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Brian
Jansky
Richard
Louvet

Behind the Bench Work
Seven Questions with Craig Brantley
How long have you been into Model Railroading?
All my life… 57 years.
How did you get into the hobby?
My parents acquired a Lionel layout that occupied half of our 2 car garage when I was a toddler. I visited Gil’s layout at the age of 12 and have been hooked on the narrow gauge since then.
Did you have any previous layouts before this one?
Small 4’ x 8’ HO then N scale layouts as a child.
Modular HOn3 layout constructed with 4 friends. Participated in several annual public train shows
from 1994 – 1996.
Modular HOn3 home layout. Not finished… switched scales in 1998.
Modular On3 layout constructed with 12 friends. Sadly only went to one public show in 2000.
What interests you in your prototype?
Visiting Gil Freitag’s layout and riding the Durango & Silverton and Cumbres & Toltec Railroads.
Anybody or any layouts inspire you?
Gil Freitag, Barry Bogs and CW Wall plus articles / photos by John Allen, Malcolm Furlow and John Olsen.
What is your favorite part of the hobby?
Friendships and scenery
Is there anything else you would like to share?
I am very thankful to have so many railroading friends all over the country. A special thanks to Barry Bogs
and Travis Glass for their assistance in construction, detailing and support.
My life would be very dull without model railroading. I cannot imagine being able to cope with my work
related stress without being able to dream about/work on my layout and trains. Model railroading is the
best mental therapy available!
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Denver & Rio Grande Western – Spring Division

By Craig Brantley with Brian Jansky

Craig Brantley’s
Denver & Rio Grande Western – Spring Division
By the Numbers
Quick Glimpse
Name: Denver & Rio Grande Western –
Spring Division
Scale: O Scale (3’ narrow & standard gauge)
Railroad: Denver & Rio Grande Western /
Rio Grande Southern
Era: 1940 – 1952

Mainline run: 250ft NG / 90ft Std. Ga
Minimum radius: 42in NG / 48in Std. Ga
Minimum turnout mainline: No. 6
Minimum turnout yard: No. 6
Maximum grade: 2.5%
Layout height: 48” – 56”

Location: Freelanced Colorado
Size: 21’ x 32’
Percent Complete: Track / controls: 100%;
Scenery: 60%

No. of Locomotives: 15 NG / 3 Std. Ga
No. of Freight Cars: 80+ NG / 30 Std. Ga
No. of Passenger Cars: 8 NG / 11 Std. Ga
(complete California Zephyr set but not

Control: Easy DCC – wireless. All locos are
sound equipped.
Track: Code 100. PSC and House of Duddy
flex-track
Switches: Scratch built with some commer-

Operations
Date of 1st operating session: April 29,
2008
Number of operators: 3-4
Session length: 3 hrs
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Denver & Rio Grande Western – Spring Division

By Craig Brantley with Brian Jansky

The D&RGW Spring Division is a freelanced Colorado narrow gauge railroad with a standard
gauge interchange. The locomotives and rolling stock are based on actual prototypes. It is designed for operation with 4 towns that have plenty of switching plus a dual gauge yard that really
complicates moving freight cars.
Inspiration for the layout came from Gil Freitag and Barry Bogs. I wanted the focus to be
on operations. I created several flow plans then settled on one. I refined the plan for 2 years, then
built a scale model of the room with the bench work and track. The final plan is about 90% of the
original concept.
The Spring Division’s website is: www.drgw-sd.com You can also see a video of the website
made for the National Narrow Gauge Convention at: www.youtube.com/watch?v=9RRpwU0217s
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Denver & Rio Grande Western – Spring Division
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Realistic Operations On Your Model Railroad Part 7

By Al Partlow

A simple, yet prototypical method of operating a
modern era model railroad is the Direct Traffic Control System (DTC). DTC replaced Timetable and
Train Order operation whereby trains were authorized
movement by class, direction, specific timetable instructions or train orders. In the Direct Traffic Control system all trains operate as “extras” and receive
by radio verbal movement authority from a Dispatcher.

permit that train to stop within one half the distance
of the crew’s vision, so if the preceding train stopped,
the following train will not collide with it. The following is an example of how that authority is issued:

Direct Traffic Control was implemented on the
Southern Pacific in 1984-85. In the DTC system, the
Main Track is divided into DTC Blocks which usually extend between sidings.

