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In this monthôs Derail we will have several tributes to Gus Freitag.  I canôt think of a better tribute to Gus and his 

legacy to the model railroad community than to describe his lifeôs work éThe G&G Model Shop.  

The history of the G&G Model Shop is very well documented on their website and if you have not visited the site, I 

highly recommend it. G&G claims to be the ñoldest hobby shop in Texasò and I canôt see how that could be wrong. 

The only two real contenders in recent years would have been G&G and Hallôs Hobby Shop in Dallas.  Both opened 

for business shortly after World War II.  Since the founders of both shops are no longer with us, one would have to 

go into some ancient business or tax records to see who actually opened their doors first.  But the point is moot as 

Hallôs Hobby Shop closed several years ago leaving G&G in sole possession of the claim of being the oldest hobby 

shop in the state.  

Gus has been associated with G&G Model Shop since 1946. According to the eulogy delivered by his son, Derwood, 

Gus began working part time as the ñRepair guyò at G&G shortly after returning from the US Navy at the end of the 

War, while keeping his day job at a Houston bank. A short time later Gus transitioned to a full-time employee at 

G&G and remained so until he and wife Rhoda purchased the shop in the 1960ôs.  

Besides being a well-run and well-stocked hobby supply store G&G has always had another key ingredient missing 

from the modern discount or ñbig boxò stores ---- ambiance.   If you visit the web site and click on the customerôs 

stories link, you will find testimonial after testimonial that refer to the friendly service and relaxed atmosphere of an 

ñOld Fashioned Hobby Shopò.  Gus and all the folks at G&G made sure the new-comer as well as the old timers in 

the hobby felt welcome and were well served.  The friendly service that many business establishments claim, and few 

really deliver, accounts for the Shopôs loyal customer base over 70 years.  

I first visited G&G Model Shop in 1978 shortly after moving to Houston. Itôs hard to imagine now but 40 years ago 

there were no Google Maps or search engines to find a business or address. Even the Key Map was new then, so the 

$1.00 City maps sold at the gas station or Walgreens was it. Finding Bellaire Roundhouse was relatively easy, 

(Bellaire Blvd. was a long and well-known street). The same goes for Johnôs Hobby Shop at the corner of 

Westheimer and Drexel. But G&G was located on Times Boulevard, a very short street not easily found on those 

folded dollar maps. Besides, Times Boulevard must be ñdowntownò with a name like that.  So, imagine my surprise 

that when I finally located the hobby shop on Times, it was within walking distance of my house!!!  

Over the next 40 years I would visit G&G Model shop hundreds of times, my favorites being on Thursday evenings 
when the shop stayed open late. The atmosphere was always relaxed and friendly and the conversations excellent. I 
have included several photos borrowed from the G&G site with the Freitagsô permission. (There are many more on 
the website). Most of these are exterior shots of the shop over the years.  But my favorite is the interior shot taken 
from the front door of the Time Blvd. location. The full row of Athearn ñBlue Boxò kits and the row of hanging 
Design Preservation and Woodland Scenics kits date the photo from the late 1970ôs or 1980ôs. If I had a dollar for 
every time I walked through that door and was greeted by Gus behind the counter I could have retired early, or at 
least bought a few more brass engines.  Thank you to Gus, Rhoda and the Freitag family for providing the hobby 
community in Houston with a home base for over 70 years.                                                                       

    A Visit to the Hobby Shop   By Robert Barnett 
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    A Visit to the Hobby Shop   By Robert Barnett 

 

George Morrison the founder of 
G&G Model Shop moved the shop 

to this location in 1948, on Isabella 
Street just off Almeda Road (at that 

time SH 288). 

All Photos courtesy of                     

G&G Model Shop 

This classic image of the front fa­ade of G&G dates 
from the early 1950ôs. It is in the Rice Village on 

Times Boulevard. 
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    A Visit to the Hobby Shop   By Robert Barnett 

 

Perhaps the images that most current readers will recognize. 
The fa­ade of the shop in later years with the iconic G&G 

Model Shop Sign and Gus in the Shop 

The View from the Front Door at the 
Times Boulevard Store 
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Dǳǎ !ǘ ¢ŜȄŀǎ {ǘŀǘŜ wŀƛƭǊƻŀŘ                
tƘƻǘƻ ǎǳōƳƛǧŜŘ ōȅ ±ƛǊƎƛƴƛŀ CǊŜƛǘŀƎ 

The Derail ð May 2019 

    A Tribute to Gus Freitag   By Al Partlow 

On March 21st of this year we lost one of the truly remarkable members of our model railroad community 

here in Houston.  My memories of Gus go back over sixty years and over that time I got to know Gus and the 

Freitag family through a wide variety of experiences, some of which I will share with you in this writing. 

While Gus was known to most of us through the G&G Model Shop or his model railroad, Gus was much 

more than just those things.  He was part of the ñgreatest generationò as was evidenced by his enlistment in 

the United States Navy in 1944, while World War II was still raging throughout the world.  He served on the 

USS Alabama where he attended annual reunions for most of his life.  Gus was also a husband, father, 

brother and, most importantly, a very special friend to you and me. 

I first met Gus as a young boy just beginning the hobby of model railroading that we have all come to enjoy 

over the years.  Gus was the one that introduced me to HO scale modeling and I knew once I became 

involved that I was ñhookedò.  The G&G Model Shop in the Rice Village was the premier hobby shop in 

Houston beginning in the 1950s.  Gus always made me feel welcome and was always glad to share his 

extensive knowledge of model trains with me.  I am sure all of my countless questions were ones he had 

heard many times before, but he always treated them with patience and understanding.  I always appreciated 

the way he responded to me and kept me coming back to the store, sometimes several times a week, as I was 

building my first HO scale model railroad.     

As I continued to enjoy the hobby through my school years and adulthood, I regularly visited the G&G and 

maintained my relationship with Gus.  The one thing I noticed was that Gus never seemed to age and always 

bore the same resemblance to the neatly dressed young hobby shop owner that I had first met way back 

when.  He continued to have that twinkle in his eye and always ready to share a laugh. 

Through the years, I became acquainted with other members of the Freitag family, including his wonderful 

wife Rhoda, daughter Diane, and grandson Keith.  I was also fortunate, like many of you, to meet brother 

Gil, his wife Virginia and their son Gilbert.  Whether it was a birthday party, open house, anniversary or 

other event, the members of the extended Freitag family were always celebrating something and it was 

always a pleasure to be included. 

