nashville Railroad. The GEs remained 
in SCL service until 1980, when the U25Cs 
were all sold to General Electric and shipped 
to the GE facility in Hornell, New York, 
where they were rebuilt, renumbered, and 
shipped to Mexico for service on National 
Railway of Mexico.
 The SD35s and SD45s fared better. 
However, in 1977, to help relieve a power 
shortage on L&N, a small group of SD35s was 
transferred: SCL 1902, 1903, 1907, 1909 and 
1919-1923 became L&N 7025-7034. During 

SCL SD45s 2032 and 2038 lead two trains at Hamlet in October 1973. The powerful 
units often ran in groups of three on heavy-duty assignments, particularly over 
SCL’s hillier districts. —Warren Calloway photo

SCL U25C 2109, ex-ACL 3009, is first in a string of second-generation power moving 
toward the engine terminal at Acca Yard in Richmond, Virginia, on September 22, 
1968. Other power in the group includes four GE B-B units and an Alco Century 
at the end. —Warren Calloway photo

Hard-working horses get dirty, and SCL 2213 (ex-ACL 2013) is no exception. 
The hulking C-630 is on a southbound freight at Richmond on October 1, 1968. 
—Warren Calloway photo
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rebuilt into H15s and numbered 1, 2, 5, and 
6, they were the first SCL diesels to receive 
the Family Lines image.
 In the year after the merger, SCL would 
add additional SD45s to the fleet. In 1968 
and 1971, SCL added 35 units, 2010-2044, 
and in 1974, SD45-2s 2045-2059 arrived. All 
the SD45s and SD45-2s were on the roster 
when Seaboard System was formed in 1983 
except for a group SCL traded to Clinchfield 
for a like number of CRR U36Cs. Under 
Seaboard System management, the SDs 
were renumbered again.
 The remaining SCL 1900-series SD35s 
were united with the sister units that had 
earlier been transferred to L&N, and given 
4500-series numbers and assigned to heavy 
yard service for SBD. The SD45s and 
SD45-2s were renumbered to the 8900 
series with the former ACL units receiving 
SBD numbers 8900-8909. SCL’s own 
bought-new SD45s became 8910-8944. The 
SCL SD45-2s were joined by similar units 
from Clinchfield and renumbered higher in 
the 8900 series; CSX 8950-8964 were the 
former SCL SD45-2s, and CRR 3607-3624 
became CSX 8965-8982.
 The four former ACL U30Cs remained 
on SCL until the early 1980s. In 1983, they 
were renumbered to Seaboard System 7277-
7280 behind former L&N U30Cs on the 
SBD roster. In 1986, CSX Transportation 
merged its Seaboard System and Chessie 
System units into a consolidated company, 
and CSX emerged as a railroad rather than 
a holding company. As owned by CSX, the 
units retained their former Seaboard System 
numbers.
 Under CSX, many of the former ACL and 
SAL second-generation diesels continued 
to serve for a number of years. The GP40s 
and U30Bs lasted into the early 1990s. 
Some of the GP40s were rebuilt and resold 
to Union Pacific. The SD35s were used in 
heavy yard service and were finally retired 
in the early 1990s. Many of the SD45s 
were sold to VMV, who used them in lease 
service for several more years. VMV later 
sold off many to new owners; some went 
to Morrison-Knudsen, where they were 
rebuilt into SD40M-3s and sold to Southern 
Pacific. VMV also sold several to Montana 
Rail Link. MRL also acquired a large group 
of former CSX SD45-2s, and many are still 
in service today. Today, none of the former 
ACL and SAL second-generation units 
remain in CSX service, but some are still 
active on other roads.

Seaboard GP40s 626 and 611 rest at Hamlet, North Carolina, on October 2, 1966. 
The units’ new lime green paint scheme is still fresh. —Warren Calloway photo

SAL 631, 610, and a third GP40 are on northbound freight No. 280 at Raleigh’s 
Boylan Tower on April 5, 1967. The lime green units often worked in sets of three. 
—Warren Calloway photo

this time frame, L&N was experiencing an 
extreme motive power shortage. Supposedly 
shippers complained and ICC ordered SCL 
to supply L&N with additional locomotives 
the relieve this shortage. SCL also took the 
opportunity to send all of its six-axle Alcos to 
L&N. SCL C-628s 2200-2210 became L&N 
7513-7523, and C-630s 2211-2213 became 
L&N 1433-1435.

 Also in 1977, SCL rebuilt a group of 
the SD35s into de-turbocharged, heavy 
hump service units and called them H-15s. 
SCL 1901, 1908, 1916, and 1917 were 
renumbered to 3, 8, 4, and 7 respectively 
for Waycross yard hump service. All were 
repainted into Family Lines colors of French 
gray bodies with red and yellow striping. 
Along with four SDP35s that were also 
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Above: ACL U30C 3021, one of four such units ACL received in late 
1966, is at the Acca engine terminal in the company of other second-
generation power on January 22, 1967. —Warren Calloway photo

Above: Month-old “Jolly Green Giant” GP40 612 is still 
factory-fresh at Seaboard’s Hamlet Yard on June 14, 
1966. —Warren Calloway photo

Below: ACL C-628s 2004 and 2005 plus an SD35 move through the 
Waycross, Georgia, yards with a freight on July 25, 1965. The big 
Alcos easily beat out their GE and EMD companions in generating 
smoke and noise. Ken Marsh photo, —Warren Calloway collection
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Shipping Watermelons on the Coast Line and Seaboard — Part 2

Watermelon Season

by Russell Tedder Fruit Growers Express wmoved quickly into the business of shipping produce by 
rail by deploying a large fleet of refrigerated trailers in the early 1960s. This photo 
shows an FGE trailer being loaded on what is purportedly an ACL TOFC flat. The 
ACL name and number on the flatcar are actually retouched; the only TOFC cars 
ACL owned were converted 53-foot flatcars. —ACL photo, Larry Goolsby collection

Part 1, published in the Fourth Quarter 2012 
issue, summarized the history of watermelon 
shipment by rail. In Part 2, the author 
describes the transition of this business 
to trailer-on-flatcar service, followed by 
the demise of watermelon shipping by rail 
altogether.

The Damage Problem
 Following the end of World War II, 
trucks began making strong inroads into 
the watermelon shipping market. By going 
directly to the fields to be loaded, the trucks 
were formidable competition. As early as 
1948, Brooks County, Georgia, farmers 
reported that about one-fourth of their 
shipments had moved by truck.
 The capability of watermelons to withstand 
the wear and tear of shipping was very 
important in the profit picture for railroads 
that handled watermelons. Oftentimes after 
the season was over, railroad clerks spent the 

next six months processing damage claims. 
It seemed that when the market was poor, 
damage claims were high. When the market 
was good, damage claims were much less. 
It was not until the 1950s that the railroads 
finally recognized that loss and damage 
claims paid out offset a high percentage of 
profit they made on the traffic.
 Warren McFarland recounts that in 
1942, at the young age of 19, he relieved 
the Atlantic Coast Line agent at Trenton, 
Florida, at the very end of the watermelon 
season. He was there for two weeks and 
spent the better part of the time responding 
to damage claims that had been filed on 
watermelons shipped earlier. It seemed as 
though there was a claim for every carload 

of watermelons shipped. At that time, 
Warren believed that the Coast Line would 
have been better off financially without 
the watermelon business. The author had 
similar experiences on the South Georgia 
Railway at Quitman, Georgia, in the early 
1950s. Damage claims seemed to come in 
for several months after the season was over.

The Telegraph Burden of
Diverting Watermelon Shipments
 Warren also notes that besides damage 
claims and a dwindling car fleet, practically 
every carload of melons brought on an 
added telegraph burden. The shipping and 
diversion process described in Part 1 tied 
up the telegraph lines that were otherwise 
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used for train dispatching and other 
company business. The diversion orders 
had to be telegraphed via company wires 
to the holding yards at Waycross, Georgia 
(Atlantic Coast Line) and Hamlet, North 
Carolina (Seaboard) so that the cars could 
be diverted to their final destinations. Often, 
shipments were diverted twice before they 
ever got to the holding yards. Sometimes 
the buyers would divert the cars again after 
they had departed the holding yards. The net 
result was that on either road there might 
be between 100 and 200 or more diversion 
orders telegraphed every day during the peak 
season and then accomplished at Waycross 
and Hamlet. The greatly increased telegraph 
activity not only tied up the company lines, 
it also created a lot of extra work that was 
probably never figured into the rate setting.
 Along with a dwindling and rapidly 
wearing-out ventilated boxcar fleet, the 
cost of damage claims was a major factor 
in the Coast Line and Seaboard decisions to 
give up shipping watermelons by rail in the 
late 1950s. During this time both railroads 
analyzed the ratio of damage claims to 
revenue from watermelons and found that 
for every dollar of revenue, more than 50 
cents was paid out in damage claims.
 R.L. Mott, vice president of trailer-on-
flatcar (TOFC) services for the Seaboard, 
stated publicly at a transportation seminar 
that the watermelon business was gone and 
that the railroad was well rid of it. He added 
that it was obvious that the system was 
broken when shippers came into stations 
to complete bills of lading on watermelon 

shipments and asked for damage claim forms 
at the same time. With these facts before 
company officials, the decision to phase out 
watermelon shipments in ventilated boxcars 
was not hard to make. Although the ACL and 
SAL continued to handle a small volume of 
watermelons in vents, by the early 1960s a 
high percentage of watermelon shipments 
were made by truck. The number of cars in 
the two railroads’ fleets dropped sharply; 
ACL rostered nearly 2,250 vents in 1957, 
but just 350 five years later. The comparable 
numbers for Seaboard were even more 
dramatic: over 1,500 cars in 1957 but only 
55 in 1962. But this bleak situation was 
not the end of story — a significant change 
occurred in the next few years.

