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President's Message:
Thanks Walt! I enjoyed following in the footsteps of Lincoln
through Kentucky, Indiana, and Illinois. I now understand the Lincoln
family movements and I have the maps for reference when the memory
fails! Walt is on his way back to Missouri – he started in Ashland,
Oregon, for a Shakespeare fix, and then was playing tourist across the
upper Midwest on his way back home. Walt, we’re waiting for your
appearance next summer!
I have been watching some lectures on DVD by University of
Virginia Historian, Gary Gallager, that Dennis Kohlmann has generously
shared with SCWRT board members. If you haven’t heard Gallager, he
is an excellent lecturer– informed, motivational, personable! In what I
was recently watching, he was covering the 1862 period where Johnston
was injured and Lee took over the soon to be called the Army of
Northern Virginia. The thought occurred to me that in the Seven Days
and beyond, a southern strategy that might have worked would have
been to permit McClellan a bit more success. Just enough where Lincoln
would have been tempted to keep him as the Commander of the Army of
the Potomac. The Rebs then could have milked the whole scene long
enough for the Union population to grow even more frustrated with the
war and demand a cessation of hostilities. Even if that were successful,
things would have reverted to the status quo which would have solved
nothing, but it would have made negotiation more serious for a
spell!????
I will be the speaker at our July 11th meeting – because of my
background I am especially interested in the West Point role on both
sides in the Civil War. The subject of my presentation will be “Antebellum
West Point.” I’m sure you are aware that of the 61 largest Civil War
battles, West Point graduates were the commanding generals on both
sides during 55 of these. In the other six, one of the commanders was a
graduate. I will mix in a bit of my experience and some present day West
Point – I hope you are able to join us.
See you at the Hofbrau on Wednesday, July 11th! Come early for
dinner – stay late for discussion! I sense a party!
Paul Ruud, President

See coming programs on page 2
1

Date
July 11th
August 8th
Sept.12th
October 10th

Coming Programs 2007
Speaker
Topic
Paul Ruud
Antebellum West Point
Dennis Kohlmann
So. Calvary in 1863 PA Campaign
Ron Perisho
3D Photos
Brad Schall
Battle of Fair Oaks
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Value of Railroads in the Civil War
Up to the time when the Civil War had
been hopelessly and obviously lost by the Rebels
whether this was after the Battles of Antietum,
Vicksburg, Atlanta or elsewhere (depending on
whose views one accepts), a large number of
European military observers had been banking
on the South to win. They cited the North’s
problems with exterior lines, the vastness of the
country and the resulting logistical problems
when Union armies penetrated deeply into the
South. The U. S. Ambassador to England Charles
Francis Adams commented on this as follows:
“These pompousites pointed to Napoleon’s
dismal experience in Russia and sneered at the U.
S. which would not learn from disasters of the
past. They could not recognize the improved
appliance for the age---the Railroad.”
Both the Union and the Confederates
made extensive use of the railroads. In the
Union, they were second only to waterways in
delivering supplies. Although the rail system was
still in its infancy the North had 31,000 miles of
track and the South 9,000 miles. Union captures
soon reduced the rebel held lines to less than
5,000 miles. The South also suffered a distinct
disadvantage in that they did not have the means
to build steam locomotives (nor, as discussed in
earlier articles, steam engines for warships).
The prime, perhaps extreme, example
of the use of railroads was Sherman’s Atlanta
Campaign. His supply line extended 475 miles
from Louisville to Nashville to Chattanooga and
thence to Atlanta via the L&N, N&C or N&D,
and W&A Railroads. On the Louisville and
Nashville RR alone, which accounted for 190 of
these miles, Sherman had available to his forces
a total of about 50 locomotives, 297 freight and
flat cars, 128 passenger and baggage cars, and 26
cabooses, and at peak periods was running a 1520 car train about every 2 hours in each
direction. From all railroads Sherman’s forces
had available a total of 150 engines and 1650
cars. Note that these were single tracked roads,
for the most part with sidings about every 7-10
miles; so scheduling was critical, and delays for
any reason intolerable. The telegraph was an
essential appendage to railroad operation.