When the preceding train (7872 West) vacates the
Hempstead block, the Dispatcher may cancel the requirement for the following train (8367 West) to operate at restricted speed.

Verbal authority from the Dispatcher must be obtained before occupying a DTC Block. Sidings are
not part of the DTC system and while authority from
the Dispatcher is not required to occupy a siding in
DTC territory, the Dispatcher is usually contacted to
occupy sidings. Dispatchers may instruct trains to
occupy sidings in DTC territory.

The third type of DTC authority is Non-Directional
Authority, termed Work and Time. This authority
may be issued to trains, MOW or track vehicles and
permits movements in either direction during the time
specified. Work and Time grants the party receiving
that authority exclusive use of the blocks specified
unless the Dispatcher advises otherwise. More than
one party may be authorized Joint Work and Time in
the same DTC block. Trains operating with Work
and Time as the sole occupant of a DTC block operate at track speed, but with Joint Work and Time
must operate at restricted speed. The following are
examples of formats used to issue Work and Time:

There are three types of authority that may be granted
in DTC territory. Directional Authority is issued only to trains and authorizes movement only in the direction specified. Opposing movements cannot be
authorized in the same DTC Block using directional
authority. The following are examples of Directional
Authority:
“7872 West with Engineer Wilson, at 735 A.M. you
are authorized to proceed westward in one block,
Hempstead”.
“9735 East with Engineer Cummings, at 945 P.M.
you are authorized to proceed eastward in three
blocks, Navasota through Hockley”.
In DTC territory with automatic block signals the
Dispatcher may authorize following trains in the
same block, as the block signals will safely space the
trains and prevent rear end collisions. In DTC territory without automatic block signals the Dispatcher
may issue Restricted Directional Authority which
allows one following movement in the same DTC
block at restricted speed. This requires the second
train in the DTC block to operate at a speed that will

“8367 West with Engineer Thompson, at 455 P.M.
you are authorized to proceed westward at restricted
speed following SP 7872 West in one block, Hempstead”.

“3759 East with Engineer Bailey, I am granting you
work and time in one block, Hempstead, until 330
P.M.”
“7625 West with Engineer Palmer, I am granting you
joint work and time in two blocks, Hempstead
through Navasota, until 930 P.M.”
The party receiving DTC authority must repeat it to
the Dispatcher who will verify the party correctly received it. DTC authority cannot be acted upon until
the words “that is correct” are received from the Dispatcher. The reverse procedure is used when releasing blocks, where the Dispatcher repeats the release
to the releasing party, who confirms if correct. DTC
blocks must be released as vacated unless the Dispatcher instructs otherwise. The following are examples of the format used to release DTC authority:
(Continued on page 6)
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Realistic Operations On Your Model Railroad Part 7 By Al Partlow
(Continued from page 5)

“SP 8361 East with Engineer Spoor, I am releasing one block, Navasota”.
“SP 8040 West with Engineer Barnett, I am releasing three blocks Hockley through Navasota”.
DTC blocks are designated in the timetable and in the field by signs as illustrated below:

Give this operating system a try at your next operating session. You will find that operators will pick up this
method easily and will have fun using it to run trains on your railroad.

Prototype Track Problems
Prototype railroads have a number of track problems
that can crop up from time to time, despite all the effort to keep them from happening. Naturally, track
problems are a serious consideration, for they can
cause derailments, property damage, and even injuries and death in addition to the more mundane things
such as delays, increased crew costs, and more wear
and tear on equipment.