Along with many of you, I recently attended another Freitag event which was the celebration of the life of 

our friend, Gus Freitag.  While sad for those of us who knew Gus for a long time, the service also brought 
back wonderful memories and those are what I choose to remember today.   While our hobby has lost one of 
those very special individuals, all that have known Gus are better for that experience.      

¢ƘŜ ŬǊǎǘ ǎǘǊǳŎǘǳǊŜ Dǳǎ ǎŎǊŀǘŎƘōǳƛƭǘ    
tƘƻǘƻ ǎǳōƳƛǧŜŘ ōȅ ±ƛǊƎƛƴƛŀ CǊŜƛǘŀƎ 
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     Markôs Minute       By Mark Couvillion 

The Derail ð May 2019 

     Upcoming Elections    By Rex Ritz 

Elections for the new year, which begins in September, are coming up soon in 
under five 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. 
 
Letôs 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 
 

Last month we mentioned finding a wiring error and how to find one as you make it.  If one 
develops later, there is a simple technique to help you visualize both sides (top and bottom) of 
the layout.  Get a large supply of colored push pins in the same colors as your bus wires.  
Using a different color push pin from these, mark the boundaries of your affected blocks / 
power districts / zones on the top of the railroad.  Using the colored pins of the same color as 
the bus wires, place the properly colored pin adjacent to the feeder connection to the rail.  The 
push pins give you a visual representation of the wiring underneath so that you can 
troubleshoot from above.  Take your time, make notes, and make a detailed drawing.  You will 
be able to ñseeò something from above that you wonôt see from below.  Check that the light 
feeder wire connects to the light bus wire and the proper rail, and that the dark feeder wire 
connects to the dark bus wire and the proper rail.  Sometimes they get crossed!  Remember, 
the rail acts as a wire too, so you may have to disconnect something underneath, or cut a gap 
on top, to totally isolate the section you are investigating.  
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 REALISTIC OPERATIONS ON YOUR MODEL RAILROAD 31      By Al Partlow 

A recent article in Model Railroader Magazine on ñTrackage Rightsò serves as the basis for this installment 

of our operations series.  In this edition, we will not only discuss ñtrackage rightsò, but also ñhaulage 

agreementsò and ñdetour agreementsò.  While we do not have to be concerned with all of the legal jargon 

associated with these agreements, they do provide a reason for railroad modelers to expand our single 

railroad operations to include other railroads on our layouts.  This in turn allows us to include the motive 

power and other equipment of the ñforeign railroadò in our model railroad operations. 

ñTrackage rightsò have existed since early times in the railroad industry.  Since 1980, the Surface 

Transportation Board (STB) has had jurisdiction over these agreements between railroads.  Simply stated, 

these agreements allow one railroad to operate its trains over another railroadôs lines.  The ñforeign roadò 

pays the ñhome roadò a fee to help cover track maintenance, dispatching, and various other expenses of 

ñhome roadò operations.  The mutual benefit is that the ñhome roadò earns additional revenue and the 

ñforeign roadò saves the cost of building and operating a separate line. 

While it is difficult for a railfan to tell if a train is operating under ñtrackage rightsò or is simply a ñhome 

roadò train with ñforeign roadò motive power in the consist, the use of a foreign roadôs power does make for 

more interesting and colorful modeling possibilities in either case.  A good example of a trackage rights 

agreement in this area is the Kansas City Southernôs use of Union Pacific trackage through Houston for its 

trains moving from Beaumont to Rosenberg to reenter KCS trackage.  This arrangement is an ñoverhead 

trackage rightsò agreement as the KCS may not originate or terminate traffic on UP points along this track 

segment.  Typically, the KCS operates their own motive power on these trains.  KCS crews must qualify to 

operate on these lines and operate under the UP Rulebook/Timetable while on duty. 

ñHaulage Rightsò are different altogether, as in these agreements the ñhome roadsò employee protection is 

eliminated so they are no longer responsible for loss of work or jobs, where under ñtrackage rightsò the 

ñhome roadò employees can be entitled to up to six years pay.  The ñforeign roadò gets total control of the 

marketing function under this type of agreement, but does not have operating responsibility.  They are 

responsible for car supply and for all loss and damage claims.  The ñhome roadò retains direct control over 

operations providing track, crews, dispatching, and sometimes motive power.  In return they receive a cents-

per unit mile fee for each car moved.  The rates or contracts entered into with shippers are not under STB 

jurisdiction and, as a result, financial terms are not public record.  Also, the shipper only has to negotiate 

with one carrier to secure a rate or contract. 

Perhaps the simplest railroad operating agreement in terms of interest and application to railroad modelers is 

that of the ñdetour routeò agreement.  These agreements provide for one railroad to operate over the lines of 

another railroad when there is a reason to do so.  Reasons for detour movements include derailments, 

scheduled maintenance work, flooding, washouts, mudslides, forest fires, and other emergency situations.   

While the railroad industry has always been a competitive one, the railroads recognized early on that 

cooperation in times of crisis was in the best interest of all carriers concerned.  In 1905, the American 

Railway Association adopted a ñStandard Form for Detour Agreementò which would govern railroad rights 

to operate over another railroad in an emergency situation.  While modified over the years, it remains a single 

double-sided legal page document that still controls most detour movements.   

The mechanics of these agreements is simple with the ñforeign roadò notifying the ñhome roadò why it wants 

to use the ñhome roadsò line(s) and what line(s) it wants to use.  The number of trains it wants to detour is 

also provided in addition to any other information the ñhome roadò requires.   
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 REALISTIC OPERATIONS ON YOUR MODEL RAILROAD 31      By Al Partlow 

The ñhome roadò can always decline the request, but this seldom happens as the reverse may occur in the 

future and could result in an unfavorable situation based on a past denial.  The ñforeign roadò usually 

provides crews and motive power, although the ñhome roadò may require a ñpilotò (engineer or conductor) 

who is familiar with the line and signal system for safety reasons.  For a long detour route, the ñhome roadò 

may provide crews for the middle part of the route.  Helpers or locomotives with cab signals may also be 

provided as needed to move trains over the railroad. 

It is interesting to note that the ñforeign roadò assumes all risk and liability even if the ñhome roadò is 

negligent or at fault in the event of an incident. 

Compensation is paid by the ñforeign roadò and, since 1978, has been at a rate of $9 per train mile plus any 

crew costs, fuel expenses, supplies, and repairs if the ñhome roadò provides additional services.  While there 

have been attempts over the years to increase the rate, I have not been able to ascertain whether this has 

actually occurred.  If a detour situation involves a detour movement by an Amtrak train, the Rail Passenger 

Service Act only allows for the ñhome roadò to charge incremental costs for handling the movement (no 

profit element allowed).  However, Amtrak must still use pilots or cab signal locomotives when necessary.  