Sherman’s forces totaled about 105,000 men
with about 55,000 animals.
What was the alternative to the
railroad? The only land alternative then available
was muscle power, either human or animal, and
it is perhaps sobering to realize that before about
1830, every soldier who ever went into battle got
there with all of his supplies on his own feet or
by the effort of an animal. Hence, getting to the
battlefield without starving en route was the
hassle, fighting the enemy was almost incidental.
Foraging in the many undeveloped areas was, of
course, frequently impossible.
Muscle power and steam power
both require fuel. In the case of the first, it was/is
food or forage and water, and the second
firewood or later coal and water. In many cases,
these fuel items had to be carried long distances,
particularly in the case of muscle power. Hence,
for purposes of comparing the alternatives by
such Logisticians as QMG Montgomery Meigs
and the various concerned commanding generals,
a method could have been adopted by using the
ratio Ton-Miles per Ton of Fuel. (Not totally
valid since fuel types differ; horses and humans
rarely ate firewood and locomotives don’t need
oats, and the former eats all the time whereas the
latter only when operating, and for other
reasons!) The relative tonnage factor ratio is
then found to be 12± to 18± in favor of the
Railroad.
A rough comparison is as
follows: A team of six mules drawing a wagon
carrying 1.5 tons of supplies could travel about
300 miles on one ton of food, which yields 450
ton-miles of transport capacity per ton of mule
forage. In contrast, a Civil War era freight
locomotive could travel only about 35-40 miles
on a ton of wood, but its payload pulling 15 to 20
freight cars carrying 10 tons each could be as
high as 150 to 200 tons, yielding 5250 to 8000
ton miles per ton of firewood. (Steamboats
incidentally could even do much better than this).
Additionally, Speed was also a
most significant factor. Depending on road
conditions, a mule team might travel at a
maximum rate of 2.5 to 4 miles per hour for 8 to
10 hours per day; whereas a freight train might
sustain a rate of 25 to 40 miles per hour for
extended periods depending on track conditions
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and grades. The relative speed factor was
therefore in the magnitude of 10±. The value of
speed was, of course many fold. Faster travel
meant shorter turn around times and fewer
vehicles required, cargoes arrived in better
condition, and troops were far less fatigued.
Another important factor was that, although Civil
War railroad rolling stock and engines in
particular were fragile contrivances by modern
standards, they were still more dependable than
draft animals. Mules in particular, I understand,
operated under their own value system and could
not always be relied upon to do their patriotic
duty.
In summary, assuming tonnage
and speed of equal importance, and if you
believe all of the above stuff, the advent of the
steam powered railroad boosted logistical output
capabilities for long distance transport by a factor
of 120 to 180 times that of mule powered
wagons.. Sherman estimated that the railroad did
the work of some 40,000 wagons and 225,000
mules, but some believe this presumed forage to
be available en route which was far from the
actual case. Each of the animals pulling the
supply wagons had to eat. One then needed
animals pulling more wagons to carry fodder for
those carrying supplies, and they had to eat also,
so were does this all end? With a lot of well-fed
mules, perhaps, but with the forage-fodder
wagons carrying nothing at the end of the supply
route! And what about the return trip?
The obvious limitation of
railroads was that trains traveled only where
tracks had been laid. The evolving railroad
system in the 1860’s suffered from two other
restrictions later corrected. These were the large
number of “Short” lines between the outskirts of
nearby towns with independent terminals, but no
interconnections between them. There were no
such things as “Union” stations. The only way to
get across town from one terminal to another was
muscle power. (This is what generated the fiasco
of Washington bound troop transfers across
Baltimore early in the War) There were a few
interregional “Trunk” lines, mainly in the North,
such as the Baltimore and Ohio, Pennsylvania,
New York Central, Illinois Central, and the
Mobile and Ohio which alleviated this problem
somewhat.

