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RED TRAINS ON THE SANTA FE

[Sidebar]

The new color was variously called “red,” “maroon,” or “Tuscan red.”  The last is, of course, the name the Alton and the Pennsylvania railroads gave to the color they painted their passenger cars.  Eventually all passenger cars on the Santa Fe would be painted red.  

This is explained in an article that appeared in the June 1891 issue of The National Car and Locomotive Builder, which states “[Santa Fe has] lately changed the color of the passenger equipment from yellow to Tuscan red, and are pushing the work of getting over them all to secure uniformity…  When there is time to go over all of the equipment this road will have as uniform style of painting and lettering as the Pennsylvania system.”

EQUIPMENT FIT FOR ROYALTY

[Sidebar]
The Red Express featured the most modern and luxurious equipment of the time, including St. Charles Car Company reclining seat coaches and Pullman Palace Car compartment sleepers.

Reclining Seat Coaches

Interestingly, a photograph accompanying the article shows the car carried the Jacksonville Southeastern Line herald below the windows, but was lettered for the Chicago, Peoria, and St. Louis above them.

Pullman Compartment Sleeping Cars

On May 16, 1891, The Railway Review reported,

MAIN TEXT

Historical istoricBackground
As Bryant writes, “When Gould disrupted [the Santa Fe’s traffic arrangements in Colorado in 1886], Strong moved to end Gould’s ‘monopoly’ in St. Louis.”2 In January 1887, the Santa Fe had purchased the St. Louis, Kansas City & Colorado railroad, a 50-mile line from St. Louis to Union, MO.  This signaled the intent of the Santa Fe to build a second airline (the first being the one from Kansas City to Chicago), this one connecting Kansas City and St. Louis.3
3. The New York Times, January 26, 1887

A Route to St. Louis

[Separate paragraph]

     It is likely that Hook and the majority stockholders were unwilling to have the Red Express operate over the JL&StL branch of the JSE. Thus the puzzling and regrettable fact that the eventual passenger service jointly operated by the Santa Fe and the JSE ran over the CP&StL through Jacksonville rather than over the JL&StL through Springfield, a much larger city, is probably a consequence of the feud.

In spite of all this, construction of the extension from Litchfield to St. Louis began in April 18904 and it was expected that track would be laid to Edwardsville, IL, by May 31st.5  However, with the JSE in receivership and the stockholders feuding, progress was slow.  The Santa Fe, eager to begin passenger service between Chicago and St. Louis following finalization of its takeover of the Frisco on June 30th, made alternative plans.  In the fall, it reached traffic agreements with the JSE and the Toledo, St. Louis & Western (TStL&W), and announced it would begin running through freight trains between Chicago and St. Louis in mid-November, with passenger service to follow soon after.6  The trains would run over the Santa Fe to Pekin, over the JSE to Sorrento, and then to St. Louis over the TStL&W.

For whatever reason, this arrangement was not used, and initiation of Santa Fe passenger service between Chicago and St. Louis did not take place until the extension of the CP&StL to St. Louis was complete.7 

4. The Railway Age, p. 296 (April 19, 1890)

5. ibid, p. 313 (May 3, 1890)

6. ibid, p. 756 (October 25, 1890)

7. ibid, p. 864 (December 6, 1890)

Why the Name Red Express?

Standard livery for Santa Fe passenger cars was yellow up until 1888.  That year the Santa Fe inaugurated passenger service between Kansas City and Chicago over the newly built airline, and apparently decided to paint the cars on the new trains red.  The famous Fast Vestibule Express trains that ran on this route were thus the Santa Fe’s first “red trains.”  When the Santa Fe inaugurated its luxury passenger service between Chicago and St. Louis, it also painted the cars red.  This no doubt played a role in naming the train.  Eventually, all passenger cars on the Santa Fe would be painted red.  (See sidebar Red Trains on the Santa Fe).  

Equipment

The Red Express featured the most modern and luxurious equipment of the time, including St. Charles Car Company reclining chair cars and Pullman Palace Car compartment sleepers.  (See sidebar Equipment Fit for Royalty.).

Newspaper descriptions8-10 of a terrible wreck involving the westbound Red Express give us the complete consist of the train on the night of March 7-8, 1891.  That night, the train carried a baggage and express car, a smoker-chair car, and two sleepers: the Rago and the Pecos.  The Rago was a state-of-the-art narrow vestibule car built by the Pullman Car Works in 1890; however, the Pecos was an open platform car built by the Pullman Car Works in 1884.  Thus, on at least this occasion, the train was a mixture of open platform and narrow vestibule cars.  Probably this was often the case, at least in the beginning.

Santa Fe placed two luxurious narrow-vestibule Pullman compartment sleepers, the Brilliant and the Radiant, in service on the Red Express on May 14, 1891, eight weeks following the wreck in March.  The timing suggests they were replacements for the Rago and the Pecos.

