Brief Railway Report from Brazil					June 1997





by Norman Griffiths			e-mail: oubeck@compuserve.com





Introduction


On 4th and 5th June, 1997, I was a member of a party making an inspection visit of two rail routes in Brazil:  Rio de Janeiro to São Paulo (4th June) and Campos - São Paulo - Santos (5th June).  On both days, the train used was a Mafersa-Budd single unit railcar kindly provided by MRS Logistica SA (number 946005).  On this trip we concentrated on the broad gauge routes (1600 mm).





Wednesday 4th June:  Rio to São Paulo


The journey started at Rio’s Dom Pedro II station, normally the terminus for suburban services in greater Rio.  The suburban services are entirely operated by 3000 v d.c. electric multiple units, formerly owned by the national suburban train organisation (CBTU) but now the property of Flumitrens SA (Companhia Fluminense de Trens Urbanos).  What was notable about these trains was the generally poor condition, with extensive graffiti and broken or scratched windows, and then the apparent overcrowding, with passengers hanging onto the outside of the doors and incredibly, riding on the roof — and that with 3000 volts of electricity a few inches above their heads! 





Our transport for the two days proved comfortable, the main problem being the general lack of opening windows (small toplight sliders that don’t allow a camera through).  The droplight to the right of the (standing!) driver could however be used, the one in the rear cab being similarly located but generally not useable.  The windows in the cab ends were also on the small side.





The journey out from Rio over Flumitrens’ metals was unremarkable apart from the aforementioned overcrowded suburban e.m.u.s, though we were told that there is actually no overcrowding problem:  those travelling outside the train chose to do so in order to avoid payment!  We saw an occasional Flumitrens diesel loco on (presumably) works trains since they do not operate freight services.





Our route took us onto MRS Logistica metals at Japeri, climbing steadily.  MRS Logistica took over the former regional superintendenceies (SR) 3 and 4 of the state-owned RFFSA in 1996, winning a 30-year concession by public auction.  The company is a  consortium, composed mostly of major customers of the rail freight service.





At Japeri we were joined by the MRS line from Guaiba, a major port just west of Rio.  This is one of the major iron-ore exporting ports in Brazil, taking over 20 million tonnes (by rail) in 1996.  Because of the gradients involved, combined with the volume of traffic, iron ore trains comprise on average 4 GM SD38 or GE U20/23C locomotives plus 120 wagons, each with a payload of 93 tonnes.  An average of six trains daily run over this section.





From Japeri onwards to Barro do Pirai we shared the double-track main line with the iron ore trains, sometimes overtaking them wrong-line (the line is bidirectionally signalled and left-hand running is the rule).  Unfortunately, on every occasion that we overtook an iron ore train, we entered a tunnel at the crucial point where we came abreast of the locos, meaning that I never really got a good shot of this impressive working.  Nevertheless, the line is interesting geographically, with steep gradients, sharp curves and tunnels.  The whole section is wired, but no electric trains have run since passenger services were withdrawn about 10 years ago, apparently after a collision between a passenger train and an iron ore train.





At Barro do Pirai the line became single, with the main line to Belo Horizonte curving off to the right; this route is used by the iron ore trains in one direction only (empty trains), the loaded trains coming along our route.





The next point of importance was Volta Redonda, site of the largest steel complex in Brazil, and a major destination for domestic coal, iron ore and limestone, as well as a source of iron and steel products.  At this point also we saw the mixed/metre gauge tracks of the Ferrovia Centro-Atlantico (FCA), another former arm of RFFSA which was privatised in September last year.  I was lucky to photograph a waiting FCA ore train, its U23C (4179) looking very similar to the MRS locos, still in the orange-red RFFSA livery.  We also saw similar FCA locos 4155 and 4183, plus Bo-Bo 4046, a little further along the route at Barra Mansa, where we again parted company.





The line beyond Barra Mansa passed through rolling countryside, partially along the main motorway from São Paulo.  At Cachera Paulista we noted a refurbished U20C in grey and yellow livery (3156), already besmirched with graffiti.  We made a brief halt at São Jose de Campos, and I was delighted to see the token block equipment, made in Brazil under license from the Railway Signalling Co. of Liverpool, and looking very familiar indeed.  In fact, many of the railways in Brazil were built by British companies, and many of the stations still have a British appearance, more pronounced in some areas than others.





At Manoel Faio we transferred to the metals of the local train operator in São Paulo, CPTM (Companhia Paulista de Trens Metropolitanos), formed in 1992 to operate the former CBTU network based on São Paulo.  The e.m.u.s here were similar to those in Rio, (3000 v. d.c.) but some attempt had been made to repaint them into a new livery and indeed several newly-delivered sets were in evidence.





Fitting into the evening suburban service proved interesting, since we were running about 30 minutes early.  It was noteworthy that on each of the CPTM stations that we passed, there were at least four armed security guards on each platform.  At one point we passed a typical favela settlement (shanty town), which had no electricity laid on.  A series of cables had been simply draped across the railway fence, under the rails, up the other side and across a field to the nearest supply point.





Approaching our destination, Luz station in central São Paulo, we started to see evidence of the SP Metro which runs parallel at one point, and also diesel locomotives of MRS and Fepasa, of which more anon.





