
Boarding Cars on the High Line 

M R. G. I. FITZGERALD, vice-presi- 
dent and secretary of the Cen- 
tral Boarding and Supply Co111- 

pany, of Kansas City, Mo., commissary 
contractors, forwarded to  the  il.laga?iiir 
the  accompanying picture of a string 
of new boarding cars  furnished by the 
Frisco Railway and operated by the 
commissary company. The picture 
shows the J im Hess  gang a t  work on 
the High Line a t  Weaubleau, RIo. 

W h i s t l i n g  E n g i n e e r  G e t s  P r a i s e  
f r o m  A u g u s t a ,  Kans. ,  F a r m e r  

"Double Whistles For  Crossings Help  
El iminate Accidents," L. Helena 

Wri tes ,  

There is no law in the book of rules, 
that enginemen must double whistle 
for all crossings on the Frisco Lines, 
but about two years ago, a bulletin 
rule was posted by all superintendents 
that this would be done. 

I t  was done in the interest of acci- 
dent prevention and has  been of un- 
told value in saving lives and warning 
trespassers on the right-of-way of ap- 
proaching trains. 

The engineers a re  more than willing 
to comply with this bulletin rule, for i t  
is upon them that  the heavy toll of 
responsibility for safe operation, rests.  

L. Helena, a farmer living near 
Augusta, Kansas, wrote the  following 
letter relative to these whistling 
Frisco engineers, and their double sig- 
nal given a t  all  crossings. 

"I want to commend you on your 
big whistles and system of double- 
whistling for road crossings. It 
surely ought to eliminate road cross- 
ing accidents. Especially I would 
commend the engineer of the "Dril- 
ler". His  toot is not a s  heavy a s  
the big passengers but he  never 
misses his second whistle on com- 
ing around the Walnut River Bend. 
If i t  is cloudy and dark he usually 
gives a n  extra  besides the one for 
town. 

'My residence i s  one-fourth mile 
north of the first crossing east of 
Augusta, and I hear 'em all. 

Respectfully yours, 
L. Helena." 

WILLIAM HUTTON CLAIMS 
"OLDEST FOREMAN:' DIS- 

TINCTION 
Beaumont, Kansas, Employe has 

Trained Three Sons for Frisco- 
Served Forty Years Himself  

There a r e  approximately six hun- 
dred of these boarding cars  on the 
line, accommodating extra gangs in 
layiug steel, or surfacing roadbed. 

The cars are  compl~ te ly  equipped 
and sometimes house and feed a gang 
of from fifty to sixty men. 

Mr. Fitzgerald will be remeniberecl 
a s  successfully managing the barbe- 
cue for the las t  two years  a t  the Vet- 
erans' Reunion. - 

I! 

Charles 
traclz divis 

L. Elliott, roadl~tnster oiz 10 
ion. B r o t u ~ m o o d ,  Texas ,  is~r 

the sort o f  hwlter who  OOES 0111 wit I1 

t l y t y  of 'a i~ i im~ni t iou  to" ~~zalze a poor 
water hatll". W I I ~ ~  "Charley" dons 

the garb o f  a ?itoder~t day Diana, he 
brings i n  the wild f w k e y  ?mat  and may- 
hap a little ver~ison. For proof o f  the 
results of his last effort i10 the Texas  
wilderr~ess, see the above photograph. I t  
i s  corrclusive. 

William Hutton, roundhouse fore- 
man a t  Beaumont, Kans., claims the 
distinction of being the oldest fore- 
man in point of service on the Frisco 
Railroad. For forty years he has  
served Frisco Lines in inany ca- 
pacities. 

He was born in Coles County in 
18.59 and a t  the age of sixteen moved 
with his father to Kansas where they 
built a house of tar  paper, their only 
shelter for two years. Mr. Hutton 
made his initial acquaintance with 
labor and i ts  attendant hardships 
when he  helped his father coax a 
modest living from the farm which 
was their home, and to transport 
short time freight across the Kansas  
plains with a plodding yoke of oxen, 
the only motive power of those days. 

Hutton began his railway career a t  
Springfield, Mo., on April 13, 1885, 
a s  a construction and labor gang mem- 
ber and a short time after was trans- 
ferred to Neodesha, Kans., a s  a car 
repairer. Since that date he has been 
in continuous service with the Frisco 
without the loss of even one payday. 
In 1887 Mr. Hutton was transferred 
to Beaumont a s  car  repairer and was 
la ter  appointed car  foreman and di- 
vision foreman, which position he now 
holds. 

During his forty years of faithful 
service, his motto has  been, "There 
is nothing too good for the Frisco." 
He has  gained the respect and ad- 
miration of all those who have been 
associated with him and no greater 
tribute can be paid him than by his 
friends a t  Beaumont who claim that 
those who have known him longest, 
love him best. 