Watermelon Shipping in TOFC Service
 Throughout the early 1960s, the Coast 
Line and Seaboard both looked to TOFC 
trailers (or piggyback service) as the 
salvation for their fresh fruit and vegetable 
business that had been a mainstay of the 
freight traffic base of both carriers. About 
this same time, Interstate 95 was largely 
complete, highway truck weights had been 
increased, and the three-axle truck tractor 
in combination with 40-foot trailers was 
the new standard. Although the ACL and 
SAL accelerated their piggyback service a 
bit after some roads, they both went after 
it aggressively starting in the early 1960s. 
They also realized TOFC could be the 
savior of the watermelon business and began 

Two of the last ventilated boxcars on the ACL were O-17s 17111 and 17748, relegated to storage in the Lakeland, Florida, yards 
when this photo was taken in August 1966. The cars survived a few more years before going to scrap. —Larry Goolsby photo

Another ACL ventilated boxcar that made it to mid-1966 — when ACL had barely 
a dozen vents left — was No. 18052, spotted at Thomasville, Georgia, in June 
1966. —Randy Young photo



SOUTH
LINESLINES 3rd Quarter 201318

offering TOFC service for melons handled 
in trailers loaded on railroad flatcars. 
By 1967, watermelon traffic was firmly 
established for rail haul in TOFC service on 
both companies, which soon merged as the 
Seaboard Coast Line on July 1, 1967.
 TOFC rates, which were regulated by 
the Interstate Commerce Commission, 
were commodity-specific and published in 
public tariffs under ICC rules. The railroads 
offered a conventional pricing structure of 
Plans 1, 2, and 3 for TOFC service (see 
sidebar “Trailers to the Rescue”). The 
Coast Line and Seaboard both bought fleets 
of new trailers for this service that were 
equipped with end vents. Both companies 
also installed loading ramps in the major 
watermelon growing areas from Florida to 
the Carolinas. Local drayage contractors 
loaded and unloaded the trailers to and 
from the flatcars and handled them from 
packing houses and sometimes directly 
from the fields. To simplify the process for 
shippers, most rates were established with 
Plan 2-1/2 (a modification of Plan 2) — door 
to door service, from the field to the produce 
distributor’s warehouse — with the railroad 
making drayage arrangements at the origin 
and destination and including the drayage 
charges in the rate.

Favorable Results with TOFC
 The railroads’ damage claims experience 
was very favorable with TOFC handling. 
Under Plan 2-1/2, the railroads did not pay 
any damage claims at all except when a wreck 
occurred — or on the occasional movement 
of melons in boxcars. While elimination of 
freight claims through use of TOFC service 
was the principal reason for return of the 
then-profitable watermelon traffic to the rails, 
a number of other factors were also involved, 
including both rates and service.
 Once the negative drain of claims was 
eliminated, the railroads were easily able to 
beat highway trailers on rates and service. 
Shippers were also able to load up to the 
capacity of a car, resulting in loads of 65,000 
pounds or more per TOFC flatcar. The 
average or typical load weight was 45,000 
to 50,000 pounds. At 45,000 pounds, the 
railroads hauled trailers on flatcars from any 
given point in Florida to say, Chicago, for 
$600 less than the truck rate. Even after pick-
up and delivery charges of approximately 
$50 at each end were added, a considerable 
savings over highway shipment remained 
for the shipper.

Jul-13
Nov-19
Oct-22
Jan-25
Sep-28
Feb-32
Jul-36
Jul-40
Jan-43
Apr-48
Apr-51
Jan-53
Jul-55
Jan-57
Apr-60
Jul-62
Jan-64
Jan-66

ACL
19524
22166
20927
18985
22363
16799
11354
5202
3244
3543
3506
3496
3199
2248
1171
348
72
14

SAL
14170
13727
11531
10456
10101
5467
3296
3164
3037
2994
2475
2287
1659
1527
387
55
17
3

Source: Railway Equipment 
Registers, Russell Tedder collection

Ventilated Boxcar 
Roster, Select Dates

 The entire concept of TOFC was to haul 
trailers between origin and destination ramps 
in rail service, then move the individual 
trailers onto public streets and highways 
for either pick-up or delivery at customer 
loading docks. Accordingly, the actual 
weight that an individual trailer could 
handle was determined by state highway 
department axle loadings and gross weight 
restrictions. It was not uncommon for state 
weight inspectors to set up portable scales at 
truck entrances and exits to ramps to monitor 
weights of trailers moving from the flatcars 
to public property.
 The fourth morning delivery that ACL 
and SAL provided to northern destinations 
was also very attractive to the watermelon 
shippers. Transit time was even more 
attractive when shippers delivered early 
enough that third morning delivery could 
usually be made. Fast service and low rates 
not only produced a dramatic increase 
in watermelon traffic for the railroads, it 
also increased the market for watermelon 
growers. For example, watermelons grown 
far south in the Florida Everglades were the 
principal reason for the prosperity of such 
towns as Immokalee, once a little spot deep 
in the Everglades, which became a rapidly 
growing and bustling agricultural center.

Watermelon Shipments
Increase with TOFC
 The dramatic increase in watermelon 
shipments can best be portrayed by using 
Atlantic Coast Line statistics, which were 
similar to the Seaboard’s and representative 
of the return of watermelons to rail by using 
TOFC. The year 1964 was the first year that 
watermelons moved by rail in any substantial 
quantity after the demise of shipping in 
ventilated boxcars. The Coast Line handled 
985 trailer loads of watermelons during the 
1964 growing season with total revenue 
(including boxcar shipments) of $381,000. 
In the following season, 1965, both revenue 
and the number of trailers doubled; ACL 
moved 1,700 trailers with revenue of 
$477,000 on watermelons, nearly all of it 
from piggyback traffic. Watermelon traffic 
nearly doubled again in 1966, with 3,300 
trailers generating $807,000 in revenue. 
Statistics on actual shipments for 1967 
are not available, but early in that year the 
Coast Line projected that if the area received 
sufficient rain, it expected to handle over 
6,000 trailers with revenue of $1.5 million.
 The above numbers take on additional 

significance when damage claims are 
considered. The 50-plus cents that railroads 
were paying in claims by 1960 for each dollar 
of watermelon boxcar shipment revenue was 
a huge amount that cut deeply into profits 
— if indeed an actual loss did not result. By 
1965 the claims figure had been drastically 
cut because of the shift to moving melons in 
trailers, but it was still at the unsatisfactory 
rate of 16.6 cents per dollar of revenue. 
However, in 1966, damage claim payments 
were down to 3.8 cents, and this was almost 
entirely represented by a single accident 
where several flatcars carrying watermelon 
trailers were derailed. Almost all melons 
were handled in TOFC service in 1967 on a 
ramp to ramp basis, with no claims projected 
unless an accident occurred. Thus, in only 
three years of TOFC shipping, the Coast Line 
reduced claim payments from more than 50 
percent of total revenue to nearly zero.

TOFC Operations and Return Loads
 As with ventilated boxcar shipments, 
TOFC watermelons were shipped first from 
Florida before Georgia and the Carolinas 
were ready. Throughout the season, the 
volume of melon shipments was also much 
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 I went to work for the Seaboard Air Line in April 1966 as a 
Freight Traffic Trainee in Birmingham, Alabama, and have been 
a lifelong SAL fan. I retired from CSX in 2004. The last SAL 
ventilated boxcar I saw was in company material service in 1960. 
Early in my railroad career, I remember hearing R.L. Mott, vice 
president of TOFC for the SAL, comment at a transportation 
seminar that the carload watermelon business was gone, and 
good riddance. He said when a watermelon shipper came to the 
railroad’s local freight agent to complete his bill of lading, he 
asked for a loss and damage claim form at the same time — such 
was the state of shipping watermelons north. 
 Through the early 1960s the SAL and ACL both looked to 
the piggyback trailer as the salvation of the fresh fruit and 
vegetable business that had been a mainstay of both carriers’ 
business base. The real market was the Southeast to the New 
York/New Jersey area. About this same time Interstate 95 was 
largely complete, and if I remember correctly, the truck weight 
limits had increased to 73,500 pounds gross combination weight 
(GCW). The three-axle tractor in combination with the 40-foot 
trailer was the new standard. Still the Seaboard and Coast Line, 
while a little late to the piggyback party, went after the fresh 
produce business with a vengeance and viewed TOFC as the 
savior of this line of business. Both carriers invested in shiny 
new fleets of 40-foot long, 12-foot, 6-inch high tandem axle 
ventilated trailers. The standard 13-foot, 6-inch high trailer in 
use today, and just coming into use then, was not bought because 
of overhead clearance problems on the Pennsylvania RR 
north of the Richmond, Fredericksburg & Potomac Railroad’s 
Potomac Yard at Alexandria, Virginia. Later as TOFC matured 
and the 13-foot, 6-inch trailer became standard, most traffic 
from the southeast was de-ramped at Potomac Yard and drayed 
directly to destination. 
 All the trailers had right-side doors in deference to sidewalk 
unloading in the “Big Apple” and other congested areas. Both 
SAL and ACL patronized online trailer manufacturers, with 
SAL buying their fleet from Great Dane in Savannah, Georgia, 
and the ACL going to Miller in Bradenton, Florida, and Dorsey 
in Elba, Alabama. All had four vent doors on the trailer nose 
and four vents in the rear door. 
 Trailers with curbside doors were for New York City service 
irrespective of commodity. As TOFC matured, the door-to-
door business fell off. It was replaced in large measure by 
ramp-to-ramp traffic, a large portion of which was forwarder 
traffic that, interestingly, was once in boxcars. Interchange of 
intermodal equipment was focused on specific lanes (Florida-
New York via SAL or ACL, then RF&P-PRR). TOFC moved 
away from specific commodity to FAK (freight all kinds) and 
the railroad became a wholesaler, with third parties eventually 
retailing this mode as a door-to-door service. National trailer 
pools such as REALCO (formerly part of Railway Express) 
and XTRA, which was an outgrowth of PRR’s Truc-Train, 
and others supplied much of the trailer fleet that replaced the 
original ventilated fleet. 

