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tened lo the platform. This contained 
a powerful coil spring with a pawl 
and ratchet connection. The spring 
was wound up a t  terminals by meails 
of a long lever or key, a cord ran 
through the train and in convenient 
reach or the engineer a ~ l d  in pulling 
this cord, it released all of the pawls 
on the bralte starf and the coil spring 
did the rest, malting a very good stop. 

In an end8nvor to improve the 
means of braking freight trains, an!! 
before i t  was proven that the air 
bmlte could be used successl~~lly in 
freight service the Frisco was olle 
of the first, if not the very first 1'0x1 
to try a power bralte on its freight 
trains, and (Illring the early part of 
1880, a brake using the slack of the 
draw bars for its operation was used 
on a great number of cars, this brake 
was known among railroad boys as the 
"Centrifngle," ant1 its operation was 
as follonrs: All slaclc was taken up 
as closely as  possible on all brake 
connections, bnt there could however 
not be too much slack in the draw 
bars, the reason for which will be 
seen further on. 

A lug was bclted onto lower surface 
of the drnmbar, a strong brake rod 
was connected to brake lever and 
turned up at  end ell shbped, and came 
np  close t,o the l u g  on drawbar and 
rested on a hanger. On one axle of 
each truclc a governor mas placed, the 
halls of which rolleC with, and ill the 
same direction a s  the axle. The 
spread of these balls from centrifug:~l 
force, was regulated by spiral sprint. 

W I I ~ I I  the train \\;as a t  rest, t l ~ e  
governor balls were drawn by the 
springs close to axle and by a suitable 
rod and crank connections drew the 
outer end of the brake rod out nnrl 
away from engagement with the lug 
on drawbar. The train in starting 
would of course take the slack out of 
the drambars, the governors were 

rexulated so a s  to spread far enough 
\\hen the train had gained a speed 
oi eight miles per hour, to operate iu 
such a manner a s  to throw the end 
of brake rod nearest to the drawbar 
i l~g,  in  I)el~ind this lug, t h ~ n  came the 
stop. \\ , l~ich was accolnplished in this 
way: The engine was equipped  wit!^ 
a steam driver bralte, familiarily 
known in those days as  the "Steam 
.Jam," in making an application of 
this brake, the slaclc in trail1 ran up ,  
01. h~mrhccl, the lugs on  draw bars 
pressed back on ends of brake rods, 
\vllicll were tl~ro\\'n in behind them 
by t l ~ e  action of the govcr!lors, and 
the brakes were set and train brolight 
tc a stand. 

To release brakes it  was only ne- 
cessary to take the slack out of traill, 
when they would I-elease one after 
another. This for111 of brake did verv 
good \vork i f  the slack \\.as taken up 
close1~- in brake rigging and it' the 
train \vas made up principal l~ of cars 
equipped with this bralte and the 
t r a i u n ~ e ~ ~  understood its operation so 
that 110 trouble might be experienced 
ill releasing a stuck brake; but here- 
in is where this form ol braks became 
very expensive in its maintenance; as  
when one of our cars equipped a s  
nhove got. away from home where it 
was not understood, and the brake 
found set, and not kno\\-'lng how to 
release it, the foreign bralclnan .crrould 
nse an~ . th ing  a t  hand, bar, sledge or 
piece of rail, and break the governors 
L I ~ J  until the bralte released. It  was 
a frequent occurrence for our cars 
to come home with nothing left of 
the governors but one ball. When the 
springs were broken off and the balls 
had nothing to hold them together, 
they made a clatter that could be 
heart1 above the rolling of a train n 
1o11g distance away. 

The writer remembers, during the 
days when this brake was being used, 
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of sitting outside of one of our joint 
depots on a very warm, quiet evening 
talking with the other part of the train 
crew, when a train was heard rolling 
iu the distance, gradually be began 
to hear the old famaliar "clankety 
clank" and one of the party remarked: 

"There are  some "centrifugles" in 
that train and I know it." Then we 
all went to bed. 

Then came Mr. Westinghouse with 
what mas in those days called the 
wonderful straight a i r  brake, which 
has gradually developed into the 
powerful and perfect brake of today. 
A great many bad accidents occurecl 
in the early days of the straight air 
brake, caused by trains parting just 
before a station stop, as  all the air 
carried with that type of brake was 
in a reservoir on the engine and a 
break in two of the kind mentioned 
could easily take place without the 
engineer's knowledge, the check valve 
in the parted hose would close, the 
train would make its stop a t  station 
or water tank, and the broken off sec- 
tiou of train would run down and 
collide with the forward portion, often 
causing great loss of life. The plain 
automatic brake was then invented, 
and even in its crude form entirely 
eliminated this kind of accident a s  
i t  is well known now that when a train 
parts, the automatic brake sets  and 
stops both sections simultaneously, 
as each car  contains its own braking 
power. 

The modern valve and cylinder 
lubricator must not be overlooked a s  
a great safety device, When the 
vriter was serving as a locomotive 
fireman, the only device for oiling 
the valves and cylinders was a cup 
screwed into the top of the steam 
chests with a valve a t  bottom for 
closing communication between the 
interior of steam chest and the large 
bowl which formed the top of th9 

cup. On an average of every twenty. 
five miles on a run, i t  was the fire- 
man's duty to go out on the steam 
chest while drifting down hill-the 
only time oil could be taken into the 
cylinders-and "give her the tallow," 
tallow being the lubricant in those 
days in place of the valve oil of to- 
day. Many accidents occured to fire- 
men while attending to this duty as  
i-. was required in all kinds of weather 
a t  all times, day or night, and often 
while running a t  a fifty mile clio. 
The writer had several close calls 
from falling off while doing this work. 

W e  must also class the modern 
electric headlight among one of our 
great life savers when i t  is lrnonrn 
that a properly kept electric headlight 
will reveal a car "foul of the main 
line" or stock on the track a good 
half mile away. With all of these 
improvements, however, the list of 
killed and injured, especially among 
our own employes has been so  large 
as  to cause careful and anxious inves- 
tiga tion by our general officers. The 
result of this investigation much to 
our surprise, has shown us that the 
greater part of these distressing 
casualties have been the result of ac- 
cidents arising from causes which 
could have been easily removed by 
someone who had the interest of the 
Frisco and his fellow-employes a t  
heart. 

This fact resulted in a call for or- 
ganized eflort and on August 9th, 1911, 
the Kansas Division Safety Committee 
was organized. Like a great many 
other reforms, the movement had its 
quota of knockers, and it has, and will 
require a campaign of education to 
bring the results which should come 
of oragnizing and loyal support. 

On Monday, September 4, 1911, the 
first inspection trip over the Kansas 
Division was started and this inspec- 
tion has  resulted in many irregu- 






