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I’d like to introduce my Clear Lake Timber Company railroad. It’s named after the part of town I live in,
i.e., Clear Lake. I’ve been developing it “in secret” for a while since I’ve had a long-standing conflict with
the club’s Tuesday meeting schedule.
After I retired a few years ago, I chose to sell my house and take up residence in an apartment to live the
carefree lifestyle in retirement (and have maximum time to devote to hobbies!). This lifestyle change
inspired me to design and build a layout that could fit in a typical spare bedroom of an apartment or
retirement home, along with a small workbench. After looking at many apartment and senior home floor
plans, I concluded that an L-shaped layout about 9 feet on a side should be “future-proof”, i.e. it would fit
into virtually any of the spare rooms I found in those floor plans. Of course, the layout would also need to
be sectional so it could be disassembled and moved when the time came. What follows is a look at the
resulting layout, design decisions I made, and some of the construction techniques I used, none of which
are revolutionary.
I had previously, during my working years, tried to build a layout over a period that must have been 20
years or so. It never seemed to get close to completion due to time demands (at least that’s my excuse).
That layout was started before the advent of DCC, so it was started with DC cabs and non-DCC-friendly
Shinohara turnouts that were all ballasted in by the time DCC came onto the scene. When DCC came
along, I got a Lenz DCC set and wired it in, replacing one of my DC cabs. This worked fine, except that
the turnouts gave me lots of grief with short circuits. I was using Tortoise switch machines at the time,
which also gave me lots of trouble with shorts. I often had shorts when turnouts were thrown. I suspected
the cause was the built-in power-routing contacts in the Tortoise machines, which acted like they were the
“make-before-break” type instead of the more desirable “break-before-make”. My earlier layout was an
island type 4’ by 10’, with a scenic divider down the middle, an oval of track, an industrial switching area,
very short logging and mine branches, and a couple of runaround passing sidings. I eventually realized that
this design was limited in the realism department, i.e. watching trains go around in circles. From these
experiences I then had a list of things to do differently “next time”.
One thing that worked out well in the previous but uncompleted layout was the trees. I had made a bunch
of fir-type trees with balsa-wood trunks and caspia-fern branches. They turned out looking good, and this
convinced me that I liked the general look of a layout modeling a location like the Pacific Northwest where
such trees are the predominant scenery. I liked the overall look and “presentation” of a green, forested firtype-tree scene.
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With all that as background, I proceeded to conceptualize and design a new layout for my apartment. The
following characteristics then became design requirements, or “druthers” as legendary layout designer John
Armstrong used to call them:
 Logging was to be the basic theme, although I was open to including a few other on-line industries.
This was a natural fit with the sharp curves and steep grades that would be necessary in such a small
layout.
 A Pacific Northwest-style scenery scheme, featuring fir-type trees and an overall “green” scenery
appearance.
 Use of top-quality DCC-friendly turnouts (I eventually chose Micro Engineering).
 Use of good track wiring practices to assure the best electrical performance of the track.
 A point-to-point track schematic. In my layout space, a loop would have been tough to fit, anyway.
 I wanted elevation changes for operating interest and scenic presentation.
 I wanted lighting hidden behind a valence.
 I planned a painted backdrop, basically showing a background of distant hills with fir-type trees
covering them.
With these givens, I proceeded to design a layout to that 9’ x 9’ L-shaped size. Although I’m not modeling
the West Side Lumber Company specifically, I did take inspiration from Mallory Hope Ferrell’s book “West
Side Pictorial”. Tracks running through tall trees from a sawmill to rough-and-tumble logging camps seemed
like just the theme I was looking for.
My plan ended up featuring a double-switchback main line connecting a sawmill at one end of the layout (at
zero elevation) with a logging camp at the other end of the layout (at about 8” elevation). In between were
two switchbacks and some fairly steep grades in the 5% range. Minimum curve radius was set at 18”,
compatible with logging-style rolling stock. The plan included runaround tracks at each end, engine
servicing facilities at the sawmill end, a log loading area and backwoods engine house at the log camp end,
and one siding near the sawmill where a couple of non-lumber industries could be located for added
operating possibilities. I also provided an interchange track at the sawmill end of the layout. Thus, the
lumber has a way to be shipped out to the world, and the two additional industries have a way to send and
receive shipments by rail.
It became immediately obvious that train length would be a big driver in the track plan design. Both the
runaround tracks and the switchback tail tracks constrained train length, and there was a tradeoff with the
main line running length between the switchbacks. Given the tradeoffs in this small layout size, I settled on a
design that would accommodate a locomotive, three 40’ cars, and a small caboose on the tail tracks. The
runaround tracks were sized similarly. My trains are therefore limited to four cars. They are not very long,
but there was little choice, as the switchback tail tracks take up a significant part of the mainline length as it
is.
Another significant design driver was the turnout number used (no surprise there). While #4 turnouts would
have given a more compact track plan for the “switching” areas, I decided to stay with #6 turnouts
exclusively, both for appearance and also because I planned to use Micro Engineering turnouts, and they
don’t make #4 turnouts. A few adjustments were needed to fit the #6 turnouts in, after first drafting the plan
using #4 turnouts.
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As this is written in the spring of 2019, all my track is in, the “golden spike” has been driven, and scenery is
complete other than tweaks that might be needed as structures get installed. I am currently working on the
structures, which are perhaps 70% done, with cardboard mockups standing in for the uncompleted ones. The
layout is sectional and is designed so that (in theory) it could be taken apart for relocation. I wrote down all
the assembly/building steps in a spreadsheet, so hopefully one can just reverse the steps to take it apart, at
least that’s the theory. There are three sections of benchwork structure:
 A center/corner section 3’ square that goes into a corner of the room.
 A left-hand “wing” that extends 6’ to the left of that center section, and it is 3’ deep. The sawmill
complex is located there.
 A right-hand “wing” that extends 6’ to the right of that center section, and it is also 3’ deep. The log
camp is located there.
These sections add up to the overall target size of 9’ x 9’ in an L-shape. Here are a couple of overview
photos showing the layout.