And Hutton, through his family of 
eight children (two of whom reside 
with him a t  the Hutton home in Beau- 
mont),  has  given to the  Frisco, three 
sons who have followed in the foot- 
s teps  of their father, were trained 
by him. They are,  W. A. Hutton, car 
foreman a t  Neodesha; W. J. Hutton, 
car  foreman a t  Beaumont, and J. P. 
Hutton, a n  employe of the car yards 
a t  Beaumont. 

I11 his work a t  Beaumont, Hutton 
is still manifesting the same interest 
that has featured his entire career. 

G o g g l e s  Save A n o t h e r  E y e  
When H. A. Cellar, of Chouteau 

Avenue roundhouse, St.  Louis, RIo., 
hesitated a minute to put on his 
goggles, before he  began cutting off 
rivet head of trailer tire retaining 
ring on engine 1501 on the morning 
of February 1, he  undoubtedly saved 
the sight of one eye. 

In the  engine pit, he was cutting 
off the head with a n  a i r  hammer and 
chisel when the head came off, flying 
up and striking the left lense of his 
goggles. The  lense was  shattered 
but his eye uninjured. 



S u d d e n  S ta r t ing  a n d  Stopping 
Causes H a n d l i n g  D a m a g e  

(Cor~tii~zteci from Pnge 15) 

pared with loads. The slack move- 
ment of the forward end of the train 
will be closing in, and by the time 
the head end of the train is  down to 
3 or 4 miles per hour, the rear end 
brakes feel the reduction, apply their 
brakes harder, with a result that the 
slack will run out harshly near the 
forward end. The strain placed upon 
the draft rigging necessary to brak- 
ing the heavy locomotive and loaded 
cars to a sudden change in speed a t  
this time is more than the draft rig- 
ging can stand, and i t  will be worse 
if the engine brake is then applied. 

Two Alternatives Presented 
Two alternatives may be used in 

this case. First, since the slaclr in 
the train is stretched that the final 
reduction be omitted, the slack may 
stretch harder yet and no harm will 
result. Second, the final reduction not 
being made until within about 50 feet 
of the stop, the slack will move in, 
hut before it has time to run out, the 
train will be halted. 

Again, having the same train back- 
ing. All loads a t  the rear, the engine 
is working steam, therefore, all slack 
will be in, steam is shut off, and a 
heavy service application is made. The 
hrakes near the engine apply first, 
this runs the slaclr out, aided by the 
compressed drawbar springs and load- 
ed cars. The result is too severe for 
the draft rigging to stand. A better 
alternative is to close the throttle 
gradually, allow ample time for the 
sIack to run out a s  it  will, then make 
the initial reduction, not exceeding 6 
pounds, or a s  light a s  is  consistent 
with the stopping of the train. The 
ill effects of slack action in this case 
will be greatly relieved where the 
loaded cars are  all placed a t  the head 
end of the train. Where so located and 
with sufficient time, and the careful 
use of the independent engine brake, 
the slack may be drawn out gradu- 
ally, followed by a light application of 
the train brakes. 

Yet another method while backing 
of equally good results is  the coiitin- 
ued use of steam following the initial 
reduction, holding the hand on the in- 
dependent engine brake and prevent- 
ing it from applying until the train 
comes to a stoa. 

Should a long train be stopped on 
an ascending grade, where the grade 
alone will be sufficient to s ta r t  the 
train backward, another method is to 
use the independent engine brake and 
hold on, fully applied, after stopping, 
all slack in, drawbar springs com- 
pressed. The grade will s tar t  the rear 
end back and a s  the slack runs out 
near the engine, no draft rigging is  
sufficiently strong suddenly to bring 
a heavy, standing locomotive, with Its 
brakes applied, to a speed of 3 or  4 
miles per hour. 

A better method is  to allow the 
train to be stalled by working a small 

amount of steam, then applying the 
independent engine brake the moment 
the train is stopped, but not sooner. 

Extent of Application 

While stopping freight trains by 
means of the automatic brake, the ill 
effects of slack action for any brake 
application, either for a n  application 
or  a release, depends upon the speed 
and the extent of the application. 
This is due primarily to the fact that  
the brakeshoe friction, a s  the retard- 
ing power of the brakes, is greater 
a t  the lower speeds. Therefore, i t  
follows that the heavier the brakes 
a re  applied, the harder will the rear  
end bralres, releasing both later and 
slower, run out the slaclr in attempt- 
ina to release brakes a t  low saeeds. 
causing a break in two. This 'being 
true, the lighter the reduction for any 
given speed, the milder will be the 
slack action. While our rules now 
permit of no spot stops for trains of 
16 cars or more, the object in view is 
to stop properly and within the ob- 
jective point. 

