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My dear Railwaymen 

 The number of train accidents for the financial 
year 2012-13 increased from 29 to 31 registering an 
increase of 6%. Deterioration is noticed in the following 
areas; 
Ø Two collisions which was due to rough shunting. 
Ø SPAD increased by more than 100%. 
Ø Two incidents of fire – in one case 31 passengers 

were burnt alive. 
Ø UMLC accidents increased by 1 no. 
 

Safety performance on the following Divisions 
deteriorated: 
Ø Accidents in BZA Division increased by 160% (13 

against 5). Accidents in HYB Division increased by 
133% (7 against 3). GTL Division reported 3 SPAD 
cases as against none last year. 

 

Excluding accidents at UMLCs, all other accidents 
mentioned above could have been avoided had the staff 
been alert and followed the prescribed rules rigidly. 
 

 I therefore, urge one and all to diligently follow 
the prescribed rules while performing duties and spread 
safety awareness and inculcate safety consciousness 
among all the staff. This, I hope will bring down the 
trend and also prevent accidents due to human failures. 
 

     (S. P. SAHU) 
     CHIEF SAFETY OFFICER    

FOREWORD 
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Sub: Non-observance of proper rules leading to SPAD. 
Ref: MT Fax Message No..2013/SAFETY-I/3/1 dated 

02.01.2013. 
Recently there has been an increase in number of SPAD cases 

due to non observance of proper rules. Board desire that a 
special drive should be launched between 02.01.2013 to 
16.01.2013 involving officers/inspectorial staff of concerned 
departments on the following safety aspects: 

1. It has been observed that LPs who have been inducted 
departmentally and who are performing duty after availing 
Head quarters rest are more prone to commit SPAD. There is 
a need to reinforce commitment to safety in train operations 
at all levels. Performance of such LPs should be closely 
monitored and they should be sensitized to follow proper 
safety rules. 

2. Following of such recommendations which have been 
circulated vide letter No. 2010/Safety (A&R)/19/21 dated 
08.02.2011 to the effect that at stations where isolation has 
not been provided (with standard-I(R) interlocking) and 
traffic is more during crossing of trains when 1st train has 
come to a halt at station, point on the end from which next 
train is planned should be immediately set against the 
occupied line. Railways should ensure that full set of 

Section “A” KNOWLEDGE 
Extracts of Railway Board letters 
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Pointsmen are available at such stations to prevent any 
shortcut or unsafe practice. 

 After the completion of drive a compliance report may be 
furnished to Board by 31.01.2013 showing details of 
abnormalities found and action taken to remove irregularities. 

  (K.K. SRIVASTAVA) 
 MEMBER TRAFFIC 
 RAILWAY BOARD 

 

Sub: Collisions due to SPAD during December 2012. 
Ref: CRB’s D.O. to GM No.2013/Safety (A&R)/3/1 dated 

07.01.2013. 
 
 During the last week of December 2012, three collisions 
and an averted collision have taken place over Indian Railways 
which is a cause of serious concern. All the four cases were due 
to Signal Passing at Danger (SPAD) by the Loco Pilot. 
 
 On 26-12-2012, a light engine over shot Starter and 
Advanced Starter Signal of Chabua Station of NFR while being 
received on the main line and collided head-on with a passenger 
train coming from opposite direction in the single line section. 
The loco of the passenger train was not fitted with ACD 
equipment, due to which the collision could not be averted. 
 
 On 29-12-2012, a head-on collision occurred at Marwar 
Mundwa station of NWR. At this standard-I interlocked station, 
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a Goods train had arrived on the loop line and the points at far 
end were set for the main line to provide the mandatory 
overlap. The Loco Pilot of M/E train coming from opposite 
direction passed Home signal at danger, entered loop line and 
collided head-on with the Goods train. 
 
 On 29-12-2012, a M/E train passed inner Starter Signal of 
Bellary of SWR at danger and side collided with a goods train 
which was standing on the bye-pass line for crew changing, 
without clearing the Fouling Mark. The incorrect and 
objectionable practice of stopping the down trains on the bye-
pass line for changing the crew, even when the rear portion was 
obstructing the UP main line, was being followed at this station 
on a regular basis without any check being exercised either at 
the divisional or Zonal levels. 

 
 On 29-12-2012, a collision was averted at Kochuvelli 
station of SR when a passenger train passed the UP Home Signal 
at Danger at a time when another passenger train was leaving 
from common loop in the Down direction, cutting across the UP 
main line of the station. 

 The sudden spurt and continued recurrence of the cases 
of Signal Passing at Danger (SPAD), resulting in collisions or 
averted collisions are a cause for serious concern. As senior 
managers, you would appreciate that the likely causes in such 
cases could be inadequate training, ineffective monitoring of 
LPs, a disconnect between the LIs and LPs or shortcuts adopted 
during road learning. Such failures could also occur due to long 
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hour running of the crew and some inconsistencies in the crew 
links which could perhaps merit a review. 

 SPAD cases, caused completely due to human error, are 
a cause for embarrassment and leave a very adverse impression 
of the Railways as a whole, notwithstanding the loss to life and 
property that is caused by such incidents. 

 I expect initiation of pro-active steps from your side in 
ensuring that such incidents are completely eliminated through 
effective monitoring, counseling and a careful analysis of the 
causes that could be responsible. A report on the action taken 
may be sent by the end of this month. 