The other restriction was the
variety of rail gauges (The inner-side distance
between parallel rails) then in use, varying from
about 3 feet to 6 feet; making it impossible to
transfer rolling stock between tracks at differing
gauges. Track gauge of most Southern Railroads
was 5 feet; and for Railroads in the North it was
4 feet-8.5 inches (1435mm). This latter was the
standard gauge for English Railroads adopted in
1830 by George Stephenson. The derivation of
this latter “round” number appears to have been
lost in antiquity. Some say that 4’-8½” was the
axle length of roman chariots (so what?); others
that when 3½ inch wide “U” rails were used
prior to “T” rails, gauge was measured as the
distance between rail centerlines as 5 feet, which
equates to 4’ 8½ when measured between inner
surfaces (more plausible, but barely so?)
Notwithstanding, the standard gauge for all
American railroads was established at this “odd”
number in 1881. Some have felt ever since, as
engines and cars got heavier and larger, that 6
feet would have been a better selection.
Managing the railroads for
military purposes during the Civil War was a
tricky business, administratively, technically and
strategically. Railroad generalship at the strategic
level dealt with long-distance movements of
troops and war resources. Since most American
railroads in the 1860s were still small-scale local
private enterprises, such movements typically
involved coordination among multiple corporate
entities. Naturally, the military desired priority
treatment by the railroads, but railroad managers
still had an obligation to show a profit and to
maintain civilian traffic. Railroad corporations,
civil government, and the military were all
involved in this balancing act. In January 1862,
the U. S. Congress authorized President Lincoln
to seize control of the railroads and telegraphs
for military use and establish the U.S. Military
Railroad system (USMRR). (The rebels
developed no such authorities since it was
counter to their states rights philosophies). Such
seizures by the feds occurred to southern
railroads only, since the true experts in railroad
management were the northern civilian railroad
executives, and a cooperative spirit prevailed.
Many of the civilians were commissioned within
the USMRR. Paramount among them was Daniel
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C. McCallum, formerly general superintendent of
the Eire RR; and Herman Haupt, a West Point
graduate and formerly Chief Engineer for the
Pennsylvania RR. In addition, Thomas A Scott
V.P. of the Penn. RR served as an assistant
secretary of war, and John Garrett, president of
the vital and vulnerable B. & O. Railroad was a
personal advisor to Secretary Stanton. BG
McCallum operated largely in the area of
administrative matters and BG Haupt in the area
of technical matters although these distinctions
were not finite. They both accomplished marvels.
One of McCallum’s earliest
problems was to prevent Union commanders
from adopting freight cars as permanent
warehouses and passenger cars as permanent
barracks, offices or hospitals. That was a hell of
way to run a railroad, and the surest way to screw
up the operation was to not timely unload cars
upon arrival and turn them back immediately to
whence they came for reuse. This took some real
head knocking and threats of dismissal of several
senior line officers by Secretary Stanton before
they finally got the message. By the time of the
Atlanta Campaign McCallum’s efforts had taken
effect and every day an average of 160 cars
rolled over the L&N Railroad’s single track and
connecting lines to supply Sherman’s forces.
McCallum, with the assistance of Scott and
Garrett was also charged with the October 1863
transport of the XI and XII Corps, totaling
25,000 men, 1,200 miles in 12 days (Halleck said
it would take 40 days) from Virginia to reinforce
Rosecrans at Chattanooga. This transfer required
30 trains of 20 cars each and involved a
cooperative effort by eight separate railroad
companies. The confederates accomplished a
similar move a month earlier when Longstreet’s
Corps of 12,000 was moved from Virginia 800
miles to Chickamauga to reinforce Bragg, also in
12 days. These and other high traffic volume
operations were fairly accident free in an era
when collisions were not infrequent, both headon and front to rear. The telegraph was a
Godsend to railroad operations, but block
signaling techniques and apparatus were
primitive, and air brakes had not yet been
invented.
Notwithstanding that Herman
Haupt was a graduate of the USMA, Class of

