CHAPTER XIIL

BLOCK SIGNALLING.

Definttion of Terms.

147. By the term “ Block System,” is meant :—

Tirst. The division of the line into certain portions.
Each portion is termed a block, or section.

Secondly. The method by which the traffic is regulated ;
so that only one train or engine shall be
within any one “section” or “block,” and
upon the same line of rails, at one and the
same time,

148. The method of working electric block-signals has
been divided under «three heads, viz., the positive, the
affirmative, and the permissive.

149. The positive system is that under which the
section is blocked only during the time it is being
traversed, or is occupied by a train.

150. The gffirmative system is that which, main-
taining the electric signals normally at * blocked,”
requires that the station in advance shall be asked, under
a preconcerted bell-signal, “ may train proceed ” ; and in
a similar manner to have this afi7med by a certain bell,
or other signal before the train is allowed to proceed into
the section.
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151. The permissive system is really no bk
system at all. Under it two, or more trains travelling in
the same direction are allowed within the same section
at the same time ; the second and following trains being
cautioned as they pass the signal box that there is a train
within the section, in advance of them.

Any such system is pernicious in the extreme, and
cannot be too strongly condemned. Under it each
driver is thrown upon his own responsibility, and whereas
one may slacken speed and proceed at a moderate pace,
another may be indifferent to the warning and continue
his progress at the ordinary speed. Moreover, such a
system cannot but be inducive of greater delay than if
the sections were subdivided so as to accord more strictly
with the requirements of the traffic, for the reason that
it must lead to reduced speed.

152. The positive system is that most generally in use.
It has this advantage over the affirmative system, that the
instruments thermselves show when a train is in the
section, whereas under the latter system the “ clear”
signal is merely given to admit a train. Again, the out-
door signals should, as a rule, be worked strictly in
accordance with the indications of the electric signals.
If these stand at clear, then the out-door signals should
also stand at ckar. If at blocked, then the out-door
signals should also be at blocked, or danger. If the
dine signals are maintained at block when the section
is not occupied by a train, it is impossible the danger
indication can have that weight with the drivers that
it would, were it employed to indicate danger only at such
times as danger really exists. It is true that under
each system a “train signal book,” showing when each
train is signalled in and out of the section, may be kept
at hand for reference, still the “ positive ” system has not
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only the book but the indication on the instrument for
reference, and, as such, affords one more check upon
forgetfulness or negligence.

It is not unusual to hear mention made of Tyers's
system, Preece's system, Walker's system, & ¢, but when
applied to the railway systems upon which such instru-
ments are employed, the term is incorrect. Each
maker or each inventor has a form of instrument, possess-
ing certain characteristics, and applicable, in some cases,
to a certain mode of working; but the form of instru-
ment has very little, if anything, to do with the system,
under which ft isworked. For the manner in which the
instruments are worked, the railway company alone is
responsible; it is therefore the railway company's system,
and should be recognized as such, and not under the
name of the maker, or the inventor of the instruments
employed.

153. Upon the length and proper regulation
O the Sections, depends the amount of traffic which
may be worked over a line governed by a block-system.

Let fig. 75 represent a section of a railway system,
of which A is the terminus, and B, C, junctions. The
number of trains running out from A are at the rate of
(say) twenty an hour. At B eight of these diverge for
the branch E, and at C five diverge for the branch F.
Now it is evident that to work this traffic without delay
the sections between A and B must be such as to admit
of each train passing through them within three minutes,
and in order to provide against unpunctuality some
margin should be allowed, so that it would only be safe
to estimate the time of running at two minutes for each
section. This at a speed of thirty miles an hour would
give the length of each section as one mile. From B to
C trains could be passed through at every five minutes.

but taking time tables and irregularities into considera-
tion it would be advisableto reduce this to three minutes
which, at the speed previously mentioned, would call for
sections of not more than one and a half miles in extent.

From C to D the number of trains is reduced to seven,
which if equally dispersed throughout the hour would
mean one train every 8-57 minutes. The farther we get