With best wishes 
(Vinay Mittal) 

 

Sub: Incidents of Signals Passing at Danger (SPAD) 
Ref: Board (MM)’s letter No. 2010/M (L)/466/Misc.  

dated 25.4.2012. 
 

 There were three serious incidents of SPAD in the last 
week. The common thread between the three is that the 
practice of calling signals between the members of the crew, 
after duly observing the signal has not been followed. Even in 
other cases of SPAD, it is revealed that trains are being run only 
one member of the crew observing a signal. The second line of 
defence created by having a crew of persons has thus been 
neutralized. GR 3.83 requires that LP and ALP would exchange 
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signal after individually observing the signal aspect. It is 
reproduced below: 
“3.83 Assistance of the engine crew regarding signals:- 
(1) The loco Pilot and the Assistant Loco Pilot, shall identify each 

signals affecting the movement of the train as soon as it 
becomes visible. They shall call out the aspects of the signals 
to each other. 

(2) The Assistant Loco Pilot shall, when not otherwise engaged, 
assist the Loco pilot in exchanging signals as required. 

(3) The provision of sub rules (1) and (2) shall, in no way absolve 
the Loco Pilot of his responsibility in respect of observance 
in compliance with signals”.  
 

2. Please conduct a drive for the next 15 days, wherein each LP 
and ALP should be personally contacted by a Loco Inspector 
and counseled regarding the importance of observance and 
compliance with signals. ALPs should also be clearly made to 
understand that they are a member of the engine crew and 
responsible for compliance of signals. If signal visibility is 
better from LP side, they should go to that side to observe 
the signal. In case they find that the LP has failed to react to 
a signal aspect, there should be no hesitation to in using the 
Assistant’s Emergency Brake to bring the train to a stop. 
 

3. Visibility of signals is another important aspect which needs 
to be re-examined. On diesel locomotives, the visibility is 
different for LP and ALP and also depends on whether the 
locomotive is being driven with long hood or short hood 
leading. A study done on North Eastern Railway indicated 
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that visibility of signals from LP/ALP was ‘zero’ in many 
cases. This indicates that the system of Signal Sighting 
Committees is not serving its intended purpose and their 
reports as they exist now cannot be relied upon. In order to 
rectify the situation, the following action may be taken 
forthwith: 

 
i. Conduct footplate inspection of each and every section of 

your Railway by a Committee consisting representatives of 
Mechanical, Traffic and Signal Branches. 

ii. The above inspections should be conducted in different 
diesel loco configurations, long hood leading and short 
hood leading for right hand and left hand drive diesel 
locomotive separately. 

iii. For each section and configuration, the signal sighting 
distance for the LP and ALP should be recorded. 

iv. Short term and long term solution should be arrived at 
based on the physical signal sighting distance. The 
solutions should be based on minimum sighting distance 
for LP or ALP in any of the configurations. Short term 
solutions may consist measures like imposing speed 
restriction whereas long term measures would comprise 
shifting of signals, providing repeater signals, clearing of 
visibility obstructions etc., 

 
4. Considering the importance of this issue, I would request 

due priority to be given and the above exercises completed 
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in the next one month keeping me advised on a weekly 
basis. 
 

 (Keshav Chandra) 
 MM / Railway Board 

 
Sub: Fire suppression system for passenger coaches. 

 Ref: No.2009/M(C ) /141/6Pt dated 05.01.2013.  
  

CRS on Para 9.4 of CRS’s final report on the incident of Fire in 5 
coaches of Train No.2738 DN Goutami Express at KMs 425/12-
16 between Kesamudram and Tadlapusalapalli stations on 
Kazipet - Vijayawada BG Electrified double line section Route ’A’ 
of Secunderabad Division, South Central Railway at 0102hrs on 
01.08.2008 had recommended that ‘Water mist arrangement 
for extinguishing fire should be provided on all the passenger 
coaches.’ 
 It is understood that some trials were carried out on 
coaches with water mist type fire suppression system, however, 
no further progress has been reported. It is therefore advised 
that proper trial with water mist fire suppression system on 
coaches be carried out and if found suitable, a generic 
specification be developed. Besides, it is also advised to develop 
specification of suitable fire suppression system for Non AC 
coaches. 
 Progress may be appraised to the Board every month. 
  

  (Prashant Kumar) 
 Director Mech. Engg (Coaching) 
 Railway Board 
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Sub: Norms of Punishment in Accident Cases. 
Ref: RB letter 99/Safety (A&R)/6/1 dated 06.12.2012. 
 

 The norms of punishment to be awarded to staff held 
responsible in different accident cases were prescribed in 1968 
vide Board’s letter No.68/Safety/43/13 dated 03.07.1968. The 
guidelines issued in 1968 were further recirculated to the 
railways in 1999 vide the Board’s letter under reference. 
 It is seen that the guidelines regarding the norms of 
punishments in force today are more than forty four years old. 
A large number of changes / developments have taken place in 
the railways in these past years. References have been received 
from railways seeking changes in current norms. A need is, 
therefore, felt to have a de-novo look at the norms. Fresh 
guidelines are required to be framed confirming to the current 
realities. 
 In this connection, it is requested that the views of your 
railway may be furnished to this office on the above issue at an 
early date. 
 

 (Vijayalaxmi Kaushik) 
Executive Director/Safety 
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Sub: Report of committee to review the recommendation 
nos. 13,69,75 and 102 of High Level Committee (HLC) 
constituted on Disaster Management. 

