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To all whom it may concern : 
Be it known that I, GEORGE A. JOHNsON, 

a citizen of the United States, residing at 
Chicago, in the county of Cook and State 
of Illinois, have invented a certain new and 
useful Improvement, in Friction-Gears for 
Railway Draft-Rigging, of which the fol 
lowin is a full, clear, concise, and exact de 
scriptlon, reference being had to the accom 
panying drawings, forming a part of this 
speci?cation. _ 
This invention relates to improvements in 

friction gears for railway draft rlggings. _ 
As is well known, in the Operation of rail 

way cars, the bu?ing shocks are generally 
much heavier than the shocks under draft, ' 
which the draft-gears are required to‘ ab 
sorb. This fact has made it desirable to 
provide shock absorbing mechanisms of 
higher capacity under buff than. under draft 
in order that the heavy buffing shocks may 
be completely absorbed, and at the same 
time permit an easier action under draft to 
facilitate starting of the cars. 
One object of ‘my invention is to provide 

a novel arrangement of shock absorbing 
mechanism which will have substantially 
double the shock absorbingt capacity under 
buif that it has under dra . 
Another and more speci?c object of the 

invention is to provide a shock absorbing 
mechanism, preferably of the friction type, 
so arranged‘that two shock absorbing un1ts 
are arranged in tandem so as to be Operable 
simultaneously and cumulatively in buff, 
and wherein only the rear of the tandem ar 
ranged units is operated under draft. 

Still another object of the invention is to 
provide a shock absorbingmechanism that 
‘will have substantially double the travel in 
bu?' that it has in draft. 
In the drawing forming a part of this 

s eci?cation, Figure 1 is a vertlcal, longitu 
inal section of a portion of a draft rigging 

showing my. improvements in connection 
therewith. Fig. 2 is a horizontal, sectional 
view of the structure illustrated in Fig. 1 
and showing the positionof the parts under 
full buff. Fig. 3 is a vertical, transverse, 
sectional view, taken substantially on the 
line 3-.—3 of Fig. 1. ' Fig. 4 is a detail, sec 
tional view corresponding to Fig. 1, illus 
trating the front portion only of the draft 

' rigging embodying another form of my in 

' sills. 

vention. And Fig. 5 is a View similar to 
Fig. 1, illustrating a further embodiment of 
my invention. 

In said drawing, 10—1O denote channel 
center or draft sills of a railway car be 
tween which, at the rear end of the gear, is 
secured a transversely extending abutment 
block 11 forming therear stop for the draft 
gear. The draw bar 12 is operatively con 
nected to the gear proper, hereinafter de. 
scribed, by a horizontal yoke 13 and cou 
pler-key 14 extending through suitable slots 
provided in the draw bar yoke and draft 

Said yoke 13 normally bears against 
the abutment block 11 and cooperates with 
a suitably notch'ed rear follower 15, the rear 
end of the yoke and the follower 15 thereby 
being supported by brackets 16—16 secured 
to the inner faces of the draft sills, as 
clearly shown in Figs. 1 and 2. 
The improved shock absorbing mecha 

nism, as shown, comprises two friction units 
oppositely arranged. These friction units 
have a common casting A of substantially 
cylindrical form throughout, said casting A 
having a friction shell 17 at each end there 
of and a central partition or- wall 18 divid 
ing the casting A into two substantially 
identical halves. Cooperable with each fric 
tion shell 17 is a circularly arranged series 
of friction shoes 19 and wedge 20, there be 
ing anti—friction rollers interposed between 
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the wedge and the shoes, as indicated at 21 _ 
in Fig. 1. Within each chamber of the cast 
ing A is placed a heavy main spring 22, each 
ofsaid main springs hearing at one end 
against the central partition 18 and at its 
opposite end against the inner edges of the 
corresponding set of friction shoes. A long 
retaining bolt 23 is employed extending 
from one wedge to the other wedge through 
the springs and suitable perforationsin the 
spring washers and partition 18. The cast 
ing A with the parts contained therein is 
supported by a. detachable saddle plate 24. 
At the front of the gear, upper and lower 