When stopping a train from maxi- 
mum speed and with the superheater 
engine and a drifting throttle, use no 
more steam than is  necessary, and ad- 
just the throttle to conform with the 
lower speed, and none below 8 miles 
per hour. 

When making service stops from 
maximum speed, a s  stated elsewhere 
in the article, i t  is  important to ob- 
serve the air  gauge equalizing reser- 
voir hand, a s  a n  assurance against 
making an over-reduction, since i t  re- 
quires normally about 7 seconds to 
make a full sewice application of 20 
pounds from the equalizing reservoir 
and that the time necessary for the 
bralce pipe air to make its escape to 
the atmosphere increases with the 
length of the train. 

In brake manipulation this time ele- 
ment must be considered, for it fol- 
lows that  since the time to obtain a 
given reduction increases with the 
length of the train, the stopping dis- 
tance also will be increased. 

Where steam is being used on ap- 
proaching the stopping point and the 
make-up of the train will permit, such 
a s  empties behind the loads, the con- 
tinued use of steam up until the ini- 
tial reduction has brought the speed 
down low, then close throttle just be- 
fore making the final reduction when 
within 40 o r  50 feet from the stop. 

One-Application Method 

The better practice for long trains 
is the one-application method, but 
made with two reductions, the object 
in  view should be to make the initial 
reduction a t  a time, and sufficient in  
amount, that it  will alone, without 
any further reduction, stop the train 
within the objective point. Bear 
in mind that  the higher the speed, the 
less will be the effects of slack ac- 
tion for any given brake application. 

The initial reduction, of course, 
should conform to the speed and 
length of train, and should be made 

with the object of having al l  slack ac- 
tion occur as  it  will with the higher 
speed, then not to disturb it by any 
further reduction until the final one. 
Since the slack will run in and is fol- 
lowed by its running out after each 
reduction, and i t  is the final running 
out which causes the greatest damage, 
and is due mostly to the heavy weight 
of the large locomotive, the greatest 
damage occurs near the head end of 
the train. 

The extent of the initial reduction 
should suit the speed, grade, and, 
speaking generally, should not be less 
than 6 or more than It pounds. Bear- 
ing in  mind that a t  the lower speed, 
brakeshoe friction is  high, avoid any 
heavy reduction while the speed is  
low. Also, if possible, do not make a 
total reduction to exceed 20 pounds. 

Where making slow-downs, a s  on 
descending grades, in  complying with 
speed restriction, in many instances 
when making the initial reduction by 
holding the independent bralce valve 
in release position, thus preventing 
the engine brake from applying, slack 
will run in and out, release may be 
accomplished without the use of the 
independent driver bralce, and no dam- 
age will result. 

Split Reduction 

Where trains are  running enroute, 
there will be times when there will 
be a question of harsh slack action, 
and the split reduction may be used 
with good effect. This consists of 
splitting the initial reduction, a s  for 
instance, where a total reduction of 
10 pounds may be desired, first make 
a reduction of 7 pounds, then wait 
until the slight 'un out of the slack is 
felt, then add 3 pounds more. In air- 
brake practice the most difficult oper- 
ation is the releasing of brakes. This 
is  due to the fact that  it  is easier t o  
reduce the brake pipe pressure i n  ap- 
plying than it  is to restore it  i n  re- 
leasing. This is  especially true with 
the longer trains, a s  in  some instances 
the main reservoir pressure becomes 
considerably expended before the 
brake pipe pressure has  been re- 
stored. This prompts the saying, "Al- 
ways be sure of an ample main reser- 
voir pressure while on lap position to  
be used in releasing". For, to effect 
a satisfactory releasing of brakes, the 
brake pipe pressure must rise quickly 
and considerably, this becomes more 
difficult near the rear end of long 
trains. 

The speed a t  which brakes may be 
released on freight trains depends on 
the length of the train, how heavily 
the brakes have been applied, the vol- 
ume of the main reservoir and its 
pressure, whether slack is in or out, 
whether the train is of loads or emp- 
ties, and track conditions. Generally 
speaking, no simple rule will apply 
for these conditions, since it  is well 
known they a r e  variable. 

The restricted release feature of the 
type "K" triple valve aids in  releasing 
long trains while i n  motion, yet it is 
effective only for about 25 or 30 cars 
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back of the engine. Hence, it has its 
limitations. Where releasing is  doubt- 
ful, come to a full stop. 

Where descending grades and re- 
. taining valves a re  in use, they a r e  a 
material aid in releasing a t  the lower 
speeds. 

Following a n  emergency application 
of brakes a t  any speed, the train 
should be allowed to come to a stop. 
Where trains a r e  parted or a hose 
has burst, the instructions for lapping 
the automatic brake valve a re  well 
known. 