Ref: Railway Board letter No. 
2003/M(M&P)/7/DM/Status/Pt dated 31.12.2012.  

 

  Please find enclosed letter no. 2003/M/(M&P)7/DM 
status/Pt dated 31.012.2012 on the subject in which the list if 
the item duly indicating the place to keep each item and 
department responsible for procuring the same.  

 This is for your kind information please. 
 

 (Sandeep jain) 
 Director(Safety))-III 
Enclosure 
Sub: Report of committee to review the recommendation 

nos. 13,69,75 and 102 of High Level Committee (HLC) 
constituted on Disaster Management. 

 

 Please refer to Board’s letter under reference on the 
subject cited above. In this context, it is mentioned that 
references have been received from NER & SCR in response to 
Para ‘E’ of report of committee constituted to review the 
recommendation no. 13, 69, 75 and 102 on HLC on DM. based 
on these references, please find enclosed the list of items duly 
indicating the place to keep each item and department 
responsible for procuring the same. Specific remarks against 
items 5, 7, 11 and 13 may also be noted. It is also has been 
decided to defer item no.6 (MFR kit with splint) at present.  
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 This issues with the consent of Safety and Health 
Directorates of Railway Board. 

Manish Jain 
Director, ME(P)II 

 

Sub: Special restrictions imposed by CRSs in SWRs on 
Crisscross movement cutting across the main line vis-à-
vis granting line clear to adjacent station –corrigendum 
thereto. 

Ref: Railway Board letter No. 2010/Safety (A&R)/19/23 of 
25.02.2013. 

 

  Contents in para1(d) of the letter under reference may be 
amended to read as under:- 
(d) The revised provisions as laid down at (a) above shall be 

applicable only for NEW WORKS involving complete 
replacement of existing  signalling gears, new lines, doubling 
and yard remodeling works, where relocation of home signal 
is required. There will be no change for existing layouts or 
when minor works like splitting of track circuits, deletion of 
sidings, interlocking/closing of LC gates etc., are under 
taken. 

All other contents of the letter shall remain the same. 
This issues with the approval of Board (ML&MT) 
 

 (J.S.Bindra) 
Director/Safety 
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Sub: Minutes of the meeting between NDMA/NDRF and 
Railway Authorities held on 19th February,2013, at 
NDMA Bhavan, Safdarjang Enclave. 

Ref: Railway Board letter No.2003/Safety(DM/6/3,               
dated 15.3.2013. 

 A meeting under the Chairmanship of Sri K.  M. Singh, 
Member, NDMA with the officials of Railway was held in NDMA 
on 19th February, 2013, a copy of minutes of which is enclosed 
for taking/initiating adequate action at your end. 
 During the above meeting it was decided that each NDRF 
battalion should carry out at least one or two mock exercises / 
co-ordination meeting with respective Zonal Railways under 
their purview every year. In this direction, Zonal Railways are 
requested to indicate the address of their respective NDRF 
Battalion so that a calendar can be prepared at Board’s office in 
co-ordination with DIG/NDRF for the Mock exercise / co-
ordination meeting between zonal railways and the respective 
NDRF. 

The information should be furnished within a fortnight 
positively.  
  (Sandeep jain) 
 Director(Safety))-III 
 Enclosure to the above letter for items related to Safety: 
5. Co-ordination meeting between NDRF Battalion 

Commandants and Railway Safety Officials – Railway has 
17 zones and 68 divisions and DG NDRF may entrust these 
zones/divisions to each NDRF Battalions falling under their 
respective areas of responsibility for a regular co-
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ordination. Headquarter NDRF will draw an annual calendar 
for zone/division-wise meeting between NDRF Battalion 
Commandants and Railway Safety Officials for better co-
ordination and management during disasters/major train 
accidents. Each NDRF Battalion should carry out at least one 
or two mock exercises / co-ordination meeting with each 
zonal railway every year. Co-ordinating DIG-NDRF and 
Director (Safety), Railway Board will finalize the calendar, 
which will be circulated to all concerned / zones / division 
by Director/Safety and to all NDRF Battalion Commandants 
by HQ-NDRF.(Action: NDRF HQrs/Dir(Safety)Railways). 

 
7. Participation in Mock-Exercises- NDMA will send its annual 

calendar of mock exercises on disaster response to 
Director(Safety), Railways and he would circulate the same 
to all 16 zones / 68 divisions of railways along with 
instructions to Chief Safety officers for participation of 
Railway Officials as one of the stakeholders wherever 
important Railway establishments/stations are located. 
As directed by Sri. J.K.Sinha, Member NDMA, Sr. Consultant 
(Mock Exercise), NDMA in association with Director/Safety 
Railways may discuss and decide modalities for working out 
the details of ‘Mock exercise on major train accidents’. 
NDRF State/District authorities, CAPFs located in vicinity 
among others would be stake holders of such mock 
exercises on major train accidents and should be invited to 
participate. Once decided, NDMA will organize such mock 
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exercises on major train accidents. (Action: NDMA/Director 
(Safety)Railways) 

8. Mobilization of NDRF Personnel/Equipments during 
disasters- It was also agreed that once agreed by ministry of 
Railways. In case of major disasters, Railway will provide 
train/coaches facilities on requisition for movement of NDRF 
teams to the site of disasters and aback to their HQ after the 
operations. A separate proposal should be sent in this 
regard. From railway side. Director (Safety), Railways will 
coordinate.(Action: NDRF-HQ/Director (Safety)Railways). 