Figure 1
The Right End with the Log Camp at Top Right and a
Switchback Tail Track Below

Figure 2
The Left End with Sawmill, Engine Servicing, and a
Couple of Industries

As planned, the overall scenery appearance is basically lots of green. The base of the painted backdrop is
hidden by the real 3-dimensional trees. I hoped this would eliminate having to deal with that awkward
transition between backdrop and real scenery, and I think it worked out OK. Up-close photography on the
layout shows mostly trees in the background, not much of the painted backdrop. I think this worked out well,
basically like using the trees as a 3-dimensional backdrop.
Here are a few other random notes about the layout design and construction:
 The basic benchwork is L-girder, but with the joists set between the L-girders instead of on top of them
to save on vertical space.
 The sub-roadbed is 5/8” plywood cookie-cutter style.
 The roadbed under the track is Woodland Scenics “TrackBed” foam roadbed. This material worked out
very well. I believe it does contribute to quietness, as claimed by the manufacturer, and it is easy to
install. It cuts with a knife and simply glues down on the sub-roadbed.
 As mentioned above, all the turnouts are Micro Engineering #6, code 70.
 The turnouts are all thrown with Blue Point mechanical actuators, thus avoiding a lot of wiring for
switches and the associated risk of electrical gremlins. I’ve been very pleased with the Blue Point
product, and they seem very well engineered. I initially installed them using the Blue Point flexible
push-pull tubing for actuation as described in the instructions. Due to clearance issues, a number of my
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flex tubing routings had to go in a half-circle to reach the Blue Point mechanism from behind, i.e. from
the back of the layout. This naturally gave a fairly long and curved cable routing. While this did work,
I could feel that there was some friction in this setup. Then a light dawned one day when it occurred to
me that I could make a better connection by simply using a straight dowel rod from the facia directly to
the mechanism, with a hook on the end to directly actuate the throw-arm on the mechanisms, doing
away with the flex tubing completely. This worked out beautifully, and I converted all of the turnouts
to this type of actuation. The direct connection has a great “click-click” feel and is friction-free. Here
is a photo showing three closely-spaced Blue Point mechanisms with the dowel rods coming to
them from holes in the facia.



All the landforms are extruded Styrofoam, stacked and carved to shape, then painted and covered with
ground foam, etc. There is no plaster in the scenery. This makes it really easy to plant trees. It is also
lightweight, and I did a lot of scenery work “at the workbench” before installing sections of the
Styrofoam on the layout. With a pin in the bottom of the trees made from a cut-off round toothpick, the
trees just stick into the scenery anyplace at all and can be moved at will. Here is a photo showing me
lifting a section of scenery, all done except for trees, for placement on the layout.



After some research on lighting, I concluded the best option for both viewing and photography would
be the so-called “full-spectrum” lights made by specialty lighting suppliers. I ended up going with fullspectrum LED bulbs from Blue Max. I think colors look natural under these lights, with no special
pains needed to adjust camera settings. Although my photography is all digital now, I would expect
these bulbs to work fine with daylight film, too, with no color correction needed. The lights are hidden
behind a valence. I also installed some night lights in the valence for night-time operation.
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The track is all code 70 flex track, matching the turnouts. I don’t know the brand, since it was just
some track I had left over from the previous layout.
I recently started having intermittent trouble (throttles going dead) with my old Lenz DCC system, but
could never isolate exactly where the trouble was. So as not to prolong the issue, I recently bought an
EasyDCC system with wireless throttles as a replacement. I’m now a fan of wireless throttles. I put in
a big switch so I can switch back and forth between the two DCC systems if I want to. I do like to do
programming with the Lenz system—it seems as straight-forward and logical as it is possible to be, and
I think the Lenz programming cab is really well-designed.
For my “fir” trees this time, I abandoned the balsa-wood and caspia-fern approach and went with what I
think is a much easier but equally satisfactory system made by Coastmans. Their stuff costs more, but
saves a lot of time. No more drilling all those little holes for the caspia fern branches. The resulting
forest can be seen in the photos.
I wanted realistic-looking operating switch stands for my turnouts. I ended up adopting a product
called “Hand Stands” by Railway Engineering. The product is designed to be used to throw turnouts by
turning the stand manually with the fingers. I modified the system so that my turnouts are actually
thrown by the Blue Point under-table mechanisms. However, I hooked up the Hand Stands to the
turnout throw bars so the Hand Stands are “back-driven” by the turnout instead of the Hand-Stands
driving the turnout. This results in a target that rotates when the turnout is thrown, but no reaching into
the layout is required to throw them. I’ve included a photo of one of those Hand Stands.

I ran a track power bus all around the layout, and connected every piece of track to it by dropping
feeders and hooking it all up with those marvelous “suitcase” connectors (several of them can be seen
in the Blue Point photo above). I didn’t bother soldering the rail joiners, since I did not depend on them
to transmit current.
In my previous unfinished layout, I had installed traditional Kadee between-the-rails uncoupling
magnets. I was plagued by false uncouplings if any slack ran in or out of the couplers. This time I
decided to go with the Kadee under-the-track electromagnetic uncouplers. It remains to be seen how
well they will work in operations, but at least it is sure that there won’t be any more false or unintended
uncouplings.
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My layout plan had quite a few turnouts closely spaced in the sawmill and engine service area. It was
critical to plan for this when laying out the benchwork, since it would have been bad to have a joist
right where you needed to put a turnout mechanism. Luckily for me, this all worked out OK. No joists
had to be moved!
Some of my layout design was done specifically to accommodate some craftsman structure kits I really
liked the looks of, most of which I’ve had on the shelf for 15-20 years or so. These included:
 Master Creations Coon Gap Sawmill
 Micro-Scale Bower’s Brewery
 Micro-Scale Cushing & Bliss (they called it a carriage works but I plan to call it a machine shop)
 Master Creations Coyote Draw Engine House
 Micro-Scale Pine Creek Engine House
I am running all sound-equipped steam. Some of my decoders are pretty old, though, dating back to
when Soundtraxx had the DSX sound-only decoder that had to be paired with a separate motor decoder.
Replacing these old decoders with current Tsunami II decoders is on my list of things to do as soon as I
can fit it into my work schedule. The new ones sound a LOT better and operate better, too.
I decided to light my structures to enable night operations if desired. I did not detail interiors, though,
so I frosted the windows with Dull-Cote and/or Scotch Magic Tape on the inside of the windows. I put
16-volt bulbs running at 12 volts inside the buildings to get that nice orange glow through the windows.
On the outside I’m putting in lots of Woodlands Scenics Just-Plug gooseneck lamps, generally by all
the doors. These lamps and the associated power supplies add up to quite a lot of money, but they are
easy to install and work great. I like the adjustable brightness feature, too.

That’s about it for an introduction to my new layout. I started cutting wood in the fall of 2015, so I’m
coming up on four years. I try to work on it at least a little bit every day to keep progress moving forward.
Below are a couple more photos to give a little more detailed look at some of the layout. I’m working hard
this year to convert those cardboard-mockup buildings into real ones. I plan to be open for the layout tours
this fall, for my first time on the tour. I hope to see you then.

