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Greetings …  hope everyone is doing OK and getting lots of time for your model railroad projects.   

I have almost completed my scratch-built 4 compartment tankcar – judging will have to wait until 

after the stay-at-home recommendations are lifted.  During this time, we have had several 

opportunities for internet interactive meetings using the new Zoom screen sharing tool.  Last 

month we did an ad-hoc trial meeting with some 35 San Jac members.  Al Partlow showed some 

of the updates on his railroad,  Randall Wilson showed us some updated signs,  Robert Ashcraft 

showed us some new trees he is working on, and Steve Sandifer showed off a new staging yard 

with an incredible staging yard control panel. The Div-8 clinic last Saturday on interfacing inputs 

to JMRI was successfully hosted by Jim Kelly, and the West Side model RR club had 14 people 

share their latest projects the other evening.    

With the success of these and other meetings, the Zoom screen sharing tool seems fairly easy and 

therefore we will conduct the May 5 San Jac Meeting using that tool.  A meeting notice will be 

sent out just prior to the meeting which will contain a link to the meeting and some instructions on 

loading the software.   Gene Mangum is working the details on our presentation(s) and Tom 

Bailey is going to be the Zoom Host – he is gaining much experience.  Looking forward to seeing 

all of you then.  If you have any questions on the Zoom tool, please contact me or Tom – we can 

setup a short training meeting if necessary. 

On another note, some good news,  Steve Sandifer has confirmed with the folks at the Stafford 

Civic center, the Greater Houston Train Show WILL be held there on Saturday April 10, 2021.  

That is the Saturday after Easter.  Good news indeed.   

Please continue to follow all the recommended safety practices concerning this virus as most of us 

are certainly in the most at risk group…  Stay Home, Work Safe.  

We will make it through this – I will see all of you all online.   

 

Kelly 

     Thoughts From the President   By Kelly Russell 
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May 5th Meeting  

         The May meeting will be ONLINE, not in person.   

 Please stay tuned, and check your emails for log in instructions.  



 2 The Derail — May 2020 

Figure 1 - A short train on the waterfront in Wiscasset.  This scene was number 1 on my list when designing and building the layout. It 
duplicates one of the key features of the prototype that inspired me to build the layout. 

When I started this column back in July 2019, my goal was to complete my layout and earn my Master 

Model Railroader certificate. In mid-December, I finished enough of the layout to have it evaluated for my 

last 3 AP Certificates. It was a crazy end to the year, but I was successful in reaching my goals.  

Looking back to when I started construction of the layout in 2013, I knew I would need to learn new skills 

and techniques. The change from N Scale to O Scale was a big jump and would force me to alter my 

approach in several areas. Looking back, I am surprised how much I did learn. 

Model Building 

I knew I was a pretty good model builder when I started this layout. I had been building kits and scratch 

building things for decades. But the models were built for me and only to my standards. Part of the NMRA’s 

AP program includes a peer review or judging. Suddenly, I had to think about how the model would be seen 

and scored by others. 

I’ve scratch-built more than a dozen significant structures on my layout. Everything from stations to ships. 

The prospect of having them scored for AP did force me to take a hard look at each one. Was something out 

of place? Was there a glob of glue somewhere? Did I include enough detail? Looking back, I can say that 

each structure I finished was better than the previous one. The last few weren’t even built for scoring, but by 

then, I had set my own bar higher than before. I can definitely say I am a better model builder because of 

this process. 

Figure 2 -The afternoon passenger train has only Combine/RPO No 2 today.  This station in Wiscasset was the first structure built for the layout 
and was completed before the move to Houston. The water in the foreground is EnviroTex with Gloss Gel Medium for the waves. 

  Home Stretch — The Finish Line       By Pete Leach MMR 
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Backdrops 

For me, backdrops have always been an afterthought. Slap something on the wall and hide it later with 

scenery. Suddenly, my poor excuse for backdrops started rearing their ugly heads in photos. The cure was to 

learn a new technique. As many of you know, I learned of a method using acrylic artist paint that is both 

easy and affective. Not willing to leave well enough alone, I found a way to add human elements to the 

backdrop by attaching photos of real houses and barns, then blending them in with the paint. I have given 

clinics on this backdrop painting method over a half dozen times. It has been fun for the attendees and me! 

For someone with no formal art training, it is one of my most satisfying achievements along this journey! 

Figure 3 - Forney No 7 sits on the ready track in the yard in Wiscasset. The hand painted backdrop was an important technique learned along 
the way. Those houses are photos of real houses in Wiscasset area. 

Scenery Techniques 

This was my first attempt at modeling scenery in a larger scale. When I added scenery to one of my old N 

Scale layouts, some ground foam was good enough at the time. Gluing foam clumps to plastic armatures 

resulted in a decent look tree. At least I thought so at the time.  

Since my layout is built at near eye level, previous techniques at scenery would show the huge gap in the 

model building versus scenery. Placing great models in a scene of ground foam clumps was NOT good 

enough! 

There are so many new scenery materials available and I was looking forward to trying some of them. There 

are many textures details, such as scale plants and flocking available in various sizes. I learned new and 

better ways to make trees by scratch building dozens of deciduous and pine trees on the layout. They are a 

far cry from those poor clumps of foam I used to call trees. 

The large waterfront and wharf scenes would require several square feet of water. I had never tried applying 

water to any of my previous layouts, so new techniques and materials would be needed. In addition, I had to 

learn more about the behavior of water, especially along the coast of Maine, if I expected to create a realistic 

scene. I read some good books on the subject before pouring a drop of scenic water. Armed with the 

knowledge on tides, waves, and currents, I was ready to get started. 

I used 2 available materials to create the base for the water. EnviroTex is a 2-part epoxy and was used for 

the swamp and waterfront areas. Woodland Scenics Realistic Water is a simple 1-part material and was used 

for the wharf. Both materials worked well. Gloss Gel medium was used to make the waves and white artist 

paint provided highlights. 

  Home Stretch — The Finish Line       By Pete Leach MMR 
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Figure 4 - Kohler Swamp - This scene demonstrates several scenery techniques learned in building this layout. The water for the swamp is 
EnviroTex. The cattails and lily pads are commercially available in different scales. The moose was 3D printed by Gary Kohler’s company – 

Portland Locomotive Works 

Photography/Writing 

One very unexpected result from this journey has been the improvement in my photography and writing 

skills. I never dreamed I’d have people reading articles written by me with photos I took. In high school, I 

was a straight “C” student in all my English writing classes. And here you are reading one of my articles. 

Like any of the other skills I’ve learned or improved on, I got better by practicing. I look back at my early 

photos and shutter (pun intended!) Once again, the encouragement and feedback I’ve received has helped 

drive me to keep trying. I wonder if I could have gotten a “B” in that class if I could have written about 

model railroads? Hmmm.  

Tapping into Available Resources 

In the beginning of this layout, I quickly realized how much I DIDN’T know: about the prototype, available 

materials in this larger scale, and many of the techniques I’ve mentioned here.  Fortunately, I met a lot of 

people with more knowledge and experience than I could have imagined. Not only have the local folks from 

San Jac, Pettycoat, Division 8, and LSR been great, but I’ve met and learned from experts around North 

America! I received helpful information and tremendous encouragement (sometimes prodding!) along the 

way! 

Figure 5 – Now that the layout is more or less finished, and I’ve received my MMR, it’s time to get Back to the Bench. 

