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Rodgers’ Ballast Car and Plow.

The ballast car and NOW shown in the illustrations have

been largely used on the railroads of N ew Zealand, where it

has been adopted by the government for new construction and

in maintenance. Mr. J . Henry Lowe, Engineer of Working

Railways of New Zealand, writing under date of May 30,

1887, says :

“ The ballasting on the railways of the South Island of

New Zealand, some 1,027 miles, is now entirely carried on

by ballast trains equipood with self-emptying hopper wagons.

These wagons are ﬁlled by hand labor in the ballast pits,

and thence run by locomotive to any point required. The

ballast is discharged by simply opening the hoppers, the

train is slowly drawn along. discharging as it goes the reg-
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ulated quantity.

“ A plow or ballast spreader is ﬁtted on the break van

at the rear of the train. and it spreads the ballast. at the

same time leaving the track in running order. No hand

labor whatever is used in the operation of discharging. Th e

advantages are rapidity and regularity of discharge, the

track is left much neater than by hand labor, and last but

not least the traveling of men to discharge the ballast is en-

tirely saved. The number of laborers required to man the

train is reduced by half, and the number of trips the train

makes in the day is increased by the dispatch in discharging,

so that the saving is very considerable.

“ Where gravel ballast is used the cost of ballasting is so

greatly reduced that both the ballast plow and self-empty-

ing hopper wagon cannot fail to be appreciated wherever

economy is studied. They are equally suitable and advan-

tageous for use, whether on construction of new railways

or the re-ballasting of lines open for trafﬁc wherever such

is required."

The plow and car are described as follows:

Fig. 1 is a side elevation, and ﬁg. 2 a cross section of the

hopper body mounted on the frame of an ordinary car of the

country. At the bottom oi’ the hopper is a hinged door con-

trolled by the lever shown. Hinged side doors are also ar-

ranged above, to drop when loading. The bottom of the

hopper is placed low enough to prevent the discharge of too

much ballast.

Figs. 3 and 4 are side elevation and plan of the plow

ﬁtted to the “ brake van” or caboose at the tail end

of the train. The plow is intended to spread and

level the ballast. As will be seen, it has a double mold

board to spread its ballast to the desired width. The plow

is hung by links connected to the screw and hand wheel

above, so that it can be raised or lowered. When it is in

use it barely touches the top of the rail. It is further con-

trolled by a link attached forward and by the inclined guides

attached inside of the mold boards. The lower edge can be

so shaped as to spread the ballast to the level of the tops of

the ties, inside and outside the rails if desired.

Further particulars may be obtained from Messrs. Henry

W. Peabody & Co., 70 Kilby street, Boston, where working

models may also be seen.

interlocked Switches and Signals.

BY CHARLE5 R. JOHNSON, C. E.

IV.

JOHN iun.AY‘s MACHINE.

John Imrlly, No. 1,354, May 3, 1872.-—The principle of

this machine is catch or preliminary locking of a type closely

allied with the Saxby & Farmer. Horizontal hollow rocking

shafts work in bearings ﬁxed on the upper side of the top

plate. These rockers coincide with the stroke of the lever

working through a longitudinal slot in the rocker, and the

slot has a recem at each end which engages with the lever

and holds it in position when the catch handle is released at

the end of the stroke, the well known segment and catch be-
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not on the branch but on the main line, and into any train

that might happen to be on the main line. This very cir-

cumstance actually occurred recently, and only a few train

lengths prevented a disastrous collision between two passen- I

ger trains. The diﬂiculty and danger have been overcome. .

and duplex facing-point locks invented which insure that no ,

matter how the connections may be tampered with or dislo-

cated, a signal can only be given when the switch and lock

are both in their proper positions. Only a very few of these duplex locks have as yet been used in this country. !

A great many kinds of detector bars are in existence, and I

the majority do their work fairly well, but there is still room ;
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for a bar that will work easily; be certain to stop the action ‘

of withdrawing the locking bolt while a train is on the ’

switch; be diflicult to break or damage, and not become ;

uselem through clogging by snow, ice or sand. The

facing-point lock is never perfect unless ﬁxed to an i

iron plate on the tie long enough to have lock, rails, rail

braces, iron plate and tie all bolted together. When this is

done the lock is always good, no matter how much the track

may be moved.

Signal inspectors will do well to frequently examine fac- ‘

ing~point locks to see that the holes in the front rod have not

been tampered with. A very simple and rapid test is to place

a piece of iron, oneeighth of an inch in thickness, between i

the switch tongue at the point and the rail, and then try to 3

insert the bolt by having the lever pulled. If the bolt will i,

enter the hole in the front rod, the hole is too large and a f

new front rod should be put in, or the old one altered toi

suit. The end of the plunger bolt should be square and not ‘

tapered, as is frequently done as a matter of convenience.

If the switch is not properly home the bolt should not be able 1

to enter, as its object is to hold the switch in position and not f

attempt to force it into position. Facing-point locks are too frequently taken as being in good order because they look so.
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Periodical tests are necessary to insure that the holes are

correct. and also that the detector bar cannot be raised while

in train is standing on the switch.

SIGNALS.

Notwithstanding the most persistent eiforts to substitute

some other form of signal, the semaphore signal is practi-

cally the standard to—day and is likely ever to be so. Disks

and banners of various designs have been tried in all couii-

tries and by almost all roads, but all, with very few excep-

tions, have been displaced by the semaphore. It is so well

known that all that need be said here is to describe the various

methods in use for displaying the signal at night. The usual

method for all stop signals, which include home, junction,

starting, block and siding signals, is one red light for each

blade when it is at “ danger," and one white light when it is

at “ all clear.” Distant signals show green for “ caution"

and white for “all clear,” and by day are distinguished by

having the blade forked.

A very perfect position signal isin use on the Boston &

Albany and Old Colony railroads, but here although the

signal is constructed in exactly the same way on both roads.

where several blades are on a post it necessitates the post

being very high, and another and far more important one is

i that enginemen are sometimes in doubt as to which blade is

‘ for the fast running route, for there is scarcely ever more

1 than one at any junction. This diiﬁcnlty is overcome by

having the top blade always for the fast running track; but

when that is done the very excellent rule cannot be applied

which makes the top blade of a signal for the

track to the extreme right, and the next for the next track