 
Sub: SPAD 
Ref: CRB FAX message No. 2013/Safety-I/3/3 dated 

25th March 2013 
 

There have been many incidents in the recent past due 
to signal passing at danger by Loco Pilots. In the most recent 
case the Loco Pilot of a goods train passed Starter and Advanced 
Starter signal of the Main Line of a station situated on Single 
Line section at Danger and entered into the Block Section 
without any Authority to Proceed. The train was finally stopped 
at Home signal of the next station. The inquiry report revealed 
that the Loco Pilot had remained absent for about a month and 
this was his first trip after joining the duty. It has been observed 
that Loco Pilots who are performing duty after availing head 
quarter rest or joining duty after prolonged leave or absence are 
prone to commit SPAD. Imperative that their Supervisors and 
Officers should closely monitor the working and behavior of 



14 
 

such staff. DRMs should frequently interact with Supervisors of 
Running staff and the concerned BranchOofficers with LIs 
atleast once in 2 months specially focusing on safety issues. LIs 
should also be well conversant with the physical and 
psychological well being of the running staff under them. A drive 
should be launched to cover the above aspects for the next one 
month. Report containing feedback on action taken should be 
advised to board. 

  
 VINAY MITTAL 
 Chairman Railway Board 

 
**** 

 
 
 
 

 
 

WORKING OF TOWER WAGONS (SR 17.08.8) 

8.1 A Tower Wagon must always run under block protection 
and shall be treated and signaled as a train. 

8.2 If there is Total Interruption of Communications, the SM 
on duty, must advise the Tower Wagon Driver of the 
same and the wagon shall be worked on the section 
under the rules for working the trains during Total 
Interruption of Communications. 

Section “B”  
Some important rules 
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8.3 When a Tower Wagon has to stop in the block section 
for inspection work, Line block has to be taken in 
advance. 

8.3.1  The running and stabling of Tower Wagon shall be 
arranged by SM in consultation with SCOR. In case the 
control is not working, the SM shall consult the SM of 
the adjoining stations. 

8.3.2  When Tower Wagon is stabled on running line due to 
unavoidable circumstances, the mechanical hand brake 
shall be applied and the Tower Wagon shall be securely 
chained to the rails in accordance with the Rule 5.23 and 
SRs there under. 

8.3.3  The Tower Wagon shall not be moved into or outside the 
traffic yard without the traffic the permission of SM on 
duty. No shunting on goods or passenger stock must be 
permitted on the line, where the Tower Wagon is 
stabled. Shunting should not be performed with the 
Tower Wagon attached. 

8.3.4  When Tower Wagon is moved, attached to a train, it 
should be inside the rear BV and the speed of the train 
to which the Tower Wagon is attached should be 
restricted to the speed of the Tower Wagon (which is 
attached on the Tower Wagon) observing all other speed 
restrictions. Necessary Caution Order shall be issued to 
the Loco Pilot of the train duly advising the Guard of the 
train and control. 

8.4  No unauthorized person shall be allowed to operate the 
Tower Wagon. 
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8.5 Failure of the tower wagon and accidents thereto 
operate treated in the same manner as train accidents 
and action taken as per rules in force. 

Special responsibilities: 
The Diver shall be responsible to see at the commencement of 
the journey that the Tower Wagon is fit in all respects to 
perform the intended journey, i.e., brake and horn are in 
efficient working order and the equipment like flags, detonators 
etc, mentioned in Para 7 above are complete. 
 
8.6 When the Tower Wagon is required to move from one 

block station to another block station, the Operator 
should run the machine only with the proper ‘authority 
to proceed’ under the system of working, to enter the 
block section. 

 
8.7 However, the following procedure shall be observed for 

working of Tower Wagon in a block section between two 
block stations under traffic block. Power block etc: 

 
8.7.1 If one Tower Wagon is programmed to go into the block 

section and return to the station from where they 
started, the first one will be given T/1708 with PN 
received from the station in advance, shall be issued. 

 
8.7.1.1 If more than one Tower Wagon are programmed to go 

into the block section and return to the station from 
where they started, the first one will be given T/1708 
and the succeeding ones will be given Caution Order 
with PN received from the station in advance for each 
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Tower Wagon. When T/1708 is received back by the SM, 
it is deemed that the block section is clear.  

 
8.7.2 When Tower Wagon is programmed to go into the block 

section and then proceed further to the next block 
station, T/A 1708 with the PN received from station in 
advance, shall be issued. 

 
8.7.2.1 If more than one Tower Wagon is programmed to go 

into the block section and proceed further to the block 
station, the first and the following Tower Wagons will be 
given Caution Order and the last one will be given 
T/A1708 with the PN received from the station in 
advance for each Tower Wagon. When T/A 1708 is 
received by the SM of the next station, it is deemed that 
the block section is clear.  

 
8.7.3 The speed of the first Tower Wagon will be booked 

speed and the following ones will observe a speed 
restriction of 25 KMPH during day and when view is clear 
10 KMPH during night and also day when view is not 
clear. 

 
8.7.4 SM whoever receives T/1708 and T/A 1708 shall intimate 

to the other SM of the station at the other end under 
exchange of PN in token of block section is being clear of 
Tower Wagons. 