So, I’ve crossed the finish line! This will be the final installment of the series – The Home Stretch. It has 
been great fun for me to share my experience and hope you’ve enjoyed reading about it. I am not done 
sharing though. A new series called Back to the Bench will start next month. Thanks for reading! 

  Home Stretch — The Finish Line       By Pete Leach MMR 
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The Greater Houston Train Show will take place on April 10, 2021 

at the Stafford Center.  In 2022, it will be held on February 12 at 

the Pasadena Convention Center.  

Hi Steve, 
  
It’s great to hear from you.  I hope all is going well for you, Bob and other members of the San 
Jacinto Railroad Club.  I’m so glad you emailed,  as I have been meaning to follow up with 
you and Bob and ask how the Lone Star Convention went in conjunction with the Train Show 
this year. 
  
Yes, we do have April 10th 2021 available for Ballrooms A-E and Suites 101-105, and I have 
placed a hold them for San Jacinto Model Railroad Club. 
  
The deposit amount for both spaces is $3,000.00 ($2,000 for the A-E & $1,000.00 for the 
Suites 101-105).  I can email out a license agreement to you this week, for the club to submit 
both together. 
  
Let me know if you need anything else! Take care and stay safe.  We are praying this difficult 
time for all comes to an end soon. 
   
Best Regards, 
Randi Crow 
Stafford Centre 

  Greater Houston Train Show 2021          By Steve Sandifer MMR 

     Mark’s Minute         By Mark Couvillion 

Reversing Loops are often used to change the direction of entire trains in both Direct Current 
(DC) and in Digital Command Control (DCC) layouts.  A reversing loop must be completely 
isolated at both rails at both ends of the loop where they connect to the rest of the railroad.  
With a direct current system, the polarity must be manually changed, and the direction of the 
engine changed too, for the engine and train to complete its pass through the loop. 

In a command control system, the reversing section automatically changes the track polarity.  
When a train enters a reversing section, the auto-reverser automatically senses the polarity 
difference as the train crosses the boundary as it enters or leaves the loop and changes it.  The 
circuitry responds faster than the internal circuit breaker can trip.  If this did not happen, there 
would be a direct short and the system (power block) would shut down. 

Most DCC systems recommend that the reversing loop section be longer than the longest lash-
up of engines that will be run over the loop.  I have found that with the advent of lighting 
decoders for passenger cars and cabooses and powered sound decoders in freight cars, that the 
loop needs to be longer than the longest passenger train (if a lighting decoder is installed in the 
tail car) and may impact the length of freight trains that have noisy stock cars.  I’ve seen a 
passenger train leaving a reversing loop and confusing the reverser circuit as the tail car was 
crossing the boundary while entering the loop. 
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This month, we will be taking a detailed look at one of the more interesting freight car types, the covered 

hopper car.  While covered hopper cars have been in revenue freight service for many years, it was beginning 

in the 1950s that this type of freight equipment started to make serious inroads in the nation’s freight car 

fleet.   

Basically, the covered hopper car took the place of the boxcar in the transportation of bulk materials such as 

grain products, cement, and other such commodities.  While the boxcar did an admirable job in handling 

these shipments, the boxcar was not really designed for such assignments.  Both loading and unloading with 

bulk handling equipment was difficult and there was also a great deal of loss and damage during transit. 

Initially, covered hoppers were relatively small and of the two-bay or two compartment design.  Loading was 

through hatches, both round and square located on the top of the car.  Unloading was typically through gates 

on the bottom of the car utilizing gravity.  They were used for dense materials such as sand and cement due 

to axle load limits.  With technical improvements, some of these cars were eventually modified to a three-bay 

configuration, but even today most of the cars in this type of service are still of the two-bay design.  The 

cubic capacity of these cars ranges from 2,900-3,200 cubic feet or 207,000-233,000 pounds.  Typical car 

length is 42 feet.  The later cars often have trough type loading hatches on top to facilitate more efficient 

loading. 

As it became apparent that covered hoppers were the ideal type of freight equipment to move grain products, 

car builders began to design and build larger cars of the three-bay and four-bay variety.  These cars have a 

capacity of 4,600-5,200 cubic feet or 197,000-224,000 pounds.  The length of these cars is 60-65 feet.  

Loading hatches may either be circular or trough.  Unloading is through gates and they are gravity type 

discharge.   

Another type are food grade cars and they are used for commodities such as sugar, rice, flour, and corn 

starch.  The cars are usually three-bay design and have a capacity of 4,600-5,200 cubic feet or 197,00-

222,000 pounds.  Hatches are either circular or trough and discharge gates can be gravity or gravity 

pneumatic.     

The last type of covered hopper that we will discuss are the pneumatic discharge type of cars that are 

primarily used for the movement of plastic pellets.  Examples are polyethylene (PE), polypropylene (PP), 

polyvinyl chloride (PVC), and polystyrene (PS).  These cars have a capacity ranging from 5,000 to more than 

6,400 cubic feet.  The largest of these cars have a capacity of 6,200-6,400 cubic feet and have 10 loading 

hatches and pneumatic discharge gates.  This type of car is seen all over the country with origins primarily in 

the Texas-Louisiana Gulf Coast area. 

Over the years, most of the U.S. car builders have built covered hopper cars in one form or another.  Pullman

-Standard and American Car & Foundry were some of the early builders of covered hopper cars.  Today 

companies such as GATX, Trinity, Greenbrier, Gunderson, and National Steel Car are major suppliers of this 

type of equipment. 

Railroads move these shipments in various types of trains, including both manifest and unit trains.  Unit 

trains of grain products are common on shipments originating in the U.S. Midwest and moving to ports on 

the Gulf Coast.  In Canada, large movements of grain products for export through Western British Columbia 

ports are also quite common.  Frac-sand for the oil industry has also been a commodity shipped in unit trains 

in more recent times.  Individual shipments of bulk commodities moving in covered hopper cars are also seen 

in manifest trains moving throughout the country.  They are also found on local freight trains or switch jobs 

delivering to or picking up from processing facilities, bulk transfer facilities or other types of industries. 

 Realistic Operations On Your Model Railroad 37         By Al Partlow 
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Trinity Industries Covered Hopper for Light Density 
Agricultural Products.  Source Trinity Industries.  
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From the modeler’s perspective, covered hoppers are available in all scales and in a wide variety of car types.  

In recent times, HO scale has seen an abundance of covered hoppers manufactured by Athearn, Atlas, 

Bowser, Exact Rail, Intermountain, Rapido, Scale Trains, and Tangent.  The details on the more recent cars 

are outstanding and include prototypical roof hatches, discharge gates, and safety appliances including brake 

piping.  The lettering is crisp and even includes safety striping on the more modern cars. 

In terms of operation on your layout, the possibilities for covered hoppers are unlimited.  If you are a 

transition era modeler, you can utilize the smaller two-bay cars moving cement, foundry sand, and silica sand 

to or from cement plants, foundries, glass plants or even barge terminals or port facilities.   

After the 1950s, extensive use of larger grain cars became more and more prevalent on the nation’s railroads.  

Midwest modelers can utilize local freight trains to gather loaded cars of wheat and corn from local elevators 

for movement to processing facilities throughout the country or to ports on both inland waterways and on the 

coasts.  Other commodities handled in these cars include sugar, fertilizer, soda ash, lime, and potash. 