For those of us who are interested in prototypical operations on our model railroads, these various types of 

agreements allow us to realistically represent what actually takes place on the railroad we are modeling.  

Regardless of era, these documents provide a basis for expanding beyond our single railroad motive power 

and other equipment to include other railroads that might enter into these agreements to move traffic over our 

lines.  Detour movements can include any other local railroads that need access to our railroad in the event of 

some kind of emergency.   

For more modern era modelers, trackage rights agreements are numerous due to all of the mergers and 

acquisitions over the last fifty years.  For example, after the UP-SP merger in 1996, the BNSF was granted 

trackage rights on numerous UP lines throughout Texas and Louisiana.  It is not unusual to see BNSF trains 

operating over various UP line segments in this part of the country on a daily basis.            

Modern era modelers can also utilize 

the numerous detour agreement 

movements that take place every year 

in the railroad industry.  Modeling 

these movements on our layouts is not 

only prototypical, but adds additional 

operating elements to our model 

railroads.  For example, there are 

currently extensive detour operations 

taking place in the Midwest United 

States due to the excessive flooding 

being experienced there.  

Regardless of the era you model, take 

advantage of these various agreements 

to create more varied and interesting 

train movements on your layout.  

Rock Island Detour Movement on T&NO at Hempstead 
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Saturday, April 6th, 2019, Club Memberôs, David Shafer and Chuck Clark, set up the SJMRRCôs switching 
layout for the general public to operate at the Rosenberg Railroad Museum for the annual ñRail Daysò 
extravaganza. 
 
Behind the museum, three railroads have trackage rights, (Kansas City Southern, Union Pacific, and the 
Burlington Northern / Santa Fe) and there was very heavy train traffic all day. There was one train I found 
very interesting. The train consisted  of old dilapidated box cars heading for the scrap yard on the KCS tracks.  
 
The morning of the festival at the museum looked like it would rain any minute, but after a very brief shower 
in the early afternoon, the clouds departed, and the day turned out to be a very nice with plenty of sunshine, 
although a very humid dayð typical of the weather in Southeast Texas in early spring. 
 
The crowd that attended the museum was smaller than the crowd from last year, but there were enough 
attendees to keep David and me busy all day with the clubôs switching layout during the festival. Here are a 
few photographs of the event.  

     Rail Days in Rosenberg        By Chuck Clark 

David Shafer gives instruction to one of the many young-
sters that operated  the club layout  

Double headed coal train on the BNSF tracks       
(when this train passed, the smell of coal filled the air) 

KCS train 

Santa Fe ñWar Bonnetò paint scheme  
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American Civil War Railroad Follow-on Series, Chapter 6:  Horse Power 

[Having enjoyed Steve Sandiferôs April club clinic presentation on poultry and fish cars, I decided to get a bit ñanimalisticò myself 

for this monthôs installment of my Civil War Railroad series.  Thanks for the inspiration, Steve!] 

Logistics may not be the most interesting or exciting aspect of Civil War history but its importance cannot be 

denied or underestimated.  Distance, time, consumption, and transport capacity are the key elements making 

up military logistics strategy.  An army does not fight very well on an empty stomach!  Generals on both sides 

of the American Civil War had to carefully balance and manage these elements when planning and executing 

both offensive and defensive maneuvers and operations. 

Prior to 1830, everything that an army needed to perform had to be carried to the battlefield by ñmuscle 

powerò ï either by the soldiers themselves or via animal power - typically horse or mule.  [Horses were 

generally preferred as sometimes mules failed to perform their patriotic duties (HA!).]  The only exceptions to 

this rule was what could be scavenged from the local countryside and water.  According to a Combat Studies 

Institute document, there was plenty of historical empirical data available as to how far a certain specified 

army could go before needing to be resupplied.  Of course, the answer depended on how many animals were 

needed to pull wagons, and such to deliver those supplies.  Animals also needed to eat, whether they were 

pulling a wagon or not, so not only were they pulling provisions for the soldiers but also provisions that 

would allow them to survive.  With the advent of railroads prior to the American Civil War, military logistical 

tactics changed dramatically.  Armies could move further and faster via trains and armies could extend a 

much greater distance from a main supply base with supply coming mostly via ñiron horseò locomotive 

power.  Troops arrived fresh and wounded soldiers could be transported to the rear areas for care and recovery 

faster and at much greater numbers.  During many battles and military campaigns waged during the war a 

supply train would park as close to the fighting as possible with horse-drawn wagons going back and forth to/

from ñthe frontò. 

CƛƎǳǊŜ м - 9ŶŎƛŜƴŎȅ ƻŦ ǘǊŀƛƴǎ ƻǾŜǊ ƘƻǊǎŜ ƻǊ ƳǳƭŜ-ŘǊŀǿƴ ǿŀƎƻƴǎΦ  CǳŜƭ ǿƻǳƭŘ ōŜ ŀ ŎƻƳǇŀǊƛǎƻƴ ƻŦ ŀƴƛƳŀƭ ŦƻƻŘ ǾǎΦ ǿƻƻŘ ŦǳŜƭ ŀƴŘ ǿŀǘŜǊ                    
ŦƻǊ ǘƘŜ ƛǊƻƴ ƘƻǊǎŜΦ  ! ǘǊŀƛƴ ŎƻǳƭŘ ŀƭǎƻ ǘǊŀǾŜƭ р ǝƳŜǎ ŦŀǎǘŜǊΦ 

  American Civil War Railroad Follow-on Series   By Jeff Williams 
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While there were a number of steam locomotive configurations in existence in the 1860s, the 4-4-0 wood 

burner was the main workhorse.  Now, while the term ñhorsepowerò was derived from the ability of a horse to 

pull a certain sized cart or wagon, in reality it applies to how much power an engine can generate. The new 

iron horses were not classified by the amount of horsepower they could generate.  Instead, steam locomotives 

were classified by their ñtraction effortò, which is the power that could be generated by the locomotive where 

wheels met rails.  Traction effort, important for overcoming both initial stiction to get the consist moving and 

rolling resistance at the desired consist speed, was critical in determining how many rail cars a locomotive 

could pull over a given section of rail, point-to-point.  Of course, there were many variables that went into 

determining a particular locomotiveôs traction effort.  One of the most interesting variables was main driving 

wheel size.  Large, 80-inch diameter wheels were designed for speed, to support passenger transport, over 

largely level terrain; 50-inch diameter wheels were designed for switchers; and smaller 40-inch diameter 

wheels on gear-driven Shays were designed to provide maximum torque for steep grade operations.  Of 

course, in a wartime setting military personnel were forced to use whatever railroad equipment that was 

available and improvise accordingly. 