 Unlike freight cars, trailers had relatively short lives, which 
played to the truckers’ favor as length and weight restrictions 
were relaxed. The standard trailer for the late 1960s became 
the 40-foot-long, 13-foot, 6-inch-high trailer, except for the 
Southern (which continued to develop its container fleet) and 
New York Central (with its Flexi-Van service). Side doors were 
pretty much a feature of SAL, ACL, NYC, and PRR equipment, 
and went away by the early 1970s. Of note during this time, the 
Fruit Growers Express and Pacific Fruit Express refrigerated 
trailer fleets also had vents and curbside doors. 
 Both ACL and Seaboard established TOFC ramps in major 
watermelon growing areas such as Estill, South Carolina, on 
the SAL. All were circus-type ramps with a local drayman 
loading and unloading the flat cars and handling the trailers from 
packing houses and sometimes directly from the field. In an 
effort to simplify the process for the customer most rates were 
door-to-door, with the railroad that made drayage arrangements 
at the origin and destination including the charges in the rate. 
The railroads were struggling with how to deal with piggyback 
traffic and pricing, for example whether to use straw to cover 
the floor and nest the melons. 
 All rates were regulated, commodity-specific, and published 
in public tariffs. The railroads offered “plans” to define the type 
of service. Plan 1 was for handling highway common carrier 
trailers ramp to ramp. Plan 2 was railroad-supplied trailers door 
to door. Plan 3 was ramp to ramp with the shipper/consignee 
arranging for and paying for the drayage using railroad trailers.
 Commercially this arrangement was fairly successful for a 
time but had huge disadvantages vs. truck direct. The railroad 
service required a local freight to pick up the loaded flatcars at 
the origin ramp and take them to the nearest yard, from which 
they then moved via the regular carload network. Needless 
to say the damage issue was a huge factor in regular train 
service. In fact a cottage industry sprang up with “claim sharks” 
frequenting major markets like Hunts Point in the Bronx, New 
York; they would go through the inbound load piece by piece 
for a percentage of the damage claim that would be filed. 
 On the other hand the truck could load in the field at origin 
and immediately leave for its ultimate destination under the 
full-time supervision of the truck driver, who was also the 
owner of the rig in many cases. The Interstate highway system 
was growing every day. To compound the rail disadvantage, 
transportation of fresh fruits and vegetables by truck was 
totally deregulated based on the long-time right of the farmer 
to get his product to market. Independent truckers were also 
able to price the transportation based on market conditions and 
truck availability without the slow and cumbersome process of 
common carrier rate-making the railroads, and for that matter 
common-carrier regulated trucking, were faced with. This is 
why this entire type of business all over the country is now 
handled by small, largely owner-operator truckers. It’s no 
surprise that the SCL pretty well had let this business go by 
the early 1970s. —Bill McCoy

Trailers to the Rescue

Watermelon Season, Part 2
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Above and facing page top: These pages from the May 1963 Official Guide show the extensive network of piggyback trailer 
ramp loading locations that both ACL and Seaboard had developed in just a few short years. Many were concentrated in the 
agricultural regions along both lines. These multiple TOFC loading locations contrast sharply with today’s practice of draying 
trailers to a relatively small number of loading facilities in major cities. —Russell Tedder collection

greater from Florida than from Georgia and 
the Carolinas. To handle the large Florida 
crop, the Coast Line increased its loading 
ramps to 31 in the watermelon growing 
sections of the state. Seaboard also followed 
suit by increasing its loading ramps in the 
same area. The ACL brought watermelons 
from the outlying ramps into concentration 
points such as Lakeland, Haines City, and 
Sanford by fast local perishable trains 
along with citrus fruit. From these points, 
ACL rushed the TOFC melon cars to 
Jacksonville to make connections with 
the fast long-distance perishable and 
TOFC trains going to the Midwest via 
Atlanta, then the Louisville & Nashville 
to Cincinnati, Evansville, and beyond, or 

via the Clinchfield through Spartanburg. 
ACL handled watermelons destined to 
northeastern points via Richmond and 
Potomac Yard on equally fast TOFC and 
perishable trains.
 The Seaboard Air Line handled its 
watermelon traffic with equal dispatch, 
insuring a fast and competitive alternative 
to the Coast Line for melon shipments from 
Florida to northeastern and midwestern 
markets.
 When the Atlantic Coast Line first began 
handling watermelons via TOFC service 
in the early 1960s, it used trailers not 
needed at the time for citrus. However, as 
the watermelon movement grew, the road 
assigned specific trailers for shipping during 

that year. In the 1967 season, the Coast Line 
added 2,000 more trailers that it had leased 
from REALCO, a trailer leasing operation 
originally set up by the Railway Express 
Agency. These trailers were built to Coast 
Line specifications and bore ACL markings. 
This acquisition increased to 3,000 the 
number of trailers with ACL marks available 
for melon service. In addition to the 2,000 
cars that ACL leased, REA itself had 500 
additional trailers built to ACL specifications. 
Since these cars did not carry ACL markings, 
they may or may not have returned to the 
Coast Line tracks for watermelon loading 
after the first load they handled. Although 
each trailer returned was an asset, returns 
could not be depended upon in all cases.



21Watermelon Season, Part 2

 The new trailers put into service in 1967 
were ideally suited for melon traffic and 
were also designed for general purpose 
shipping. They were semi-insulated with 
four vents at each end, plus five specially 
designed restraining bars with 12-inch 
plyboard attached to each bar. This new type 
of restraining bar brought further economies 
to shippers since it eliminated the need to 
equip the trailers with backup boards.
 A special sales effort by the Coast 
Line to ensure return loads in its trailers 
was successful in avoiding much empty 
mileage on the trailers. The railroad also 
had a modestly successful campaign to have 
receivers clean out the trailers after unloading 
so they were more readily available for 
loading on a return trip. In March 1967, the 
ACL and Seaboard were invited to a general 
session of the Watermelon Growers & 
Distributors Association in New Orleans to 
discuss, among other things, the advantages 
to shippers of participating in the effort 

to clean out trailers after unloading. The 
railroads pointed out that since the practice 
made securing a return load easier, it would 
have the positive effect of making the 
railroads interested in enlarging their trailer 
fleets for watermelon traffic. The trailers 
would also be available at a cost to the user 
that would enhance the orderly marketing 
of melons. The railroad representatives 
emphasized that it was simply a matter 
of economics that would benefit both the 
watermelon growers and the railroads. With 
a limited amount of capital available for 
purchase of new equipment, the railroads 
had to make sound investment decisions and 
spend their money where it was most likely 
to generate the best return.
 At the New Orleans meeting, Coast Line 
and Seaboard representatives pointed out 
that that shipping melons in TOFC service 
provided additional flexibility in unloading 
at customers’ sidings because of the 24-hour 
free time for unloading the trailers. Even after 

the 24 hours, the daily detention charge for 
additional days was only $10. This was very 
cheap storage cost when needed and utilized.

The Mid-60s Rebound Doesn’t Last
 Commercially, shipping melons by 
TOFC was fairly successful during the 
mid- to late 1960s. However, there were 
still serious disadvantages versus direct 
over-the-highway truck shipments. The 
railroad service required substantial multiple 
handling, such as the system of first gathering 
trailers by local trains, then concentrating 
them at larger yards for forwarding on 
fast long-distance perishable trains to the 
Northeast or Midwest.
 On the other hand, over-the-road highway 
trucks could load from the field at origin 
and immediately leave for their ultimate 
destinations under the full supervision 
of truck drivers, who in most cases were 
also owners of the rigs. The Interstate 
highway system was growing every day, 
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This scene depicts a covered platform at the Florida Department of Agriculture’s farmers market at Trenton, Florida, on 
June 19, 1969. Trenton was on ACL’s Gainesville-Wilcox branch. According to the caption, melons were trucked in to the 
market and then sold to both nearby dealers (via truck) and out-of-state points, with the latter moving in TOFC trailers. 
—SCL photo, ACL & SAL HS collection

Piggyback trailers on TOFC flatcars fill the siding at Drifton, Florida, on June 20, 1969. Drifton, a station on the ex-ACL Perry 
Cutoff line south of Monticello, was a major watermelon shipping point and an example of how Seaboard Coast Line took 
loaded trailers from the field and placed them on flatcars at a nearby station. Note the portable loading ramp at the head of 
the line of flats for this purpose. A local freight would gather up the loaded trailers each day and start them on their way to 
northern or Midwestern consignees. —SCL photo, ACL & SAL HS collection
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providing still more advantages to direct 
truck shipments. Compounding this rail 
disadvantage, transportation of fruits and 
vegetables by truck was largely unregulated; 
independent truckers, for example, were 
able to quickly adjust their charges based 
on market conditions and availability 
of equipment. Railroads, on the other 
hand, were subject to the ICC’s slow and 
complicated rate-making rules, as were 
those trucking companies classified as 
common carriers. This is the underlying 
reason that the entire fruit and vegetable 
trucking business, including watermelons, 
was handled by small, largely owner-
operator truckers.
 Despite the railroads’ glowing reports 
of damage-free watermelon shipments in 
TOFC service, the reality was not always so 
positive. The following is typical of negative 
reports: A former terminal agent for the 
Illinois Central at Markham Yard in Chicago 
recalls that in the early 1970s, the IC received 
TOFC melons from the SCL at Birmingham. 
By the time they arrived in Chicago, the 
melons were well-scrambled in the warm 
trailers, often spilling out the backs of the 
trailers and bursting on the concrete surface 
when the doors were opened. Obviously, 
this was not good for the market or the 
watermelon buyers and was a factor in the 
railroads’ ultimate decision to concede even 
the TOFC handling of melons to truckers.
 Despite the apparent success and 
phenomenal growth of TOFC watermelon 
shipments for a time in the 1960s, the 
ACL and Seaboard never came close to 

approaching the volume that they had 
handled in ventilated boxcars at their 
peak just a couple of decades before. 
Unsurprisingly, Seaboard Coast Line 
decided by the early 1970s to stop pursuing 
the watermelon business.