For more modern era modelers, the pneumatic covered hopper car or “pellet car” should be a mainstay in 

your car fleet.  These large covered hoppers with pneumatic discharge gates are used to haul all types of 

plastic pellets from manufacturing facilities on the Gulf Coast to processing plants or bulk transfer facilities 

all over the country.  A small bulk transfer facility is an excellent industry for almost any size layout, even a 

small switching layout where a couple of tracks is all you need. 

Add some covered hopper cars to your freight car fleet and enjoy the prototypical feel they give your layout.      

 Realistic Operations On Your Model Railroad 37         By Al Partlow 

GATX Pneumatic Covered Hopper for Transporting 
Plastic Pellets.  Source GATX.  

Pullman-Standard PS2 Two Bay Covered Hopper for 
Cement and Sand Service.  Source TroveStar.  
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   Derail Archives July 2007         Submitted by Richard Louvet 

The Star 
By David Currey 

There are several ways that railroad equipment can be turned around to face in the opposite direction. 

Four ways to be precise. The first method developed was the "turntable", thus called because early 

examples resembled a round table on legs several feet off the ground with rails embedded in it. 

Improvements would find it more resembling a plate girder or truss bridge with its feet on wheels that 

rolled around a circular track. The device not only could turn equipment but could also function as a 

transfer table in that the engine and/or car could be moved from the turntable onto another track in a 

roundhouse, etc., and thus not actually be turned around completely. Turntables had the limitation of 

only being able to reverse one or two pieces of equipment at a time but had the benefit of requiring very 

little real estate in which to accomplish this feat. Turntables are relatively rare today. 

The next method invented was the "wye", so called because the legs of the track (that branched to 

connect to the track on which the cars and engines were to be reversed) resembled the letter "Y". 

Because the tail track required a lot more land than a turntable, a wye was often located at a junction of 

rail lines, thus the tail of the wye would actually be one of the lines crossing at the junction, saving a 

substantial amount of land. With a long enough tail track, virtually any length train could be turned 

around. Wyes are often found at modern diesel facilities in place of a turntable due to their ability to turn 

multiple unit lash-ups quickly. In such an installation, the tail track is not needed to turn an entire train 

and is usually only long enough to turn a lash up of a few units. The maintenance requirements of a wye 

substitute switches and the length of the track in place of the turntable mechanism. Wyes are very 

common today. 

A rare track arrangement for turning trains is the "balloon track" (reverse loop), thus called because the 

outline it forms resembles an inflated balloon. Though common in model railroading, there were few 

examples in the prototype. In the continental United States, they were found mostly out west. Balloon 

tracks were located on the Northwestern Pacific at Eureka, CA, the Southern Pacific at Roseville, CA, 

Truckee, CA, and Santa Fe Springs, CA, the Northern Pacific at Lester, WA, the McCloud Railway at 

Lookout Junction, CA, and the Cumbres and Toltec at Lava, NM. They commonly existed at the end of a 

railway line, or where there was no room for a wye. They sometimes curved around the ends of yards. 

An example in Boston, MA at Terminal Station had a doubletrack balloon looping on the lower level 

beneath the platform tracks and station house. An unusual balloon track in the Midwest (in Illinois, I 

believe, but I cannot recall the exact railroad location) was at the end of a several mile long tail track 

extending from a wye at the main line with the balloon looping through a small town, thus local trains 

could serve the town while expresses zipped by several miles away. A balloon track required only one 

switch compared to three for a wye, and it also had the benefit that the train traveled only forward 

throughout the entire reversing process. Nowadays, balloon tracks are often found where unit trains are 

turned, such as at coal mines and power plants. 

The fourth type of train reversing device was called the "star". The only known example was found in 

the small town of Big Coal located on the Cheat River in the mountains of northern West Virginia. The 

star required five legs as compared to the three legs of the wye. The way the tracks curved to connect the 

legs gave the track arrangement its name. See the diagram below. 
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Historical evidence suggests that the star came about due to the combination of the political 

connectedness of a man named James Wendt and the uproar caused by unrestrained and absolutely 

rampant railroad construction. 

Big Coal (originally Coal Ridge) was essentially a sleepy coal mining town served by two railroads 

before oil was discovered there in 1882. Immediately, every railroad in the vicinity wanted to reach Big 

Coal.  

The existing lines were the Allegheny Northern Railway which came a little north of due east from 

Lonaconing, Maryland. (It was absorbed into the Baltimore and Ohio Railroad twelve years later.) From 

almost due north from Uniontown, Pennsylvania entered the tracks of the Uniontown and Youghiogheny 

(pronounced "Yock uh Hay knee") River Railroad, later merged into the Pennsylvania Railroad. The 

three railroads building as fast as they could to get to Big Coal were the Ohio and Monongahela Railroad 

from the west, the Charleston and Pittsburg Railway (sic) from the southwest, and the Virginia and Ohio 

Canal Railroad from the southeast. 

All this wild construction came to a complete halt when James’s brother, the noted U.S. senator 

Nathaniel D. Wendt from New Jersey, obtained a federal injunction. James and the town‚s leading 

citizens met with the railroads at Dollivar's Saloon, and in most deliberate terms dictated to the railroads 

that their lines being constructed were going to be built in an organized fashion, and if they did not 

kowtow to the rules set down by the City of Big Coal, the constructed rail lines would be confiscated by 

the federal government and sold for scrap. There would be no rail wars in Big Coal! Such abject control 

over railroads by enraged citizens has never been seen anywhere before or since. 

James and his associates set down where and how the railroads would enter Big Coal, where their yards 

would be, and how they would connect. The physical connection of these five lines is what became 

known as the "star". 



 10 The Derail — May 2020 
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The star had several interesting characteristics. Five switches (turnouts to some modelers) were required. 

They were spring switches and were normally set for the leftward diverging route (as viewed when 

facing the star). A red board (stop sign) faced outward from the star just before each switch. Thus a 

railroad A (U&YRRR) engineer wishing to turn his engine would proceed forward to point B through 

the spring switch, then backward to point C, forward to point D, backward to point E, and then forward 

back to point A, at which point his locomotive would now be turned around. Due to the spring switches, 

none had to be manually thrown. The movement was always clockwise around the star. While 

admittedly a little time consuming, the land required was minimal as the connecting tracks had to curve 

only through a few numbers of degrees compared to wye legs. Since movement was always to the left, it 

made for less interference between the railroads. It also enabled reverse moves to be monitored better by 

the engineer since he could see the full length of his train. An air horn was installed on a pole at the 

center of the star (more on this later).This led most Big Coal railroaders to use the phrase "going around 

the horn" to describe the movements done in turning a train or engine on the star. 

Usually, the only railroad equipment that was turned on the Star was light engines and passenger trains. 

The Allegheny Northern’s passenger station was used by two of the new railroads, becoming sort of a 

Union Station, and was called "City Depot", while the Uniontown and Youghiogheny River Railroad 

continued to use its own station. The Charleston and Pittsburg Railway never established passenger 

service and turned only light engines. Only the Allegheny Northern had multiple passenger train 

frequencies into Big Coal even providing sleeping car accommodations. The other railroads were coach-

only; usually running motors (gas electrics) when they came into existence around the turn of the 

century. 

Of the two railroads in Big Coal before the Star, only the U&YRRR had a turning device: a turntable. 

After construction of the Star, they relocated the turntable elsewhere on the railroad. The ANR never had 

any kind of a turning device, using only bidirectional 242 camelbacks into town prior to the Star. 
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A tower was initially planned for construction at the center of the Star, but due to the small amount of 

traffic, it was never installed, and instead, a set of operating instructions were written to handle any and 

all situations. 