In releasing the brakes, there a r e  
three conditions to be taken into con- 
sideration. When the  brakes a r e  full 
on, as  in a n  emergency, and the brake 
pipe pressure has been exhausted, or 
as following the cutting off for coal, 
water and station work; next is that 
where the brakes a re  almost fully ap- 
plied, yet the brake pipe pressure has 
not been materially depleted, and that 
following the light application. Of 
these conditions the most difficult re- 
lease is that following the case where 
the brake pipe pressure has been de- 
pleted. This being due to the large 
volume of air required to raise the 
pressure in the brake pipe and aux- 
iliary reservoirs of all the early releas- 
ing brakes, above that in the auxiliary 
reservoirs of all later releasing brakes. 
This release should be  made by using 
the release position of the automatic 
brake valve, until on the return to 
running position the gauge shows 
within 1 0  pounds of the pressure car- 
ried. 

Where the rise in  pressure is slow, 
or what is known a s  a "pump up", 
then use release position until 60 
pounds is had. Then lap positions un- 
til maximum main reservoir pressure 
is shown, then make a regular release, 
followed by the "kick o f f .  

No attempt to release while running, 
following a service reduction or while 
service exhaust is blowing. 

The next difficult release to make is 
that  following a light application. This 
is due to the higher pressure remain- 
ing on the triple slide valve, which 
makes i t  harder to move to release 
position, and also, the lesser difference 
between the main reservoir and the 
brake pipe causes a much more gradu- 
a l  flow of main reservoir a ir  into the 
brake pipe. In trying to get this air 
to the rear  end of the brake pipe, 
brakes on and near the head end of 
the train a re  sure to become over- 
charged, with the result that  on the 
return to running position these 
brakes re-apply. Brakes near the head 
end may be kicked off, but not those 
near the rear  end. 

When a light application has been 
made and the train is of more than 30 
cars, increase the reduction to 15 
pounds before attempting a release, 
where trains a r e  of less than 30 cars, 
10 pounds will serve the purpose. 

In cases where the further reduc- 
tion is  not practical, make the usual 
release, thereafter avoid the condition 
when possible. 

The most favorable condition for re- 
leasing brakes is  that  when the train 
is standing, the brakes a re  almost 
Cully applied, maximum main reser- 
voir pressure. 

Use of the "Klck Off" 

To effect a complete and satisfactory 
release of brakes under this condi- 
tion, the length of the train is impor- 
tant  to  consider, a s  i s  the amount of 
main reservoir pressure, release posi- 
tion of the automatic brake valve 
should be used until, on the return to  
running position, and the brake pipe 
pressure has equalized, or a s  near a s  
the feed valve will permit, which is  
indicated where the brake pipe gauge 
hand stops falling that the brake pipe 
has within 5 pounds of the pressure 
carried, and wait 7 or 10 seconds, 
then to be followed by the "kick off", 
which consists of making the automa- 
tic brake valve handle to release po- 
sition for about one or two seconds 
and then return to running position. 

The "kick off" is a n  important 
manipulation and should never be 
neglected. The reasons for i t  a r e  
while release nosition is used in re- 
storing brake pipe air,  the head end 
of the train is  subjected to a higher 
pressure than is the rear  end. On 
the 'eturn to running position, the 
supply of a i r  has  been somewhat re- 
stricted by the lower capacity and ad- 
justment of the feed valve, therefore, 
the pressure a t  the head end will fall 
to some extent in  equalizing with the 
rear portion, this causes some head 
end brakes to re-apply. As they can- 
not be prevented from re-applying, 
the wait of 7 o r  10 seconds in  running 
position allows them to re-apply all 
that they will, and the last movement 
to release position releases them with- 
out any  appreciable increase in  the 
brake pipe pressure. They will then 
remain in  release position, the re- 
stricted re-charge of type "K" for 30 
cars back aid in preventing a n  over- 
charge. 

From this it may be seen that in 
releasing brakes on freight trains, 
the length of the train is important, a s  
is  the amount of the main reservoir 
pressure. How much the brake pipe 
pressure has been depleted, that there 
should be no fear in using release po- 
sition on ample time if, on the return 
to running position, the brake pipe 
pressure falls below the feed valve 
adjustment. This brings out the point 
more clearly that  where the engine 
has been cut off for some time, a s  for 
coal o r  water, that it  is very important 
that the automatic brake valve be 
lapped before coupling to train to in- 
sure a maximum main reservoir pres- 
sure. 

Application After Set-Outs 

T o  release effectively following 
coupling up trains after the cutting of 
public crossings, after making set- 
outs, filling, etc., the brakes on the 
front portion of the train should be 
applied somewhat heavier before cut- 
ting in  the rear  portion. This pre- 

vents emergency action of head por. 
tion and aids in  giving a lower auxili- 
ary reservoir pressure. Hence, an 
easier release, release re-apply. 