The End of an Era
 The end of watermelon shipment by rail 
closed a very colorful chapter in the history 
of the Atlantic Coast Line, Seaboard Air 

Line, and Seaboard Coast Line railroads. 
After hauling watermelons to northern 
markets for the better part of a century, the 
traffic dried up rapidly in the late 1950s and 
1960s. Almost overnight, it seems the melon 
traffic was gone.
 Watermelon shipping in the 21st century 
is dramatically different from the old 
methods used in rail transportation. The 
Premier Melon Company is an example of 
watermelon production and shipping today. 
Headquartered in Southwest Michigan, 
Premier is a year-round grower/shipper/
packer of watermelons. Premier promotes 
its watermelons as the finest on the market, 
providing the best watermelons at the best 
prices. Premier operates shipping locations 
at Clewiston, Florida; Adel and Pine View, 
Georgia; Oakton, Indiana; and Schoolcraft, 
Michigan.
 Premier ships the watermelons via 
refrigerated transport in any box, pallet, or 
pack that a customer might want. Premier 
uses old school buses to transport melons 
from the fields to the packing sheds. The 
company removes the windows and seats, 
and workers hand watermelons to a person 
inside the bus who packs them on the floor. 
It is an inexpensive and effective method of 
getting the melons out of the fields. A few 
years ago, Premier shipped one carload of 
watermelons by rail. However, the company 

REALCO trailers marked for ACL are being loaded with cartons of watermelons in 
this scene from 1967, published in the June 26, 1967, issue of Railway Age. By this 
date the change to shipping watermelons in trailers was complete and the old ACL 
and Seaboard ventilated boxcar fleets were virtually gone. —Russell Tedder collection

ACLT 1011 was one of the first piggyback trailers ACL purchased. This builder’s 
photo was taken at the Dorsey Trailer plant in Elba, Alabama, in October 1961. The 
trailer includes ventilator openings on the ends and a side door for easy unloading in 
the crowded streets of New York City. The trailers were used for shipping citrus and 
general freight in their early years, and by the mid-1960s were frequently carrying 
watermelons as well. —Paul Robertson photo for ACL, Larry Goolsby collection
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Above: This scene shows piggyback 
trailers and TOFC flatcars where 
watermelons were being loaded at 
a field near Chipley, Florida, on the 
Louisville & Nashville in the mid-1960s. 
ACL and SAL adopted similar practices 
to get back some of the watermelon 
business they had lost in the late 1950s. 
—Bruce Roberts photo

Right: This REALCO/ACL trailer of 
watermelons is among several on an L&N 
train at Bonifay, Florida, in July 1966 after 
being loaded in a nearby field. —Bruce 
Roberts photo

These new trailers were built for REA Leasing (REALCO), which in turn leased them 
to member railroads. These two were assigned to ACL in the RCLZ number series 
and carry one of the versions of the “Thanks for Using COAST LINE Piggyback 
Service” emblems. They featured the side doors and end vents typical of both ACL 
and SAL trailers in the early TOFC years. —ACL photo, Larry Goolsby collection

says it will not use rail unless the price of fuel 
for trucks gets into the $5.00 per gallon range. 
More information on Premier is available at 
http://www.premiermelon.com/index.htm.
 Regardless of shipping methods, old or 
new, watermelon is still a delightful treat 
for many today.
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Part 1 — Washington Union Station, 1941-1954
Jack Freed’s ACL Passenger Service Career

Interviews by Alan Freed

Editor’s Note: This is the first in a series 
of articles on Jack Freed’s career with the 
Atlantic Coast Line, conducted by his son, 
Alan Freed.
 Alan Freed: When did you first go to 
work for the railroad?
 Jack Freed: In 1941, just before the war. 
I worked at the Washington Terminal (in the 
Washington Union Station) as an information 
clerk. Of course, when you worked for the 
Washington Terminal, even though your 
paycheck was from the Washington Terminal, 
you actually worked for seven different 
railroads. The terminal was reimbursed by 
these railroads, but no one seemed to know 
who paid what — but as long as I was paid, 
I never worried about it.
 Alan: So, do you remember the railroads?
 Jack: Oh yeah. Pennsylvania, Baltimore 
& Ohio, Chesapeake & Ohio, Southern, the 
Richmond, Fredericksburg & Potomac and 
their two connecting railroads, which were 
the Seaboard and the Atlantic Coast Line. 
Eventually I went to work 
for the Atlantic Coast Line.
 Alan: What was the 
station like back then?
 Jack: Back in the 1940s, 
it was a bustling place. It 
had over 300 employees 
— they came from all 
over the place — some 
really beautiful women 
worked there. The streetcar 
stopped just in front of the 
station doorway. From the 
street, you walked directly 
into the main waiting 
room. To one side, in the 
main waiting room, there 
was a first class restaurant 
— I believe it was called 
the Savarin  and was 
owned by the Union News 
Company. It had a really 
big drugstore-like counter 
and there were also lots of 
tables as well. It was open 
24 hours a day and had 
good food — really good 

food. I enjoyed the breakfasts — especially 
their pancakes. I think they had the franchise 
in other railroad terminals.
 Through a group of doorways was the 
concourse. I think the concourse was one 
of the biggest, if not the biggest, room in 
America. As soon as you walked into the 
concourse, you could see on the left side all 
of the north- and westbound departing and 
arriving trains lined up. B&O had the tracks 
from 1 to about 9 and Pennsylvania had from 
there up to about 15 or 16.
 There were elaborate iron gates with 
illuminated signs indicating the name of the 
train and the major cities along its route. The 
track number was lit up above each gate. A 
gateman would unlock the gates and usher 
passengers in and out at train time. There 
was also a Union Company Newsstand in the 
center of the concourse in front of the station 
master’s office. The southbound through 
trains were operated on the lower level on 
the right-hand side of the concourse.

Alan: Where were the office cars parked?
 Jack: The B&O, the Pennsylvania 
Railroad, and the Southern Railway kept a 
group of cars on the upper level. Whenever a 
business car came in, it was always switched 
off and brought into the upper level so the 
railroad officials didn’t have to go up and 
down on the escalators. Since there were 
only two single-track tunnels southbound, 
it was less congested to keep them on the 
upper level.
 Alan: What was upstairs on the second 
floor?
 Jack: They had a doctor and a nurse 
upstairs. They also had a YMCA with bunk 
rooms for the train crews who laid over. 
There was a lounge with pool tables. They 
also had a bowling alley up there. It wasn’t 
automatic — you had one or two of the 
fellows that would set pins for you. It was 
kind of interesting because of all of the 
different groups of people who did some 
different kinds of work at the station.

 My first assignment was 
working at the terminal as 
an information clerk, and 
my shift was from 11:00pm 
to 7:00am. We didn’t have 
a lot to do but we still kept 
busy. There were two of 
us working upstairs on the 
night shift.
 Alan:  Who was the 
other person? Do you 
remember?
 Jack: The other person 
was Danny Sloane, a little 
thin fellow from Pittsburgh 
who had worked with the 
railroad for years and came 
down to Washington. It 
was really interesting 
working the night shift. 
He had a friendly little cat 
that he kept in the room 
and every once in a while 
the cat would find one or 
two little mice running 
around and would go chase 
them and play with them. 

This photo was probably taken in 1940 and shows ACL’s original seven-
car Champion crossing the Potomac River just after leaving Washington, 
D.C. The train was soon expanded to handle passenger demand and 
within a few years had evolved into the separate, full-length East 
Coast Champion and West Coast Champion. ACL units ran through to 
Washington in the train’s early years. That practice resumed in 1964 
when ACL and RF&P locomotives were pooled between Washington 
and Florida. —Larry Goolsby collection
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He didn’t try to kill them — he would just 
play with them. The cat kept us amused 
because there often wasn’t much going on 
in the middle of the night.
 Alan: What were your duties as an 
information clerk?
 Jack: The information clerk was an 
individual who answered the phones for 
people who were traveling. They wanted 
to know how to get from point A to point 
B, so you were there to help those people 
to select the best railroad that suited their 
travel needs.
 There was also a booth, generally manned 
by two people, out in the middle of the 
station. People would come up and want to 
know what track the train was on and when 
it was leaving. They would also request 
timetables so they could take them home 
and study the schedules themselves.
 Alan: What was your next promotion?
 Jack: I was promoted and started working 
downstairs in the main ticket office as a 
ticket seller, until I went into the Army 
in 1943. We were on shifts — 7:00pm to 
3:00pm, and 3:00pm to 11:00pm, and 11:00pm 
to 7:00am. During the war traffic was so 
heavy, with military and civilians traveling, 
that they had extra ticket booths set up out 
in the lobby. There was an X booth, a Y 
booth, and a T booth, and since I had little 
seniority, I was assigned to sell tickets from 
those particular booths.
 Alan: What was it like when you came 
back after the war?
 Jack: When I came back, the only way 
you could get your job back was to bump a 
person with less seniority. I remember the 
only person I really could have bumped was a 
young lady. She was a former school teacher 

and I said to my boss, “I can’t do that! I mean, 
she’d be out of work.” “Well,” he said, “it’s 
either her or you.” But then she bumped 
somebody else, so it worked out pretty well. 
I went to college, took up accounting and 
worked at the terminal at the same time. I 
was also assigned to teach new employees 
about the railroad and how to handle various 
oddball situations that might arise.
 Alan: How did you get your first job on 
the Atlantic Coast Line?
 Jack: In 1952, a friend of mine, Pat 
Riley, who was a depot passenger agent for 
the ACL, got promoted to the downtown 
ACL city ticket office. But they told him he 
couldn’t leave his current job until he found 
somebody else to take his place. He came to 
me and asked me if I would be interested. So 
that’s how I got the job as depot passenger 
agent for the Atlantic Coast Line and the 
RF&P.