8. The New York Times, March 9, 1891
9. Chicago Daily Tribune, March 9, 1891
10. ibid, March 10, 1891

Operations

Initially, the Santa Fe planned to make Pekin the headquarters of the Chicago and St. Louis line, and to build large shops there.  It even purchased a tract of land for the purpose.11  In the end, terminal facilities – including a small roundhouse – were built at Eureka to service Santa Fe and CP&StL locomotives during their layovers.

11. The Railway Age, p. 830 (November 22, 1890)

Thus the Red Express operated over the Santa Fe airline from Chicago to Streator Junction and from there to Eureka over the Santa Fe Pekin branch.  The power was probably either an American or a Ten Wheeler.  At that point, a CP&StL locomotive – probably an American or an Atlantic (a favorite of the line) – usually replaced the Santa Fe engine for the remainder of the run, first over the TP&W to Peoria, and then via the JSE to the old Union Depot in St. Louis.

On some occasions, Santa Fe power apparently ran through to Jacksonville.  This was the case on the night of May 29-30, 1892, when negligence by JSE enginemen led to a fatal wreck.12,13
12. The New York Times, May 31, 1892

13. The Victoria Daily Colonist, June 1, 1892

At the beginning, the Red Express seems to have run as a separate train, but for most of the first year and a half, it operated over the Santa Fe part of its run as a section of another Santa Fe train; the day express always did.

The Santa Fe tinkered with the schedule of the Red Express throughout its brief life, but not as much with that of the day express.  Its maiden westbound run departed Dearborn Station at 7:35 p.m. and arrived at St. Louis Union Depot at 7:30 a.m.   The westbound day train, which was called the St. Louis and Peoria Express, departed Chicago at 7:45 a.m. and arrived in St. Louis at 8:00 p.m.  The departure time indicates that it ran as a section of the Galesburg and Ft. Madison Express between Chicago and Streator.  Eastbound, the schedule called for the day express to arrive in Chicago at 7:35 p.m.; again, it ran as a section of the Galesburg and Ft. Madison Express between Streator and Chicago.

By January 28th, the Red Express had already lost its status as a separate train.  As of that date, its departure from Chicago was moved from 7:35 p.m. to 7:50 p.m.  This enabled it to be run as a section of the California Fast Express as far as Streator, arriving in St. Louis at 7:50 a.m.  The westbound day express continued to run as a section of the Galesburg and Ft. Madison Express, with no change in its schedule.

A further change in operations occurred six weeks later.  According to Santa Fe Employee Timetable No. 41, in effect as of Sunday, March 15, 1891, the westbound Red Express ran as a section of the Denver and Utah Limited from Chicago to Streator, with no change in its departure or arrival times.  The Denver and Utah Limited arrived at Streator at 10:50 p.m.; the Red Express departed for St. Louis at 10:55 p.m., while the Denver and Utah Limited departed for Kansas City at 11:00 p.m.  These times indicate the Red Express ran as the first section of the Denver and Utah Limited between Chicago and Streator, and departed Streator as soon as the passenger cars continuing on the Denver and Utah Limited were decoupled from it, with the latter departing Streator after new power had been coupled on. In a similar fashion, the Chicago Express was coupled onto the eastbound Red Express upon the latter’s arrival in Streator, and both continued on to Chicago as sections of the Chicago Express, arriving at Dearborn Station at 7:50 a.m.

According to the same timetable, there were no changes in the operations or the departure and arrival times of the westbound day express.  However, the eastbound day express now ran as the Chicago and St. Louis Express the whole way. 

Interestingly, the timetable shows no Santa Fe through or way freights running between Chicago and St. Louis.

The schedules of both the Red Express and the day express trains remained nearly the same until Sunday, May 23, 1892.  On that date, the Santa Fe made a radical change in its passenger service from Chicago; the declared goal was to greatly improve serve to the West.  With this change, the westbound Red Express again became a separate train, departing Chicago at 8:10 p.m. and arriving St. Louis at 8:03 a.m.  The same timetable indicates there were no changes in the operations or the departure and arrival times for the day express.

14. Chicago Daily Tribune, May 22, 1892

By 1893, the westbound Red Express departed Chicago at 8:10 p.m., arriving at St. Louis Union Depot at 7:45 a.m.  The eastbound schedule called for an 8:10 departure, arriving in Chicago at 8:08 a.m.  The day express left Chicago at 7:45 a.m., arriving in St. Louis at 8 p.m., while the eastbound train left St. Louis at 7:45 a.m., reaching Chicago at 7:35 p.m.  This schedule continued essentially unchanged until the end of service of both trains.

The numbering system for the Red Express was Byzantine – a consequence, presumably, of the multiple lines over which it ran and the connections it made with other Santa Fe trains at St. Louis.  For example, throughout 1893, the westbound and eastbound Red Express trains were listed in JSE timetables as nos. 1 and 6, respectively.  However, in Santa Fe timetables, they were listed as nos. 18 and 11 over the Chicago, Peoria & St. Louis Line; and nos. 11-1 and 2-2 over the Oklahoma and Texas Line.  The numbering system for the day express was equally bizarre.