Unloaded, a 4-4-0 locomotive, configured for passenger operations, could hit 60 mph (40 mph with passenger 

cars attached).  However most Civil War rail cargo operations were planned at speeds around 15 mph and 

many military trains were loaded to overcapacity, often significantly so, resulting in significant wear and tear 

on locomotives, rolling stock and the track itself.  A typical 4-4-0 could pull approximately 410 tons of cargo 

and rail cars over level terrain at 15 mph.  At this speed and over good track (often the limiting factor on 

speed) this locomotive could pull approximately 20 loaded freight cars.  However, conditions were hardly 

ever ideal, especially in the theater of war, so most train consists were significantly shorter. 

CƛƎǳǊŜ н ς tŜǊƛƻŘ ǇƘƻǘƻƎǊŀǇƘ ƻŦ ŀ ǘȅǇƛŎŀƭ /ƛǾƛƭ ²ŀǊ-п-п-л ŎƻƴǎƛǎǘΦ  Lǘ ǿŀǎ ƴƻǘ ǳƴǳǎǳŀƭ ǘƻ ƘŀǾŜ ōƻȄ ŎŀǊǎΣ ƘƻǊǎŜ ŎŀǊǎ ŀƴŘ ǇŀǎǎŜƴƎŜǊ ŎŀǊǎ ƛƴ ǘƘŜ ǎŀƳŜ 
ŎƻƴǎƛǎǘΣ ŀƭǘƘƻǳƎƘ ƛǘ ƳƛƎƘǘ ƘŀǾŜ ōŜŜƴ ŀ ōƛǘ ƭŜǎǎ ƳŀƭƻŘƻǊƻǳǎ ǘƻ ǘƘŜ ǇŜƻǇƭŜ ƛƴ ǘƘŜ ƻǇŜƴ ǿƛƴŘƻǿ ǇŀǎǎŜƴƎŜǊ ŎŀǊ ƘŀŘ ǘƘŜȅ Ǉǳǘ ƛǘ ƛƴ ŦǊƻƴǘ ƻŦ ǘƘŜ ƘƻǊǎŜ 
ŎŀǊΣ ƘǳƘΚ  !ƭƭ ƪƛŘŘƛƴƎ ŀǎƛŘŜΣ ƻƊŜƴ ǘƘŜ ǇŀǎǎŜƴƎŜǊ ŎŀǊ ǿŀǎ ŀǘ ǘƘŜ ǊŜŀǊ ƻŦ ǘƘŜ Ŏƻƴǎƛǎǘ ǇǊƻǾƛŘƛƴƎ ŀ άŎŀōƻƻǎŜ-ƭƛƪŜ ŦǳƴŎǝƻƴέ ǿƛǘƘ ŀƴ ƛƴŘƛǾƛŘǳŀƭ ƻƴ ǘƘŜ 

ōŀŎƪ-ƻōǎŜǊǾŀǝƻƴ ǇƭŀǜƻǊƳ ǿŀǘŎƘƛƴƎ ŦƻǊ ŀǇǇǊƻŀŎƘƛƴƎ ǘǊŀƛƴǎ ŦǊƻƳ ǘƘŜ ǊŜŀǊΦ 

  American Civil War Railroad Follow-on Series   By Jeff Williams 
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Returning to our four-legged friends, despite the presence of railroads, horses were absolutely vital to military 

operations during the Civil War.  As previously noted, horses pulled supply wagons from parked supply trains 

to where the armies were stationed or fighting.  They also pulled artillery pieces from supply trains to the 

battle.  They provided mounts for the generals and other top military officials so that they could move around 

the battlefield to gather intelligence quickly.  They also provided mounts for scouts and entire cavalry 

regiments.  These cavalry regiments were absolutely crucial to the army as they performed scavenging, 

sabotage, intelligence, flanking, and post-fight enemy chase missions.  To be fair, cavalry regiments often 

operated somewhat independently from the main body of the army and therefore seldom used railroads for 

transport.  However, horses also provided another critical function ï they supported key ñload testsò.  After 

the retreating Confederates destroyed the railroad bridge over Potomac Creek it was rebuilt in just 9 days by 

the United States Military Rail Road.  However, prior to allowing trains to cross the bridge it had to be tested.  

A locomotive was pulled across this rickety bridge by a horse team to make sure it would not collapse under 

the load!  The test was successful.  Horses were indeed critical to military operations and needed to get to the 

various battlefields somehow.   

CƛƎǳǊŜ о ς tŜǊƛƻŘ ǇƘƻǘƻƎǊŀǇƘΥ  [ƛƴŎƻƭƴϥǎ Ϧ.ŜŀƴǇƻƭŜ ŀƴŘ /ƻǊƴǎǘŀƭƪϦ ōǊƛŘƎŜ ƻǾŜǊ tƻǘƻƳŀŎ /ǊŜŜƪ ƻƴ ǘƘŜ wƛŎƘƳƻƴŘΣ CǊŜŘŜǊƛŎƪǎōǳǊƎ ŀƴŘ tƻǘƻƳŀŎ ww 
ŀƊŜǊ ōŜƛƴƎ ŎƻƳǇƭŜǘŜƭȅ ǊŜōǳƛƭǘ ƛƴ Ƨǳǎǘ ф Řŀȅǎ ōȅ мнл ǎƻƭŘƛŜǊǎ ƻŦ ǘƘŜ ¦{awwΦ  ! ƘƻǊǎŜ ŘǊŀǿƴ ǘǊŀƛƴ ǿŀǎ ǇǳƭƭŜŘ ŀŎǊƻǎǎ ǘƘŜ ǊŀǇƛŘƭȅ ŎƻƴǎǘǊǳŎǘŜŘ ōǊƛŘƎŜ 
ǘƻ ƳŀƪŜ ǎǳǊŜ ǘƘŜ ƴŜǿ ōǊƛŘƎŜ ŎƻǳƭŘ ǎǳǇǇƻǊǘ ǘƘŜ ƭƻŀŘ ŀǎ ŀ ǘŜǎǘ ǎǳŎƘ ǘƘŀǘ ƴƻ ƘǳƳŀƴ ƭƛŦŜ ǿƻǳƭŘ ōŜ ƛƴ ǇƭŀŎŜŘ ƛƴ ƧŜƻǇŀǊŘȅΦ  {ƻ ǿƘȅ ǘƘŜƴ ŀǊŜ ǘƘƻǎŜ Ǝǳȅǎ 

ǎǘŀƴŘƛƴƎ ƻƴ ǘƻǇ ƻŦ ǘƘƛǎ ǘǊŀƛƴΚ 

Even in the 1860s, railroads had livestock cars for horses, cattle, mules, goats and sheep.  The most defining 

aspect of a typical livestock car was slatted side walls and even end walls for air circulation. 