horizontally extending stops are provided 
in the form of two transversely extending 
removable keys 25 and 26, respectively. A 
front follower 27 is interposed between the 
butt of the draw bar 12 and the front wedge 
block 20, said follower 27 being slidably 
supported and guided by and between said 
stop keys 25 and 26. The rear end of the 
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draw bar butt is similarly supported and 
guided, as will be apparent from an inspec 
tion of Fig. 1. 
The operation is as followszln bui?ng, 

the draw bar will force the front follower 
27 rearwardly, thus actuating the front set 
of friction elements and at the same time 
forcing the double-ended friction shell rear—~ 
ward1y.- This in turn will cause the actua 
tion of the rear set of friction elements and 
the action will be continued until the full 
bu?ing movement'is completed, as illustrated 
by the'position of the parts in Fig. 2. ‘it is 
evident that during this movement, the total 
permissible travel of the draw bar will equal 
the sum of the permissible action of each 
friction unit, whlch in actual practice will 
approximate a total travel of three inches. 
llnder draft, it is evident that the casting A. 
will be held stationary against the frent 
stops 25 and 26 so that the front friction 
unit will be inactive and the shock will be 
absorbed entirely by the rear friction mecha 
nism and until the rear follower 15 engages 
with the rear end of the casting A. The 
draft capacity is therefore one-half of the 
hurling capacity and the travel of the draw 
Fear is also limited to one-half of the per 
missible travel under buff. _ 
in the form shown in Fig. 4, the arrange 

ment of double-ended friction mechanism is 
the same as that shown in Fig. 1 and sub 
stantially the entire difference resides in 
the front follower'127 which is provided 
with upper-and lower ?anges 227—227 to 
overlap the rear end ofthe draw bar- 112. 
The follower construction 127 is employed 
in those cases where the draw bar buttis of 
small size or where the spacing between the 
front upper and lowerstops is greater than 
the vertical heicrht of the draw bar butt, it 
being evident that a follower of the form 
shown in Fig. 4 will properly center the 
draw bar butt in line with the center line of 
the gear. _ _ 

In the construction illustrated in Fig. 5, 
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the double-ended friction mechanismik’ is 
of a type having a considerably higher ca 
pacity than the type il ustrated in Fig. 1. 
In Fig. 5, the friction s ells 117 proper are 
substantially cylindrical and the spring cas 
ings 200 are of substantially rectangular 
form open at the top and bottom to permlt 
the use of twin arranged main springs 222 
with each set of friction elements. The for 
mation of the casting shown in Fig. 5 is such 
.as to provide upper and lower shoulders 
201-—2@1 ada ted to cooperate with trans 
versely 'exten ing keys forming front stops 
225 and 226. The location of the'stop keys 
225 and 226 in the manner shown necessi 
tates the use of additional transverse keys 

and 326 to support and guide the butt of 
the draw her. The operation of the gear is 
the same as that above described in ‘connec 
tion with Fig. '1 and need not here be de 
tailed. ' - ‘ 

‘I claim: 
1. in a draft rigging, the combination 

with draft sills, draw bar, and yoke-acting 
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means, of a friction gear shell, means for ' 
holding said shell stationary under draft 
but permitting said shell to move under buff, 
a set of friction elements cooperable with 
said shell at its rear end under‘ both bull’ and 
draft, and additional shock absorbing means 
at the front end of the gear 
under buff only. 

and operable; 

75 

2. In a draft rigging, the combination ' 
with draft sills, draw bar, and yoke, of a‘ 
double-ended friction shell having a set ‘of 
friction elements cooperable therewith‘ at 
each end, rear and front stop members, said 
shell being held stationary under draft but 
movable 1n bu?', both sets of friction ele 
mentsebeing operable in buff and only the 
rear set in draft. - 
In witness that I claim the foregoin I 

have hereunto subscribed my name this %th 
day of Feb, 1918. 

GEORGE A. JOHNSON. . 
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