Rule #1 was for when one train approached the Star. In this case, the train automatically had the right of 

way and could proceed around the horn once it had stopped at the red board. 

Rule #2 handled the situation where two trains approached the Star from adjacent railroads, for example, 

railroad A and D. In such a case, the locomotive to the right when facing the Star had the right of way. 

He would proceed left around the Star to point B. This now put the train at D on the right giving him the 

right of way, and he would thus make his move around the horn to point E. The movements would 

continue in similar fashion almost like a waltz until complete. Under Rule #2,if the trains were not on 

adjacent tail tracks, whichever train whose movement would result in the trains being on adjacent tail 

tracks, would make a move first, at which point, the rule as described above would be followed. 

Rule #3 covered the case when three trains approached the Star. If necessary, whichever train whose 

movement around the Star would result in the three trains being on adjacent tail tracks, would make a 

move first. Once the trains were on adjacent tail tracks, the train on the left would have the right of way. 

For example, with trains at A,D, and B, the train at B would have the right of way and would make his 

move to C, thus passing the right of way to the D train, and after his move, to the A train. 

Rule #4 provided for four trains approaching the Star. This rule was simple. Whichever train had the 

clear tail track to move into had the right of way. 

Rule #5 was for when five trains approached the Star. It required a member of each crew to get to the 

horn mounted at the center of the Star as fast as they safely could. Whichever crew blew the horn last 

had to take their train back to the yard, at which point Rule #4 went into effect. In practice, the crew 

member who would have arrived last probably went back to his train without blowing the horn, or else 

blew it raucously out of frustration. 

If a train or trains entered or exited the Star area while any of these rules were being executed, then the 

rule governing the number of trains then in the Star area would go into effect. The Star area was defined 

as encompassing the Star itself and extending to a point 400 feet down each tail track and indicated by a 

sign similar to a yard limit sign, but which read "STAR LIMIT". It is unknown if Rule #5 ever had to be 

implemented, however, Rule #4 was implemented at least once because the Big Coal Weekly Gazette of 

May 22, 1903 made mention of a locomotive that "derailed a pony truck on the Star whose crew 

received appreciated assistance in rerailing the wheels from the three other crews awaiting the 

completion of their timely movements". 

The Big Coal (now) Daily Gazette also reported humorously on December 16, 1927, about an incident 

involving a U&YRRR crew who traversed the Star in an attempt to turn their engine, a 262 Prairie. 

Evidently inebriated, they lost track of where they were on the Star and went several legs past their own 

railroad while going around the horn. Deciding they did not wish to mess with the spring switches, 

notorious for their locks being rusted and inoperable, they elected to continue on around the horn one 

more time. Unfortunately, this resulted in their locomotive facing in the same way it originally pointed. 

Totally embarrassed by this time from the numerous onlookers gawking and laughing at their efforts, the 

crew successfully went around the Star a third time and hastened their engine back to a very agitated 

yard master. 
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 556 Timer Stall-Motor Switch Machine Drivers By Steve Sandifer MMR

At our virtual meeting in April, I pointed out the 556 timer circuit I am using for controlling the tracks in my 
staging yards. This is the same circuit that Dave Shafer uses on his layout and Cecil Stewart is using on his in 
Kentucky.  For your reference, all of the details can be found at http://www.circuitous.ca/556Stall08.html. 
Instead of using a DPDT switch to control the switch machine, the circuit allows pressing a momentary 
contact button to change the direction of the turnout. Any number of buttons can be attached, so you can have 
duplicate yard or siding controls on opposite ends of the layout working together. I wanted a staging yard 
control at the throat of the yard as well as one at a remote location. Using a diode matrix of very inexpensive 
and small diodes you can control all of the turnouts necessary to access a single track with one push of the 
button. If I push the button for track 6, all of the turnouts are thrown for a clear run to track 6.    
  
The 556 is a 14 pin IC chip that is readily available ($.50-.60 each). I purchased mine on Ebay (10 for $1.21 
free shipping). Not wanting to overheat them in soldering, I decided to purchase chip sockets into which the 
chips can be plugged, making chip replacement simple in case you think you have a problem with one. The 
other parts are also readily available on line or at Electronic Parts Outlet on Fondren. 
  
One can use an experimenter’s PC board, which is what I did, or you can order a PC board  that controls 4 
stall motors from the website ($8) and assemble the boards yourself (which Cecil did). They even have the 
complete board assembled for $12. I use Tortoise by Circuitron. 
  
This circuit will control your switch machine. LED displays can also be connected to it in series with the 
switch machine or independently with a 2.2K resister. A 9-12 volt relay can also be connected to the circuit if 
you need some other item powered. It runs on 9-14 volts and has the same volt output. In wiring the switch 
machines, one can select which way is “normal.” When the power is first turned on, all switch machines will 
set to that normal position. In this way if power is lost during a session, you don’t need to worry that some 
obscure turnout is set to run the Super Chief into the bulk oil dealer. However, as you read the above website, 
you will notice a number of other options to the 556 circuits including a toggle function and a stay at last 
position. 
  
I currently have three home made boards with diode matrix to control three staging yards. One has 7 tracks, 
one 8 tracks, and one 9 tracks. I notice that the circuits on the website have expanded since my last visit. Lots 
of interesting stuff there, including detection circuits. 
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The oil ran out in 1929 on the eve of the Great Depression. On March 12, 1931, the Charleston and 

Pittsburg Railway sought to abandon its line into Big Coal. This would have made the Star inoperable, 

because under the guidelines dictated by Mr. Wendt, the ownership of any right of way that was 

abandoned would go over to the City of Big Coal. The other railroads quickly arranged a joint purchase 

of enough tail track of the CPR so that the usage of the Star could be maintained. 

By the mid 1950‚s, with the coal pretty much mined out as well, only the Pennsylvania and Baltimore 
and Ohio still had lines into Big Coal. Traffic was down to a few coal trains a week. The two railroads 
petitioned the ICC to have the Star abolished. With the purchase of land adjacent to the Star, the PRR 
and B&O were still able to maintain their connection, but with the last of the steam engines gone to the 
scrap pile, turning locomotives was not nearly as necessary as it once was, and the Star was not really 
missed from an operational standpoint. On April 1, 1959, the other three legs of the Star reverted to 

ownership by the City of Big Coal. The Star is but a memory now with only the two legs remaining, but 
the actual air horn still remains, and is sounded with great frequency during the annual Star Day 
Celebration on April 1 in Big Coal, West Virginia, where, among other activities, "train crews" of 
citizens engage in a theatrical and usually quite humorous contest that reenacts Rule #5. 

http://www.circuitous.ca/556Stall08.html
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The Gulf NorthWestern Railroad – The Independent Years, Part Two 
 

As I described in Part One, I have been a fan of the Utah Belt Railroad since Eric Brooman invented it. What 

a cool concept I thought. A mythical railroad that actually made some sense. My model railroad concepts 

have always tried to include my hometown of Kerrville, TX. In Part One I described my alternate history of 

the creation of the Gulf NorthWestern Railroad (GNW) by some shrewd business men from the San Antonio 

area that were able to get control of the San Antonio and Aransas Pass (SA&AP) Railroad in the mid 1890’s. 

These men were convinced that a direct connection to the Texas Panhandle was essential to the economic 

growth of San Antonio as well as most of South Texas. So, Part One described the generation of the 

Northwestern line from San Antonio to Lubbock.  