 Alan: Where was the station passenger 
agent’s office?
 Jack: The station passenger agent’s 
office was out on the concourse facing 
the northbound tracks. Our office had 
big glass windows facing the B&O and 
Pennsylvania tracks. All the other trains 
going to or coming from the south were 
on the other side of the concourse on the 
lower level. The office was just in front 
of the baggage area and the ticket office. 
The office had a representative from each 
of the railroads, and Atlantic Coast Line 
and Seaboard had the two front desks. The 
Southern, Pennsylvania, and B&O had their 
agents there also. The agents of the Seaboard 
and Coast Line also represented the RF&P 
Railroad. There was a young lady in the front 
office who directed people who needed help 
or assistance to the proper representative.
 Alan: How far was it from your office 
when the runaway Boston train crashed into 
the station on January 15, 1953?
 Jack: About 20-30 feet, maybe, and 
fortunately it happened in the morning, 
around 8:00, and normally the station 
passenger agents didn’t get there until 10:00 
or 11:00am.
 Yeah, I remember when the runaway 
Boston train, the Federal Express, came 
into the station concourse. When they were 
about a mile and a half out, near Ivy City, 
the engineer discovered they didn’t have any 
brakes. The train just kept coming. The tower 
out by Ivy City put in an emergency call to 
the station master’s office to get everybody 
out of the way. They did, and of course, the 
train came in, plowing through the station 
master’s office and the Union Company 

ACL E6 505, lettered for the Vacationer, stands with a second E6 at the Ivy City 
servicing facility just north of Washington Union Station about 1940. ACL’s prewar 
E units were delivered with train assignment lettering, but the practice was dropped 
during the war. —Bruce Fales photo, Jay Williams collection

Two sections of Seaboard’s Silver Star are waiting to head south at Washington 
Union Station around 1950, most likely during the height of the winter travel season. 
Both have observation cars with the train’s “silver astronomy”-themed logo. —Sam 
A. Appleby Jr. photo
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Newsstand, and before the train could get to 
the main waiting room, the locomotive fell 
into the basement. It was fortunate that the 
engine, which was a GG1, was so heavy that 
it fell through the floor rather than going into 
the main waiting room.
 Alan: So what was it like when you came 
in to work that day?
 Jack:  Well ,  i t  happened around 
Eisenhower’s inauguration. They had to put 
barriers up the whole way around the hole, 
and of course, there was no station master’s 
Office there anymore. But they put barriers 
up around it and it was kind of interesting 
— it made for good sightseeing.
 Alan: Did most of the trains still run on 
time that day? Do you remember?

 Jack: Oh yeah. That was just one of those 
things — it just tied up the one track. It was 
kind of hectic there for a little while.
Alan: How did the Seaboard and the Atlantic 
Coast Line people get along since you were 
competitors?
 Jack: Oh, fine. We were all friends. 
Maybe in the hierarchy they didn’t get along 
too well, but we all worked together. If we 
didn’t have space on one train, we would 
help the individual out to make sure he got 
where he wanted to go — even if it had to 
be on the other’s train — it worked out real 
well.
 Alan: Do you remember the Seaboard guy 
you worked with?
 Jack: Oh sure, that was Bobby Martin, 

Bob Martin. He also started in the ticket 
office at Union Station and he went with 
Seaboard. He was one of the ones that quit 
and went to work for Mackey Airlines, 
which flew routes in Florida. I had an 
opportunity to go with them, but I didn’t. 
Bob was a nice fellow. They all were nice 
fellows. C&O, Southern Railway, some of 
them had been there a long time, others were 
there for a while and you got to know them.
 Alan: Who was your boss?
 Jack: I worked for the general passenger 
agent, named Frank Massi. At the time, 
he was at home recovering from a heart 
attack, but when he came back, he called 
me in, and I’ll never forget what he said. 
“Jack, you’re doing a good job down there 

These two pages from the ACL (top) and SAL December 1949 public timetables show the extensive lineup of trains each 
company ran from New York through Washington to the South. ACL’s Florida Special and Champions competed head-to-head 
with Seaboard’s Orange Blossom Special (Nos. 45-46), Silver Meteor (57-58), and Silver Star (21-22). —ACL & SAL HS collection
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This group photo shows staff from ACL’s Washington city ticket office in 1948. In 
the front row are, left to right: Bob Dent, Chief Clerk; Kenny Pullen, Ticket Agent; 
Francis Massi, Assistant Traffic Passenger Manager; Frank Alexander, District Sales 
Manager; unidentified; and Warren Taylor, Ticket Clerk. Standing, left to right, are 
Pat Riley, Depot Passenger Agent, and five unidentified staff from the freight traffic 
office. —ACL photo, ACL & SAL HS collection

at the terminal. But let me tell you one 
thing — if you make a mistake, I’ll back 
you up — I’ll take care of it. Don’t make 
the same mistake twice.” He was such a 
nice man.
 Alan: Did your boss work out of the 
terminal too?
 Jack: No, Mr. Massi’s office was located 
at the Atlantic Coast Line city ticket office 
on Connecticut Avenue. I would go down 
there every day and work ‘til I had to report 
to the station. It was a kind of interesting job 
and you met a lot of people working on the 
railroad.
 Alan: What kind of help did people 
generally need?
 Jack: Well, the first thing they generally 
would want to know is if the train was on 
time; next would be what track it was on; 
and, finally, where could they go to get 
something to eat. If they had maybe two 
or three hours between trains, they would 
also want to know where they could go in 
Washington to see something and still make 
it back in time to catch their train.
 Alan: So how long were you in that job?
 Jack: Two and a half years. It was a great 
job. I met every train, especially the main 
ones going south. Going north, the trains 
rolled over to the Pennsylvania Railroad, so 
I didn’t have to be there for that, unless there 
was some special reason to be there — to 
meet somebody or something like that.
 Going south they were already onboard the 
Pennsylvania train coming from New York, 
or they would be boarding in Washington. I 
would know who the passengers were and 
whether they needed special attention of any 
kind.
 Also, we would meet all the people going 
south off the B&O Railroad, because they 
didn’t have direct through service with us 
the way the Pennsylvania Railroad did.
 Alan: What B&O trains did they generally 
arrive on to make their connections?
 Jack: They would come in mostly on 
the Capitol Limited or the Columbian in 
the morning. The Capitol Limited was all-
Pullman, and the Columbian was a coach 
train.
 Alan: Then they’d have a layover and take 
an afternoon train?
 Jack: That was the great thing about it. 
They’d get in around 8:30 in the morning 
and for those who were using local service 
on the Coast Line, the Everglades left at 
10:30am, so it was a good connection for 
them. It was also good from the standpoint 

that the people who were coming through 
Washington had an opportunity to take the 
later train, which was the Miamian at two 
in the afternoon, or the Champion which 
departed at night. The layover gave them 
an opportunity to go to Capitol Hill to meet 
their representatives or do some sightseeing. 
They could have six or seven hours to really 
enjoy Washington.
 Alan: Did Atlantic Coast Line and 
Seaboard operate the same number of trains 
each day?
 Jack: About the same amount, I think 
Coast Line had a couple more, especially 
in the winter.
 Alan: Did Seaboard have an equivalent 
to the Florida Special in the winter?
 Jack: Yes, they had what they called the 
Orange Blossom Special — there’s a song 
about the Orange Blossom Special. That was 
their equivalent to the Florida Special. Then 
they had, of course, the Silver Meteor, which 
was equivalent to the Champion. They had a 
second streamliner, the Silver Star, and we 
had two trains as well — the West Coast and 
the East Coast Champion.
 Alan: They had the Silver Comet to 
Atlanta. The ACL didn’t go to Atlanta?
 Jack: No, the only way we went through 
Atlanta on the Coast Line was on our L&N 
connection.
 Alan: What about the Florida Special?
 Jack: It was an early evening train. In the 
winter we were still running the Miamian 

because we had a lot of group traffic 
southbound out of Washington. I recall 
that we had lots of groups from Detroit off 
the B&O Railroad. It was an interesting 
situation.
 Alan: When you were in the station as a 
travel agent, which trains would you meet?
 Jack: I would generally start in early 
afternoon and meet all the trains that 
required reservations. I didn’t have to meet 
the morning train, the Everglades. It was a 
local train that required no reservations in 
coach, although it did carry a sleeper. If you 
took the later train, the Champion, you’d get 
there just about the same time because the 
Everglades took care of a lot of the local 
stations.
 Then we had the early afternoon train, the 
Miamian, and in late afternoon, the Florida 
Special, which was strictly a winter train. In 
addition to the Florida Special, we also had 
another winter train called the Vacationer 
that was all-heavyweight equipment — good 
train though. Then we had the Champion — 
the two Champions — and later on at night, 
we had the Havana Special.
 We also had morning, afternoon, and 
evening service into Wilmington, North 
Carolina, on the Havana Special, the 
Palmetto, and the Everglades. The Havana 
Special and the Palmetto provided local 
service and a sleeper. I guess that these 
trains were scheduled basically because our 
headquarters at the time was in Wilmington.
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 Alan: So what was the best train in the 
winter?
 Jack: The Florida Special, no question.
 Alan: So what was the Florida Special 
like in the early 50s?
 Jack: It was a good train — it was a good 
train. It started off as all-Pullman, but added 
coaches in 1959. We would have notable 
people on the train — Jackie Gleason with 
his band.
 Alan: How crowded were the trains?
 Jack: They were packed. Pullman 
reservations were especially hard to get at 
the time. People would come in hoping to get 
reservations when there were no reservations 
to be had. So, when the southbound trains 

This wartime photo of the Washington Union Station concourse shows one of the 
additional ticket booths that was set up to handle the surge of passengers. Jack 
Freed often worked one of these booths. —Alan Freed collection