By David N. Currey

or bow out in one direction or the other. Which direction probably depends on which way the rail is
already bent imperceptibly. On curved track, a sun
kink always bulges out to the outside of the curve.
The effect is a short section of approximately straight
track or wider radius track on either side of the sun
kink, and then a very sharp radius bend of the track at
the sun kink—much sharper than the radius of the
curve.

Sun Kinks
Sun kinks were one of the scariest track problems I
ever encountered. Sun kinks are caused when the
heat of the sun causes welded rail to expand, which if
to a great enough extent, causes the track structure to
bend out of alignment. If the bend is sufficient
enough, trains traveling over the sun kink can derail.
On straight track, a sun kink causes the track to bend
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On some sun kinks, the rails bend only about six
inches or so out of alignment, but in serious instances, can bend as much as several feet out of alignment.
Believe it or not, rail cars can handle sun kinks of
about six inches or so—maybe even more. I'm not
sure, but I believe railroad trucks are held in line on
the center of the car by some kind of tension bars or
which can give way and allow the truck to move right
or left.
(Continued on page 7)
6

Prototype Track Problems

(Cont.)

By David N. Currey

(Continued from page 6)

In the one sun kink that I experienced, somewhere
approximately north of Sweeny and the San Bernard
River Bridge—perhaps just south of Brazoria, it appeared to be about a foot out of alignment, but was
probably less. We were at the track speed of 50 mph
when we saw it about a quarter of a mile ahead—too
late to get stopped. The engineer immediately made
a large brake pipe reduction, but did not throw the
train into emergency, and radioed the rear end to inform the conductor and tell them to watch the slack.
We had not slowed down much by the time we hit the
sun kink—maybe to about 40 mph or so—as it takes
a while for the brakes to start applying. I expected a
derailment. When the locomotives went over it, I felt
a quick side-to-side motion of the engine, and then
we were safely past it without derailing. I quickly
looked out the side window towards the rear and noticed a significant side-to-side motion of the trailing
units and cars in sequence as they passed over it. I
don't remember exactly, but I'm pretty sure the engineer kicked off the brakes before we reached the kink
in order to reduce stresses in the train caused by braking. (The closer a car is to the engine, the more it is
trying to brake, thus creating pressures within the
train that can cause cars to jack-knife off the track.
The rear cars' brakes may have not even started braking yet, and are pushing the front of the train, i.e., the
slack is bunching up. I also believe that engineers are
not normally supposed to throw the train into emergency, as this can create waves of slack traveling
back and forth through the train. Slack suddenly
bunching up between two cars in consort with the
cars hitting a sun kink stand an increased chance of
derailing.) Our train did not derail. Perhaps we were
lucky.
On another trip my regular crew made while I was off
on vacation, they hit a sun kink a few miles south of
Sweeney and derailed in multiple places (three I believe). I was on vacation in New York City at the
time, and found out when I called in the day before
returning to Houston to find out where my crew was
at. The crew caller said, “Currey, did you hear what
happened to your crew?” I responded, “No. What
happened?” He concluded, “They derailed on a sun
kink south of Sweeny and blew up half the countryside.” I was relieved when I found out nobody was
hurt.
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There were fires and exploding tank cars. Fortunately, nobody was hurt, including a boxcar containing
Mexican nationals headed north. They were exceedingly lucky, as the box car was between several of the
fires and explosions. I conversed with a brakeman
several weeks later who had been on a TSE sent north
from Bloomington to haul off some of the nonderailed cars from the rear of the train. He and a
trainmaster were walking up from the caboose of my
crew's train after having coupled into it. When they
were getting kind of close to the fires, a tank car suddenly exploded without warning. He hightailed it
back to the engine and let the trainmaster continue on
to make the cut.
Jointed Rail
On jointed rail, which alternates every 39 feet between each rail on a stretch of track, a low spot develops at each joint, because the track can more easily
flex downward at that point. This can cause a locomotive or car to lean slightly toward the rail joint.
When I was on the Missouri Pacific, on some locomotives of GE derivation, the rocking seemed to be
excessive at certain speeds—notably 40 mph, which
was the maximum speed of chemical trains on our
division. This did not happen to as big an extent on
EMD products. This rocking tendency of GE locomotives caused headend crews to hate them, because
after a few hours of making minute adjustments in
the stiffness of your legs every couple of seconds to
keep from falling out of your seat or being thrown
against the window from the rocking, you arrived at
your destination terminal with aching shins and ankles. In some cases the aching was so intense I could
not get to sleep for hours, which meant I would not
start my next job fully rested. I eventually found that
ibuprofen reduced the pain enough so I could sleep,
so that related problem was solved.
As I probably mentioned in a previous article, I once
saw an engineer throw his seat out the window of a
GE unit. He then radioed the trainmaster that there
was no seat on the lead unit. This enabled us to wye
the locomotives and get the non-rocking EMD unit
on the head end. I'd be willing to bet that the percentage of GE units across the country that experienced
(Continued on page 8)
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Prototype Track Problems
(Continued from page 7)

