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INTERLOCKING APPARATUS OF THE LONG

about it, because it forcibly illustrates about the only weak

spot in the new train rules. (The Baltimore & Ohio’s rules

are not identical with those of the uniform code, but on this

point they embody the same essential principles.) Excellent

as thwe rules are, they would be inﬁnitely more excellent if

that important rule 510 contained a few words less: if the

ﬁrst sentence were omitted, and if there were also erased the

qualifying words, “ whenever practicable," which now

serve to weaken a rule otherwise admirable in its simplicity
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and strength. It should read : “ The signature of the con-

ductor and engineman of the train of superior right must be

taken to the order before the train of inferior right is allowed

to act on it.” Or. for the sake of clearer expression: “ The

signatures of the conductor and engineman of a train of

superior right must be taken to an order restricting their

schedule rights before ‘complete’ is given to an order to a

train of inferior right that will permit the latter to use the

time and rights of a superior train.“

What a guarantee of safety would be afforded by a rule of

this kind ! But the addition of the words “ whenever prac-

ticable,” at once casts doubt upon the practicability of the

rule, and extends an invitation to train dispatchers to throw

responsibility upon operators, by “ completing ” their orders

toan inferior train before the conductor and engineman of a

superior train are heard from; and this once done, what is to

prevent a disastrous collision, with pomibly heavy loss of life,

but the unerring and sleepless vigilance of perchance a lad

of 16, or of a young girl, or, it may be, of a sutﬂciently

mature person, but one who may have ticket selling, freight

business, baggage checking, mail delivery, and Western

Union work to attend to, in addition to the delivery of this

life-and-death order to a superior train '1 Is it any wonder

that, often, such orders are not delivered I In such cases it

is easy to throw all the blame on the operator. The re-

searches of a coroner’s jury usually do not go far below the

surface of the testimony; but the moral responsibility rests

on older and broader shoulders than those on which it is

often placed, and in these days of state and national railroad

commissions, it is but a question of time before keen and

searching scrutiny will in some of these cases put the blame

where it belongs.

It is from this standpoint that the suggestion of your cor-

respondent. “Orders,"isto be regarded with the greatest

interest. Is it possible to abolish the phrase “ whenever

practicable,” and to hold a train dispatcher to a rigid cast-

iron rule of assuring himself of the delivery of the order to

the ruling train before allowing the inferior train to use a

corresponding order against it 4 Possibly a majority of train

dispatchers and superintendents will at once say “ No, it

can’: be done. If we try to do it, the greatest delays will be

caused. Even if telegraph oiﬁces are increased until the

capacity of the wire is overtaxed, still grievous delays will

result, for superior trains will still be held between telegraph

oﬁices by utterly unlocked for causes, and under the

operation of such a rule, we could not help the inferior

train to the slightest extent until the superior train

ﬁnally turned up at a telegraph oﬂice." And so. upon

this reasoning, this good rule 510 is emasculated, by the use

of the qualifying term, " whenever practicable ;” and upon

warrant thus given, train dispatchers proceed as before to

move inferior t-rains upon the mere 0. K’ing (or receipting)

of orders to superior trains by the operators who have re-

I

ceived them rind have not yet delivered them. What is 0
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24; Bethpage junction, 20; North Shore, 16: and Wood Ha-

ven, 12 levers.

The most important points protected by the interlocking are

Montauk junction, just outside the main yard, at the Long

Island City terminus, and the Jamaica crom switches. Each

is worked by 48 levers. The Montank junction tower stands in

a. position from which switches can behandled and signals set
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protecting all trains east-bound from the yard, and all west-

bound trains from the North Shore division, the old Long

Island road, all main line and Montauk division trains, as

well as Long Beach, Rockaway and Manhattan Beach tracks?

239 regular trains are handled by the two operators in this

tower daily, besides the immense amount of drilling neces-

sarily performed at this point. Though not required to

handle so many trains, the apparatus at Jamaica cross

switches is fully as important and as complete in all its

appo ntments.

At East Hinsdale a set of arm gates for a highway cross-

ing is worked from the tower and interlocked. At this point,

as well as at all the towers lately constructed, derailing

switches are used, and the statement is made that “ they

work very effectually in preventing engines passing the

home signals,” which no one can doubt.

A few other points on the line of road remain as yet un-

protected, but will receive attention as fast as the work can

be pushed. The most important of these are Garden City,

Belmont Junction, Hicksville, Mineola and Van Wicklens.

The Turner-Beard Buffer Freight Brake.

The accompanying illustrations represent a form of buffer

brake that is now being applied to 100 freight cars on the

Boston & Albany.

It will be seen that the brake is primarily actuated by any

compression of the draw~springs caused by a. check in front

of the train or by the application of the brake on the engine.

The inward movement of the drawhead causes a friction

wheel connected with the chain of the ordinary foundation

brake rigging to engage with a friction wheel fast on an

axle. The brake chain is then wound up by the rotation of

the friction wheels which continue to revolve until the car

wheels skid or the pressure on the drawhead is released. It

is claimed that a spring limits the maximum force with

which the brake is applied. The brake must be set for the

direction in which the train is moving, and is inoperative in

hacking unless a lever is moved by hand for that purpose.

Mr. W. B. Turner, the president of the Turner-Beard

Brake Co., writes us as follows:

“ The brake is known as a friction brake and the action is

as follows: The drawheads of the car are connected b means

of levers and a rod and chain connection through w ich the

first);-in. of inward motion is transmitted to a lever that

brings the friction wheel into contact with a friction collar
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THE TURNER-BEARD BUFFER FREIGHT BRAKE.

that is secured to the car axle. The power to apply the brake

is derived from the revolution of the axle by the pressure of

one wheel against the other. An adjustable spring is inter-

posed in the connection by which the power of the brake is

determined. said spring is adjusted so that the

brake will not slide the wheels. A lever is

located on the top of the car, by which the brake is made to

operate in the direction in which the train is going or ren-