This mid-1920s view of Washington Union Station shows how city streetcars once 
came right to the front door. The enormous concourse was the site of additional 
ticket booths set up to handle wartime passengers. The station thrives today as a 
major hub for Amtrak. —Frank Scheer collection

arrived from New York, the passenger 
representative who rode the trains would 
give me the “diagram,” which was a card 
showing which spaces in each car on the 
train were occupied. Once I looked at the 
diagram, I could see which seats were 
available. I would stand at the gate, and 
as people came through, their tickets were 
checked. Then I would assign seats, if 
available, to those passengers waiting for 
space. There were times when I couldn’t 
find space, but I always made sure that they 
were put on the train in the lounge car until 
they could be accommodated.
 People would sometimes come up and 
show a military furlough ticket without 

being in uniform. Well, the furlough tickets 
were not good for a civilian because they 
were discounted tickets that were given to 
soldiers. I never knew who they were, and a 
couple of times I ran into problems where I 
had to make a decision as to whether or not I 
was going to let them on the train. Normally 
they always got on.
 Alan: Did you have to deal with a lot of 
complaints or were people fairly satisfied?
 Jack: They were pretty well satisfied. 
Often, we would be informed that “important 
people,” so to speak, were on the train 
and we were told to show them some 
special attention. This would often involve 
delivering newspapers, flowers, or other 
things to their room while the train was 
stopped at the station.
 Alan: Who was the station master?
 Jack: The station master was Paul Dow. 
He was a nice, easygoing guy, unless 
something went wrong, and then he was like 
Napoleon — he kept the boys hopping, but 
a nice fellow.
 Alan: Did you ever meet the president of 
the railroad?
 Jack: We had a president named Champ 
Davis — nice, elderly man. I’ll never forget, 
Mr. Massi told me, “Now Jack, you’re going 
to be down at the terminal and you’ll meet 
a lot of people, and sometime or another 
you’re going meet Mr. Davis.” He said if 
Mr. Davis asks you a question, and you 
know the answer, you tell him, but if you 
don’t know the answer, just tell him you 
don’t know because he’s not going to ask 
you any question that he doesn’t already 
know the answer to.
 I’ll never forget that. I met him a couple 
times. He’d get off the train and he walked 
with a cane. Lots of people were scared of 
Mr. Davis. I never understood why — he 
was just such a nice man. But anyway, one 
day he got off the train with his cane and 
he said to me, “I’m going upstairs to get a 
newspaper, don’t let the train leave without 
me.” And I said “Yes, sir.” So I’ll never 
forget, the station master at that time was 
a man named Robertson, but we’d call him 
Robby. I said, “Robby, don’t let this train go 
until I tell you.” He says, “Ok Jack, I won’t!”
 Mr. Davis made his employees walk the 
line. His goal was to make sure that the 
Atlantic Coast Line was the best railroad in 
the East — and the smoothest railroad. He 
spent a lot of his money to keep the roadbed 
real smooth and it was — it really was.
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T
hese two color shots, taken in New Bern, North 
Carolina, in the bright sunshine of Good Friday 
morning, April 12, 1963, present not just a vignette 
of a folksy little railroading ritual — a crew trying 
to clear a turnout in the middle of a brick-paved city 
street — but are rich in implications about the life 
of the Atlantic Coast Line Railroad in New Bern.

 The train is just setting out on its trip back to the other end of the 
New Bern branch, 87 miles and several hours away, at Wilmington. 
This branch had been hosting trains since way back in the era of ACL 
predecessor Wilmington & Weldon — in fact, about four years before 
the W&W even absorbed this particular rail line, which had been pushed 
north to New Bern in a couple of stages between 1891 and 1893.

These two photos depict the southbound ACL Wilmington-New 
Bern local, No. 523, behind GP7 132 on Good Friday (April 12), 
1963. The view shows No. 523 stopped along its street-running 
segment down the middle of Queen Street, just after leaving ACL’s 
waterfront terminal and after crossing the A&EC. The unusual ACL 
station is just visible in the distance to the right of the caboose. 
This view is at nearly the same location as the mixed train on page 
194 of Richard Prince’s ACL steam book. In the second view, the 
crew is cleaning the points of the switch at the corner of Metcalf 
Street so it can be thrown. The switch led to a connection track 
to the A&EC yard near the Union Station. —Michael Dunn photos

by Michael Dunn

ACL’s Eastern North Carolina Branchlines Part 1: New Bern Branch
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 When the line was built, it took four preliminary companies to piece it 
together before it entered the Wilmington & Weldon fold. The Wilmington, 
Onslow & East Carolina Railroad (chartered in 1885) built the first 50 miles 
out from Wilmington to Jacksonville by the end of 1890 and opened for 
service February 1, 1891. Foreshadowing the way passenger service would 
end not quite five decades later, the new company ran almost all its revenue 
train miles in mixed train service — and also supplemented it by running two 
steamers on the New River at Jacksonville! As reported in Poor’s Manual of 
Railroads for 1893, it had the remaining 38 miles to New Bern in the works.
 A second outfit finished those 37 or 38 miles: the East Carolina Land & 
Railway Company. It completed the line by 1893. That same summer, the 
original WO&EC renamed itself or was reorganized as the Wilmington, 
New Bern & Norfolk. The East Carolina outfit merged into the WNB&N 
in 1897, but the hapless company began an eventful year by falling into 
receivership in March and then being sold in foreclosure in late July to a 
fresh face on the scene, the Wilmington & New Bern Railroad Company. 
And that still-infant company was then acquired by the Wilmington & 
Weldon in early December 1897. Whew!

A Welter of Tracks
 In the distance, in the page 14 view along Queen Street facing the 
locomotive, the bank of the Neuse River was the location of ACL’s New 
Bern “terminal” — just a little cluster of stub-end tracks and a few buildings, 
the most important of which was the line’s freight station, a shed-roofed 
structure with a tiny office area on one side and a single track along its 
freight handling side that extended out into the river.
 Sprawling along this west bank of the Neuse, though, for over a mile, had 
been some of New Bern’s major industries back even in its booming lumber 
mill years: the mammoth mill complex, a fertilizer warehouse and feed or 
grain elevator, and miscellaneous other warehouses and businesses.
 A welter of railroad tracks wove among these businesses squashed in 
between the river and the mainline tracks of the Atlantic & East Carolina 
Railway, which ran a few scant blocks inland and parallel with the river. 
The tracks near the industries were worked to various degrees by all three 
of New Bern’s railroads at the time of the pictures: the ACL; the A&EC 
(which had been the heir, under lease, of the old state-built Atlantic & North 
Carolina Railroad — known locally as “The Old Mullet Line” — between 
Goldsboro and Morehead City); and the original, traditional, then-still 
independent Norfolk Southern Railway that was merged away in 1974, 
not today’s super railroad that revived its name in 1981. That old hand-to-
mouth NS came into New Bern from the northeast upon a mile-long trestle 
across the Neuse.
 Coast Line had a wye near the southwest edge of town, along with an extra 
yard track or two, but linked here near the river with the other two roads.
 New Bern was already a very old city by the time ACL’s tracks were laid 
here around 1893; the cemetery in the background had its first burial 92 years 
before, in 1811. So almost the only way that the original builders could get 
track down to the river was over city streets, even embedding the turnouts 
in the pavement, as we see here along Queen Street. And it was not just the 
ACL that had street running. So did the A&EC, within sight of the view 
seen from the rear of the train here. Where our ACL track here crossed the 
track of the A&EC, about four blocks from the camera, the A&EC narrowed 
from a multi-track private right-of-way in front of its station to just a single 
track — which ran right down the middle of Hancock Street to the city’s 
downtown and then south to a trestle over the Trent River.

New Bern’s Other Railroads
 The railroad that I call the Atlantic & East Carolina here has gone under 

ACL’s Richmond Division employee timetable No. 1 of 
April 28, 1963, had these schedules for the New Bern 
line and the Camp Lejuene Branch that sprang from it 
at Marine Junction, just north of Jacksonville. New Bern 
Junction was just outside Wilmington. (Note that ACL 
used the “LeJuene” spelling rather than the standard 
“Lejuene.”) —Larry Goolsby collection
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multiple names and owners. The line ran 
between Goldsboro and Morehead City, and 
the state had financed it and shepherded its 
construction between 1856 and 1858 with 
operation under the title of Atlantic & North 
Carolina Railroad. The original Norfolk 
Southern (then the Norfolk & Southern) 
leased and operated it till defaulting on 
the lease in 1935. The A&NC took it back 
in 1935 and ran it till 1939. In 1939 new 
investors took out a fresh lease and began 
operations. In 1957 the Southern Railway 
acquired control of the operating rights by 
buying up all the stock of the A&EC and 
thereby taking over the lease. At the time 
of my photos of the ACL here, the Southern 
had pretty well weaned the A&EC of its 
own individuality by closing its versatile 
shops, next to the station, and gradually 
overlayering it with Southern motive power 
and policies. SR had retained local offices 
for the A&EC in the big old office building 
at the intersection of the street tracks of the 
ACL and A&EC, where Queen and Hancock 
streets met. It was that building that had 
served as the New Bern Union Station for 
all the years that ACL, the A&NC/A&EC, 
and the NS Railway ran passenger trains to 
or through New Bern.
 Trains between Goldsboro and Morehead 
pulled up along the long side of the rectangular 
station beside one of its canopies. Trains of 
the NS that came in from Washington, North 
Carolina, and even Norfolk, Virginia, via the 
trestle over the Neuse curved down onto the 
mainline to the station’s long side.
 The station’s narrower dimension faced 
Queen Street, but for the benefit of trains 
on Queen Street and ACL’s passengers, the 
station’s canopies also extended along that 
side, northeastward toward the river, and 
trains stopped there to drop off or take on 
passengers and various head-end items. If 
ACL trains were long, however, their stops at 
the station were an obstacle to street traffic, 
for the trains were mixed and sometimes 
quite lengthy. The mixeds came up to New 
Bern tri-weekly, Monday, Wednesday, and 
Friday in their final years, and returned 
to Wilmington the following day. (Lines 
south readers who have access to Richard 
E. Prince’s book on ACL power can find a 
picture of the New Bern mixed on page 194.)