missing engineer seats was probably much higher
than EMDs.
On one occasion, we had a nearly brand new GE unit,
but it was one hell of a rocker, and would have put
Mick Jagger to shame. Sometimes it started rocking
so much I was certain it was going to roll over. It
was terrifying. A few times on that trip, the engineer
had to apply the brakes from fear of the engine rocking over on its side. As a result of these experiences
with GE locomotives, I have an absolute ingrained
hatred of GE products, I own no models of GE locomotives, and if I ever get my model railroad built, no
GE locomotives will be allowed on the property—
period. I understand modern GE locomotives do not
have this rocking problem, but I model the period
when they did, and I hate them with a passion. I have
also heard that ALCOs had a similar rocking motion,
but I never worked on ALCOs, so I'm cutting that
locomotive manufacturer some slack: innocent into
proven a rocker.
Switches
Railroads would love to be able to do without switches if they could, because they are maintenance headaches. Here's just a few of the problems:
The points, due to their narrow profile where they
meet the stock rail, tend to wear and break
down over time, and thus have to be replaced
more often than the rail.
Switches can freeze up in cold weather from ice
and packed snow.
The moving parts of a switch cannot be spiked
down, so have to have more expensive means
of keeping them in proper gauge.
Ballast can get between one of the points and the
stock rail, thus setting up a potential derailing
situation by locomotives or cars splitting the
switch.
The frog is a source of wear and tear on moving
equipment, and if a closing frog device is employed, it is an added expense.
Equipment that passes through the curved side of
a switch usually has to do so at a reduced
speed, which leads to increased brake wear on

(Cont.)

By David N. Currey

the locomotives and cars, and increased fuel
consumption due to the slowing down and
speeding back up.
Switches are a major source of derailments.
Even the matter of simply lining a manual switch
can cause injury to the person lining the
switch. I dislocated a finger once lining a
simple flop-over switch in Angleton Yard.
The safe operation of switches requires extra
rules and instructions for train employees.
Locomotives and cars can “split” a switch, and
thus “get on the ground”. If the car or locomotive travels more than just a few feet, it
“zips” the track together while on the ground.
Curvature
Curvature causes increased maintenance on railroads.
Superelevation has to be employed to enable trains to
travel around curves at reasonably high speeds. The
sharp curves found in places like industrial trackage
can cause excessive flange wear on wheels and wear
on the rail. There are often sight problems on curves.
For instance, a signal placed after a curve may not be
able to be seen until the train is close to it. Often
times, signals in curves have to be pointed at a spot
on the curve farther down the track, so that when
closer to it, it might actually be harder to see the indication. It takes more energy to pull a train through a
curve than on straight track, so curvy rail lines
through mountainous territory require higher expenditure on fuel. This is why railroads have gone
through great expense over the years with major projects to straighten out routes by reducing curvature.
All of the DL&W's major viaducts were the result of
such projects.
Low-Maintenance Trackage
Low maintenance track can really be a headache.
Little-used industrial trackage, even mainlines, can be
difficult to operate trains on. The track may not be in
very good alignment. Switches may be in bad repair.
There have even been cases where sections of rail
have been stolen out of such track. In some cases,
the track is so unmaintained, that you cannot even see
the track beneath the grass and weeds. I recall this
exact situation on the Missouri Pacific's industrial
(Continued on page 9)
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Prototype Track Problems
(Continued from page 8)

