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Editorial Comment

A Problem in Spacing Signals for
Higher Train Speeds

BraxinG tests of high-speed trains made up of standard
equipment have brought to light a new problem in the
spacing of signals. For example, in stopping an 8&-car
passenger train from a speed of approximately 100 m.p.h.,
approximately 70 per cent of the stopping distance was
traversed when reducing the speed to 60 m.p.h. In other
words, more than two-thirds of the stopping distance
was covered in reducing the speed 40 per cent. As another
example, a freight train, consisting of 44 loads and 2
empties, total tonnage of approximately 3,500 tons, when
being stopped from a speed of 50 m.p.h., required 3,600
ft. to reduce the speed to 40 m.p.h., and then 1,400 ft.
to bring the train to a stop. In this case, 72 per cent of
the total stopping distance was traversed in dissipating
the higher 20 per cent of the speed.

Assume that the volume of traffic is such that blocks
less than full braking distance, and four-aspect three-
block signaling, are to be used, with each block 4,000 ft.
long. The point of importance to note is that a train en-
countering the first signal of a set of signals, that is the
one displaying the least restrictive indication, will not in
all cases have time or space to reduce speed, in a block of
this length, to the limit prescribed by the aspects, indica-
tions and rules. In other words, the first of the three
blocks should be longer than the other two succeeding
ones.

The idea of a moving arrangement ahead of a train,
such that blocks of different lengths will be set up, is con-
sidered impracticable for extended mileages of through
routes. The conclusion is that, in the approach to inter-
lockings or on heavy traffic territory, there may be some
sections where five-aspect four-block signaling will be
needed. As an alternate to avoid too many aspects and
delays to trains operating at speeds between 45 and 60
m.p.h., a system of time-distance control circuits offers
possibilities. Such a suggestion may seem to be far ahead
of the need, but the fact that the speeds of regular
scheduled passenger trains have been increased rapidly
during the last few -years from 60 to 90, or even 100
m.p.h., and freights to more than 50 m.p.h., indicates
the necessity for solving some of the signaling problems
so introduced, before such speeds become prevalent.