 
Note:  

1. When more than one Tower Wagon is sent into the 
block section, the number of Tower Wagons permitted 
into the block section shall be decided before dispatch of 



18 
 

the first Tower Wagon and accordingly an endorsement 
to this effect shall be made in the Authority/Caution 
Order about the total number and sequence of dispatch 
of each Tower Wagon. 

 
2. All the entries pertaining to each Tower Wagon shall be 

made in TSR in red ink. 
 
8.7.5 On completion of the work and after ensuring that the 

block section is clear of Tower Wagons, the official in-
charge will hand over to the SM a safety certificate for 
resumption of normal working and specify therein 
whether any speed restriction is to be observed. On 
receipt of this certificate, the SM will advise the SCOR 
and all concerned and cancel the traffic block, power 
block etc, and resume normal working.  

 
**** 

 
 

 

Amendment Slip No.11 to G&SR (23.1.2013) 
* * * 

 
The following modifications to SRs have been given for 
implementation. . 
 
Item No.1: S.R.5.06.8. is amended as follows:- 

Section “C”  
Latest Amendments 
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SR 5.06.8 SWR should be issued afresh once in five years or 
after issue of five Amendment Slips, whichever is earlier and 
reviewed as and when required 
 
Item No.2 AppendixXIV NOTE (iii) is amended as follows:  
AppendixXIV  
 
Note  
(iii)The SWR should be issued afresh after every five years or 
after issue of five  amendment slips, whichever is earlier and 
reviewed as and when required 
 
Item No.3  SR.3.79. is amended as follows:- 
SR 3.79      Deleted 
  
Item No.4    Appendix–II (3)Routine duties of Gateman (vii) is 
amended as follows:   
 
Appendix-II  
 
(3) Routine duties of Gateman: 
(vii) If lifting barriers/leaf gates get damaged or becomes out of 
order, he shall use the spare chain with disc and padlocks for 
securing the gate against road traffic. 
If sliding boom arrangement is available, Gateman has to use 
them for closing the Gate against road traffic.  If the interlocking 
arrangement is available for sliding booms, after closing the gate 
with sliding booms, signals can be taken off.  Before resorting to 
the use of sliding booms for closing the gate, Gateman shall 
make an entry in the Gate Timing Register and exchange PN 
with station master.  After resuming working of normal booms, 
again entry to be made and PN to be exchanged with SM to this 
effect 
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Item No 5: Appendix-II –Annexure-I para 4.. Failure of lifting 
barriers or leaf gates is amended as follows:   
 
Appendix-II -Annexure-I  
 
4. Failure of lifting barriers or leaf gates:  
(iii) Gateman shall secure the gate against road traffic by means 
of safety chains and padlocks.  
Note: If sliding boom arrangement is available, Gateman has to 
use them for closing the Gate against road traffic.  
If the interlocking arrangement is available for sliding booms, 
after closing the gate with sliding booms, signals can be taken 
off.  Before resorting to the use of sliding booms for closing the 
gate, Gateman shall make an entry in the Gate Timing Register 
and exchange PN with station master.  After resuming working 
of normal booms, again entry to be made and PN to be 
exchanged with SM to this effect. 
 
Item No 6: Appendix-II –Annexure-I para 6.Failure of the gate 
key, with the gate in open condition is amended as follows:   
 
Appendix-II -Annexure-I  
 
6. Failure of the gate key, with the gate in open condition:  
(iii) Gateman shall secure the gate against road traffic by means 
of safety chains and padlocks.  
Note: If sliding boom arrangement is available, Gateman has to 
use them for closing the Gate against road traffic.  
If the interlocking arrangement is available for sliding booms, 
after closing the gate with sliding booms, signals can be taken 
off.  Before resorting to the use of sliding booms for closing the 
gate, Gateman shall make an entry in the Gate Timing Register 
and exchange PN with station master.  After resuming working 
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of normal booms, again entry to be made and PN to be 
exchanged with SM to this effect. 
 
Item No 7: Appendix-II –Annexure-II para 4.. Failure of lifting 
barriers or leaf gates is amended as follows:   
 
Appendix-II -Annexure-II  
 
4. Failure of lifting barriers or leaf gates:  
(iii) Gateman shall secure the gate against road traffic by means 
of safety chains and padlocks. Note: If sliding boom arrangement 
is available, Gateman has to use them for closing the Gate 
against road traffic  
If the interlocking arrangement is available for sliding booms, 
after closing the gate with sliding booms, signals can be taken 
off.  Before resorting to the use of sliding booms for closing the 
gate, Gateman shall make an entry in the Gate Timing Register 
and exchange PN with station master.  After resuming working 
of normal booms, again entry to be made and PN to be 
exchanged with SM to this effect 
 
Item No 8: Appendix-II –Annexure-II para 6.Failure of the gate 
key, with the gate in open condition  is amended as follows:   
 
Appendix-II -Annexure-II  
 
6. Failure of the gate key, with the gate in open condition:  
(iii) Gateman shall secure the gate against road traffic by means 
of safety chains and padlocks.  
Note: If sliding boom arrangement is available, Gateman has to 
use them for closing the Gate against road traffic.  
If the interlocking arrangement is available for sliding booms, 
after closing the gate with sliding booms, signals can be taken 
off.  Before resorting to the use of sliding booms for closing the 
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gate, Gateman shall make an entry in the Gate Timing Register 
and exchange PN with station master.  After resuming working 
of normal booms, again entry to be made and PN to be 
exchanged with SM to this effect. 
 
