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with audible signals only (bells), and in many of thgse
instances, greater benefit would be secured by adding
visible signals at these crossings than would be accom-
plished by making complete new signal installations at
other crossings. In recognition of this fact, the state
of Pennsylvania has recently inaugurated a program of
modernization of the protection at several hundred cross-
ings, at public expense.

A Letter to the Editor

Comments on Multiple-Aspects

Philadelphia, Pa.
To the Editor:

Your editorial on “Multiple-Aspect Signaling” in the
June issue has interested me considerably, taking me
back to the period when signaling was going through
the throes of standardization.

It might be interesting to your readers if you would
print Exhibits 102 on page 325 and 104 on page 326
from the Proceedings of the Railway Signal Associa-
tion of 1908 with possibly excerpts from the report
showing what the Committee had in mind in regard to
“Multiple-Aspect Signaling” 27 years ago.

This report was discussed for several years and in
1912 a minority report was made, which is particularly
apropos and which might be used as an argument against
some of your suggestions. The minority members recom-
mended as “Fundamental” a one-arm three-position
upper-quadrant signal indicating Stop, Proceed-with-
Caution, and Proceed, and as “Supplemental” a two-arm
signal, top arm horizontal and bottom arm 45 deg., Pro-
ceed at low speed; top arm horizontal and bottom arm
vertical, Proceed at medium speed; with stop signals
operated under automatic block system rules designated
by a number plate. Some of the objections to the ma-
jority report were as follows:

“2. It is unnecessary, and, in fact, dangerous, to tell the
engineman by fixed signal how he shall control his train at some
point in advance.

3. Advance information so given is misleading and unreliable,
as it is subject to change without notice, and therefore the engine-
man cannot safely use it. If hé does so use it, it is done at the
expense of safety.

4, The conditions of modern railway operation do not require
trains to be run at full speed past caution signals, and any time
gained by this practice is at the expense of safety.

5. Each signal should indicate Stop or Caution or Proceed,
and have no relation to signals in advance or in the rear.

6. Each signal should be observed in turn as the train comes
to it, and not at some point in advance at the option of the
engineman.

8. No Proceed or Caution indication should imply or assure
clear track to a point in advance. * * * *

9. The giving of information by signal indications about con-
ditions in advance, whether it be regarding the next signal or
the next station, or any other object or condition, is wrong
practice, productive of laxity and a fruitful source of danger and
accident.”

How times have changed and signals with them!

I note on page 318 you state: “The importance of pro-
viding multiple-aspects to facilitate trains, as explained,
may seem far-fetched to many, especially on account of
the expenditure required for additional apparatus. How-
ever, the results obtained on such roads as the Boston &
Maine, the Erie, the New York Central and the Lacka-
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wanna warrant this measure.” It may interest your read.
ers to know that three-block indication signals were firs
installed on the Pennsylvania Railroad 35 years ago thig
month between Altoona and Cresson; each signal con.
sisted of a square-end red semaphore arm and two fish-
tail green arms with lights of the same color, two-posi-
tion lower-quadrant electro-pneumatic: All arms hori-
zontal, red light above two greens, Stop and Proceed;
top arm lowered, white light, One block clear; top arm
and middle arm clear, two white lights over a green,
Two blocks clear; and all three arms clear with three
white lights, at least three blocks clear. The same signal
was used approaching some of the interlockings at other
points on the railroad in automatic signal territory: Top
arm clear and middle arm clear was for the main track,
an indication similar to the home and distant signal still
used in some parts of the country; top arm clear, second
arm horizontal and bottom arm clear meant that train
was to cross over and proceed with traffic, so that there
is nothing very new about the suggestion.

As you state, the purple light is short range and un-
desirable for that reason. Lunar white may have been
improved, but, when we investigated it years ago, it was
not distinctive when used with yellow. It is valuable when
used in color-position signals. You state that it has been
used “extensively for position-light signals as well as for
certan aspects in color-position-light signals”—it is not
used on the Pennsylvania, which has the largest in-
stallation of position-light signals in the country, and I
have not noticed it on other roads. Perhaps you have
confused it with the light yellow used with our position-
light signals.

The report of Committee I, finally adopted, was a
compromise and really endorsed two systems; in one of
these the signal indicated what might be expected at the
next signal, but it never went so far as to indicate how
the train should be controlled at the second signal in ad-
vance, except in some cases where a distant signal gov-
erned the approach to two home signals, and when 1t in-
dicated “Caution” the engineman must be prepared to
stop at one or both of them, which meant he must ap-
proach the first onie prepared to stop.

The matter of additional aspects has been very thor-
oughly discussed in some quarters and some of us at
least believe that, with propr spacing, the present Code
provides everything that is needed for straightaway run-
ning by using- the aspects in Rules 281, 282, 285 and 291
or 292 to give sufficient advance information for the
fastest train. If it is decided in some cases that four-
block indication is necessary, the system recently adopted
for suburban lines in Australia might be given serious
consideration, where a restricting signal, Rule 290, is
placed midway between the approach signal, Rule 285,
and the stop signal, Rule 292, so that a train receives
first an approach-medium, Rule 282, then an approach,
Rule 285, then a restricting signal, Rule 290, and finally
a stop signal, Rule 291 or 292. ~

With few exceptions, modern signaling in automatic
territory is so arranged that, as far as information given
the engineman is concerned, the stop signal is of practi-
cally no value except as a marker showing the location
where the stop is to be made and for this purpose it
ought to be distinctly visible wnder all conditions of
weather; the means for making this visible should be
permanent and as, in the system described, each signal
may at some time display “Stop” or “Stop and Proceed,”
they should all be given the greatest visibility possible.

Yours very truly, '
A. H. Rupp,
Chief Signal Engineer, Pennsylvania Railroad,
Philadelphia, Pa.