Figure 3
The Log Camp As Seen from the Right End of the Layout
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Figure 4
Closeup of the Sawmill as Seen from the Left End of the Layout

Bad Day at Cedars, Oklahoma

By David N. Currey

It took me a while to settle on a title for this article. At first I wanted to include the names of the two railroads
involved, the St. Louis–San Francisco and the Kansas City Southern, but finally decided that the name of the
nearest town was the best option. What happened at this site was tragic, and serves to illustrate why eternal
vigilance is required for the safe operation of trains, but sometimes even that is not enough. Where this sad
turn of events occurred was in December, 1952 on the SLSF in far eastern Oklahoma, where the KCS had
trackage rights.
I found out about this bad day in an issue of The Arkansas Scrambler dated September 2018. Mike Sypult,
editor of the excellent magazine, allowed me to use the ICC report therein. What initially caught my eye in
the magazine issue, among other interesting things it contained, was an unusual KCS passenger combination
car that was a Pullman-Coach-Diner. It turned up because I had done a Google search on “coach-diner”. But
checking out other interesting things in the issue brought me to the complete text of an Interstate Commerce
Commission investigation (Report #3499) into the head-on wreck between a KCS freight train and an SLSF
passenger train that occurred on December 30, 1952. An interesting aspect of the wreck is that the passenger
train was issued a train order that required it to run a specific number of minutes late. That's an unusual order,
and I can only imagine it was given so that opposing trains could more accurately assess when it would be
due, as usually passenger trains try to make up time when late. But, at that amount of time late, it could still
make its connections in Monett, Missouri with trains to St. Louis. As an aside, I was only two and one half
months old at the time, so I don't recall any news on the accident.
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I was able to quickly determine the location of the accident in Google Maps, but the particulars of the KCS
branch line from Fort Smith to the north-south KCS mainline at Spiro, Oklahoma was difficult to discern.
Fort Smith was easily located just over the border and a few miles farther north than where the accident
happened, but where the KCS line once branched off to connect with the KCS north-south mainline was
giving me problems. Google Maps seemed to show absolutely no indication of where this KCS branchline
ran, until I tracked backwards from Spiro. The March 1940 Official Guide of the Railways showed that the
KCS branch ran through Braden, Oklahoma, which shows up in Google Maps' search facility, but is not
pinpointed. Finally, searching for Braden Road got me zeroed in properly. I noticed that Braden Road had
very broad radius curves, which led me to believe it was built on or along the abandoned KCS right-of-way.
That especially seemed true when I got to a broad sweeping curve in the vegetation leading into Arkansas that
the road didn't follow. When I followed it over into Arkansas, this ex-railroad right-of-way helped to explain
the slightly unusual track arrangement in Fort Smith. However, since the site of the junction was actually in
Fort Smith, that correspondingly led me to wonder why this KCS train was involved in an accident much
further south on the SLSF?
While I can't really prove this, it seems to me that the original route into Fort Smith by the KCS was
abandoned sometime after its four passenger trains into the city were discontinued by 1940, which left SLSF
train 704 and its cohort 709 as the only trains serving the station, until sometime after about 1949 to 1950,
when the Frisco passenger trains moved back to their own station, which paradoxically, was built in 1903.
Union Station was built in 1911, at which time presumably SLSF passenger trains switched to Union Station
from Frisco Station. In 1927, counting an SLSF mixed train to Mansfield, Arkansas, there were 10 departures
every day between the KCS and SLSF from Fort Smith Union Station, which had 4 platform tracks.
Anyway, after KCS abandoned its trains into the city in 1940 (and replaced them with buses), the KCS must
have obtained trackage rights on the SLSF all the way to Poteau, Oklahoma, about 30 miles south of Fort
Smith, which is the trackage rights KCS still has today, based on their website's map. With those rights
obtained, they probably then abandoned their line throuth Braden. So that explains what a KCS freight train
was doing on the SLSF in Cedars. It's worth noting, also, that the ICC report states that the route had an
average of about 8.5 trains total a day back then in 1952. It's a fairly minor route, therefore, and probably only
2 or at the most 4 of those trains were KCS trains. The fact that the KCS locomotive was an SW7 pulling a
whopping 10 cars strongly hints at only two KCS trains a day. KCS logically would not use its premier
freight power on such a short shuttle route.
The place along the track where the trains collided was sort of the “Perfect Storm” of railroad locations: in
dark territory in a large “S” curve. It was just about a mile north of the station of Cedars, where the two trains
were “supposed” to meet. SLSF passenger train #704 was headed northbound, and had already rounded the
southern curve of the “S” north of Cedars, which turns left into the “S”, and was probably most of the way
along a short tangent segment connecting the two curves. The northern curve of the “S” had a tighter radius
than the southern curve, plus the track from the south was heading out of a shallow cut that probably didn't
help matters, as it was 16 feet above the rails at its highest point (as mentioned in the ICC report), tall enough
to hide a headlight. Because of the track curvature, the walls of the cut, and vegetation growing along the
track, the ICC report stated that visibility from either train was about “1,200 feet”, or less than a fourth of a
mile, and it was about dusk in the evening. (Not sure what that distance means exactly. Is that 1,200 feet to
the point of the crash for each train, or 1,200 feet between the trains?) My looking at the site on Google Maps
lead me to question the ICC statement. I believe that visibility was probably much less than 1,200 feet
between the trains. On the map below, I have placed the trains about where I believe they could first see each
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other, and it is much closer than 1,200 feet. I would estimate that visibility, where the trains could first see
each other, would be about 750 feet, and certainly no more than about 900 feet. It's difficult to determine
today, for who knows what the vegetation was like in 1952.
The two trains probably saw each other at about the same time, perhaps the passenger several seconds later
than the freight. The maximum speeds for trains in the vicinity of the accident were 55 mph for passengers
and 45 mph for freights. The southbound KCS extra freight, consisting of one locomotive (SW7 #1304), 10
cars, and a caboose, was going about 45 mph, and immediately made an emergency application of the brakes
upon seeing the opposing train's headlight, and slowed to about 40 mph by the time of impact.
The northbound SLSF passenger train was also going 45 mph, and had passed Cedars after 5:14 pm (as
testified at the investigation). The RPO mail clerks would have just been opening the mail bag picked up at
Cedars on the fly. Cedars was a flag stop for which 704 didn't need to stop at on this particular afternoon. It's
last work had been at Bonanza, Oklahoma, about three miles back down the line from Cedars. The train had
one locomotive (GP7 #615), an RPO-baggage car, a baggage car, and a coach. (This train had originated in
Paris, Texas, where it made connection with an ATSF motor running from Dallas Union Station.) Due to a