1835; he was not the military-type, resigning his
subaltern’s commission 3 months later to become
a construction engineer in the then new field of
railroad engineering. Later he taught math,
engineering and architecture at Penn State
College and still later was Chief Engineer for the
Penn. Railroad. Haupt’s service with the
USMRR was mainly in Virginia largely in the
design and construction of railroad related
structures and overall maintenance. With a staff
of about 150 plus assigned army engineer
battalions, he built and/or rebuilt dozens of
bridges plus hundreds of miles of roadbed and
many railroad protective structures; and he
trained a cadre of engineering officers
subsequently assigned to railroad work in the
western theatre. Among these were A. B.
Anderson, E. C. Smeed, and W. W. Wright. One
other railroad builder of particular merit in the
west, and serving also as a corps commander was
MG Grenville Dodge.
Although called “General”, Haupt
refused to accept a commission as such or to
wear insignia of rank, except when absolutely
compelled to do so by Stanton. Haupt pioneered
the making of prefabricated bridge trusses of
varying sizes and load carrying capacities, which
could be rushed to a site of need and rapidly
erected. (This was a forerunner of the Bailey
Bridge System of WWII fame) Hence, although
Sherman could not carry a spare railroad tunnel
with him as some soldiers thought, he could
indeed carry a spare bridge. Haupt’s most
impressive structure was perhaps the Potomac
Creek trestle bridge. (See picture) Built in nine
days this structure was 400 feet long and 80 feet
high and contained 35,000 linear feet of timber.
Lincoln saw the trestle and called it
‘remarkable”, stating that “why there is nothing
in it but bean poles and cornstalks and they are
running cars over it.” This trestle was the
prototype for later ones built in the west.
Both sides used the railroads
extensively in the Eastern Theatre. Primary roads
involved were the Manassas Gap, Orange &
Alexandria, Richmond, Frederickson & Potomac,
Weldon, Richmond & Danville, and Petersburg
& Lynchburg; and, of course, the Baltimore &
Ohio. Climaxing the Union’s activities was the
USMRR from Grant/Meade’s vast supply depot
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at City Point to the Petersburg siege line and
beyond. The war’s end came in the East for all
practical purposes when Lee’s last remaining
railroad-based supply line to Richmond and
Petersburg was cut after the Battle of Five Forks.
Although it is not quite as direct, it might also be
said that the war in the West effectively came to
an end when Hood’s last remaining railroadbased supply line to Atlanta was cut at Rough
and Ready during the Battle of Jonesboro.
If you wish to play a Civil War
“what if” game (or, as an academic historian
might say, “make a contra factual analysis”) that
is decidedly far fetched; do what the European
military observers had done; pretend that the
railroads didn’t exist.
References: “Railroad
Generalship; Foundation of Civil War Strategy”
by C. R. Cabel, 2001; “American Railroads” by
S. H. Holbrook, 1981; “Rescue by Rail” by R.
Pickenpaugh, 1998; “Victory Rode the Rails” by
G. E. Turner, 1992; “Mr. Lincoln’s Bridge
Builders” by P. M. Thienel, 2000
Bob Williams: 6-24-07
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Breakfast
Tour Harper’s Ferry, John King
Lunch
The 22nd NYSM on Camp Hill, Mike Gorman
Medical Photography: Art Helping Science at the Pry
Farm, Antietam, George Wunderlich
Wet-plate recreation of hospital scene, Rob Gibson
Banquet
Was George S. Cook the Civil War’s Greatest
Photographer? Bob Zeller
Raffle

THE IMAGE

Saturday October 6:

OF WAR

Early-bird Gettysburg program, Tim Smith (add’l fee)
Registration, hors d’oeuvres, Holiday Inn Fort Detrick
Harper’s Ferry photographic exhibition
Welcome, Bob Zeller
Cameras, Camps, and Convalescents, Garry Adelman
Harpers Ferry: Interpreting Photographs as History,
Culture and Landscape Art, 1860-1940,
Geraldine W. Kiefer

www.civilwarphotography.org

Friday October 5:

The Center for Civil War Photography
P.O. Box 1740
Oldsmar, fl 34677

Tentative Itinerary

THE IMAGE
OF WAR
A D ETAILED B ATTLEFIELD
P HOTOGRAPHY S EMINAR
Featuring:

HARPERS FERRY

Sunday October 7
Breakfast
George Houghton: Vermont’s Civil War Photographer,
Don Wickman
Washington in Spring, Part Two, Jason Wickersty
Optional Afternoon Programs possibly including:
*The National Museum of Civil War Medicine
*Monocacy Battlefield
*Die Hard Maryland Heights walking Tour
*Others to be announced

F REDERICK , MD

OCT. 5-7, 2007
SPONSORED BY:
THE CENTER FOR CIVIL WAR PHOTOGRAPHY
WITH
THE CIVIL WAR PRESERVATION TRUST AND

THE NATIONAL MUSEUM OF CIVIL WAR MEDICINE

Presenters
Garry E. Adelman is the author of several Civil Warrelated books and articles. A Licensed Battlefield Guide
at Gettysburg, he is the vice president of the Center for
Civil War Photography.

