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hus sealing it completely. “In contemplation of installing centralized traffic con-
i wes where relays 20 trol on single or double track, what factors must be taken
into consideration in a study to determine its feasibility?
How can the operating results be predicted? How should
allowance be made for the possibility of long-continued
periods of low-traffic conditions?”

Graphic Train-Charts Are Used

G. H. Dryden
Signal Engineer, Baltimore & Ohio, Baltimore, Md.

In order to determine the feasibility of installing a
centralized traffic control system on single track, it is
necessary to consider the following factors; First, wheth-
er the traffic is sufficiently heavy to warrant the added
cost, taking into consideration train delays, overtime, and
cost of operation, under existing methods; and second,
the cost of centralized traffic control and improved pass-
ing-siding facilities.

» : Some of the important points to be considered are
Waterproofing Compound enumerated as follows: (a) Are the passing sidings so
G. E. Beck located that they will provide reasonably uniform time
New York ( ' spacing between the several sidings? Are, all sidings of
sufficient length to hold, between running and back-up
signals, the longest train intended to be hauled over the
division. Are the sidings located at points where trains
being held will not block public highways? (b) Water
and coaling facilities should be located preferably at
-points where trains held at controlled signals may take
water and coal while making train meets, without block-
ing traffic. (c) Install laps at points where it is neces-
sary to meet two trains and allow a third train to pass.
(d) Install leads to passing sidings which will permit
trains to enter at medium speed. (e) Install signaling to
ish. Lhere are a number ol waterproofing paints on  conform with A.R.A. signal Section requisites.
market Tor use on concrete Hoors. Operating results may be predicted by comparing
graphic train charts to show the number of trains that
Uies Roofine Favar can be handled, taking into consideration scheduled
352 DROIG Tape: passenger and fast freights in comparison with similar
J. P McGill charts showing present operation. The number of train
ector, Big Fo inapolis, Ind stops, the amount of train delay at meets, and the cal-
o _ o ~culated running time may be obtained from these charts.
Lo avoid dampness and have perfect insulation ol The operating savings comprise direct savings through
concrete d battery housings, [ have found  the elimination of block operators, savings in train hours,
¢ and savings in train stops.

It is impossible to determine what allowance should
be made to cover the possibility of long continued periods
of low traffic conditions.

Pick the Weak Spots First

E. B. De Meritt
Signal Engineer, Central of Georgia, Savannah, Ga.
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There is no question as to the feasibility of centralized
traffic control. That question was settled some years ago
when railroads began operating trains on signal indica-
tion without regard to the superiority of trains. The
question now is one of economy only, and this requires
a careful study of operating conditions in the particular

and is able 1in a very clos ¢ territory under consideration. The number of train-
between absorption when the air is moist and  order offices that can be closed, and the economy re-
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sulting from this source, can easily be determined. The
vital question is, how many train hours can be saved?
That is, how much delay time can be avoided?

Delay time avoidable with centralized traffic control
may occur in three ways: Waiting time in the yard for
orders before starting; slow running due to entering
and leaving sidings or because of a slower train ahead;
and time spent on the passing tracks. A reasonably ac-
curate estimate of the delay time that can be eliminated
by C.T.C., and therefore of the operating results obtain-
able therefrom, can be made by plotting train movements
from the dispatcher’s train sheets, and then replotting
the same train movements as they would be made under
centralized traffic control. The assistance of the train-
master and a dispatcher, thoroughly familiar with the
territory, is essential in this work.

Usually there is a short territory where most of the
delay time occurs. This is apt to be adjacent to the
terminal, where trains are unable to get in or out ahead
of a superior train that does not make its expected time.
By relieving conditions at such spots by installing
C.T.C, it is often possible to improve operating condi-
tions on the entire district. One of the greatest advan-
tages of this system is that a short installation is just
the first step and can be added to without change when
traffic increases to such an extent that additional terri-
tory must be equipped.

If the study shows that the installation will produce a
meager return over and above its carrying charges dur-
ing a period of low traffic, it is certain that it will pay
handsomely when traffic increases, as delay time increases
seriously with increased traffic.

A. H. Rice, signal engineer, Delaware & Hudson,
states that, with centralized traffic control, traffic can be
moved at greater speed and at less cost than under old
methods of operation; that the operating results can be
determined by a study of any C.T.C. installation; and

that no allowance should he made for low-traffic periods. -

g

Automatic Interlockers

Gate-and-Signal Plan

T. H. Kearton
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Schems involving two single-track gates locked normally across the

branch line by an electric switch-lock

Crossing at Interlocking Plant Presented
Similar Problem
R. €. Charlton