The ACL Mixed
 Patronage of the tri-weekly mixed (which 
ran out of Wilmington to begin its week) was 
so light that the total passenger fares paid 

This map of ACL’s Richmond Division from the April 28, 1963, employee timetable 
shows the web of branches and secondary mains that covered much of the eastern 
half of North Carolina. The New Bern line ran along the coast from Wilmington 
northeast to New Bern. The map also includes the A&EC and NS lines that served 
the area. —Larry Goolsby collection

in the 12 months till April 1938 were not 
enough even to cover the charges that Coast 
Line had to pay for the use of New Bern’s 
Union Station. Station costs were around 
$470 and fares were almost $30 less!
 In early 1938 ACL applied to the North 
Carolina Utilities Commission for authority 
to drop its use of Union Station, where it had 
been a tenant, not a co-owner, and instead 
substitute its freight office down near the 
river as the mixed trains’ station. The city 

of New Bern, in the person of its mayor, 
objected to the ACL application, claiming 
that it would cost the city $15,000 to pave a 
block and a half of bumpy street and install 
sidewalks on both sides, all for the safety 
of railroad patrons, because access to the 
freight station was via a rough street and an 
alley. The commission sided with the city 
and denied the ACL’s application.
 The ACL had a trump card to play and 
played it at some point in the station-
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discontinuance proceedings, for it must 
have had a hunch that its request to change 
stations would be denied. In that case, ACL 
strongly implied, we will want to drop 
passenger service entirely. The regulators 
said that they could not grant that request on 
the spur of the moment, without a specific 

proceeding complete with hearing, but that 
the ACL was free to apply for discontinuance 
via due process.
 ACL accordingly applied on June 23, 
1938, to end New Bern branch mixed train 
service. At the hearing on the removal of the 
trains, no one even showed up! On August 

8, 1938, the commission authorized the ACL 
to drop New Bern passenger service.
 Coincidentally, while the ACL was 
pursuing its case for dropping the Union 
Station destination for the mixed trains, the 
Norfolk Southern was pushing to get out of 
its mixed train service into New Bern from its 
mainline at Marsden (now Chocowinity, near 
Washington). It had applied on March 21, 
1938, to drop all its mixed trains throughout 
its far-flung branches, and on April 16, 1938, 
had received an affirmative order for most 
of its branches. NS’ passenger service to 
New Bern had undergone a deep fall: in the 
1920s it was running passenger trains into 
New Bern off the mainline at the rate of two 
round trips per day, one carrying a through 
Pullman sleeper, the other a parlor car!
 An earlier incident with the ACL mixed 
train helps illustrate what must have been 
rather a makeshift piece of railroad. In July 
1925, a northbound mixed train about eight 
or nine miles on its way out of Wilmington 
experienced a fatal derailment. The ICC 
accident report could not find a definite 
explanation, for the train was on time and on a 
fairly straight stretch of track. The engine and 
six loaded boxcars that made up the freight 
consist passed the point of derailment without 
incident, but the baggage-mail car and the 
two coaches all left the rails, some ending 

ACL’s small waterfront yard and freight station were located on the Neuse River at the foot of Queen Street. In this 1943 
view, two small steam locomotives are on hand — they appear to be Ten-wheelers, probably in the 300 series — and an 
assortment of cars. One is a passenger express car, which the Wilmington-New Bern local kept carrying for a time after 
mixed train passenger service had been dropped in 1938. ACL had first asked for permission to move its passenger terminal 
to the small freight station here but soon sought, and received, authority to drop passenger service altogether. Note the two 
ventilated boxcars on the wharf track beside the station. —Howard Ameling collection

The New Bern Union Station has a southbound ACL train on its east side in this early-1900s 
postcard view. The tracks in the foreground belong to the A&EC and lead to Morehead 
City. —North Carolina Collection, University of North Carolina at Chapel Hill Library
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One of the New Bern line’s more unusual claims to fame was that it was the assigned 
route for two experimental Unicel boxcars that ACL purchased in 1952. They were 
of plywood construction and designed to save weight and costs while having as 
much strength as steel. Unfortunately water began seeping into the cars’ walls, 
and they were soon scrapped. The stenciling on car 15000, “For Merchandise 
Service Only Between Wilmington & New Bern,” shows the cars were used for 
less-than-carload and other freight shipments between these two points. —ACL 
photo, Larry Goolsby collection

up on their sides. The victim of fatal injuries 
was the porter assigned to the passenger cars 
— imagine a porter on a mixed!
 The rail was only 56-pound, laid without 
tie plates, and the track was not very well 
surfaced, the inspectors noted. That, and the 
fact that the train might have been exceeding 
the maximum allowed speed were what the 
inspectors figured might have set the cars to 
rocking and leaving the rails.
 Now in 1938 the Atlantic & North 
Carolina, which since 1935 had been stuck 
with running the revived passenger service 
via New Bern to the coast, was finding 
itself with sole operation of a union station 
facing hard times, and it protested the NS 
discontinuances, but to no avail.
 In the Union Station’s glory days right 
after its completion in 1910, it had a 24-
hour station restaurant and trains on three 
lines. With the ACL and NS mixed train 
discontinuances, it had only those of the 
A&EC. In later years the Southern Railway 
maintained some offices there for the A&EC 
and the Camp Lejeune Railroad. The station 
was unused and shuttered after 1987, but 
very recently preservation folks in New 
Bern have banded together to assure its 
rehabilitation and possible use as an office 
building; the first step was stabilizing the 
roof under a 2013 contract.

A Boon to the New Bern Branch
 ACL’s whole long branch up from 
Wilmington ran through dreary stretches 
with little population and few communities 

ACL GP7 174 is at the railroad’s compact terminal on the bank of the Neuse River in June 1959. The freight station is behind 
the string of freight cars, which extend out onto the wharf track on the station’s east side. The scene also reveals one of ACL’s 
standard bright red wood cabooses and a refrigerator car among the freight cars. —Michael Dunn photo

— even Jacksonville had fewer than a 
thousand residents. This meant that the 
branch was not a very lucrative operation.
 The sparse nature of settlement, though, 
proved to be a boon to Uncle Sam as war 
clouds began to gather across the Atlantic 
and the War and Navy departments were 
beginning to look for places where they 

could establish sprawling military facilities 
for coastal defense and the training of 
military personnel.
 In spring 1941 the Army established Camp 
Davis to train artillerymen in the low-value 
countryside near Holly Ridge, and the Marine 
Corps started Camp Lejeune in between the 
railroad near Jacksonville and the waters of the 
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sound. Superior Stone Company established 
a huge quarry on the branch at Belgrade, near 
Maysville, to load countless trains of gravel 
and marl for Camp Lejeune and airfields at 
two or three points nearby. Cherry Point’s 
air base was instituted not just for training 
airmen but also as a base for planes hunting 
the Nazi submarines that had been preying 
upon coastwise shipping early in the war.
 Forgotten now, with the ascendancy of 
Camp Lejeune ever since 1941, is the Army 
anti-aircraft artillery and barrage balloon 
training base that was created in a flurry 
along the branch at Holly Ridge, where a long 
stretch of coastline was well suited to artillery 
practice over the water and vast inland reaches 
gave the training exercises plenty of seclu-
sion. The military probably overbuilt the 
facility — for example, filter beds for water 
and sewer service, which required special 
sand brought in from several counties away, 
were planned for an eventual complement of 
100,000 troops. Building materials like the 
special sand, gravel for foundations, roads, 
and an airfield for planes to tow gunnery 
targets were just a part of the freight delivered 
to new spurs built for the base.
 So was fuel, materials for the wooden 
barracks, foodstuffs, and many other supplies. 
In reality the base population usually 
numbered closer to 20,000 circulating in and 
out at any one time. By fall 1944 the military 
decided that that there was no further need 
for a training facility devoted to Camp Davis’ 
specialties, and suddenly shuttered the base 

Above: This 1965 photo shows that the ACL freight station on the Neuse River 
looks much as it did in the 1940s. Two differences include a small office addition at 
left and the prominent purple and white sign painted onto the building. The station’s 
distinctive design may have been a one-of-a-kind; certainly it had little in common 
with ACL’s standard depot plans. —Tom King photo

Above and below: By the time of these December 1972 scenes, ACL’s New Bern 
depot had acquired SCL emblems but had otherwise taken a seedy turn. The wharf 
track had fallen into disrepair and was clearly out of service. —Bob Graham photos
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— and years later allowed the property to be 
stripped of buildings or materials that could 
be used elsewhere.
 At the Marine Corps’ chosen location, the 
ACL pushed a spur into the Lejeune site in 
a record 60 days in 1941 and invested about 
$350,000 in improvements. ACL’s hope in 
the back of its corporate mind was to scotch 
the possibility of the Marines’ wanting to 
lay a railroad connection of its own between 
Camp Lejeune and the closely related 
Marine and Navy installation mushrooming 
at Cherry Point on the A&EC ... a specter 
that did in fact raise its unwelcome head less 
than a decade later.
 ACL had a monopoly on direct troop train 
movements into Camp Lejeune and handled 
all rail freight into the camp throughout the 
war; 800 cars a month was not at all unusual. 
The Corps had developed an on-base rail 
network of about 20 miles and switched it 
with little war-effort-design 45-ton General 
Electric siderod diesels.
 After World War II, although Camp Davis 
had been discarded, Camp Lejeune remained 
on active status and was even improved. 
The sudden outbreak of hostilities in Korea 
in 1950 certainly validated that policy, but 
also brought to the fore the idea of linking 
Camp Lejeune with Cherry Point by rail 
and giving the closely related facilities an 
internal, private link and Camp Lejeune 
access to a second common carrier, the 
A&EC at Havelock.
 The Pentagon got its way in the matter 

with construction of a rail line approved in 
a series of authorizations between early 1950 
and late 1951. Construction was assigned 
to a private contractor and was completed 
around February 1, 1954. Little private 
property had to be expropriated, and only 
one highway crossing had to be arranged.
 On Christmas Eve 1952 the Marine Corps 
approached the Coast Line about operating 
the internal track under lease; ACL took until 
April to respond, and it declined. ACL was 
concerned about alienating the A&EC, with 
which it had enjoyed a friendly and lucrative 
interchange relationship that amounted to 

more than 40 percent of the A&EC’s inter-
change business.
 This was a response that would prove to 
be terribly ironic, for what the ACL did not 
know at the time was that the partners who 
controlled the A&EC were in their seventies 
and were worried about succession, and 
had quietly been talking with the Southern 
about its buying them out. And of course 
the Camp Lejeune Railroad, as the line 
came to be named when it was incorporated, 
was something that the Southern coveted 
and part of its motivation in buying up the 
A&EC stock.