Luz station is an architectural gem, built by British engineers with (apparently) all materials and labour imported from Britain.  It is supposed to be based on a British prototype, but no-one can tell me which.  The arched roof is a smaller version of St Pancras, but it is a through station so there the similarity ends.  On arrival at Luz, we were met by torrential rain, which was to last until the following afternoon.  We left our railcar here, since some work was needed to install a temporary cab-signalling unit for work over the next section of line, and continued, after a coffee break, to Campinas, some 100 km north-east of São Paulo, where we spent the night.





Thursday 5th June:  Campinas to Santos


The torrential rain that we had experienced on Wednesday evening showed no signs of abating as we left the taxi at Campinas station.  We were now the guests of Fepasa (Ferrovia Paulista SA, owned by the State of São Paulo).  Campinas does at least boast an overall roof, and there we saw the 0805 passenger departure for (I think) São Paulo, composed of one second, one first, one restaurant and one magnificent GE 2Co-Co2 electric locomotive (6384), of typical 1940s US appearance with ‘Deltic’ type nose and headlights.  Indeed, there were four of these altogether in the station area, two of them parked next to our faithful railcar.  Fepasa has both metre and broad gauge lines, and the platform tracks are gauntletted with both gauges together (four rails).





Unfortunately, 6384 failed just as it was leaving the station, so this delayed our 0810 departure somewhat.  In the end, we set off ahead of the passenger train, again running left on the electrified main line, and clipping the vegetation as we passed.  Because the railcar had reversed at Campinas, I bagged the opening driver’s window in the rear cab, but it was often much too wet for photography.  In particular, just after a start, all of the rainwater sitting in the gutter would come cascading down in a shower onto me if I was a bit slow getting back inside.





At Jundiaí we again met the outer-suburban services of CPTM, and on this route in particular the British heritage of many of the stations was plain, with lattice footbridges, signal boxes and station buildings of a very British appearance.





Unfortunately we became quite heavily delayed as we approached São Paulo, getting more and more out of course, and we sat at Lapa for nearly 20 minutes.  In fact, this wasn’t so bad, as the Fepasa suburban service on the adjacent metre-gauge line was photographable, plus a few Fepasa shunters and trip freights and of course the CPTM local trains.





We crawled from Lapa into Luz station, passing the loco depot on our left, with another Fepasa GE electric parked outside, this one in its new livery of pale grey, red and black.  Also plinthed outside the depot was a steam rack locomotive (no. 2), double-cabbed, of the original Santos-Jundiaí railway company.  Behind the shed were the carriages of the ‘Trem de Prata’, the only remaining passenger service between São Paulo and Rio, which is effectively a hotel train running overnight, every night, with the cheapest tickets at R$120 (US$110).  More information on this on http://www.via-rio.com.br/trem.html.





Once past Luz, we were away again at full speed, reaching 110 km/h in places, and said goodbye to the CPTM at Rio Grande de Serra, arriving at Paranapiacaba over MRS metals again.  Although the line to Paranapiacaba is electrified, all trains from the São Paulo direction are diesel hauled, with the exception of a twice-daily through CPTM e.m.u.





Paranapiacaba is very interesting, again being British-built and noticeably so.  It is at the edge of the escarpment leading down to the sea at Santos, which presented problems for the early railway engineers.  The solution was to build a rack railway and a funicular, both of which exist today, though the funicular was last used in 1972.  The buildings housing the stationary steam engines (built in Britain, of course) have been turned into a museum, as have the steam loco shed (with four steamable rack locos similar to no. 2 at Luz) and the manager’s house on a knoll overlooking the whole area.  Unfortunately lack of funds has seen some of the exhibits becoming run-down, but it is a most worthwhile (though little-known) objective for anyone in the area visiting.





The rack section is worked by Hitachi B-B electric locomotives coupled in pairs, always at the downhill end of the train; the locomotives are equipped with jackshaft drives on each bogie.  Freight is restricted to five loaded wagons per train.





Obviously, our railcar was not allowed to descend on its own, so we had Hitachi 9042 and 9037 (the latter newly repainted into the new MRS dark blue and yellow livery) couple up to the front.  The fairings below the coupings of the railcar had to be removed so that they did not foul the rack.  The incline has a maximum gradient of 10.65% and took about 20 minutes, at a very sedate speed.





At the base station (Raiz de Serra), our locomotives were uncoupled, and we continued — amazingly the rain had stopped — through the heavily industrialised area of Piacagera towards our goal at Santos.  Passenger trains last ran on this section in November 1996, so we had the whole station to ourselves.  The area around the station is very run down and unfortunately makes a poor impression.





Our journey back to São Paulo was again by minibus, and took about half as long as our outward run.





And next…


We are hoping to arrange a further run from Campinas to Santos, but this time using the Fepasa metre-gauge route which runs via Marinque, well to the west of São Paulo, to provide a contrast.  If it works, I will write a further report.





Norman Griffiths


São Paulo


9th June 1997.





All comments and further questions welcome on oubeck@compuserve.com or via the CIS TrainNet Forum (European Railways).