There is experienced following re- 
lease position of the automatic brake 
valve, a re-applying of the locomotive 
brakes. This is  due to the more rapid 
recharging of the equalizing portion 
from being subjected to a higher pres- 
sure. In releasing position on the re- 
turn to running position, the pressure 
falls to some extent and the triple 
valve portion of the automatic con- 
trol valve responds to the drop of 
pressure, thus applying the brakes, 
but by the proper use of the "kick 
off" they may be released without re- 
applying. In cases where this re. 
applying on the return to running po- 
sition is instant, i t  usually indicates 
that the release position was not used 
a sufficient length of time. Whereas, 
if the release position is used too long, 
the re-applying will be more gradual. 

Starting Trains Easily 

When starting train, sufficient time 
must always be allowed for the brakes 
of the engine and train to release. 
No attempt should be made to do this 
until the brake pipe gauge hand indC 
cates sufficient presswe to insure 
that  all brakes a r e  released. 

In starting, steam should be used 
a s  light a s  is consistent with the start- 
ing of the train, moving the engine 
a t  a uniform rate of speed slowly lor 
75 or 80 feet. 

Where starting and with two en- 
gines ahead, the leading engineman 
should endeavor to s ta r t  the train and 
not be aided by the second engineman 
until nearly stalled. Where helper 
engines a re  used and on rear of train, 
the helper engine should be the first 
to use steam. 

Where necessary to take the slack 
when starting, the slack of the en- 
tire trains should be taken, and where 
grade conditions will cause the train 
to run back, slacking had best be done 
by use of steam. A light application 
of train brakes and preventing the 
locomotive brakes from applying, then 
after stopping, continue the reduction 
to a t  least 16 pounds for 30 or more 
cars, then 'making the proper release. 
Where stopping on grades, by means 
of the train brakes, the proper use of 
the final reduction when within 40 
or 60 feet from stop aids materially 
in banking the slack for starting. The 
use of sand for the last  few ear 
lengths is  also of assistance. 

Slipping of drivers in starting may 
be caused by slippery rail conditions, 
and also is  caused by slack actlon and 
does not necessarily imply any service 
push or  pull, which conditions may be 
materially aided by sand. 

When running enroute, engineman 
should frequently note the air gauges 
to be sure of sufficient air pressure 
a t  all times. If i t  i s  important at this 
time to observe the accuracy at  which 
the feed valve maintains the brake 
pipe pressure, where any variation 
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Undesired Quick Action 
l i l e  undesired quick action may 
:awed Prom a number of reasons, 
I a s  a dirty condition of a triple 
m and slide valve or a weak or 
:en graduating spring when the 
1 is short, i t  may also be caused 
a very slow application of the 
:es, such as lapping the automatic 
:e valve and allowing the brakes 
creep on", or a s  "loafing on lap" 
tion for 8 or 10 seconds in pre- 
(tory of making a service appli- 
In. 
lis should be avoided for obvious 
ons. Such a slight variation of 
:e pipe from the auxilary reser- 
pressure may bring some triple 

)n partially toward service posi- 
, thereby closing the feed groove 
bringing the triple piston, carry- 
with i t  the graduating valve, to 
)sition where its shoulder on the 
L contacts the triple slide valve, 
differential in pressure not being 
cient to move the slide valve. 
1 when the actual brake pipe re- 
ion is' started, a greater differ- 
tl is required to  move the slide 
e, with a result that  when once 
ted, it goes to its extreme travel 
emergency. This same condition 
also be caused from a failure to  

e the "kick off" movement of the 
:e valve after releasing train 
:es. 
id another contributing cause for 
?sired quick action is that of ex- 
ive brake pipe leakage, i t  is  pro- 
ive of the same ill resultv a s  these 
mentioned. Hence, it  should be 

ded. 
here proper braking is  had and 
?sired quick action does occur, i t  
sometimes be located, but will 

!ire the assistance of trainmen. 
le the effects of slack action may 
etimes be helpful in  ascertaining 
I which vicinity of the train it 
es from, by observing how the 
k runs, where there seems to be 
were bunching a t  the head end 
slack runs out abruptly toward 
rear end, i t  may be considered 
the defective triple is somewhere 

' the forward end of the train. 
reas ,  if the slack runs out 
~pt ly toward the head end, it  may 
:onsidered as in the rear  portion 
.he train. To locate, observers 
11d be stationed along the side of 
train, standing back some dis- 

e and by hearing and seeing in 
ight may be able to  locate the de- 
ve triple. 
Iter the brake system has been 

completely charged, wait full 10 min- 
utes, then by making a slow or light 
reduction of 3 or 6, pounds, wait for 
brake pipe leakage to increase this to 
about 8 pounds, then if quick action 
has not occurred, add 7 or 8 more 
pounds to this reduction. Where a n  
observer thinks i t  is located, two on 
each side of it  should be cut out be- 

) fore the brakes a re  released. 