The Gulf NorthWestern Railroad…the Western Line 
Now, a continuation of my alternate history…After World War One the GNW continued as a bridge line 

from the Gulf of Mexico to the Texas Panhandle. It was extremely profitable and considerably improved the 

economies of all of the towns and cities along the Northwest Line. Then, as mentioned in Part One, Oil was 

discovered in the Permian Basin, with production beginning in the early 1920’s. The GNW was already 

poised to move crude oil from the area around Midland, Odessa, and Big Spring through San Antonio to the 

refineries along the Gulf. When discoveries were made further South around Bakersfield, TX and Iraan, TX, 

the GNW Board decided to investigate extending a line westward from Junction toward the new oil fields. 

Preliminary surveys indicated that such a line would be profitable, not only as a crude oil carrier (there would 

always be competition from pipelines) but as a shorter more direct link to West Texas from San Antonio…

likely “stealing” some shipping business from the Southern Pacific. The Board voted to proceed and site 

surveys began in late 1920. 

Junct ion  to  Ozona  

As shown in Figure 1, the proposed route would proceed westward along the north bank of the Llano River 

from Junction to the village of Roosevelt, TX and cross the north fork of the Llano. The route would then 

follow the south bank of the North Fork of the Llano eventually leaving the river valley and proceeding over 

the divide between the Llano and Dry Devil’s River watersheds to Sonora, TX. Several 2% - 3% grades 

would be encountered along with the need for some 30 to 40 curves, crossing the Devil’s River just before 

entering Sonora. From Sonora the route went slightly north of west toward Ozona, TX. Several major draws 

and dry creeks had to be negotiated on the way to Ozona. Likewise several 2% - 3% grades would be 

encountered along with the need for some 30 to 40 curves. 

Figure 1 - Survey - Junction to Ozona  
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Ozona  to  Fort  Stockton  
The next section from Ozona to Sheffield, TX would be the most challenging from a grade and curvature 

situation. Again, the early part of the route proceeded almost due west. Several major draws and dry creeks 

had to be negotiated as well. Then the route veered southwest to climb some fairly steep hills before crossing 

into the Pecos River Valley. Several 3% - 4% grades would be encountered along with the need for some 40 

to 50 curves. This was the steepest part of the line. A major structure over the Pecos River would also be 

required.  

The next section from Sheffield to Bakersfield, TX would follow a natural valley all the way. This section 

would proceed with minimum grade and curvature issues. At the same time a branch to Iraan was surveyed. 

The short branch would essentially follow the west bank of the Pecos River from Sheffield to Iraan. The final 

section from Bakersfield to Fort Stockton would follow the same natural valley emerging on top of the 

Stockton Plateau about 10 miles from Fort Stockton. The surveys were completed and accepted in mid-1921. 

In Fort Stockton, the proposed line crossed the Kansas City, Mexico, and Orient (KCM&O) Railroad. At this 

time another short 20 mile branch north out of Fort Stockton toward the town of Monahans was surveyed. 

The area around Imperial, TX, just south of the Pecos River, was the site of another oil field. See Figure 2.  

 

Construction was authorized to begin in late 1921. To speed up the construction process it was decided to 

work from Junction, westward and Fort Stockton, eastward, meeting somewhere in the middle. So each 

construction crew was trying to outdo the other. This friendly competition actually sped up the construction 

process and the almost 200 mile section was completed in early 1925. The “golden spike” was driven near 

Sheffield. The two branches were also completed during the same construction  

sequence.  See Figure 3. 

Figure 2 – Survey - Ozona to Fort Stockton 

Figure 3 - Construction - Junction to Fort Stockton 
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The GNW built substantial passenger and freight stations in Fort Stockton along with a large yard and engine 

servicing facility. Interchange tracks with the KCM&O were also built. Ten sidings were added for local 

customers. As with the other extensions, passing sidings were created at strategic locations as well as small 

combination passenger and freight stations with team tracks and sidings for local customers in Sonora and 

Ozona. Flag Stop stations were added at Roosevelt, Sheffield, and Bakersfield. A team track and several 

crude oil loading sidings were added in Bakersfield. A small combination passenger and freight station with a 

team track was built in Iraan and several sidings were added for crude oil shipment. The spur northward out 

of Fort Stockton to Imperial had several sidings added for crude oil shipment, but no passenger facilities. An 

engine facility and turntable were added in Sheffield to service helper engines required to get some freight 

trains out of the Pecos River Valley, eastward toward Ozona. 

Fort Stockton to Kent 

 

Once the Junction to Fort Stockton portion of the Western Line was under construction, in early 1922, the 

route survey westward to Kent, TX was begun. See Figure 4. The route went almost due west toward the 

town of Balmorhea, TX. The terrain was rolling mesa country for the first part and then flattened out to 

irrigated farm land. Balmorhea is at the base of the Barilla Mountains and is blessed with some natural 

springs from the aquifer under the area to the North. The route didn’t actually go thru the town of Balmorhea, 

but skirted by it on the north. From Balmorhea the route continued slightly north of west through the foothills 

of the Davis Mountains. Several 2% - 3% grades would be encountered along with the need for some 30 to 40 

curves through the foothills. Once through the foothills, the route veered slightly to the southwest to the 

village of Kent and another connection with the T&P Railroad.  

 

Construction on this 80 mile section began in 1924 in Fort Stockton and the westward extension was 

completed in late 1926. The GNW negotiated with the T&P to share the medium combination passenger and 

freight station in Kent that was owned by the T&P. However a large engine facility was constructed to 

accommodate the bridge traffic demands. A small combination passenger and freight station with a team 

track was constructed on the north side of Balmorhea along with several sidings for some rail-served 

customers. Passing sidings were constructed along the route…mostly in the foot hill area of the Davis 

Mountains. With the completion of the last 280 miles of the 410 mile Western Line, the GNW now had a 

route to West Texas from San Antonio and the Gulf of Mexico. See Figure 5, below. 

Figure 4 – Fort Stockton to Kent 
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GNW Freight business doubled again as a result of the connection with the second connection to the T&P 

Railroad. Likewise, passenger service was increased substantially as well. Local service was initiated out of 

Fort Stockton both ways serving Balmorhea toward Kent westerly, and Bakersfield, Sheffield, and Iraan 

easterly. Similarly local service was initiated out of Junction westerly serving Roosevelt, Sonora and Ozona. 

New twice-daily thru trains in both directions between San Antonio and Kent with stops only at the major 

towns: Boerne, Kerrville, Junction, Sonora, Ozona, Fort Stockton, and Balmorhea were initiated. An Express 

train with stops only in Fort Stockton, Junction, and Kerrville was inaugurated from Kent to San Antonio and 

vice versa. This new line became extremely profitable. Crude oil shipments alone made the new line a 

profitable enterprise. However with the addition of bridge traffic, essentially taken from the SP Sunset Line, 

the GNW began to really worry the Southern Pacific and Santa Fe Railroads. 

Other Important  Intermediate  
Extensions  of  the  Northwestern 
and Western Lines  
After the resounding success of the San Angelo 

extension, the board determined that they 

needed to respond to requests from several 

towns for rail service. Fredericksburg, TX had 

been miffed back in the 1880s when the SA&AP 

decided to go to Kerrville instead of 

Fredericksburg. Likewise the towns of Bandera, 

TX and Hunt, TX were clamoring for rail 

service. Figure 6 shows the routes associated 

with these extensions. 