request from the rear flagman of the passenger train, the fireman had gone into the engine compartment to cut
off the steam heat apparatus, and then he returned practically concurrently with the sighting of the KCS
freight's headlight, which happened at a distance from the other train of only about 400 feet. Possibly, the
fireman re-entering the cab from the rear door of the GP7 had distracted the engineer, keeping him from
immediately seeing the other train, but that would have been pretty inconsequential, as less than a fourth of a
mile is nowhere near enough time for the two trains to get stopped and avoid the collision. Each would have
had to get stopped in less than a tenth of a mile. In testimony, the passenger fireman stated that he thought the
emergency application of the brakes had not “materially reduced” the speed of the train before impact.
I have been unable to determine whether the KCS SW7 was facing forward (cab at the rear) or backwards, as
they sometimes ran on the Missouri Pacific's Kingsville Division. I would imagine the cab was at the rear,
therefore facing forward. The SLSF Geep was headed forward (cab at the front). The speeds, therefore, were
close to the same at the point of impact: 40 mph for the freight, 45 for the passenger. The SLSF Geep ran up
over the SW7. Photos of the accident appearing in newspapers clearly show the Geep, but the SW7 is
unrecognizable. The accident resulted in the death of 1 train-service employee (the KCS engineer), the injury
of 2 RPO mail clerks, the injury of 1 Railway Express messenger, the injury of 18 passengers, and the injury
of 7 other train service employees (including the fireman and head brakeman of the KCS freight). It's amazing
nobody else was killed. Considering that most of the train employees were at least injured, it is reasonable to
assume that most of the passengers were also injured, so the passenger count probably did not total more than
20 to 25.
The investigation into the accident showed that both trains' headlights were functioning properly, and the
brakes on both trains had been functioning properly leading up to the accident. It was also determined that the
crews of both trains were safely within the operating parameters of their orders. The SLSF passenger crew
testified that when they went on duty at Paris, Texas, they compared watches, and everybody's watch was
within a few seconds of each other. The report makes no mention of the KCS freight crew's checking of their
watches. The fact that the passenger was only doing 45 mph in a 55 mph zone suggests that the engineer was
making the proper effort and adjustments to stay behind (sic) schedule. How, then, if no trainmen were at
fault, could such an accident have happened?
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Immediately after the wreck, the two crews, though most of them were injured, managed to determine from
their orders that one order issued to both crews did not read the same between the two sets of orders!
According to its order, the KCS freight knew that it had to clear the SLSF passenger at Cedars by no later than
5:19 pm. They were within a minute of clearing by 5:16 pm. The accident happened at 5:15 pm, when the
SLSF had passed Cedars a mile back. It turned out that the SLSF crew's order instructed them to run 20
minutes late based on its schedule, while the KCS crew was instructed that the SLSF crew was to run 30
minutes late. Therefore, the KCS crew encountered the SLSF train 10 minutes ahead of where it was
supposed to be according to their (KCS crew's) order.
Just to clarify things: The SLSF passenger was due into Cedars by schedule at 4:54 pm. I've double-checked
that in an Official Guide. Since their orders instructed them to run 20 minutes late, they should not have left
Cedars before 5:14 pm, which they passed somewhere between 5:14 pm and 5:15 pm. Since they didn't stop
at Cedars, that is another reason they were going less than 55 mph—i.e., they didn't want to leave before 5:14
pm. However, the KCS freight crew, due to their differing order, was not expecting the passenger to leave
Cedars before 5:24 pm, and they would have been in the clear at Cedars by about 5:16 pm—8 minutes before
the passenger should be leaving Cedars at its earliest.
It could be argued today that the SLSF should have suspected something when the KCS freight was not at
Cedars. But the KCS freight was Extra KCS 1304, therefore, the SLSF train, which was scheduled, would not
have known about the KCS freight. Operating rules specified that the scheduled first class train (the SLSF
passenger) was superior to the KCS extra freight. By operating rules, if the KCS extra freight couldn't clear 5
minutes before the SLSF was due, the KCS freight should have held up in Fort Smith (the last station where
trains could safely meet). The clearance of 5 minutes is so there is time for flagging to be done in the event of
an emergency, such as a derailment. Model railroaders who have operated freights on the Comanche & Indian
Gap live steam railroad are familiar with that rule, as the C&IG freights are extras that have to keep out of the
way of the passenger trains, and the passenger trains know nothing of what the freights (all extras) are doing.
Oddly, the ICC report does not state who was at fault, just that the orders given to the two trains were not
identical, which was the cause of the accident. The guilty party must have been either a dispatcher or an
operator copying the orders. I won't go into the details of the testimony of the operators and dispatcher, but it
was a bit involved, and in the “fog of railroad operations”, which has to be at least as foggy as the “fog of
war”, other things were going on that could have posed distractions, though all the particulars for order giving
and copying were adhered to based on the resulting signatures/initials. Somehow, the discrepancy in the
repeating back of the orders were overlooked.
If the trains had approached each other on straight track, there would have been no accident, as they would
have been clearly visible to each other, as there was no fog or other weather adversely affecting visibility. If
the trains had had radios, they would have probably been aware of each other's presence, but this was probably
before radios came into vogue, which usually happens first on the major routes.
If you should happen to look at the ICC's diagram of the location, be aware that it is not drawn to scale, and
greatly truncates the distance of the straight middle portion of the “S” curve. Also, on Google Maps street
view, the cut doesn't look as severe today. There has been freeway construction in the “S” curve area, and this
may have affected the topography of the ground. Also, the track may be ballasted up higher today than it was
back in 1952. The ICC diagram doesn't really offer up anything better than my Google Maps drawing
annotation, except for the exact measurements of distances involved on the tangents and curves.
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KCS SW7 #1304 was rebuilt as an SW9 after the accident. KCS seems to have used mainly SW7s and GP7s
in Fort Smith, but photos show a smattering of other locomotives, such as F7s during the time frame of the
accident. SLSF GP7 #615 was also repaired, and continued to give service on the Frisco. The train it was on
that bad day usually seems to have sported an E8, based on what most photos have on the head end of #704.
The fact that both locomotives re-entered service is remarkable, given the speeds involved in the wreck.
Below is a map, taken from Google Maps, on which I have notated particulars about the accident. It is almost
looking due north, and is a 3D version of the map. The station at Cedars was probably located about a half
mile below the bottom of this map. I wonder today if any of the hundreds of people at the Choctaw Casino
every day are aware that, 67 years ago, there occurred a very bad day at Cedars.