spur between Mission and Rio Grande City. On one
trip, the weeds had grown up so high, we could not
even see the track in many places. We just had to
assume it was there. The impression was that we
were driving our train across grassy vacant fields.
The line was no longer ballasted very well, so you
could not even predict where the train was going
based on the slight hump in the terrain. Quite often,
the only place you could see the track was at wooden
trestles and grade crossings. Occasional cuts would
also indicate where the rail was. In another instance
in Angleton, a move to spot a boxcar at a beer house
one block away took us a half hour there and back
due to poorly maintained track. The engineer inched
along at about two miles an hour. The conductor
thought he was being overly cautious, but conductors
do not instruct their engineers on how to run their
engines. I was content to let the engineer be comfortable in whatever he thought he needed to do.
Non-ballasted Trestles
This is not really a track problem, per se, but nonballasted trestles, i.e., those of wooden construction
without a ballasted deck, generally have lower speeds
than ballasted deck trestles. I never understood this.
It seemed to me that since the track was rigidly attached to the trestle structure, it could not get uneven
as it could on ballasted right-of-way. Perhaps it
might be due to the fact that if a trestle settles slightly
in different sections, it might not be able to be
aligned properly without expensive reconstruction. I
recall having seen such trestles on the Southern
Pacific's Macaroni line which had shims to bring the
track structure up to level.
Ballast
Ballast, being the loose thing it is, is constantly in the
process of spreading out from the track roadbed.
This causes new ballast to have to be reapplied regularly. On really old right-of-ways, this widening out

(Cont.)

By David N. Currey

of the roadbed can be especially noticeable. Adding
the new ballast is not only an expense for the ballast
itself, but also for the maintenance crews that have to
apply it and level it. I don't know this for a fact, but I
would think that on such old roadbeds, it might be
cost effective to get bulldozers out there and bulldoze
up some of that ballast to put back under the track.
Washouts
I never experienced this particular track malady, but
it is a very serious thing on the railroad, and I was
indirectly affected once or twice. I've seen photos in
Trains Magazine where the rails still stretched across
a creek where the trestle no longer existed, thus enabling the signal system to indicate all clear. Down
south on the Kingsville Division, probably around
Sarita or Armstrong, the mainline once got washed
out in two locations due to a hurricane. I wasn't
working down there at the time, so was relatively unaffected, except some cars for the Valley might have
been left out of trains headed that way, and of course,
entire trains coming north were probably delayed for
a day or two. Whenever there were significant rain
storms on the division, the train orders would include
an order stating, “Heavy rains on the Kingsville Division”, and the speed limit would be reduced to 40
mph.
Model Railroad Applications
I would not recommend trying to model any of these
track problems on a model railroad. We have a hard
enough time trying to keep trains on the rail as it is.
The only one that might be model-able, and one I'd
like to see done more, is weed overgrown track. Just
spread some Woodland Scenics turf over the ties and
ballast to simulate that. To keep the thickness of the
turf to a minimum, you might paint the ballast under
there green as well.
Time to tie this one up, or maybe spike it down.