Fredericksburg Extension 

The original SA&AP surveyed route to Fredericksburg was northward out of Comfort, TX. In the spring of 

1906 the GNW survey crews rechecked this route and reviewed a new route northeasterly out of Kerrville. 

After evaluation it was decided that the original surveyed route would be cheaper to build. However, this 

route required the construction of a rail tunnel. Even with the tunnel, the grades would be at least 3% with 40 

curves. The route crossed several creeks and the Pedernales River just before entering Fredericksburg. 

Construction began on the branch line in late 1906. With the tunnel construction, it took better than two years 

to complete construction on the 25 mile branch, with a completion in mid-1909. In Fredericksburg a small 

combination passenger and freight station was built along with a small yard. Sidings for five customers were 

Figure 6 - Intermediate Extensions 

Figure 5 - The GNW Western Line  
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also constructed. As with the other extensions, passing sidings were placed at strategic locations. Even with 

the expensive tunnel construction, the Fredericksburg branch was an economic success. The Pedernales River 

Valley is very fertile and home to excellent fruits and vegetables. One freight train per day served the 

Fredericksburg area from Kerrville. A daily passenger train was also inaugurated out of Kerrville.  

Hunt Extension 

Hunt, TX is located about 10 miles west of Ingram. There are a number of summer camps located along the 

Upper Guadalupe River from Ingram to Hunt and beyond. The camp owners were asking for a branch to and 

beyond Hunt along the banks of both the North and South Forks of the Guadalupe to service these camps 

during the summer camp season. The Board could see the value of providing transportation to these camps as 

most of the “campers” were children of very politically influential people from Dallas, Houston, and San 

Antonio. With the completion of the first phase of the Western Line, the request was approved.  

The route followed the north bank of the Guadalupe River from Ingram to Hunt crossing several creeks and 

the South fork of the River in Hunt. In Hunt a wye was designed to turn the trains. From Hunt one route 

followed the north bank of the South Fork and the other the west bank of the North Fork. The design was for 

light engines and passenger cars. The survey and design were completed in 1920 and construction began in 

early 1921 with completion of both legs of the branch in 1923. In Hunt a combination passenger and freight 

station was constructed along with the wye and a team track. Flag stop stations were constructed at each 

camp entrance. During the Camp Season, a daily passenger train was dispatched from Kerrville with 

connections to San Antonio and Big Spring. Year round a daily mixed freight is dispatched from Kerrville. 

Bandera Extension 

When first requested, the Bandera extension was deferred for later construction due to the cost of the major 

bridge across the Guadalupe River on the way to Bandera. With the completion of the Western Line in 1926, 

the funding was approved and the route survey began. The survey showed that the best crossing site over the 

Guadalupe River was just southeast of the village of Legion, TX, about three miles from the main Kerrville 

yard. The route continued southeasterly along the south bank of the Guadalupe and then almost due south 

through rolling ranchland, crossing several creeks. Crossing the divide between the Guadalupe and Medina 

River watersheds called for some relatively steep grades (2% to 3%) and sharp curves (30 to 40). Once over 

the divide the route continued southward through gently rolling terrain to Bandera, a total distance from 

Kerrville of 31 miles. As the survey was being done the GNW Management decided to extend the line further 

to the town of Medina, TX. So, the route to Medina was also included. This route followed the north bank of 

the Medina River all the way to Medina, a distance of about 14 miles. So the total route distance for the 

extension was close to 50 miles. 

Once the route was approved in early 1927, construction began. With the Guadalupe River Bridge 

construction and the 50 odd mile route, the construction wasn’t finished until early 1929…an ominous year. 

In Bandera a medium combination passenger and freight station was built along with a small yard. Sidings 

for six customers were also constructed. In Medina, a small combination passenger and freight station with a 

team track was constructed. As with the other extensions, passing sidings were placed at strategic locations. 

Even with the expensive construction including the major bridge over the Guadalupe River, the Bandera 

branch was an economic success. The Medina River Valley is home to some excellent apple orchards and 

vineyards. Excellent grains and livestock were also shipped from the Branch. One freight train per day served 

the Bandera Branch from Kerrville. A daily Passenger train was also inaugurated out of Kerrville serving 

both Bandera and Medina.  
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Independent  Years  Summary  
The Gulf NorthWestern Railroad was founded in 1894 in San Antonio, TX. The existing SA&AP 150 mile 

main line from San Antonio to Corpus Christi (the Southern Line) was acquired when the GNW took control 

of the SA&AP assets along with several other branches and the prized Kerrville Branch. Using the existing 

trackage to Kerrville, the planned 425 mile Northwestern Line was completed from San Antonio to Lubbock 

in 1910. As each stage of the Northwestern Line was completed, the railroad became more profitable and 

successful. The completion to Big Spring was truly momentous as it gave the GNW access via the T&P 

Railroad to Dallas and Fort Worth as well as the soon to be discovered oilfields of the Northern Permian 

Basin.  

During WWI the GNW moved tremendous tonnages of war materiel as well as soldiers. As rumors of more 

oil strikes in the Southern Permian Basin became public, the GNW planned and completed the overall 410 

mile Western Line through Fort Stockton in 1925 and the extension to another connection with the T&P 

Railroad in Kent, TX in 1926. Crude oil shipment revenues alone from the Permian Basin through San 

Antonio to Corpus Christi coupled with the success of Corpus Christi as a deep water port and refining center 

for petroleum products made the GNW one of the most profitable railroads in Texas. This and bridge traffic 

from the Panhandle and West Texas made it one of the most sought after and actually envied railroads in the 

Western United States. Figure 7, below shows the Gulf NorthWestern Railroad, along with all adjoining 

railroads, as they existed in 1930. 

 

 

 

 

In Part Three the GNW becomes affiliated with its neighboring railroads. 

Figure 7 - The GNW in 1930 
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From Bob Sandhaas…. 

I recovered the link to Jim Thompson's Cashaway Valley RR website. He took the website 
down in 2017 from what I remember. 
   
https://web.archive.org/web/20160310125921/http://www.cashawayvalleyrr.com/ 
 

 

 

From Kelly Russell... 

Here is a shot of my new scratch-built 4-dome tank car.  And detail shot of the 3D Printed multi-housing cover 

created by JayC. Williams.   Yes, those are 1” letters from a custom printed decal sheet.  

 

 

 

From Craig Brantley… 

Cool photo.  I'm glad to see there was a guy on the brakes. 

https://web.archive.org/web/20160310125921/http:/www.cashawayvalleyrr.com/
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The old “geezers” train group, which normally meets on Tuesdays at 10:30 am to run trains, has suspended its 

group operations.  We just felt like we could not take a chance as we all are “senior, senior“ citizens. We sure 

hope “ALL” goes well for everyone and this virus is defeated totally and quickly. GOD BLESS and we are 

anxiously waiting until we all can run trains again.  

Thank you,  

Frank Wyatt  
 

 

My honey and I have scheduled our first cruise to Alaska, and I said as long as I got to ride the White Pass and 

Yukon up to Skagget...I’d go.   Looks as if that is going to be cancelled.   It’s not until the end of July....we 

will make the decision sometime in mid May if to cancel or not.   

Doing lots of work on the layout.    

