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Abstract

This paper gives a basic data of improving the performance of railroad signalling equipment by adopting
GPS and wireless telecommumication technologies. These approach enable the moving block control of train,
which can optimize train operation by reducing the distance between trains and maximize the railroad
capacity. These method of detecting train position and controling train movement can also improve the train

route control at stations.
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Fig. 1. Configuration of CBTC system
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Fig. 2. Braking pattern curve
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Fig. 3. Diagram of train movement control
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Fig. 4. Interlocking Diagram
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