After all other brakes a re  released 
slowly, move the cut out cock handle 
toward the open position until the 
brakes s tar t  to release, then move 
one-fourth of a n  inch further toward 
i ts  open position. In this position the 
brake will charge and respond to a 
service reduction, yet if i t  causes 
quick action i t  will not cause other 
brakes to be applied in  quick action. 
Where undesired quick action occurs 
with proper braking, i t  affects mate- 
rially the continuity of the brake pipe 
exhaust, where some triple goes into 
emergency during the progress of a 
service reduction, the brake pipe ex- 
haust will end abruptly, and if the 
brake pipe gauge hand is observed it  
will be noted to have a sudden drop 
of pressure followed by a harsh run- 
ning in or out of the slack. 

Stuck Brakes 
The term ~ t u c l i  brakes is  familiar 

to all engine and trainmen. I t  implies 
such brakes a s  do not respond to a 
release along with all other brakes. 
Such brakes a r e  contributing causes 
for harsh slack action where in slack- 
ing train and attempting to s tar t  all 
brakes have been released. 

Such conditions may be caused oc- 
casionally by a defect in  the founda- 
tion brake gear, defective condition of 
a triple valve, too much haste in  start- 
ing after releasing and failure to 
make the proper use of the "kick off" 
af ter  using release position, and dirty 
feed valve, and on long trains insuffi- 
cient excess pressure. I t  i s  impor- 
tant  that release position is used a 
sufficient length of time to restore 
the brake pipe pressure sufficient to 
insure a complete release. I t  should 
be borne in mind when applying 
brakes that the total reduction does 
not exceed 20 pounds. This leaves the 
auxiliary reservoir and brake pipe 
pressure more nearly balanced. 
Hence, is  the most favorable condition 
to  effect a complete release. 

Bleeding Brakes 
When for any reason it  becomes 

necessary to  bleed off a brake by ex- 
hausting a part of the air  in  the aux- 
iliary reservoir, no more air  should be 
drawn out through the bleed cock 
after the triple valve assumes release 
~os i t ion ,  which is indicated when a i r  
is heard to be escaping through the 
retainer. This is  important where 
type "K" triple valve is employed. As 
such action a s  holding the bleed cock 
open too long with type "K" triples 
causes the retarding spring t o  be com- 
pressed and the triple assumes its re- 
stricted release position. Hence, de- 
laying the releasing of the brakes. 
The proper method the "K" triples is 
allowing small amounts of air, with 
intervals between, to escape, thus al- 
lowing the triple to assume normal 
release position. Since normal re- 
lease gives the quickest release. 

Switching With "K" Triples 
Where switching with a few type 

" K  triple ahead, running position of 
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the automatic brake valve will serve 
for a more prompt release, a s  this 
avoids the required higher pressure 
necessary to compress the retarding 
springs. Hence, the triples assume 
normal release position. 

Signals 
I t  is important that  hand signals be 

given clearly when switching. Having 
due regard for the serial action of the 
brakes, slack of the cars and the en- 
gineman given time to judge what 
may be required and to obtain without 
harsh slack action. 

Double Heading 
Where two engines are  used ahead, 

the leading engineman should have 
control of the train, the double head- 
ing cock on second engine must be 
closed a t  all times. Where conditions 
necessitate a change of control. stop, 
change control by switching defective 
engine to rear,  then insure that the 
leading engine has full control by ap- 
plying and releasing the brakes. 

Where helper engine is employed, 
the regular enginemen should apply 
the train brake with a full 20 pounds 
reduction, then close the double 
heading cock, and when helper engine 
couples on, the helper engineman 
should release the brakes and have 
control of the train and the brake 
valve of the second engine carried in  
running position. 

While braking with two engines 
ahead, i t  should be done with unusual 
care, a s  slack action will be more 
violent. 

Roy P u t m a n  a n d  S. T u t e r  Made 
S p e c i a l  A p p r e n t i c e s  

Two Springfield Employes Promoted 
Following Two Years Work 

Two boys, serving their apprentice- 
ship a t  the west shops and during 
the week-nights, attending the Frisco 
Apprentice School, have earned the 
promotion a s  Special Apprentices a t  
the West Shops, Springfield, Mo. 

These boys, Roy Putman, machiaist 
apprentice and Sherman Tuter, boiler- 
maker apprentice have attended the 
night school for two and a half years. 
During this time they have both made 
a complete drawing of a locomotive, 
which has taught them the names of 
all parts, and how to assemble a n  
entire locomotive, such as  the ones 
assembled and rebuilt a t  the West  
Shops. 

J. A. Pullar, apprentice instructor 
writes: "These apprentice boys have 
made excellent grades in their work 
in the shops and in school. They 
realized that F. A. Beyer, superin- 
tendent of the west shops was willing 
to advance ambitious boys who did 
their share in the interest of their 
own advancement." 