Rate Wars

The building of the airline between Kansas City and Chicago “enabled Strong to pull the Santa Fe out of the Southwestern Railroad Association and to disown the pooling and traffic agreements at Kansas City.”16 The loss of Santa Fe traffic at Kansas City “badly hurt the Alton and the CB&Q, causing these former allies of the Santa Fe to become its rivals, even enemies.”16 Strong proceeded to “cut rates between Chicago and Kansas City, and in 1889, the Santa Fe announced it would make through rate on livestock only over its own line between these two points,”16 shutting out the Alton and the Chicago, Milwaukee & St. Louis.  A rate war ensued.  Strong’s actions were in character but unnecessary, and badly weakened all of the railroads running between Chicago and the Missouri River.  They contributed to the financial crisis that gripped the Santa Fe in 1889 and led to Strong’s ouster as president.

16. Bryant, pp. 139-140

Given this history, the entry of the Santa Fe was bound disrupt the established order among the railroads offering passenger service on the Chicago-St. Louis route. The strongest of these were the Alton, the Wabash, and the Illinois Central, as already noted. On the Chicago-St. Louis route (and the Chicago-Kansas City route), the Alton held the upper hand because it ran through all of the major cities along the routes, giving it more local passenger and freight traffic than any of the other roads.  The rate agreed upon by the Western Passenger Association (WPA) was 2 ½ cents per mile.  The Alton could still make money with a 2-cent per mile rate while the other roads could not.  President Timothy Blackstone of the Alton was still angry about Strong’s actions at Kansas City.  Now facing competition from the Santa Fe on its St. Louis-Chicago route, Blackstone was in the mood for a fight.  

At a meeting on December 31, 1890, the WPA authorized its members to meet the lower JSE rate on eastbound traffic.17  The JSE denied cutting the rates between St. Louis and Chicago, and claimed it was “simply meeting the rates made by the Alton, Wabash, and other St. Louis lines.”18 

17. Chicago Daily Tribune, January 1, 1891

18. ibid, January 4, 1891

Just as the rate war between the Alton and the Santa Fe/JSE appeared to be nearing a resolution, another conflict overshadowed it.   On April 15, 1891, the trunk lines and the CTA imposed a boycott on the Alton because it refused to stop paying commissions to ticket agents to send passengers over its lines.19-21  On April 22nd, the Alton declared it would not increase its rates to the old, higher values during the boycott, and that if the WPA failed to offer protection, it would withdraw from the Association.22  Chairman Finley of the WPA ruled that the Alton was not justified in maintaining the lower rates and levied a heavy fine.

19. ibid, April 1, 1891

20. ibid, April 11, 1891

21. ibid, April 15, 1891

22. ibid, April 22, 1891

On June 12th, the Alton made new charges against the JSE and other roads belonging to the WPA, and demanded that WPA Chairman Finley reduce the rates between Kansas City and Chicago, and St. Louis and Chicago.23   The Alton felt confident that Finley would rule in its favor.  However, on June 25th Finley announced that because the Alton had refused to pay the earlier fine, he did no longer recognized it as a member of the WPA and would not rule on the merits of the case.24  The Alton withdrew from the WPA and announced it would act independently and set rates as it saw fit to protect its business.25  The boycott did not hurt the Alton,26 in part because several of the eastern roads secretly violated it, and in the fall of 1891, the boycott collapsed.26
23. Ibid, June 12, 1891

24. Ibid, June 26, 1891

25. Ibid, July 26, 1891

26. Ibid, December 12, 1891

With the Alton no longer a member of the WPA and free to set its own rates, the Santa Fe felt it was at a great disadvantage.  In November 1892, the Santa Fe announced it would withdraw from the WPA unless the Alton rejoined it.27  Intense efforts to induce the Alton to rejoin the WPA followed.28,29  After several months of negotiations, agreement was reached in March 1893 on a revised agreement.30  Among the key provisions were a pledge by the Santa Fe to maintain rates in Chicago for the Chicago-St. Louis route, an acknowledgement that the JSE would not be a member of the WPA, and an agreement that, in setting rates from St. Louis to Chicago, the members of the WPA would be free to take whatever actions they deemed necessary to match the rates set by the JSE and protect their business.

27. Ibid, December 14, 1892
28. Ibid, February 18, 1893

29. Ibid, February 24, 1893

30. Ibid, April 7, 1893
Just when it looked like a revised agreement would be achieved, a conflict broke out among the members of the WPA over rates to the Chicago Columbian Exposition.  The WPA had maintained high rates, and few people were coming to the world’s fair.  The Santa Fe wanted lower rates.  Not being able to get the other members of the WPA to agree, the Santa Fe withdrew from the WPA and set its own rates to the fair.31-37
31. Ibid, May 21, 1893

32. Ibid, May 27, 1893

33. Ibid, May 28, 1893

34. Ibid, May 31, 1893

35. Ibid, June 2, 1893

36. Ibid, June 3, 1893

37. Ibid, June 3, 1893
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