~.additional fa; e
- should also design aut stic: equipmen * ‘these trains, § : th
~demonstration schedule calls for a 1-hour turnaround, some .such equipment is
mandatory. = _ o i IR R
- It is recommended that a task force be established dmmediately to
termine which failures should. and can be displayed; (b) determ
failures should and can be diagnosed rapidly with repairs effected s
York, Philadelphia, and Washington terminalg ;. (¢) identify which f
be repaired only at depots; (d). design: trainborne and stationary eq nent .
to aid this diagnosis; (e) list the spares to be stored at terminals and 1
(F) .identify the electronic failure mechanisms that are most deleterious t
schedule probability ; (g) recommend quick fixes, if any are required, that may
be implemented within a 6-month period; (k) recalculate the schedule prob-
ability ; and. (3) report back within 45 days. . : ‘ Bl
The major equipment suppliers should be involved in train maintenance, at -
least for a period of time, which we understand is the railroad’s intention. -
Wheel thermal capabilities : s S
At 120 miles per hour (1104-10 percent safety factor) the ma
tion available based on maximum dry rail adhesion is
second. This will produce a peak heat load of approxim 't.
ond if the braking is accomplished by air alone, According to Schrader,? t
a hazardous heat rate input, leading to thermal cracks even in class A ‘wh
The number of applications of this heat rate necessary to develop a the
crack is a- function of the metallurgical composition: of the wheel a
quenching. e & , T R N
The railroad has already ‘directed a change from class C to class A w
before revenue service commences. The railroad has further indicated tha

change order will be issued to add dynamic brake to the controller emergenc;

of times an emergency brake applieation is expected. , _ S
These rates could be exceeded only if there was a penalty or alertor bra {
application, or if there was a major power circuit failure disabling the d; ]
brakes, an air brake bipe failure, or deliberate dumping of ‘the air bra
by the engineer or conductor at a train speed of 120 miles per hour.
In the case of penalty or alertor brake application; we recommend
namic braking be included with air for the

_regular maintenance periods.
These thermal rate inputs under eme:
if the deceleration rates could be red

spacing to accommodate lower deceleration rates; Actually, the &
rates are not obtained in practice (due, presumably,. » brake: PR
- We recommend that the railroad, with Government support (if .the railro:
S0 desires), review the metallurgical aspects of thermal cracking, the retard
tion characteristics of friction brakes, and braking criteria with a view towa
Specifying among class A wheels those with ‘minimum cracking susce
We recommend that the railroad review procedures to determine if
. to reduce deceleration rates. We further recommend that, until these re;
are completed, it would be prudent to limit speed in revenue service t0 120 mi es
per hour. o ; o e e
Pantograph-catenary. current collection o Sl
Simulations and experience indicate that, winter or summer, light (
wire, up to speeds of 120 miles per hour, a physical separation of the
from the catenary will not oceur for periods of more me-t
The electrical interruption will be less than this bec

use of arc cond

2 “The Bffect of Brake Shoe Action on Thermal Cracking and on Failure of Wrought St
Railway Car:Wheels,” Wetenkamp, -Sidebottom, Schrader. University of Illinoi‘s Bulleti
June 1950. , , ‘ ‘ . L :
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