Area one mile north of Cedars, Oklahoma today, showing site of SLSF-KCS train wreck on December 30, 1952,
from Google Maps 3D View looking north.

Street View from Google Maps of what the area looks like today, looking south. The cut is no longer 16 feet deep.
The wreck occurred only a matter of a hundred feet or more feet north behind the camera.
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American Civil War Railroad Follow-on Series, Chapter 7: Iron Vs. Cotton

When you hear the term “ironclad” most of you will think of the famous historic 1862 Civil War naval action
duel between the USS Monitor (Union vessel) and the CSS Merrimack or Virginia (Confederate vessel) in
Hampton Roads at the mouth of the James River, as it enters into Chesapeake Bay. After a day of battering
each other with shells both ironclad warships retreated with minimal damage inflicted.

Figure 1 - Artist rendering of famous naval action duel between the USS Monitor and the CSS Merrimack. The CSS Merrimack
had sunk two traditional wooden ships and damaged a third in a failed attempt to break the Union blockade that was
strangling Confederate cities along the James River before the USS Monitor entered the fight.

What you may be less familiar with is that both the North and the South built ironclad rail cars – yet another
first for the Civil War. The South even built “cottonclads”, utilizing compressed 500 lb. bales of cotton for
protection from enemy projectiles. On June 5th, 1862 General Robert E. Lee asked his Confederate States of
America (CSA) Chief of Ordnance, Col. J. Gorgas, “Is there a possibility of constructing an armored plated
battery, mounting a heavy gun on (railroad) trucks, the whole covered with iron to move along the York River
Railroad? Please see what can be done…” In just nine days, the “Dry Land Merrimac”, as it was named, was
ready to support the Confederate war effort. This new ironclad rail car, with mounted naval gun, was even
manned by the USS Merrimack crew after the naval ship was destroyed to prevent it from falling into Union
hands.
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Figure 2 - Schematic of first Confederate ironclad rail car, the “Dry Land Merrimac”. Note how the gun protecting shield is set at a
45 deg angle, similar to the CSA Merrimack design, such that incoming projectiles might impact with less direct force or simply
bounce off. The gun was able to hurl a 32 lb. shell at varying distances as determined by powder load and angle of gun barrel.

Figure 3 - MTH Electric Trains O-Scale model of the "Dry Land Merrimac".

The Derail — June 2019

13

American Civil War Railroad Follow-on Series
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The “Dry Land Merrimac” quickly first saw action at the Battles of Fair Oaks and Savage Station in June
1862. Pushed by a conventional steam locomotive this ironclad rail car was able to open up a hole in the
Federal line. However, it was immediately clear that this ironclad had a notable design deficiency. Once the
bombardment began the Federal line simply moved to either side of the railroad tracks to avoid the fired shells
and the gun became ineffective because it could not be turned.

Figure 4 - Sketch of Confederate ironclad rail car and cottonclads being pushed by a steam locomotive towards the Federal line.
There is likely an ammunition car, supporting the ironclad, in front of the two cottonclads in this sketch.

Cottonclads typically contained sharp shooters or smaller conventional field artillery pieces. The idea was that
the compressed cotton would likely stop enemy mini balls and shrapnel from completely penetrating the
protective layer. In Texas, there was the Galveston Confederate Cottonclad Rail Battery. A 32 lb. cannon was
mounted on a flat car behind bales of cotton. This Confederate Cottonclad saw action on January 1, 1863 in a
300-yard exchange with the USS Harriet Lane in Galveston Bay. Another cottonclad battery was deployed to
help protect Jacksonville, FL. This battery employed a parrot gun (smaller cannon) and saw action in 1864.
Not to be outdone, the North was busy designing and building ironclad rail cars and other specialty rail
weapons. Imitation might just be the greatest form of flattery as the Federals named their ironclad rail cars
“monitor” after the USS Monitor. Actually, early versions of Federal rail car monitors appeared as early as
1861. These too had fixed gun emplacements.

Figure 5 – Sketch of an early Federal armored monitor rail car. These were deployed along Northern
railroads to protect railroad bridges after Confederate raiders damaged them.
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By Jeff Williams

A number of Federal ironclad rail cars emerged with improved designs, including artillery pieces that could
pivot 45 degrees in two directions as well as multiple gun versions. Multiple cannons permitted the gun crews
to fire from both sides of the train.

Figure 6 - Period photograph of Federal 2 Gun Monitor rail car. This ironclad rail car was part of the first
train to pass over a rebuilt bridge over Bull Run in Virginia, Spring 1863. The flat car ahead of the
ironclad was likely carrying ammunition for the ironclad’s guns.

Figure 7 - O-Scale model of Federal 2 Gun Monitor rail car. These cars likely carried two 12 lb. Napoleon
guns. These cars were mostly used to protect Union trains from Confederate raiders.

The North even deployed 3 Gun Railroad Monitors. As these armored gun cars grew in size and weight the
car undercarriages also had to be redesigned to handle the load. Some designs employed as many of 14
wheels to transfer the load into the track rails. The 3 Gun Railroad Monitors were sometimes called Opequon
or Great Cacapon Monitors, depending on where they were utilized. Mostly these ironclads were deployed to
protect key railroad bridges along the B & O rail line, especially around Harper’s Ferry.
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By Jeff Williams

Figure 8 - Sketch of Federal 3 Gun Railroad Monitor.

On a personal note, I have been to Civil War reenactments where artillery pieces are fired. Even at some
distance and with a reduced black powder load and with hands over my ears, the sound from a single cannon
firing can be deafening. I can only imagine what those gun crews faced inside of these mostly enclosed
ironclads when those cannons went off. Yikes!
In addition to the ironclads mentioned above there were armored rifle cars and specialty gun cars of various
sorts, deployed by the North. Federal rifle cars had iron interior walls with musket cut outs offering the crew a
wide range of fire. The Federal 1 Gun Armored Parrot Car contained a fixed parrot cannon and was largely
used as a siege gun.

Figure 9 – Model of Federal 1 Gun Armored Parrot Car. Note the large number of wheels and axels. So much for a tight turning radius!
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By Jeff Williams

Mortars were used by both sides during the Civil War. Probably the most famous of all the mortar cars was
the “Dictator”, deployed by the Union army against entrenched Confederate troops during the battle and siege
of Petersburg, VA. The Dictator could lob a 220 lb. fused mortar shell over 4,700 yards with a standard 20 lb.
black powder load. It had a 53 in rifled tube that was over a foot in diameter.

Figure 10 – Period picture of the Dictator.

The Dictator was pulled via locomotive from the Federal supply depot at City Point, VA to the battlefield.
Although the Dictator was a fixed mortar there was a curved section of track North of town from where it
could hit many of the Confederate entrenchments around Petersburg. The Dictator was indeed devastating.
Once again, this chapter highlights the lopsided advantage that the North had in this terrible conflict. Both
sides were innovative in coming up with new ways to wage war, but one side had an abundance of iron and
manufacturing capability and the other had an abundance of cotton. Military strategy dictates that you just
have to make do with what you have.
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Operations on the Mystic Branch — Part Six