Their appointment as  Special Ap- 
prentices has caused twenty appli- 
cants to try for special apprentice- 
ship appointments. 
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P. Stenger, back shop foreman, con- and we t rus t  he  will soon be back 
tr ibutes the following: with us much improved. 

"The supervisors' association of the n l ~ ~ p ~ , " & T ~ ;  ~ ~ p ~ ~ ~ c ~ ~ : , ~ ~ r f " o ~ o f ~ ;  
BEN B. L E W I S  Shcrmnn shops gave their annual ball 

on rebruary 13 at the Elks8 c l u b  past few days, and he insists tha t  it 
Division Editor roonls of this city. we are delighted 1s rheumatism, but the general  con- 

to report tha t  had a most census of opinion is tha t  Mr. Toon 
enjoyable evening,  he ball was  given ""3 c r i ~ ~ l e d  in a Charleston contest .  

YARDMASTER'S OFFICE for the purpose of ge t t ing  in a close'. 
touch w ~ t h  the merchants,  Chamber of 

F O R T  WORTH,  T E X A S  Commerce and the  citizens of this city. 
Nany  of the  prominent people attended 
the ball, including the Frisco emploYcs 

I NORTHERN DIVISION 
0. L. ROBINSON. Renorter and their families. 

I 
"One of the most annreciative fea-  LOCAL F R E I G H T  OFFICE 

KANSAS CITY,  MO. They make islands, lakes, and build 
a whole citv in Florida between supper 

tures-k-is t h e  prand music donated by 
the managers of the R. L R. Wash- 
ineton Theatre. which has  one of th nnd b rea l t fk t ,  but they have nothinr: 

on the switch and clerical forces a t  
West Yards. On Fcbruary  4 we re- 

most famoux or.chrastr,is in Sherman. 
DAVID H. TODD, Reporter The entertninmcnt included the old 

square dance and many of the old- 
timers participated in it. The  Charles- 
ton had i t s  nlace on the  program. too 

ceived a train of brick billed from 
Roynton, Okla.. to Texas City, Tesarj. 
for  export  to Florida. The gross ton- 
nage of this load of brick was  4,484,000 
pounds. l ye  received these cars a t  
1:65 a. m. and delivcred them to the 
I. & G. N. Railway a t  2 2 1  p. m. Total  
time of handling was  26 minutes. They 
may make houses out  of them this 

Edi th  Zahl invested in a big receiv- 
ing  se t  but could not ge t  Europe on ac- 
count of old Aurora Borcalis being 
too actively engaged broadcasting 
from Station N P  (North Pole).  

I would like to know who it was 
t h a t  sen t  F. W- W a r n e r  and  Joe 

The moncy left ,  a f t e r  expenses a r e  
paid, will go to I'orming a baseball 
team, and in thc future will be glad 
to hear from a n y  team on the Frisco, 
and if you think we a r e  kidding, just  
t ry  u s  out. 
C. E. Rlentlinger and E. F .  Tuck 

and families of Fo r t  Worth atlended 
the ball. 

- . - - - - - - - - - . 
ICramcr those comic valentines. MY 
first guess would be Herm Wilson. 

Jamcs  Zachariah Quinlan also has 
quick, but I doubt it. 

The ejnployes of all departments of 
the Frisco had a meeting' in the road- 
master's office last  Nonday night  and 
organized a Frisco baseball club. 

We havc two new yard clerks a t  
West Yard now: J o h n  Txylor, who bid 
in the second trick yard clerk's job, 
and Sam Holloway who is working 
extra. Mr. Taylor reiieved H. A. Comp- 
ton, who bid in  a yard clerks job a t  
Sherman. 

Switchman H. T. Barnes is  laying off 
because of sickness. H e  is  not seri-  
ously ill. Brakeman W. \Y. Dickson is 
also laying off s i c k  

Jack Ballew, former Frisco fireman, 
was  a recent visitor a t  West Yards. He 
is now braking for the Rock Island. 

the home building fever and  is build- 
ing  a ncw house out near Swope Park. 

The Horse Shoe Slingers Union have 
recently acquired another  s e t  of Sears. 
Roebuck's all-steel regulation pitch- 

The committee in charge  were W. A. 
AX o r g a n. ex-officio: N. Thorworth,  
chairman: L. C. Fuller.  P. L. Stcnger,  
C,. Scott. J. J. Thurston. P .  Steffcnsk\ - ~ - - . ~  - - ~ 

ing horse shoes,  rice $2.06 per set 
f. o. b. lSth,  and Cleveland. Many fierce 
batt les wlll be fought on the battle 
grounds near  ou r  office this spring. 

and .J. 3Iorgan. 

I CENTRAL DIVISION 

STORE D E P A R T M E N T  
FT. S M I T H ,  ARK. 