CƛƎǳǊŜ п - aƻŘŜƭ ƻŦ ŀƴ муслϥǎ ŜǊŀ ¦ƴƛƻƴ tŀŎƛŬŎ ƘƻǊǎŜ ŎŀǊΦ  bƻǘŜ ǘƘŜ ŎŀǇŀŎƛǘȅ ǊŀǝƴƎΦ  ! Ŧǳƭƭ-ƎǊƻǿƴ ƘƻǊǎŜ ǿŜƛƎƘǎ ŀƴ ŀǾŜǊŀƎŜ ƻŦ мΣллл ƭōǎΦ                
ǎƻ ǘƘŜȅ ŎǊŀƳƳŜŘ рл ƘƻǊǎŜǎ ƛƴǘƻ ǘƘƛǎ ос Ɗ ƘƻǊǎŜ ŎŀǊΣ ǊƛƎƘǘΚ  ¢Ƙŀǘ L ǿƻǳƭŘ ƭƛƪŜ ǘƻ ǎŜŜΗ 

  American Civil War Railroad Follow-on Series   By Jeff Williams 
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A properly configured horse rail car would have individual stalls for the horses to help support them so they 

donôt fall during transport and severely injure themselves.  It would also have food and water troughs for the 

animals.  They would also likely carry whatever veterinary supplies that were in existence and use at the time. 

CƛƎǳǊŜ р - tŜǊƛƻŘ ǇƛŎǘǳǊŜ ƻŦ ƘƻǊǎŜǎ ōŜƛƴƎ ƭƻŀŘŜŘ ƻƴǘƻ ŀ Ǌŀƛƭ ŎŀǊ ƛƴ ǇǊŜǇŀǊŀǝƻƴ ŦƻǊ ǘǊŀƴǎǇƻǊǘ ǘƻ aŀƴŀǎǎŀǎ WǳƴŎǝƻƴΣ ±!                                          
ŘǳǊƛƴƎ ǘƘŜ CƛǊǎǘ .ŀǧƭŜ ƻŦ .ǳƭƭ wǳƴΦ 

 

The reality was that proper horse cars were in limited supply.  In war time necessity is the mother of invention 

and armies used regular box cars to transport horses as well.  Doors would be cracked open to provide some 

limited air circulation and men often rode in these box cars along with the horses to calm them.  This worked 

adequately as long as the travel distance and time in route was not too great. 

CƛƎǳǊŜ с ς tŜǊƛƻŘ ǇƘƻǘƻƎǊŀǇƘ ƻŦ ǘȅǇƛŎŀƭ ǊƻƭƭƛƴƎ ǎǘƻŎƪ ŀǾŀƛƭŀōƭŜ ǘƻ /ƛǾƛƭ ²ŀǊ ŀǊƳƛŜǎΦ  bƻǘŜ ǘƘŜ ƭŀŎƪ ƻŦ ƘƻǊǎŜ ŎŀǊǎ ƛƴ ǘƘƛǎ ȅŀǊŘΦ  Cƭŀǘ ŎŀǊǎ ǿŜǊŜ ǳǎŜŘ ǘƻ 
ǘǊŀƴǎǇƻǊǘ ŀǊǝƭƭŜǊȅ ǇƛŜŎŜǎ ŀƴŘ ǎƻƭŘƛŜǊǎΦ  .ƻȄ ŎŀǊǎ ǿŜǊŜ ǳǎŜŘ ǘƻ ŎŀǊǊȅ ŜǾŜǊȅǘƘƛƴƎ ŦǊƻƳ ŦƻƻŘ ǘƻ ŀƳƳǳƴƛǝƻƴΣ ƳŜŘƛŎŀƭ ǎǳǇǇƭƛŜǎΣ ƳŜƴΣ ŀƴŘ ŜǾŜƴ ƘƻǊǎŜǎΦ 

 

Passenger rail cars, if they were used at all, during an army campaign were limited to use by generals and 

other top military staff personnel.  The ordinary soldier had to get to battle however he could.  There are 

numerous Civil War train pictures of soldiers riding on top of the roofs of rail cars.  I guess, given the times, it 

was ñpick your poisonò ï you could face your fate in battle or roll off the roof of a moving freight train! 

  American Civil War Railroad Follow-on Series   By Jeff Williams 
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CƛƎǳǊŜ т ς tŜǊƛƻŘ ǇƛŎǘǳǊŜΥ  !ƭƭ ƭƻŀŘŜŘ ǳǇΗ  Wǳǎǘ ŀ ƎǳŜǎǎ ƻƴ Ƴȅ ǇŀǊǘ ōǳǘ ƛǘǎ ǇƻǎǎƛōƭŜ ǘƘŀǘ ǘƘŜ ƭŜƊ Ƴƻǎǘ Ǌŀƛƭ ŎŀǊ ƛǎ ŀƴ ŀƳƳǳƴƛǝƻƴ ŀƴŘκƻǊ ŦƻƻŘ ŎŀǊ ŀǎ ŀƭƭ 
ǘƘŜ ŘƻƻǊǎ ŀƴŘ ǿƛƴŘƻǿǎ ŀǊŜ Ƴƻǎǘƭȅ ŎƭƻǎŜŘ όǎǇŀǊƪǎ ŦǊƻƳ ƭƻŎƻƳƻǝǾŜ ŜƴǘŜǊƛƴƎ ǘƘƻǎŜ ƻǇŜƴƛƴƎǎ ŎƻǳƭŘ ǊŜǎǳƭǘ ƛƴ ŀ ǾŜǊȅ ōŀŘ ŘŀȅΗύ  ¢ƘŜ ƴŜȄǘ ŎŀǊ ŎƻǳƭŘ ōŜ 
ŀ ōƻȄ ŎŀǊ ŎƻƴǘŀƛƴƛƴƎ ƘƻǊǎŜǎ ŀǎ ǘƘŜ ǿƛƴŘƻǿǎ ŀǊŜ ƻǇŜƴ ŀƴŘ ǘƘŜǊŜ ŀǇǇŜŀǊǎ ǘƻ ōŜ ƘƻǊǎŜ ƘŜŀŘǎ ǾƛǎƛōƭŜΦ  bƻǘŜ ǘƘŜ Ƴŀƛƴ ŘƻƻǊ ƛǎ ƻǇŜƴ ŦƻǊ ŀƛǊ ŎƛǊŎǳƭŀǝƻƴ 
ŀƴŘ ǘƘŜǊŜ ŀǇǇŜŀǊǎ ǘƻ ōŜ ŀ ǎƻƭŘƛŜǊ ǎƛǩƴƎ ƛƴ ǘƘŜ ƻǇŜƴƛƴƎ όŀ ǇƻǎǎƛōƭŜ ƭŜƎ ƛǎ ǾƛǎƛōƭŜύΦ  bƻǘŜ ǘƘŜ ŀǊǝƭƭŜǊȅ ǇƛŜŎŜǎ ŀƴŘ ƳŜƴ ǎƛǩƴƎ ƻƴ ǘƘŜ ƅŀǘ ŎŀǊ ǘƻ ǘƘŜ 