By Gene Mangum

As mentioned in Part One, in this series of articles I will discuss operations on the Mystic Branch. In Part
One I discussed the basic operational assumptions for the Branch. To reiterate, there are four freight trains,
three “yard jobs” and two passenger trains per operating session. In Parts Two and Three of this series, the
first two movements - the SATKVT freight and Yard Job 1 were described. SATKVT (San Antonio, TX –
Kerrville TX) brings the freight cars for Kerrville, Mystic and Val Verde on to the branch from San Antonio.
Yard Job 1 is responsible for sorting the cars for the Val Verde and Mystic “turns” and any cars bound for
the un-modeled rail served customers in Kerrville. In Parts Four and Five of this series the VVT and Yard
Job 2 were described. The VVT (Val Verde Turn) brings all of the cars destined for Val Verde into the
passing siding in Val Verde using the SD and crew used for SATKVT. It then delivers all cars to the Val
Verde rail served customers and picks up all outbound cars and returns to the main track in Kerrville. Yard
Job 2 then sorts all outbound loads and empties from the VVT.
In Part Six of this series we will describe and show some illustrations for the two Passenger movements, the
PS-SATKVT and PS-KVTSAT and a portion of the MYT. The PS-SATKVT (Passenger Service – San
Antonio, TX – Kerrville, TX) departs San Antonio Staging for Kerrville using the other SD for power with
station stops in Val Verde and Mystic. It is generally a three car train: coach, baggage lounge, and RPO. PSKVTSAT is the return passenger service using the same equipment. The first portion of the MYT (Mystic
Turn) will be discussed here in Part Six; the remainder of the MYT will be discussed in Parts Seven and
Eight.

Passenger Service – San Antonio to Kerrville

PS-SATKVT is scheduled to leave San Antonio, nominally, at Noon on a daily basis. On the Mystic Branch,
all trains run as extras, even the Passenger movements; so, PS-SATKVT cannot leave without a Train Order.
Passenger trains are limited to 50 mph on the Branch; so, with the station stops it should take approximately
an hour and a half for PS-SATKVT to reach Kerrville. Once the VVT clears Mystic on the way to Kerrville,
the Mystic Agent calls the San Antonio Dispatcher; at which time the Dispatcher issues the train order
authorizing PS-SATKVT: ENG 5344 RUN EXTRA SAN ANTONIO TO KERRVILLE WITH STATION
STOPS IN VAL VERDE AND MYSTIC. The time is 11:50 AM.
The San Antonio station crew walks the train in both directions. Once satisfied, the Conductor issues the “All
Aboard” and radios the Engineer that the train is ready to move. The Engineer runs the brake test
satisfactorily and starts ringing the bell to signal the train is about to start. The Engineer gives two short
blasts of the air horn, releases the brakes, and moves the throttle to RUN 1. Once clear of the yard limits, the
Engineer steadily increases the throttle until the train speed is approximately 50 mph. The run to Val Verde
will take about 40 minutes. The passengers enjoy a daytime view of the gorgeous Texas Hill Country. PSSATKVT passes over Verde Creek just before entering Val Verde. See Figure 1.

Figure 1 – PS-SATKVT crosses Verde Creek
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As PS-SATKVT approaches Val Verde, the Engineer throttles back to idle, starts the bell and sounds two
short blasts on the train horn indicating that the train is about to stop. The Conductor and Porter walk through
the Coach and Lounge telling passengers that the train is about to stop in Val Verde. The Engineer stops the
train in position so that any baggage can be loaded and unloaded and mail dropped and picked up. The time
is 12:30 PM. The Conductor dismounts and meets with the Station Agent. The platform crew loads and
unloads baggage and assists passengers. The Crew on the RPO drops off the mail for Val Verde and picks up
outbound mail. See Figure 2.

Figure 2 – PS-SATKVT station stop in Val Verde

At 12:40 PM the Conductor issues the “All Aboard” announcement, signals the Engineer that the train is
ready to move. The Engineer starts the bell, gives two short blasts of the air horn, releases the brakes, and
moves the throttle to RUN 1. As the train begins to move, the Engineer signals for the grade crossing leading
to the Val Verde Fuel Terminal and Campbell Supply Company. Once clear of the West Passing Siding
Switch, the Engineer steadily increases the throttle until the train speed is approximately 50 mph. The run to
Mystic will take about 20 minutes. See Figure 3.

Figure 3 – PS-SATKVT leaves Val Verde

After passing through the big rock cut PS-SATKVT nears the town of Mystic. After signaling for the SH 27
grade crossing, the Engineer throttles back as the train crosses the Guadalupe River on a Thru Truss bridge as
it enters Mystic. See Figure 4.

Figure 4 – PS-SATKVT crosses the Guadalupe River as it enters Mystic
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As PS-SATKVT approaches the Mystic Station, the Engineer throttles back to idle, starts the bell and
prepares to stop. The Conductor and Porter walk through the Coach and Lounge telling passengers that the
train is about to stop in Mystic. The Engineer stops the train in position so that any baggage can be loaded
and unloaded and mail dropped and picked up. The time is 1:00 PM. The Conductor dismounts and meets
with the Station Agent. The platform crew loads and unloads baggage and assists passengers. The Crew on
the RPO drops off the mail for Mystic and picks up outbound mail. See Figure 5.

Figure 5 – PS-SATKVT at Mystic Station

At 1:10 PM the Conductor issues the “All Aboard” announcement, signals the Engineer that the train is ready
to move. The Engineer starts the bell, gives two short blasts of the air horn, releases the brakes, and moves
the throttle to RUN 1. As the train begins to move, the Engineer signals for the SH-27 grade crossing. Once
clear of the Mystic City Limits, the Engineer steadily increases the throttle until the train speed is
approximately 50 mph. The run to Kerrville will take about 15 minutes. See Figure 6.

Figure 6 – PS-SATKVT leaves Mystic

PS-SATKVT negotiates the last big rock cut just prior to entering Kerrville. The Engineer throttles back to
yard speed as the train comes in on the Kerrville Yard Main and starts the bell to warn anyone on the
Kerrville station platform. See Figure 7.

Figure 7 – PS-SATKVT enters Kerrville
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The Conductor and Porter walk through the Coach and Lounge telling passengers that the train is about to
stop in Kerrville. The Engineer stops the train at the Kerrville Station Platform in position so that any
baggage can be loaded and unloaded and mail dropped and picked up. The time is 1:25 PM. The Conductor
dismounts and meets with the Station Agent. The platform crew loads and unloads baggage and assists
passengers. The Crew on the RPO drops off the mail for Mystic and picks up outbound mail. The Conductor
turns in the paperwork to the Agent. The Agent calls the San Antonio Dispatcher who then officially
indicates that the train order is completed. EXTRA 5344 WEST (PS-SATKVT) is officially complete.