Regards, 

Paul Cesak  
 

 

On the positive side I have had an opportunity to clean out my train room, edit my clinic, and work on two 

projects that had been on the back burner. On the negative side I host a group of British rail enthusiasts several 

times a year who stop in Houston for a city tour of our city. They arrive in Houston via Amtrak on the Sunset 

Limited from New Orleans and after visiting Houston and NASA take the train on to San Antonio. 

Unfortunately they are unable to get into the United States due to all the restrictions associated with the 

Coronavirus pandemic so we have had to cancel their upcoming tour in late April.  

Phil Stewart   

 

 

I’ve been retired now for over three years and for some reason it’s like now that I’m not supposed to go 

anywhere I have all this time to work on the railroad.  I finally built some trees that have been in my to-do 

box for years. I have also added some more people scenes to the layout.  I’ve gone through my locomotive 

roster and tuned some engines up.  I do so miss the operating sessions.  I trust all are well and are social 

distancing.  See you all around the block when this is over. 

Robert Ashcraft  

 

 

I have had to cancel 2 trips, but neither one of them was directly train related, although I always find a way to 

sneak prototype or model railroading themes into trips!  These would have been no exception. 

I have been working on my layout more than I would have otherwise.  It is all scenery work.  This was bare 

plywood and blue wall on March 15.  I will send another photo when it is completed or gets to the "good 

enough" stage to start working on other parts of the scenery.   

 David Paul    
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Being shut in has made perhaps a small increase in my 

modeling time.  It was already high since I'm retired, 

but now I really have no excuse!  Over the last month, 

I built the structure in the attached photos, finishing its 

installation on the layout just last Thursday.  I'm now 

starting work on a Barnhart Log Loader kit from 

Keystone Locomotive Works.  It will serve as the 

unloader at the log dump for the sawmill, visible in the 

background of one of the photos. 

Cheers, 

Carl Brainerd  
 

 

During this time of "STAY HOME" I am watching a number of YouTube train videos that can run for hours 

on this PC. Not that I look at them from beginning to end, but they provide a pleasant background noise of 

steam engine and diesel locomotive whistles, the cli-ki-ti clack of those steel wheels going over rail joints, 

railroad crossing warning bells and the rumbling sounds of the trains in the distance. The scenery is beautiful, 

especially in the winter snow up north because there "ain't" much snow here in Houston. Thanks for sending 

DERAIL. I enjoy it. 

Fr. Ronan Newbold, CP 

Holy Name Passionist Retreat Center 
 

 

Geoff and I were supposed to attend the Model Train Expo at the Utrecht Railway Museum, in Netherlands on 

March 13-15, 2020 but the Europe lockdown forced us to find a trip back to the US from Spain. The 3-day 

return trip took us from Spain to Netherlands to England to Miami and finally to Houston. We are so glad to 

be back home. 

Divina Gato-Hogno 

 

 

I had plane tickets purchased for May 13th for me to meet my brother, Tom (from NJ), in Albuquerque, NM, 

Then we would drive to Durango, CO to ride the Durango and Silverton Narrow Gauge Railroad.  This would 

be my second trip and his first.  Following our train ride on the 14th, we were going to visit several National 

Parks in UT.  There goes that story submission for the June Derail. 

Bob Sabol 

 

I had a transatlantic cruise this month from New Jersey to England that was cancelled. 

Once in Europe, I had plans to travel between London and Paris on the Eurostar.  This 

high-speed train travels in the Chunnel, the tunnel built under the English Channel, 

and was completed in 1994. 

Terri Sabol-Brogoitti 
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Oh What a Beautiful Day! 

I have been busy “workin’ on the railroad,” which means staying in a closed room except for the occasional 

trip to the garage for supplies. When the weather forecaster said how beautiful the weather would be on April 

14, I decided to give the railroad a rest and go look at the real thing. I also have a new camera with which I 

need more experience, so April 14 was my first “train chasing” day since the Big Boy. 

I decided to head to Rosenberg, but I had barely gotten a mile from home down Dairy Ashford when I got 

sidetracked by the Sugar Land local, 8:52a. There is a rail served industrial park just west of Dairy Ashford 

between W. Airport and S. Main which generates some nice dollars for the UP. The local comes out of Sugar 

Land yard behind the former sugar factory, and heads into the industrial area at Dairy Ashford. There is a 

nice double ended siding there which allows the engine to run around its train so that all moves are trailing  

point moves. Boise Cascade has a distribution warehouse that receives primarily center beam flat cars of 

lumber. There were 7 in there when Google Earth flew over. Next to that is a plastic packaging manufacturer 

that is quite sizeable. They have their own trackmobile and receive plastic pellets. There were 34 covered 

hoppers there when Google captured the image. Extra cars are stored on various tracks in the park. This 

morning the train included 8 covered hoppers, 4 tank cars, a box car and a center beam flat led by UP 1339.  

I headed down to the prison entrance just beyond Hwy 6, where a BNSF tank train is parked, led by 8386. I 

note the signal is yellow, so I head back to the sugar mill to catch it coming through Sugar Land, which is 

does at 9:20a. The second unit was Canadian Pacific 9760 and the DP power another CP #8068. As the train 

passed, I shot a number of photos of the virtually identical tank cars, all black, yet some are various shades of 

gray, some have brown rust on top, some are streaked. This is a lesson in weathering. 

I was getting ready to get in the car when more lights appeared, 9:29a. It was UP 1486 with a short local: 5 

covered hoppers, two tanks, and a box. I thought it might be another Sugar Land train, so I whipped around 

to the yard only to never see it again. It must have been a local headed to Rosenberg. The old scale car is still 

in the Sugar Land yard. I seems to have been there as long as I can remember, but some have questioned my 

memory. 
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The Nalco plant at Sugar Land is a sizeable chemical plant in the middle of town. It continues to be rail 
served, but only from the back side. Rails no longer connect to the main on S. Main. Most of the Sugar Land 

yard is Nalco tank storage, and Nalco has their own track mobile to move cars from the back to the racks on 
the S. Main side. Skeeters Stadium is only a few hundred feet away and frequently has fireworks. Let’s hope 
Nalco does not.  

As I headed back to old 90, an eastbound UP manifest train went past. I missed that one.  

I headed west on 90 and found my next trains at Harlem siding. Two rock trains were nose-to-tail on the 

siding with the second train getting a new crew. I knew I would see them later in the day, so kept driving. At 

10:00a I pulled into a roadside park on 90A at 359 to check the view, which was not good, but UP did not 

care and sent 2653 headed west by me with a train of empty gondolas. I assume that was an empty rock train. 

At the Brazos bridge UP had trucks lined up everywhere and some heavy equipment appeared to be clearing 

a log jam around some bridge piers. 

In Richmond, I did confirm that the cotton seed oil plant does have an active siding off of the UP with tank 

cars in place. Finding no real photogenic place there, I ended up in Rosenberg on Old Richmond Road which 

parallels the track. In its double track program, UP doubled the track from the cotton seed mill to Tower 17. 

They also installed talking detectors on both tracks at Richwood Lane.  

A BNSF Smithers Lake coal train was parked there. At 10:33a, a BNSF grain train (empty?) came through 

headed west on UP tracks led by 5762 and two brothers. At 10:55a, a UP manifest train heading east came by 

on the same track led by 6180. Then at 11:02 the Smither’s Lake coal train led by 9067 turned on the brights 

and headed east. I had picked Tuesday so I could see the Amtrak (it runs east Tuesday, Friday, and Sunday). 

Well, I did see it, at 11:06, between the hoppers of Smither’s Lake train.  