ǊƛƎƘǘ ƻŦ ǘƘŜ ƘƻǊǎŜ ŎŀǊΦ   

CƛƎǳǊŜ у - !ƴ ŀǊǝƭƭŜǊȅ ōŀǧŜǊȅ ōŜƛƴƎ ŘǊŀǿƴ ōȅ ŀ п-ƘƻǊǎŜ ǘŜŀƳ όbƻǘŜΥ  Lǘ ƻƊŜƴ ǘƻƻƪ ŀ с-ƘƻǊǎŜ ǘŜŀƳ ǘƻ ƎŜǘ ŀƴ ŀǊǝƭƭŜǊȅ ōŀǧŜǊȅ ƛƴǘƻ ǇǊƻǇŜǊ Ǉƻǎƛǝƻƴ ǳǇ 
ƻƴ ǇǊŜŦŜǊǊŜŘΣ ŜƭŜǾŀǘŜŘ ƎǊƻǳƴŘΦύΦ  !ƴ ŀǊǝƭƭŜǊȅ ōŀǧŜǊȅ ŎƻƴǎƛǎǘŜŘ ƻŦ ŀ ǿŀƎƻƴ ǿƛǘƘ ŀƴ ŀƳƳǳƴƛǝƻƴ ōƻȄΣ ŎƻƴǘŀƛƴƛƴƎ ŘƛũŜǊŜƴǘ ƪƛƴŘǎ ƻŦ ǎƘŜƭƭǎΣ ǇƻǿŘŜǊ 
ŀƴŘ ŦǳǎŜǎΣ ŀƴŘ ǘƘŜ Ŏŀƴƴƻƴ όǿŜƛƎƘƛƴƎ ƻǾŜǊ мллл ƭōǎΦ ōȅ ƛǘǎŜƭŦύ ŀǧŀŎƘŜŘ ǘƻ ǘƘƛǎ ǿŀƎƻƴΦ  ! ǎƛƴƎƭŜ ŀǊǝƭƭŜǊȅ ǊŜƎƛƳŜƴǘ ƳƛƎƘǘ Ŏƻƴǎƛǎǘ ƻŦ ŀǎ Ƴŀƴȅ ŀǎ нп 

ŀǊǝƭƭŜǊȅ ōŀǧŜǊƛŜǎΦ  ¢ƘŀǘΩǎ ŀ ƭƻǘ ƻŦ ƘŀǊŘǿŀǊŜ ŀƴŘ ƘƻǊǎŜǎΗ 

 

Now, while I have kept this installment light and perhaps even a bit whimsical, Civil War battles and entire 

military campaigns were often won or lost based on how well the combatants could supply their armies in the 

field.  In later chapters in this series you will see how important logistics were to the Battle of Gettysburg and 

even to the final surrender at Appomattox Court House.   

During the American Civil War, while there was telegraph to somewhat aid in locomotive dispatching, most 

trains operated on fixed schedules over mostly single-track lines.  Train schedules became progressively less 

effective as the iron horses neared fighting areas.  In war zones trains often moved with no orders at all, 

driven by caution, courage and necessity.  Yet, despite these impediments, trains provided amazing feats of 

military and civilian transport during the most difficult of times and circumstances.  We need to tip our caps 

to those that kept the iron horses chugging on both sides of this terrible conflict and to the 4-legged horses as 

well. 

Sources: 

ñRailroad Generalship:  Foundations of Civil War Strategyò, Combat Studies Institute. 
ñVictory Rode the Rails:  The Strategic Place of the Railroads in the Civil Warò, Bobbs-Merrill, 1953. 
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 Passenger Cars On the Kingsville Division Circa 1982        By David N. Currey 

When I hired out on the Kingsville Division of the Missouri Pacific Railroad in 1979, it had been 

over a decade since there had been any regular scheduled passenger service.  The Valley Eagle 

and the remnant of the Pioneer were both long gone.  That did not mean that passenger equipment 

never ran on the division, but it was relatively rare. 

 

The most commonly seen passenger car was an MP business car, possibly #3 or #8, painted in 

Jenks Blue, just like the MP passenger scheme before Amtrak took over.  I can't really remember 

for sure, but I think it was the same car every time, and assumed it was assigned to the Kingsville 

Division, or perhaps the MP's Southern District.  It was a regularly seen entity on the division, 

being pulled on the end of freight trains.  It wasn't just for the Kingsville superintendent, but at 

least once I saw it being utilized by the assistant superintendent.  

 

The business car was very smooth-riding and quiet compared to a noisy caboose.  I was on at least 

two trains when we had the business car in tow.  On one occasion, when I was the rear brakeman, 

we had it southbound out of Houston Settegast Yard, and it was unoccupiedðprobably being 

ferried to Corpus Christi for use by the superintendent.  A caboose, where I was riding, was 

trailing the car.  I boarded the caboose at the Settegast south crew shack as the train left the yard, 

and the first thing I did was check the air pressure.  It was at about 80 psi, which indicated a good 

train line.  I noticed some slack as we crossed the SP underneath the Englewood Yard hump, but 

didn't think much of it.   

 

At New South Yard, the engineer contacted me by radio, probably because he had never heard me 

announce when the brakes were kicking off, which I had never heard even once as we went across 

town.  He asked me how much air I had, and it was still at 80.  He then made a 5 pound reduction, 

and I informed him that nothing was happening on the caboose;  the air remained at 80.  I checked 

the business car, and the brakes were not setting up on it either.  That's probably why I felt a little 

slack now and then. 