My s t i c Tu r n – Pa r t O n e

Remember, the crew that overnighted in Kerrville from yesterday’s runs will take the Mystic Turn and the
return KVTSAT train to San Antonio. Once the PS-SATKVT is stopped on the Kerrville Main, the Mystic
Turn (MYT) can be dispatched. The Kerrville Agent notifies the San Antonio Dispatcher who issues the
following train order: ENG 1427 RUN EXTRA KERRVILLE TO MYSTIC AND TAKE SIDING AND
WAIT FOR PSKVTSAT ENG 5344. This order authorizes the Mystic Turn. The Conductor then prepares
the outbound portion of his Switch List (using the car cards from the Kerrville Passing Track car card box).
The two Brakemen walk the train in both directions. Once satisfied, the Conductor radios the Engineer that
the train is ready to move. The Engineer runs the brake test satisfactorily and starts ringing the bell to signal
the train is about to start. The Engineer gives two short blasts of the air horn, releases the brakes, and moves
the throttle to RUN 1. The time is 1:35 PM. See Figure 8.

Figure 8 – MYT ready to depart Kerrville

Once clear of the yard limits, the Engineer steadily increases the throttle until the train speed is
approximately 25 mph. Mystic is about 20 miles from Kerrville. It will take about forty-five minutes for
EXTRA 1427 EAST to reach Mystic. As EXTRA 1427 EAST approaches the West Passing Track switch in
Mystic, the Engineer gives two short blasts on the train horn signaling that the train is about to stop. The
Engineer throttles back, adds brake and stops just short of the switch. See Figure 9.

Figure 9 – MYT (EXTRA 1427 EAST) at Mystic West Passing Siding Switch
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The Head Brakeman then throws the West switch for the Passing Siding and mounts the engine. The
Engineer releases the brake, sounds two short blasts on the train horn, eases the throttle open, signals for the
US 87 grade crossing, and begins moving down the siding. The Engineer then signals for the SH 27 grade
crossing. Once the Caboose is clear of the switch, the Conductor radios the Engineer. The Engineer gives two
short blasts on the train horn, throttles back, adds brake and stops. See Figure 10.

Figure 10 – MYT Caboose clear of West Passing Siding Switch

The Rear Brakeman sets the West Switch for the Main. The Conductor walks over to the Mystic Freight
Station and visits with the Mystic Freight Agent. The Agent tells the Conductor which cars are to be picked
up from the rail served customers in Mystic. The Conductor then adds the pickups and transfers to his Switch
List. (Actually from the car cards in the Mystic card boxes). Meanwhile, the Head Brakeman uncouples the
two cars destined for Valley Lumber and Mystic Brewing Company (TTPX 82445 and SP 699457) from the
refrigerator car (BKTY 38) headed for Valley Produce Association. The Engineer sounds two short blasts
and slowly pulls forward with the two cars until clear of the SH 27 crossing. The Engineer dims the headlight
and turns off the Mars Light, waiting for the return Passenger train PS-KVTSAT. Once the MYT clears the
Mystic Main the Engineer lets the Mystic Agent know. The Agent calls the Kerrville Agent and the San
Antonio Dispatcher letting them know that all is clear. See Figure 11.

Figure 11 – Engine 1427 waits for PS-KVTSAT

Passenger Service – Kerrville to San Antonio

Meanwhile back in Kerrville, the Station crew uncouples 5344 from the RPO. The Engineer starts the bell,
sounds two short blasts and pulls down the main past the two cross-over switches. The Yard Crew lines the
two crossover switches so 5344 can escape. The Engineer of 5344 then reverses, sounds three blasts on the
train horn, and proceeds through the cross-over switches. The Yard Crew then lines the two switches to
normal. The Yard Crew then lines the Passing switch for the siding and the Yard Lead switch for the ladder.
Engine 5344 then proceeds down the passing track through the switches. The yard crew then lines the Yard
Lead switch for the Main so 5344 can “gently” couple to the Coach. The Yard crew attaches the air hoses.
The return passenger service, PS-KVTSAT is ready to leave. After hearing that Mystic is clear, the San
Antonio Dispatcher issues the train order authorizing PS-KVTSAT: ENG 5344 RUN EXTRA KERRVILLE
TO SAN ANTONIO WITH STATION STOPS IN MYSTIC AND VAL VERDE. The time is 2:30 PM.
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The Kerrville Yard Crew walks the train in both directions. Once satisfied, the Conductor issues the “All
Aboard” and radios the Engineer that the train is ready to move. The Engineer runs the brake test
satisfactorily and starts ringing the bell to signal the train is about to start. The Engineer gives two short
blasts of the air horn, releases the brakes, and moves the throttle to RUN 1. See Figure 12.

Figure 12 – PS-KVTSAT leaves Kerrville

Once clear of the yard limits, the Engineer steadily increases the throttle until the train speed is
approximately 50 mph. The run to Mystic will take about 15 minutes. As soon as PS-KVTSAT clears the
Main, the Yard Crew moves Caboose SP 4759 to the Caboose track at the end of the Kerrville Passing Track.
It will be used on tomorrow’s MYT and KVTSAT. The Engineer throttles back as PS-KVTSAT crosses the
Guadalupe River and enters Mystic. After signaling for the US-87 grade crossing PS-KVTSAT moves past
the MYT Caboose on the Main. See Figure 13.
Figure 13 – PS-KVTSAT passes MYT Caboose in Mystic

As PS-KVTSAT approaches the Mystic Station, the Engineer throttles back to idle, starts the bell and
prepares to stop. The Conductor and Porter walk through the Coach and Lounge telling passengers that the
train is about to stop in Mystic. The Engineer signals for the SH-27 grade crossing and stops the train in
position so that any baggage can be loaded and unloaded and mail dropped and picked up. The time is 2:45
PM. The Conductor dismounts and meets with the Station Agent. The platform crew loads and unloads
baggage and assists passengers. The Crew on the RPO drops off the mail for Mystic and picks up outbound
mail. Figure 14 shows Engines 5344 and 1427. Notice that 1427 has its headlight dimmed and Mars Light
off.

Figure 14 – PS-KVTSAT stopped in Mystic
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At 2:55 PM the Conductor issues the “All Aboard” announcement, signals the Engineer that the train is ready
to move. The Engineer starts the bell, gives two short blasts of the air horn, releases the brakes, and moves
the throttle to RUN 1. As the train begins to move, the Engineer signals for the US-87 grade crossing. Once
clear of the Mystic City Limits, the Engineer steadily increases the throttle until the train speed is
approximately 50 mph. The run to Val Verde will take about 20 minutes. PS-KVTSAT negotiates the last
big rock cut as the train nears Val Verde. See Figure 15.

Figure 15 – PS-KVTSAT nears Val Verde

As PS-SATKVT approaches Val Verde, the Engineer signals for the grade crossing leading to the Val Verde
Fuel Terminal and Campbell Supply Company, throttles back to idle, starts the bell and sounds two short
blasts on the train horn indicating that the train is about to stop. The Conductor and Porter walk through the
Coach and Lounge telling passengers that the train is about to stop in Val Verde. The Engineer stops the train
in position so that any baggage can be loaded and unloaded and mail dropped and picked up. The time is
3:15 PM. The Conductor dismounts and meets with the Station Agent. The platform crew loads and unloads
baggage and assists passengers. The Crew on the RPO drops off the mail for Val Verde and picks up
outbound mail. See Figure 16.