Item No 9: Add the following as SR 4.19.5:  
 
SR 4.19.5: Brake van equipment, Loco Pilot / Motorman’s and 
Guard’s equipment in MEMU / EMU / DEMU / DHMU trains: 
 
4.19.5.1: Brake van equipment 
 
The following brake van equipment in working condition shall 
be loaded in low tension compartment in each motor coach of 
MEMU / EMU by the MEMU /EMU shed and in the space 
available in each Driving Power car of DEMU / DHMU by DSL 
sheds responsible for primary maintenance. In- charges of the 
sheds are responsible for ensuring the loading of the stipulated 
equipment in working condition. 
Stretcher – one 
Fire extinguishers – two 
Wedges – two  
 
4.19.5.2: Loco Pilot’s equipment 
 
Loco Pilot / Motorman shall be in possession of the following 
equipment while working MEMU / EMU / DEMU / DHMU 
trains: 
Red flags – two 
Green flag – one 
HS lamp (tri-colour) – one 
Detonators – Ten 
Hand book of G&SR for LPs and Guards  
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4.19.5.3: Guard’s equipment 
 
Guard shall be in possession of the following equipment while 
working MEMU / EMU / DEMU / DHMU trains: 
Red flags – two 
Green flag – one 
HS lamp (tri-colour) – one 
Detonators – Ten 
Hand book of G&SR for LPs and Guards  
Portable first aid box – one 
 
Item No.10  AppendixXIII Para 5 is amended as follows:  
 
Appendix XIII 
 
5. When the situation mentioned in group (C) arises, the work 
shall commence only after traffic staff accepts Disconnection 
Notice.  
For undertaking maintenance and repair works under 
Disconnection the instructions given below to be followed. 
a. Signal maintenance and repair works should be done only 
under clear Disconnection Notice as per provisions contained in 
Para 11.4 of IRSEM (Part-II). They should also mention the 
duration of requirement to SM.  
 
b. Disconnection for duration upto one hour should normally be 
allowed by the SM depending upon trains in the section.  
 
c. If Disconnection is not allowed by the SM, it should be 
requisitioned again by the S&T Official and allowed by the 
Control depending upon the flow of trains. Otherwise, the 
available slot may be indicated by the Control to the S&T staff.  
 
d. In extreme exigencies, if the maintenance / repair of S&T gear 



24 
 

is urgently needed to avoid an accident, the same may be 
suspended with the approval of Sr. DSTE.  
 
e. For works involving disconnection for more than one hour, a 
Disconnection schedule jointly signed by Sr.DSTE, Sr.DOM, 
Sr.DEN & Sr.DEE/TRD should be issued and notified to all 
concerned and the progress of the joint schedule should be 
reviewed by the DRMs periodically.  
 
f. For Disconnections / maintenance likely to last for more than a 
day:  
 
Temporary working instructions must be issued.  
The SM shall be responsible for ensuring that relevant points are 
correctly set, clamped and padlocked.  
S&T Officials may restrict the aspect of signals to give only 
‘caution‘ aspect.  
Thereafter the SM can take ‘off’ signals after ensuring setting 
and locking of  points.  
Temporary Engineering Indicators with speed of 15 KMPH 
should be placed at the site. 
 
This is issued with the approval of the Competent Authority. 
 
Necessary printed page replacement correction to the relevant 
pages will be issued later. 
 
All concerned may please be notified. 
 
 
    for Chief Operations Manager 

Advanced Amendment Slip No.12 to G&SR (1.3.2013) 
SR 4.65.1.4 is modified as follows: 
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Competency certificate for persons authorized to drive tamping 
machine: All self-propelled track machines shall be treated as a 
train for all purposes. 
(i) No person shall be permitted to drive any type of track 

machine unless he has undergone stipulated training and 
passed the examination at ZRTI/MLY in G&SR. A technical 
competency certificate shall be issued by Dy.CE/Track 
Machines or any other competency Engineering Officer 
nominated by PCE. 

(ii) The certificate shall be valid for 3 years unless revalidated 
after undergoing a Refresher Course at ZRTI. 

(iii) He shall possess a certificate of medical fitness issued by a 
Railway Medical Officer as prescribed for train LPs. 

 
 For Chief Operations Manager 
 
Advance Correction Slip No. 131 to IRPWM of 11.01.2013 
 
Existing Paras 277 (a) (7), 429 and 502 to IRPWM shall be 
replaced with the following: 
Para 277 (a) (7) – Joggled fishplate with clamps or two far end 
bolts on good AT welds shall be provided on bridges having 
length of water way as 100m or more and on approaches upto 
100m length. 
 
Para 429 Maintenance of Thermit Welds on curves: Joggled 
fishplate with clamps or two far end bolds on good AT welds 
shall be provided on curves of 30 or sharper. 
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Para 502 Alumino Thermit Welding of Rails: 
(1) Alumino Thermit Welding of rails may be carried out in 

accordance with the detailed procedure laid down in the 
‘Manual for Fusion Welding of Rails by Alumino 
Thermit process, September 1996’. A Thermit Weld done 
in situ shall be joggle fishplated with four clamps and 
supported on wooden blocks till tested as good by USFD. 

(2) Joggled fishplates with clamps or two far end bolts on AT 
welds shall be provided on banks having height 5m or 
more. 

(3) Joggled fishpaltes with far end tight bolt shall be 
provided on AT welds which have undertaken traffic 
equal to or more than 50% of stipulated fatigue life 
(GMT) of the rail. 