SCL GP7 817 idles just south of the New Bern freight station in December 1972. 
—Bob Graham photo

Atlantic & East Carolina RS-1 405 is heading north (railroad west) on the A&EC’s 
own stretch of street running on Hancock Street in July 1959 (left). In the distance 
is the New Bern Union Station at the corner of Queen Street and the ACL crossing. 
During the summer of 1959 (above), A&EC 405 is switching in the yard it shared 
with the Norfolk Southern northwest of downtown, along the A&EC mainline. An 
NS Baldwin road switcher is on the adjacent track. —Michael Dunn photos
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 In the end, all that the ACL could do 
was to object as strongly as it could to 
Southern’s getting control of the Camp 
Lejeune Railroad, and if not to block it, 
at least to delay the Interstate Commerce 
Commission’s decision — which did drag on 
from mid-1956 till spring 1961. Southern’s 
new Camp Lejeune Railroad began service 
July 1, 1961. Diesels used were always 
Southern, not its own.

The Line’s Last Days
 The next 20-some years were a letdown 

Norfolk Southern 701, a General Electric 
70-tonner, is resplendent in the railroad’s 
original red diesel paint scheme. The 
small locomotive was used for switching 
at New Bern and for the NS branch from 
Bridgeton, just across the river from New 
Bern, to Bayboro. The photo was taken 
in June 1959. —Michael Dunn photo

This south-facing June 1959 scene is Norfolk Southern’s entry into New Bern from 
its Neuse River bridge. A GE 70-tonner stationed in New Bern was paired with 
the caboose at left to operate the light-railed Bayboro branch, which originated at 
Bridgeton across 
the river. —Michael 
Dunn photo

This photo shows a Marine Corps steam locomotive, 
reportedly nicknamed “King Tut,” forwarding cars from the 
ACL. The locomotive came to the Corps via the U.S. Army 
and was originally owned by the Delaware, Lackawanna & 
Western. In an eight-month period over the Camp’s 20 miles 
of trackage, the Camp Lejeune Railroad handled 6,667 cars 
delivered by the ACL. The date is September 11, 1944. —U.S. 
Department of Defense photo, Michael Dunn collection

Another locomotive used in Camp Lejeune’s early days was 
this General Electric 45-tonner, No. 50773, photographed on 
September 11, 1944. —U.S. Department of Defense photo, 
Michael Dunn collection

for the ACL New Bern branch, and portions 
of it in the 1980s had fallen to FRA Class 
II status that limited trains to speeds in the 
mid-20s. Over 30 miles were even limited 
to 10 miles an hour, which could soon have 
led to assigning two crews to make a full 
circuit of the fading line.
 So in 1982 then-owner Seaboard System 
applied to abandon the line except for a short 
fragment near Wilmington, and it won the 
ICC’s consent on December 6, 1983.
 Right after the decision, the Defense 
Department posed formal objections and 

forced the case back before the ICC. Some 
of its grounds were technical, like the 
computation of some of the rehabilitation 
costs, but a more serious objection (one 
claiming to be of General Transportation 
Importance, to use ICC jargon) was the 
defense impact of an abandonment here if 
a national emergency arose: a direct route 
from Camp Lejeune to Wilmington was 
being replaced by promises from the rail 
industry that it would take only two hours 
longer to rush defense equipment from 
Camp Lejeune to Wilmington via Havelock 
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Support Your Local Hobby Shop!
The	Following	Dealers	Carry	Copies	of	Lines	South	-	Let	Them	Know	We	Appreciate	Their	Support!

Antique	Barn,	Wilson,	NC	27893	•	252-237-6778
The	Big	Little	RR	Shop,	Somerville,	NJ	08876	•	908-685-8892
Bull	Street	Station,	Savannah,	GA	31401	•	912-236-4344
Chesterfield	Hobbies,	Midlothian,	VA	23113	•	804-379-9091
Colonial	Photo	&	Hobby,	Orlando,	FL	32803	•	407-841-1485
Depot	Hobby	Shop,	Lantana,	FL	33462	•	561-585-1982
Des	Plaines	Hobbies,	Des	Plaines,	IL	60018	•	847-297-2118
The	Great	Escape,	Greenville,	SC	29607	•	864-235-8320
Gold	Coast	Railroad	Museum,	Miami,	FL	33177	•	305-253-0063
Granddad's	Hobby	Shop,	Shepherdstown,	WV	•	304-876-8700
Grayland	Station,	Chicago,	IL	60646	•	773-594-1906
Greenfield	News	&	Hobby,	Greenfield,	WI	53220	•	414-281-1800
Gulf	Coast	Model	RR,	Sarasota,	FL	34231	•	941-923-9303
Hobby	Superstore	Inc.,	Plantation,	FL	33324	•	954-370-0708
HobbyTown	USA,	Augusta,	GA	30907	•	706-855-5003
HobbyTown	USA,	Columbus,	GA	31909	•	706-660-1793
HobbyTown	USA,	Kennesaw,	GA	30144	•	770-426-8800

HobbyTown	USA,	Knoxville,	TN	37934	•	865-675-1975
Little	Choo	Choo	Shop,	Spencer,	NC	28159	•	800-334-2466
Mainline	Hobby	Supply,	Blue	Ridge	Summit,	PA	17214	•	717-794-2860
New	Brookland	RR	&	Hobby,	W.	Columbia,	SC	29169	•	803-791-3958
Rail	&	Sprue	Hobbies,	Jacksonville,	AR	72076	•	501-982-6836
Riverdale	Station,	Riverdale,	GA	30274	•	770-991-6085
Train	Central,	Indianapolis,	IN	•	317-375-0832
Trainmaster	Models,	Buford,	GA	30518	•	678-546-3600
Trains,	Toys	and	Hobbies,	Wilmington,	DE	19803	•	302-478-7733
Trains	West	Inc.,	Albuquerque,	NM	87107	•	505-881-2322
Walt’s	Hobby	Shop,	Petersburg,	VA	23805	•	804-861-1333
For Dealer Sales, call 816-285-6560
Carry Lines South and Get Seen by the Entire Membership
Don’t Miss Your Chance to be Seen in Lines South
The Magazine of Choice for Southeast RR Fans
Over 1,000 readers will see your ad in Lines South - Call Today!
Your Shop Should Be Here!

and Goldsboro, in a pinch. (Ha! we have to 
think now, with the hindsight of the Persian 
Gulf and Iraq wars.) However the ICC 
did not accept the Defense Department’s 
arguments and let the abandonment proceed 
in 1985. (Why “Ha!”? Now, if something has 
to move from Camp Lejeune to Wilmington 
or the military port at Sunny Point by rail, 
it has to travel all the way to Hamlet before 
heading east!)
 The  c iv i l i an  bus inesses  a round 
Jacksonville gradually deserted each of the 
railroads, and the Camp Lejeune Railroad 
(reporting marks CPLJ) eventually dropped 
what little trackage it had in general service. 
The Seaboard System’s abandonment 
application involved not only the actual 
branch, which SBD owned, but also its 
operations upon the government-owned 
trackage into Camp Lejeune which the 
ACL had pioneered early in World War 
II: the trackage from its own line through 
Jacksonville into the Marine facility to 
the junction with the track leading directly 
into the base’s “industrial area,” which the 
Camp Lejeune Railroad and the Seaboard 
System were operating jointly. Thus the 
abandonment authority for the branch also 
removed the SBD from operating upon the 
government line.
 As a result, the CPLJ’s lease was revised 
to cover its operation over whatever 
government-owned trackage that the SCL/
SBD had been serving. CPLJ additionally 
acquired a few miles of original ACL 
trackage stretching a few miles from the 

former junction with the ACL out as far as 
Kellum; that was authorized in 1984, while 
the appeal by the Defense Department 
was going on, but CPLJ apparently did 
not benefit from that little acquisition and 
abandoned it in 1993.
 Only a propane distributor and a ready mix 
plant were still relying on the Camp Lejeune 
Railroad for their deliveries, and Uncle Sam 
wanted service to them discontinued so 
that he could turn the right-of-way over to 
hike-and-bike trail use. So the government 

Southern Railway RS-2 2103 is switching the “industrial area” at Camp Lejuene 
in these two scenes from December 1962. The Camp Lejeune Railroad and the 
ACL both serviced the area. ACL approached the area from the west via a branch 
off its Wilmington-New Bern line, and was the original railroad to serve the base. 
Southern came in from the east near Havelock on track that the government had 
built and later leased to Southern’s Camp Lejeune subsidiary. —Michael Dunn photo

refused to renew the CPLJ’s lease after 
August 1999, and two months before 
that, the shortline ceased serving the two 
customers. That ended the last trace of a 
long contribution by the old Coast Line to 
the progress of the region. Fancy trails are 
now the heritage.
 If the ACL’s New Bern branch gave up 
quietly, that was pretty much in character 
with most of its career, which, except for 
the busy years when the Army and Marine 
Corps needed, was rarely an easy one.