Details
The cost of accommodations
is NOT included.
Make reservations by calling the

Holiday Inn Fort Detrick (301) 662-5141.
Rob Gibson is the owner of Gibson’s Gallery in
Gettysburg, PA., the world’s only permanent wet-plate
photographic establishment. His work has been featured
in films including Cold Mountain and Gods & Generals.
Mike Gorman is a historian and ranger at Richmond
National Battlefield Park. He maintains the web site “Civil
War Richmond” and specializes in photography of
Richmond and its battlefields.
Geraldine W. Kiefer is an assistant professor of art
history and art at Shenandoah University in Winchester,
Virginia. Specializing in modern art, history of
photography and imagery of the Shenandoah Valley from
the late 18th century to ca. 1940, she is also a visual
artist and curator.
John King has been a ranger and historian at Harpers
Ferry National Historic Park for more than twenty-five
years. A graduate of the University of Maryland, he was
in the U.S. Army for six years.
Jason Wickersty has been studying Civil War
photography for years and is a novice wet-plate
photographer. A 2006 graduate in History from Montclair
State University, his other areas of interest include the
common soldier’s experience, and fife and drum music.
Don Wickman is a Vermont historian specializing in the
American Revolution, the Civil War and Vermont
history. He serves as historical consultant to the
Vermont Civil War Flag Preservation Project and is the
author of “We Are Coming Father Abra’am”: The History
of the 9th Vermont Volunteer Regiment. He lives in
Rutland, Vermont.
George Wunderlich is Executive Director of the
National Museum of Civil War Medicine. He is a regular
contributor to the popular programs The History
Detectives, Modern Marvels, and Battlefield Detectives.
Bob Zeller is president of the Center for Civil War
Photography and the author of several books on the
subject, including his masterwork, The Blue and Gray in
Black and White.

(There are two Holiday Inns in Frederick,
make sure you book the right one)

WHEN:

October 5-7, 2007

WHERE:

Holiday Inn Frederick / Ft. Detrick

CONTACT: Garry Adelman
gadelman@historyassociates.com
(301) 834-7042

Mention the Image of War Seminar to get the
INCLUDED: All presentations, Saturday bus
special room rate of $89 per night.
transportation, professionally printed seminar
booklet, park admissions, appetizer reception, 2
SPACE IS LIMITED
breakfasts, 1 lunch, 1 dinner, battlefield snacks,
Fill out the form below and send with payment
seminar souvenir, raffle tickets, photo quiz, all
(payable to CCWP) to:
taxes and gratuities.
The Center for Civil War Photography
The Image of War Seminar
P.O. Box 1740
Oldsmar, FL 34677

OR SIGN UP ONLINE WITH YOUR
VISA OR MASTERCARD AT
WWW.CIVILWARPHOTOGRAPHY.ORG
Name(s)
___________________________________
___________________________________
Address
___________________________________
City ______________ State ____ Zip ______
Phone # ( ) ______ - _________
E-mail ________________________________
Please reserve ____ spaces for me:
CCWP Members: ____ spaces @ $260= _____
Non-members
____ spaces @ $295= _____
Before July 15: ____ spaces @ -$35= (____)
Total:

$_____

COST:
CCWP Members
Non-members

$260
$295

Sign up before July 15 and
save $35 per person!
The Center for Civil War Photography’s
mission is to educate the public about Civil War
photography and its role in the conflict; to
promote the continuing study of its rich variety of
forms and formats; to preserve original Civil War
photographs and equipment as well as the
original
methods and
techniques for
making them;
and to present
interpretive
programs that
use Civil War
3-D
photographs
and regular
images to
their fullest
potential.