(4) For bridges and curves, action as per Para 277 (a) (7) and 
Para 429 shall be taken.  

 
Addendum &Corrigendum Slip No. 18 to IRSEM Part I of 

25.2.2011 
Chapter VII, Para 7.19.5 
Modification to existing Para 7.19.5 of SEM Part I, 1988 
“For reception signals, 5 rail length Calling-on track circuit and 
60 seconds time delay should be adopted. For dispatch signals, 
no time delay is required for Calling-on signal. However, that the 
train has stopped shall be covered in SWR and ensured by 
Operating staff. 

**** 
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I. METHOD OF RELEASING AND ISOLATING OF LHB 
COACH (DISC BRAKE) INVOLVED IN BRAKE-
BINDING 

STEP-1 
a) Pull quick release valve wire of DV. 
b) If brakes are released, brake indicator will display ‘green’ – 

(follow STEP-4). 
c) If not released, brake indicator will display ‘red’. 

 
STEP-2 

a) Isolate the affected trolley by isolating cock on brake panel 
unit. 

b) If brakes are released, brake indicator will display ‘green’ - 
(follow STEP-4). 

c) If not released or brakes released only in one trolley, follow 
STEP-3. 
 
STEP-3 

a) Open flexible pipe of BC line of one/both the axles of 
one/both trolleys having brake-binding. 

b) Brakes will release and brake indicator show ‘green’ -(follow 
STEP-4). 
 

STEP-4 
a) Isolate DV by lifting handle upwards. 

Section “D”  
Trouble shooting - Mechanical 
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b) Isolate FP connection to AR isolating cock fitted in brake 
panel unit. 

c) Drain out AR fully. 
d) Pull quick release wire of DV again for release. 
e) Physically ensure the release of brake pads of all wheels by 

shaking and brake indicator will display ‘green’. 
 

**** 

 

 

 

v SPAD at MJF station of HYB Division on 28.01.2013: 
Brief History: MJF is a class ‘B’ station situated between 
SC – MED section of HYB Division worked on double line 
Automatic, Electrified territory under route ‘B’ with MACLS 
standard II (R) interlocking. MJF station has 4 running lines, 
they are DN Main, UP & DN common Main, Common Loop 
and Goods Loop. At the time of the incident, Common loop 
was occupied by coupled Diesel traction locos which arrived 
at 2024 hours and they are bound to KCG via STPD chord 
line. UP Mainline was signalled for MED – SC local. 
Preceding 77675 KCG – MRGA DEMU train, DN 12797 
KCG – CTO Venkatadri Express (diverted route) ran 
through MJF station at 2037 hours.  

 
Train No. 77675 left STPD and approached MJF which was 
planned to be received on Common Loop as per SCOR 

Section “E”  
Accident Cases 
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instructions after despatching the coupled engines and wait at 
MJF for crossing of Train No. 77673 MRGA – KCG DEMU 
which will start from MLY on clearance of Venkatadri 
Express. Till such time, the KCG – MRGA DEMU is 
supposed to be at DN Home Signal No. S-40 of MJF.  
 
LP of 77675 KCG – MRGA DEMU stopped at the Home 
Signal of MJF for about 32 seconds, i.e., from 20.49.42 to 
20.50.14 hours as per speedometer chart. And, subsequently 
passed S-40 DN Home Signal at ‘ON’ (semi-automatic 
signal) as per data-logger report and entered onto DN 
Mainline and stopped in spite of alerting on walkie-talkie by 
the Dy.SS/MJF who noticed track down on the panel for DN 
Mainline.  

 
LP/Passenger was Sri. Jeelani Basha from SC Depot of SC 
Division who signed ‘on’ at KCG by 1845 hours after 
availing 34 hours of home station rest and started the train 
from KCG at 2020 hours. Sr. Goods Guard Sri. S.T. Singh 
also belong to SC Depot of SC Division who signed ‘on’ at 
KCG by 1855 hours.  
 

 
v UMLC Accident on 18.2.2013 between SDM – TNR 

stations of BZA Division. 
Brief History: On 18th February 2013 at about 2315 hours, 
Train No.16324 Shalimar Express dashed against a ready-
mixer concrete at UMLC No. 195 at KM 275/3-5 between 
SDM – TNR stations. Concrete work was going on for 
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casting RUB bottom slab. ADEN/Bridges/North/BZA & 
SE/Works/Bridge/BZA were   supervising the work. Pouring 
of concrete from the ready mixer was planned by keeping the 
track on the approach road of UMLC and connecting the 
RUB slab with the ready mixer truck by means of a pipe.  
 
Cause: Driver of the truck tried to reverse the truck in 
between UP & DN lines and during that period the train came 
and dashed with the truck resulting in damages to loco and 10 
coaches. Supervision for this was not made from the Railway 
Administration side. The private truck owner did not possess 
adequate knowledge of railway working. 
 
Matters brought to light: 
• Sectional ADEN was unaware of the work being done by 

the Bridge Organisation.  
• This shows inadequate co-ordination.  
• ADEN should have ensured that contractor’s 

representative acquires adequate knowledge about safety 
precautions and a certificate is issued to that effect which 
is missing in this case.  