I moved to the Twr. 17 location. Both UP and BNSF signal maintainers were everywhere around Rosenberg, 

including several at the Twr. 17 boxes. First through (11:34a) was one of the rock trains seen earlier lead by 

UP 9041. It surprised me by moving from the UP to the BNSF tracks, then I remembered that they go up to 

Sealy before getting back on UP (MKT) tracks to head to the Georgetown area. Since the scenery around 

Twr. 17 is not very picturesque with the new bridge, I drove up to Chips on the ATSF (FritoLay factory) and 

caught the same train again (11:46a). Not only is US 59 (I-69) under construction all the way around 

Rosenberg, but the west end of Rosenberg is also under construction with a re-routing of Hwy. 36, new 

bridges, and the removal of a lot of old unused trackage. As of today, you have to go west on 90A toward 

East Bernard before you can turn north to reconnect with Hwy. 36.   

Right on the tail of the UP train at Chips was an empty BNSF coal train led by 5633 (12:01p). Following this 

was another empty UP rock train on the BNSF (12:12p), the train that I had seen getting a new crew at 

Harlem 2 hours earlier. Loco 5685 and 2 brothers led that train. I shot photos of a number of those rock 

hoppers again for weathering purposes. The white limestone really shows on the black cars.  

I then decided it was lunch time and went to Whataburger for my usual. Then as I ate, I drove to Kendleton 

to see what the KCS was doing – nothing. By the time I was through eating my fries I discovered that the 

burger I was given was not at all what I ordered, so as I drove back to Rosenberg I hit the Whataburger again. 

It seems the guy who got my order returned before I did, and they knew exactly what to fix in record time for 

me. 

I went back to the 3rd Street crossing to eat the burger and see if anything else would happen. The city nicely 

put in a parking lot right across the street from the Railroad Museum so I could watch and eat. An empty 

westbound (OK, northwest bound by the compass, eastbound by BNSF timetable) BNSF coal train was 
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sitting awaiting clearance. The UP detector went off at 1:50p and a westbound UP empty rock train came 

through with 5 units up front, led by 7821.  

At 2:06p an eastbound BNSF manifest (local?) came over the diamond led by 1637. It was short with a 

conglomeration of cars.  

Then a loaded UP rock train turned on its lights in the siding west of Twr 17 and came east led by 6577 

(2:12p). Two more locos were on the rear.  

As its lights faded another horn sounded, and at 2:27p the KCS made its first appearance, and what an 

appearance it was. First there were 9 retro-Belles on the front led by clean 4803. I think only 3 were powered 

up, but it was an impressive sight. Then the train, a mixed freight, came, and kept coming, and kept coming. It 

was the longest KCS train I have ever seen. Judging from the drivers trying to get across 3rd Street, it was the 

longest they had seen too. There are some good graffiti artists in Mexico! 

Was it now the turn of my empty BNSF coal train? No. Here came a BNSF double stack pounding the 

diamond, led by 8371 (2:50p). Half of the trailers were JB Hunt, about 25% Schneider, and a mixed bag for 

the others. Some empty autoracks filled out the tonnage. I decided to call it a day and head for my van. I 

opened the door and a horn sounded, so back to the track. This time a single BNSF 7339 led a totally JB Hunt 

double stack down the Galveston line (3:07p).  

I got in the van and headed toward home. The empty BNSF coal train hadn’t budged. I needed to stop by 

Home Depot on the way to pick up more Dremel cut-off disks and some adhesive caulk – after all I have a 

layout to finish. On the way I passed another UP rock train headed west. The first half were rock gondolas 

followed by sand/cement covered hoppers.  

Let’s recap: 5 ½ hours of railfanning. Locos from UP, BNSF, KCS, and CP. Nineteen trains: 1 tank, 1 

passenger, 1 grain, 2 intermodal, 2 manifest, 3 coal, 3 locals, and 6 rock/aggregate. Oh what a beautiful day! 
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   Happy May Birthdays! 

 

 

 

 
 

 

 

 

 

 

 

 

 

 

 

 

 

     Celebration Corner                  By Divina Gato-Hogno 

 Cliff Cheeseman working on his award-winning rail cars  Gil and Virginia Freitag, prior to the yearly family Thanksgiving Day 
in Huntsville State Park, which has been a tradition since 1970.  

Robert Ashcraft with the 4141 Presidential Train in the background. 

Robert Ashcraft 

Gil Freitag MMR Cliff Cheeseman 
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     APRIL FINANCIALS    By Richard Louvet 

 
Balance as of March 31st:  $21,404.39 
 
Income for March: 
 LSR Convention Reimbursements           $371 
 Vendor Table Sales                                    $25 
 Venue Deposit                                         $2000 
Expenses for March: 
 Train Show Expenses                       $867 
 Income Tax                                               $271 
 LSR Convention                                      $110 

     Celebration Corner                  By Divina Gato-Hogno 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

Steve and Jo Sandifer are celebrating their 50th wedding anniversary on May 12th. 
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Officers 

Derail Staff 

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! 

Conductor: Bob Sabol 

bsabol@stillmeadow.com 

Engineer: Terri Brogoitti 

tbrogoitti@stillmeadow.com 

 

Brakemen:  

Mark Couvillion    

 (mark_couvillion@hotmail.com)  

David N. Currey  

 (texasandlouisiana@msn.com) 

Divina Gato-Hogno 

 (d.gatohogno@gmail.com) 

Brian Jansky (brianj844@gmail.com) 

Pete Leach MMR (pleachtx55@gmail.com) 

Richard Louvet (secretary@sanjacmodeltrains.org) 

Gene Mangum (vice-president@sanjacmodeltrains.org) 

Al Partlow (alswitch@aol.com) 

Jeff Williams (mellowmiata@hotmail.com) 

 

 Video Corner 

 

 

 

Why Risk Your Life? – 
1940s Railroad Safety Film 

  

www.sanjacmodeltrains.org  
Webmaster: Brian Jansky  

The Derail — May 2020 

President:  Kelly Russell  

president@sanjacmodeltrains.org 

Vice President: Gene Mangum  

vice-president@sanjacmodeltrains.org 

Secretary/Treasurer: Richard (Dick) Louvet  

secretary@sanjacmodeltrains.org 

Director at Large:  Tom Bailey  

tfbailey@sbcglobal.net 

Past President: Robert (Bob) Barnett MMR 

rbarnett@ljaengineering.com  

Next Meeting 

TUESDAY, MAY 5 AT 7PM 

ONLINE ZOOM MEETING 

“THE TRUCKING INDUSTRY AND THE 

RAILROADS” BY BOB BARNETT 

CHECK YOUR UPCOMING EMAIL FOR 

THE LINK.  

 

 

Cinco de Mayo 

Refreshments:  

You (margaritas) 

http://maps.google.com/maps?q=Bayland+Community+Center+6400+Bissonnet+St.+Houston,Tx&oe=utf-8&rls=org.mozilla:en-US:official&client=firefox-a&um=1&ie=UTF-8&sa=N&hl=en&tab=wl
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mailto:brianj844@gmail.com
mailto:pleachtx55@gmail.com
mailto:secretary@sanjacmodeltrains.org
mailto:vice-president@sanjacmodeltrains.org
mailto:alswitch@aol.com
mailto:mellowmiata@hotmail.com
https://www.youtube.com/watch?v=BqpayZ2JqlU
https://www.youtube.com/watch?v=BqpayZ2JqlU
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