 

A carman was called out of Settegast, and he determined that there was a blockage in the business 

car's train line.  We set the car out at South Yard, after this at least 30 minute delay, and then went 

on our merry way.  Later, I found out that the carman at Settegast was fired for doing an improper 

air test. 

 

Another incident with the business car occurred in Angleton as we were headed northbound to 

Houston.  The assistant superintendent was aboard the car, with his wife and kids.  We had been 

having a less than stirling run with numerous delays caused by rail traffic congestion.  The 

assistant superintendent was rather fuming, and when he found out in Angleton that there would 

be further delays getting over the ATSF between Algoa and Houston, he blew his stack, 

disembarked his family from the business car, and took a rented automobile into Houston. 
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I'm glad I didn't do what the conductor had suggested when we boarded our train in Vanderbilt.  

He suggested I should ask the assistant superintendent if I could ride in the business car.  I figured 

the conductor was joking, and I also thought that riding in the business car wouldn't meet the 

requirements that the rear end crew ride in the caboose on the rear of the train, with a bay window 

or cupola for the crew members to watch the train ahead on curves.  Also, my modus operandi 

was to keep a low profile, because if they don't know your name, they can't want to fire you. 

 

That wasn't the only passenger equipment that went over the line.  The railroad had an old 

streamlined baggage car fixed up as an air brake education car.  It would be spotted at various 

stations around the railroad, where trainmen could partake of its educational facilities.  I believe 

that if you took the ñcourseò offered by the car, you would be certified somehow in air brake 

equipment.  I never managed to make use of the car, because everytime I saw it, it was in 

Angleton and I was on a road freight.  The car was painted up handsomely in Jenks Blue. 

 

One time, we had a special passenger train on the division.  It was a Union Pacific inspection 

train, and UP officials were touring the MP property prior to the upcoming merger.  The division 

really spruced things up, and put silver paint on everthing that was not growing, and probably on 

some of that as well.  It would have been nice if I had been selected as one of the brakeman on the 

run, but I'm sure that went to somebody with quite a few whiskers, as did the engineer's position 

on the train.  Unfortunately, I was off duty in Houston when the train came through, so I missed 

seeing it. 

 

My most memorable interaction with passenger equipment occurred one fine day when I was 

working one of the Angleton traveling switchers.  Five Budd-built streamlined passenger cars 

came through town destined for Mexico.  I don't remember the car types, but they were all painted 

a sandy tan color, with no shiny metal showing, and were as far as I could tell unlettered.  They 

must have had car numbers somewhere on them, though.  We had to transfer them onto another 

track and onto the rear end of a train.  I was rear brakeman on the yard job, and I could have easily 

just walked the cars to a joint, but I figured this might be my only chance to work with such 

passenger equipment (which turned out to be the case), so I stepped up on the leading stirrup of 

the car as it came towards me, and rode it a few car lengths to the joint.  I was really amazed at 

how smoothly and quiet those cars rolled. 

 

The aforementioned incidents were the only times I ever worked on or with any passenger 

equipment during my time with the railroad.  Time to tie this one up. 



 16 The Derail ð May 2019 

    Hobby Shops in Texas          Compiled by Richard Louvet 

 



 17 The Derail ð May 2019 

    Hobby Shops in Texas          Compiled by Richard Louvet 

 



 18 The Derail ð May 2019 

    Hobby Shops in Texas          Compiled by Richard Louvet 

 



 19 The Derail ð May 2019 

 Operations on the Mystic Branch ð Part Five    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 ñyard jobsò 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 ï 

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 ñturnsò and any cars bound for 

the un-modeled rail served customers in Kerrville.  

Parts Four and Five of this series describe and show some illustrations for the next two movements ï the 

VVT and Yard Job 2. 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 Four we discussed the first portion 

of the VVT; the remainder of the VVT and Yard Job 2 are discussed here, in Part Five. 

Val Verde Turn ï Part Two 
In the last movement of Part Four, SP 464302, SP 464000, and SP 464146 had just been spotted on the 

outside track. The Rear Brakeman uncoupled SP 464146 from SD-7 # 1427, the Engineer pulled forward 

slowly, and the Rear Brakeman set the Hand Brakes on all of the hoppers. So now to the present. As the 

Head Brakeman protects the depot parking lot grade crossing, the Engineer sounds three short blasts and 

slowly backs out of Valley Aggregates. Once past the Valley Aggregates switch, the Rear Brakeman sets the 

switch for the inside track. Both Brakemen mount the engine and The Engineer continues to back 1427 down 

the lead. Once past the Team Track switch, the Rear Brakeman dismounts and lines the switch for the Team 

Track. The Engineer signals for the grade crossing leading to the Val Verde Fuel Terminal and Campbell 

Supply Company and stops just past the West Passing Siding switch. The Head Brakeman lines the switch 

for the Passing Siding and the Engineer pulls 1427 on to the Passing Siding, signals for the grade crossing, 

and couples on to GATX 52608. The Rear Brakeman connects the air hoses and walks over to the Team 

Track. See Figure 1. 

CƛƎǳǊŜ м ς мпнт ǇƛŎƪǎ ǳǇ ǊŜƳŀƛƴƛƴƎ ŀƎƎǊŜƎŀǘŜ ƘƻǇǇŜǊǎΣ ǘŀƴƪ ŎŀǊΣ ŀƴŘ ƅŀǘ ŎŀǊ 
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 Operations on the Mystic Branch ð Part Five    By Gene Mangum 

After sounding two short blasts on the train horn, the Engineer releases the brake, adds throttle and pulls the 

cut of cars down the Passing track. The Engineer signals for the grade crossing and as the cut of cars clears 

the West Passing Siding switch, the Head Brakeman radios the Engineer. The Engineer sounds two short 

blasts, throttles back, adds brake, and brings 1427 to a stop. The Head Brakeman lines the switch for the 

Main and locks it. The Engineer then sounds three short blasts on the train horn and pushes the cut of cars 

down the Main, on to the North Lead, and then on to the Team Track. As flat car SP 30259 nears the depot 

platform, the Engineer starts the bell to alert anyone on the platform near the Team Track. The Rear 

Brakeman talks to the Engineer as the coupling is made between SP 30259 and C&O 998755. The Rear 

Brakeman uncouples SP 30259 from aggregate hopper, SP 465744. See Figure 2. 

The Engineer sounds two short blasts on the train horn and pulls the remainder of the cut off of the Team 

Track and stops just beyond the Team Track Switch. The Rear Brakeman lines the switch for the North Lead 

and The Engineer slowly backs the cut until GATX 52608 is clear of the lead switch. The Head Brakeman 

then uncouples the tank from aggregate hopper, GVSR 637705. See Figure 3. 