Be sure to check out the Video Corner on page 11 in this month’s Derail. The video, titled “Brownie March”, was created
by our very own multi-talented David N. Currey. “The march I composed is inspired by my days as a Missouri Pacific
brakeman on the Kingsville Division (which ran from Houston to Brownsville), and from my research into the Missouri
Pacific passenger station that once existed in Brownsville. The nickname of the Kingsville Div. was "The Brownie", after
the southern terminal of Brownsville, and the most northern (M.P.) station on the division was named Brownie as well.”
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San Jac March Minutes

By Dick Louvet

San Jac March 2016 Minutes

ing is completed.

President Rex Ritz called the meeting to order
at 7:00pm. The club signed up seven new members from the Train Show. Don Formanek’s son
Todd was a visitor.

Jim Hinds expressed his thanks to the Show
staff as a vendor for making it well worth the
time and effort. Rex suggested Jim write a
thank you article for the Derail.

Clinic
Lone Star Region/Division 8
Chuck Lind introduced Bruce Blaylock for the
clinic. Bruce gave a very entertaining recounting of his years on the UP out of Smithville,
TX. He covered many humorous events as well
a few sobering memories. The talk was followed by a question and answer period.
This month’s refreshments were provided by
Virginia Freitag and Michael Brignac.

Jim Lemmond reminded the group of the Division 8 clinic to be held at the Bayland Center
on March 12 at 10:00am. Chuck Lind will talk
about weathering with PanPastels.
Jim mentioned that the Division 8 web page is
integrated with the NMRA page.
Check the pages for clinics, events and links.

Treasurer’s Report
th

The February 29
bank balance was
$15,582.55. Activity for the month were primarily expenses and receipts from the Train
Show. In addition, there was a $50 prize for the
Open Loads contest at the February meeting.
The February minutes were approved as published.
Train Show
Bob Barnett reported a total attendance of 1450
with an additional 200 vendors and staff. Total
profit was $2860 before additional payouts the
clubs that brought modules and payouts to support other organizations that manned free tables.
Bob expressed some continuing problems with
the computer/projector combinations for the
clinics. It was moved by Ed Dibble to purchase
a second projector with the Show proceeds. The
motion was tabled until the final Show accountThe Derail — April 2016

Derail
Bob Sabol reminded the group that the Derail is
only as good as the articles submitted by the
club. Keep them coming.
New Business
There was a discussion of the effectiveness of
the door prizes at the Train Show. It was noted
that many prizes are not claimed by the original
winner. It was suggested that the club buy train
sets rather than relying on hobby shop donations. The train sets could be geared to the
youngsters that attend the show.
The meeting adjourned at 8:45pm.
Respectfully submitted,
Dick Louvet
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San Jac RR Club Meetings take place the
first Tuesday of each month at 7pm

Bayland Community Center
6400 Bissonnet St. Houston, TX
Click here for directions

Visitors are always welcome!

Officers
President: Rex Ritz
icrex@yahoo.com
Vice-President: Chuck Lind MMR
chucklind46@gmail.com
Secretary/Treasurer: Richard (Dick) Louvet
rlouvet@att.net
Director at Large: Denny McGonigle
denny_mc@hotmail.com
Director at Large: Gilbert Freitag
gilbertfreitag@att.net
Past President: (vacant)

Derail Staff
Conductor: Bob Sabol
bsabol@stillmeadow.com
Engineer: Terri Brogoitti
tbrogoitti@stillmeaow.com
Brakemen:
David N. Currey
texasandlouisiana@msn.com
Brian Jansky
brianj844@gmail.com
Al Partlow
alswitch@aol.com

Next Meeting
TUESDAY, APRIL 5
“LED Lighting”
by

Steve Sandifer

Refreshments:
Virginia Freitag (drinks)
Tom Bailey (cookies)

www.sanjacmodeltrains.org
Webmaster: Brian Jansky

Video Corner

“Brownie March”
by David N. Currey
https://youtu.be/ZIjvadEHeFM
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