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French Railways Adopt
ColorLight
Signals
Five-light units on a signal bridge

NE of the first large signaling install<itions in
France to include color-light signals was placed in
service recently at the newly reconstructed Paris
terminal of the Est Railway, according to an article in
a recent issue of the Railway Gazette, London.
This type of color-light signal, consisting of five-light
units as shown in the illustration, was developed by the
Est Railway and has recently been installed on the suburban routes at Gagny, Pantin and Vincennes; also on the
four-track main line between N ancois-Tronville and
Lerouville. It is proposed to extend the color-light system to include the 37.2 mi. of double track from Lerou-

O

The units are fitted together in suitable combinations on
signal panels fixed to metal standards, projecting arms,
or bridges. Each unit consists of two super-posed lenses
of uncolored glass, with a colored flat pane between the
light and the lenses.. The colors provided are red for
"stop," green for "caution," and white for "line clear,"
though it will be easy to change the colors to red, yellow,
and green, respectively, in due course.
The plant at the Gare de l'Est was installed by the
signal department of the railway company, using equipment supplied by the Compagnie des Signaux et des Enterprises Electriques, the Societe d'Electricite Mors, and
La Compagnie Generale de Signalisation. The lenses, it
is understood, were obtained from America through
French sources.
I t is understood that measures are being taken toward
the standardization of color-light signals on the French
railways, the standard indications being:
MAIN LINES
One Green Light: Clear, proceed.
One Yellow Light: Caution. Next signal may indicate stop.
Two Horizontal Yellow Lights: Reduce speed (40 km. per
hour for passenger trains and 20 km. per hour for freight trains).
This signal can be followed by another with two vertical yellow
lights (same meaning).
One Red Light: Permissive stop.
Two Red Lights: Absolute stop.
At junctions, directions are given by a series of arms. the
uppermost applying to the left-hand route, and so on.
One (Slightly Bluish) Light: First direction given.
Two Vertical (Slightly Bluish) Lights: Second direction
given.
Three Vertical (Slightly Bluish) Lights: Third direction
given, and so on.

Drawing shows construction of the projector

ville to Noveant, and the 12.6 mi. of four-track from
M ussey to N ancois-Tronville.
The illustration includes some of the new color-light
signals at the Gare de 1'Est, showing the combinations of
hooded lenses by which the required lights or combinations are given. Detail drawings of a light unit are given.

These signals are mounted one below the other on one
post. For the extreme left-hand route, only the top arm
is used. For the next route (from the left) the top and
second arms are used, while for the third route all three
arms are used, the same principle applying to the fourth
route, if there is one.
On switching tracks and sidings the following indications are used: One violet light signifies an absolute stop
and one white light signifies clear, proceed.
In this connection it will be necessary to eliminate the
system used at present in France, in which red is the
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color for "stop," green for "caution," and white for
"dear." Yellow is used in sidings for "stop," bluish
green for "backward," and white slightly bluish for
"ahead." A system of flashing lights is used. When the
lights are "slowly intermittent" they indicate "slow
down," and when "rapidly intermittent" they denote
"accelerate speed."
The change-over from the present red, green, and

white for main-line signaling will be made gradually.
The first step will be the suppression of the green temporarily, replacing it with yellow to mean caution; the
yellow being at present restricted to shunting. After
some time, green will again be introduced to replace white
for "line dear." At present, violet is used to indicate
direction at junctions. In the future this signal will be
"white, slightly bluish."
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