Figure 16 – PS-KVTSAT station stop in Val Verde

At 3:30 PM the Conductor issues the “All Aboard” announcement, signals the Engineer that the train is ready
to move. The Engineer starts the bell, gives two short blasts of the air horn, releases the brakes, and moves
the throttle to RUN 1. Once clear of Val Verde, the Engineer steadily increases the throttle until the train
speed is approximately 50 mph. The run to San Antonio will take about 40 minutes.
As PS-KVTSAT approaches the San Antonio Terminal, the Conductor and Porter walk through the Coach
and Lounge telling passengers that the train is about to stop in San Antonio. The Engineer stops the train at
the San Antonio Station Platform in position so that any baggage can be unloaded and mail dropped off. The
time is 4:10 PM. The Conductor dismounts and meets with the San Antonio Station Agent. The platform
crew unloads baggage and assists passengers. The Crew on the RPO drops off the mail from the Mystic
Branch communities. The Conductor turns in the paperwork and the San Antonio Agent notifies the San
Antonio Dispatcher who then officially indicates that the train order is completed. EXTRA 5344 EAST (PSKVTSAT) is officially complete.
Well, this concludes this operating session on the Mystic Branch. In the next installment the Mystic Turn
(MYT) will be continued. See you next month!
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Badges? We Don’t Need No Stinkin’ Badges!

By Richard Louvet

After three years as your Secretary/Treasurer, I now know how Humphry Bogart felt in The Treasure of the
Sierra Madre.
I’d like to talk about stinkin’ name tags.
Before I reiterate two simple rules, let me say I know some members may feel uncomfortable that their
personal space is being violated by a lanyard and card. Not wearing a name tag will not affect your standing
in the San Jack club - but I do know where you live.
The rules:
1. Please get your tag when you enter the meeting.
2. Please throw the tag into the plastic bin when you leave. Do not replace it in the black box.
I record the used tags after each meeting to count attendance. This is used to apply for our NMRA insurance
each year, to reserve our meeting space with the Bayland Center, and to measure the effectiveness of our
efforts to attract new members.
The chart below shows we are gradually growing.

If we count everyone who has used their name tag in the past year, we have 85 active members.
While I was busy with charts, I looked at indices of our financial health as well.
1. The initial bank balance is a snapshot of how well the club can weather a drop in Train Show income,
continue to improve our physical resources and be able to support awards, memorials and donations.
2. Ticket sales are the total gate receipts for the Greater Houston Train Show.
3. Table sales are the rental from vendors at the Show.
I wanted to chart past profits from the GHTS but the transactions are spread out over several months and are
difficult to track after the fact. Starting with 2019, I’ll prepare a cash profit/loss statement for the Show.
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By Richard Louvet

Our bank balance has been increasing. We are in a position to expand our expenditures if needed.
Ticket sales have been slowly dropping with the exception of this year. Advertising (free or not) seems to
help.
Table sales show a rise helped by the waiting list and an increase in the number of tables.

Social Media Update

By Duane Hill

The San Jacinto Model Railroad Club has been upgrading some existing right-of-way and laying some new
track, hoping to attract some new members via social media.
If social media isn’t your thing… no worries. FaceBook and Twitter will not replace our website or the
camaraderie of our meetings. It is just a different way to reach out to folks like Millennials and GenerationX’er’s who spend a lot of time on social media so that they know we exist.
If you DO enjoy social networking, join us by “Like”-ing our pages and sharing some of your model
railroading and railfanning experiences, photos, links, etc. Again… it is a great way to share our excitement
with this awesome hobby and pastime with new recruits.
Our FaceBook page is: https://www.facebook.com/San-Jacinto-Model-Railroad-Club-112449312120157/
Or, you can just search for San Jacinto Model Railroad Club in the FaceBook search bar.
Our Twitter page is: https://twitter.com/SJMRRC
Hope to see you online!
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Upcoming Elections

By Rex Ritz

Elections for the new year, which begins in September, are coming up soon in
under four months. This is the close of the third term of the current officers/board
of directors. Five positions are needed to operate the club. Bob Barnett will
automatically transfer over as the Past President. A new President and Vice
President are open. Dick will be running as Secretary/Treasurer. The Director at
Large is also open. Please consider your name in the hat. You must have their
verbal approval if you are nominating someone else.
Let’s keep the high standard set by the board going forward. Let me have any
questions on duties of the officers. I will shortly be appointing one or more
assistants.

Thank you,
Rex Ritz
Nominations Committee Chair

Mark’s Minute

By Mark Couvillion

When you have a new section of your railroad connected to the power bus and
have passed the “no shorts” test, try running a train. Connect your power supply to
the bus wires and place an engine on the track. You should be able to make the
engine move forward and backward. You may have to clean the track before it
will run reliably. Run the engine through each and every turnout, in both
directions. Notice and record any problem areas. Identify them with a red
pushpin. Work on each problem until you have cleared it so that the test engine,
and others, will run through the area without an obvious change in performance.
Remove the push pins once you have identified and cleared each problem. Work
slowly and methodically until you resolve all of the problems and are satisfied
with the performance of the newly-wired track.

May 2019 Minutes

By Richard Louvet

There are currently no minutes submitted due to the flooding and the meeting
being cut short.
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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

www.sanjacmodeltrains.org

President: Robert (Bob) Barnett MMR
rbarnett@ljaengineering.com
Vice-President: David N. Currey
texasandlouisiana@msn.com
Secretary/Treasurer: Richard (Dick) Louvet
rlouvet@att.net
Director at Large: Chuck Lind MMR
chucklind46@gmail.com
Past President: Rex Ritz icrex@yahoo.com

Derail Staff
Conductor: Bob Sabol

Webmaster: Brian Jansky

Next Meeting
TUESDAY, JUNE 4
“Installing Wireless Video in
Model Railroad Engines”

bsabol@stillmeadow.com

Engineer: Terri Brogoitti
tbrogoitti@stillmeadow.com

by

Richard Bartlett

Brakemen:
Mark Couvillion
(mark_couvillion@hotmail.com)
David N. Currey
(texasandlouisiana@msn.com)
Brian Jansky (brianj844@gmail.com)
Richard Louvet (rlouvet@att.net)
Gene Mangum (semangum@windstream.net)
Al Partlow (alswitch@aol.com)
JayC. Williams (jaycello@yahoo.com)
Jeff Williams (mellowmiata@hotmail.com)

Refreshments:
Virginia Freitag (drinks)
Geoff Hogno (cookies)

Video Corner

Rerailing a Steam
Locomotive (NKP 765)
https://www.youtube.com/watch?v=AzaI84GCFYk
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