I Y A R D  OFFICE-FT. SCOTT, KANS. 

LEO D. CHUNLEA, Reporter 

Chester Fulton has  acccpte? a posl- 
tion a s  comntometer clerk In Super- KATHRYN3 ;\IcMAHON, Reporter 

Effective March 1. S. R. Gardner will 
become division storekeeper a t  Sapul- 
pa, Oltla,  due to the resignation of C. 
B. Smith. Mr. Gardner has  been divi- 
sion storekeeper a t  Fo r t  Smith since 
.Tuly 1, anA everyone on the  division 
regre ts  very  much to see him leave. 
Our bcst wishes qo with him for suc- 
ccss in his new field, Glenn V. Stonc. 
who has been material  clerk a t  For t  
Smith. has also been transferred to 
Sapulpa a s  chief clerk to 3Tr. Garrl- 
npr 

intendent's office. 
Charles Hancs,  who has  worked for 

the  Frisco for  the  pas t  ten years as 
yard clerk, chief dispatchers clerk. 
ticket clerk. olaim c l e ~ k ,  file clerk and 

STORES D E P A R T M E N T  
SHERMAN,  T E X A S  

IVA SEWELL, Reporter 
. . -. . 
691 clerk, has  resigned to enter the 
real es ta te  and insurance business. We 
all  wish him good luck. 

E. R. Schumaker has  been assigned 
to thc 6 9 1  clcrk position vacated by 
Chns. Hanes. 

Frcd  Frense,  file clerk. was  con- 
fined to his home a few days with 
the flu 

0. 33.' O'Neal has  accepted a position 
with I". G. Wnrd accounting depart- 

Rusiness is  still good down on the 
Texas Lines. On February  4, a solid 
train load of brick, consisting of 37 
cars, passcd through Sherman from 
Boynton, Okla., to Texas City. Tex.. 
v ~ a  Frisco to Fo r t  Worth. 

I<. P. Guin has  been on the  sick 
list, but is improving now. 

A. T. Todd, storekeeper a t  Fo r t  
Worth, was  In Sherman on February  
10, and came around and visited for a 
l i t t le while. 

C. V. Montgomery and H. R. Glas- 

..--. 
R. P. Xanley, storeltceper a t  Fo r t  

Scott. ICnn., has  been appointed divi- 
sion storelteel~er to relieve 14r. Garcl- 
ner nt  Fo r t  Smith. Mr. Manley spent 
a few days the first pa r t  of Februarv  
in F o r t  Smith loolting over the  si tun- 
tion, and we hope he was  favorablv 
impressed. 

ment. 
W. J .  Chesney is working F. R. 

Schumaker's position while under bul- 
letin. 

MASTER MECHANIC'S OFFICE 
KANSAS CITY; MO. 

cock have returned from a trin on the 
supply cars. They a r e  a lways  glad to 
ge t  home, especially Hobart. 

Safety F i r s t  meeting was  held in 
Sherman on February  10, and they re- 

illiss I rene  Woestman, of thc me- 
chanical department. spent the  11th 
and 12th in Hugo, where s h r  attended 
the mrchnnicnl sn fe t s  first meeting 
and took down the minutes of same. 

H. F. SHIVERS, Reporter 

H. S. Green, car foreman a t  Rose- 
dale, has  resumed his duties after an 
ahscnce of several  months on account 
of noor health. - 

nort  a verv enthusiastic meetinzz. Sev- 
i r a l  were -here from F o r t  Worth  and 
Brownwood to attend. 

Jimmie Honalter and Carl Alexander 
and families motored to  Ardmorr. 

W. I". Griggs, wife and two daugh- 
ters. J~ouise  and Eleanor. spent the 
22nd in Snrlnefield visitina. 

Okla.. Sundav. Feb rua rv  7. Thev re- Por ter  TV. $row". storetrucker,  was  
confined to his bed for several days 
with the flu. 

port a n  esceiient time, n o t  a puicture 
or anything. 

Dick Horn, our  messenger boy, spent 
Sunday. February  14, in Fo r t  Worth,  
Tcx. Will also renort  t ha t  Dick is  now 

Chas. Luckey, who comes to us from 
the Houston and Texas Central a l  
Dallas, Tea.. has  accepted the position 
a s  ca r  clerk a t  Rosrdale, succeeding 
W. A. Allen. who left our  service to 
accept a position with the  Sea Boarrl 
Air Line a t  Arcadia, Fla.  W e  extend 

Nr. and Mrs. J. JI. Blankinship a r c  
snendina a few weeks in Nemnhis 

building a new 'br ick  veneer home. 
(Fo r  the information of all single girls 
will add tha t  Dick 1s not married.) 

a s  guests of their  son. J. A.  Blankfn- 
ship. J .  31. Blankinship is on leave 
of absence on account of ill health. 