The Engineer, after sounding two short blasts, moves the tank so that it clears the lead switch. The Head 

Brakeman lines the switch for the Main. Then the Engineer sounds three short blasts and pushes GATX 

52608 down the Main, starts the bell, and couples on to aggregate hopper, SP 465740. See Figure 4. 

CƛƎǳǊŜ н ς {t олнрф ƻƴ ±ŀƭ ±ŜǊŘŜ ¢ŜŀƳ ¢ǊŀŎƪ 

CƛƎǳǊŜ о ς D!¢· рнслу ǳƴŎƻǳǇƭŜŘ ŀƴŘ ǊŜŀŘȅ ǘƻ ƳƻǾŜ 

CƛƎǳǊŜ п ς D!¢· рнслу ŀŘŘŜŘ ǘƻ ƻǳǘōƻǳƴŘ Ŏǳǘ ƻƴ aŀƛƴ 
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The Engineer then moves the cut until the tank car is level with the depot platform. The Head Brakeman then 

uncouples the tank from 1427. The Rear Brakeman protects the grade crossing and after sounding three 

blasts on the train horn, the Engineer moves 1427 down the main to clear the lead switch. The Rear 

Brakeman lines the switch for the Lead. The Engineer moves 1427 down the lead and couples on to 

aggregate hopper, GVSR 637705. See Figure 5. 

Then, with the Head Brakeman protecting the grade crossing into the depot parking lot the Engineer slowly 

backs the cut of empty aggregate hoppers: SP 465744, SP 464178, and GVSR 637705 into Valley 

Aggregates and couples to the remaining three loaded aggregate hoppers: SP 465548, SP 465599, and SP 

464837. Once coupled, the Head Brakeman mounts the last loaded aggregate hopper, the Engineer sounds 

two short blasts, and proceeds down the North Lead. See Figure 6. 

 

With the Rear Brakeman protecting the grade crossing leading to the Val Verde Fuel Terminal and Campbell 

Supply Company, the Engineer pulls 1427 down the North Lead and on to the Main. Once the last loaded 

hopper is clear of the lead switch, the Engineer stops the cut of cars. The Head Brakeman lines the lead 

switch for the Main and the Engineer slowly shoves the cut of cars down the Main and couples the last 

loaded aggregate hopper to the tank car, GATX 52608. Then starting the bell, the Engineer sounds three 

short blasts and moves the cut until the last of the three loaded hoppers is level with the depot. (The 

Conductor checks the pickup of SP 465548, SP 465599, and SP 464837 and moves the car cards for the 

three loaded hoppers to the Main Track box.) See Figure 7. 

CƛƎǳǊŜ р ς мпнт ŎƻǳǇƭŜǎ ǘƻ Ŏǳǘ ƻŦ ŀƎƎǊŜƎŀǘŜ ƘƻǇπ

CƛƎǳǊŜ с ς мпнт ǇƛŎƪǎ ǳǇ ǘƘŜ ǊŜƳŀƛƴƛƴƎ ƭƻŀŘŜŘ ŀƎƎǊŜƎŀǘŜ 

CƛƎǳǊŜ т ς [ŀǎǘ ǘƘǊŜŜ ƭƻŀŘŜŘ ƘƻǇǇŜǊǎ ǎǇƻǧŜŘ ƻƴ aŀƛƴ 
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The Head Brakeman then uncouples SP 465548 from 

SP 465744 and signals the Engineer. While the Rear 

Brakeman protects the grade crossing leading to the 

Val Verde Fuel Terminal and Campbell Supply 

Company, the Engineer sounds two short blasts and 

moves down the Main until SP 465744 is clear of the 

lead switch. The Rear Brakeman lines the switch for 

the lead and mounts SP 465744. Then, with the Head 

Brakeman protecting the grade crossing into the depot 

parking lot the Engineer slowly shoves the cut of 

empty aggregate hoppers into Valley Aggregates. See 

Figure 8. 

 

SP 465744, SP 464178, and GVSR 637705 are spotted on the inside track, the Rear Brakeman uncouples 

GVSR 637705 from 1427, the Engineer pulls back slowly, and the Rear Brakeman sets the Hand Brakes on 

all of the hoppers. (Then, the Conductor checks off the three set outs, adds CAR BEING LOADED/

UNLOADED DO NOT MOVE instructions in the car cards for SP 465744, SP 464178, and GVSR 637705, 

and places the cards in the Valley Aggregates card box.) As the Head Brakeman protects the depot parking 

lot grade crossing, the Engineer sounds three short blasts and slowly backs out of Valley Aggregates. Once 

past the grade crossing, the Rear Brakeman closes and 

locks the gate to Valley Aggregates. Both Brakemen 

mount the engine and The Engineer continues to back 

1427 down the lead. Once past the Team Track 

switch, the Rear Brakeman dismounts and lines the 

switch for the Team Track. The Engineer then 

reverses 1427, starts the bell, moves down the Team 

Track, and couples to flat car, 30259. The Head 

Brakeman couples the air hoses, and the Engineer 

sounds two short blasts on the train horn and pulls the 

two cars from the Team Track. See Figure 9. 

 

The Engineer signals for the grade crossing leading to the Val Verde Fuel Terminal and Campbell Supply 

Company and stops the cut just past the North Lead switch. The Head Brakeman lines the switch for the 

Main and the Engineer pushes the cut down the Main 

and couples C&O 998755 to the first loaded aggregate 

hopper, SP 465548. The Engineer starts the bell and 

slowly pushes the full cut until C&O 998755 is level 

with the depot platform. See Figure 10. (Meanwhile, the 

Conductor checks that C&O 998775 has been picked up 

on the Switch List and moves the car card to the Val 

Verde Main Track card box.) 

 

CƛƎǳǊŜ у ς мпнт ŘŜƭƛǾŜǊǎ ƭŀǎǘ Ŏǳǘ ƻŦ ǳƴƭƻŀŘŜŘ ŀƎƎǊŜƎŀǘŜ ƘƻǇǇŜǊǎ 
ǘƻ ±ŀƭƭŜȅ !ƎƎǊŜƎŀǘŜǎ 

CƛƎǳǊŜ фς мпнт Ǉǳƭƭǎ ŎŀǊǎ ŦǊƻƳ ¢ŜŀƳ ¢ǊŀŎƪ 

CƛƎǳǊŜ мл ς /ϧh ффутрр ŎƻǳǇƭŜŘ ǘƻ Ƴŀƛƴ Ŏǳǘ ƻŦ ŎŀǊǎΦ 