• Competent authority should have issued a written 
permission for carrying out the work during nights. 

 
v SPAD at SKZR station of SC Division on 22.2.2013 

Brief history: On 22nd February 2013, at 2150 hours, LP of 
Train No. CSAS Goods hauled by WAG-7 loco with a load 
of 44/3755 BOOST wagons passed DN Home signal of 
SKZR station of SC Division at ‘on’ by one loco length. 
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Cause: LP of the train misjudged the braking distance and 
overshot the signal. The datalogger report also confirmed the 
SPAD. 
 
Staff held responsible: LP Primary and ALP Secondary.  
 
Matters brought to light: 
• LP had switched ‘on’ his CUG and spoken with his wife 

after SRUR station which resulted in deviation of 
concentration, subsequently leading to SPAD.  

• LP also deposed that ALP alerted and warned him to 
control the speed but he assured him that there is a slight 
raising gradient near the Home Signal and the train will 
certainly stop short of the signal. 

• LP also agreed that he has backed the train without any 
authority in the panic condition. 
  

v Incident of express train parting at between PAU – MRV 
stations of NED Division on 27.2.2013: 

Brief history: Train No. 09308 YPR – INDORE weekly 
express arrived Purna station on 27.2.2013. After reversal of 
locomotive, the LP, ALP, Guard, Pointsman, C&W staff and 
Dy.SS/outdoor/PAU all have deposed that they have ensured 
proper coupling, pipe connectivity and a remark on the BPC 
about ‘air continuity’ is also made. Finally, the train left PAU 
at 0908 hours. While proceeding to next block station Matsul, 
the loco got uncoupled from the formation at KM 943/1, after 
travelling 7 KMs approximately at 0920 hours. 
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Shortfalls noticed:  
• LP of the train reached MRV station only with his loco 

instead of stopping in the section itself. 
• It appears that COC of loco and formation is in ‘closed’ 

position instead of ‘open’ position, Otherwise the loco 
should have stopped along with the formation. 

 
Cause: Proper coupling was not done by the Shunting staff 
and C&W staff while attaching the loco with formation at 
PAU and proper coupling was not ensured by train crew 
before commencement of the journey. 
 
Staff held responsible    
Primary:  
• Shri Kamlesh Rai Sharma, GLP/PAU     
• Shri Raj Kumar, ALP/PAU   
• Shri Prahlad Rajalingam, Tech.I/C&W/PAU  
• Shri Mohan Kishan, PM-A/PAU   
• Shri Vitthal  Nagorao, PM-A/PAU   
• Shri Kanhaiya Rajalingam, PM-A/PAU   
Secondary: NIL  
Blameworthy:  
• Shri Sk. Samdani, Outdoor Dy. SS/PAU   
• Shri Sk. Ahmed Sk.M , CLI/PAU  
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Other matters brought to light: 
• Shunting staff & C&W staff did not ensure proper CBC 

coupling after shunting as per JPO issued by S.C. 
Railway dated 04.7.2008.  

• LP and ALP did not ensure the coupling between the 
engine and train formation as per GR & SR 4.32.  

• Communication between Guard and Engine crew was not 
working i.e., walkie-talkie.  

• After uncoupling, loco travelled for a distance of 3 KM 
(as per speedometer chart) it shows that engine crew was 
not alert and did not observe the stopping of the rear 
portion.  

 
Suggestions & Recommendations: 
• Proper training should be imparted to the shunting staff 

and C&W staff with practical demonstration  
• LPs & ALPs should be counselled by their respective LIs 

to ensure proper coupling of loco with formation as per 
GR & SR4.32.  

• Train crew should ensure proper working of walkie-talkie 
before commencement of the journey.  

• The LPs & ALPs should be counselled by their respective 
LIs regarding action to be taken in case of  train 
parting.(GR 6.08)  

 
v Indicative accident – breach of block rules by LP of 

11406 Express (Dhanbad – Kolhapur) at NED station of 
NED Division on 27.3.2013: 
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Brief history: On 27.3.2013, T. No. 11406 Dhanbad – 
Kolhapur weekly express entered on to R&D Goods line 
no.1 at Nanded station of NED division at 0305 hours. This 
incident falls under the category of “indicative accidents – 
breach of block rules” – G(4) – train received or despathed 
on a wrong line, train entered into catch siding / slip siding 
/sand hump, etc.,  
 

SCOR/NED advised Dy.SS/NED Sri. Kapure on the day of 
incident that there will be crossing of UP Ajantha Express 
17063 & DN 11406 Dhanbad - Kolhapur express at NED 
which is proved and recorded in the control office ‘voice 
logger’. The previous two stations ahead of Nanded in the 
direction of the DN train are Mugat & Maltekdi.  
 
TSR entries at MGC & MTKD reveal that they did not have 
any confusion and they have clearly written the T. No. 11406 
Dhanbad - Kolhapur express. Only Dy.SS/NED written as 
empty rake in TSR. 
Similarly, Gateman of 149 & 150 before Nanded also written 
correctly the T.No. as 11406 in the LC Gate Register. 
Dy.SS/NED thought it is Dhrmabad empty rake and hence, 
signalled for Goods R&D line which is not acceptable in the 
background of evidence of records maintained at previous 
stations & LC Gates.  
 
Sri. Y. Sitaram, Passenger LP/PAU who was working the 
train knows very well that he is working 11406 express, but 
failed to stop the train neither at the Home Signal of NED nor 
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atleast after passing points, instead, he entered and cleared 
the fouling mark. Hence, failure of LP & Guard also will be 
contributing for the incident apart from the failure of 
Dy.SS/NED. 
 

**** 
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I. Write full form of the following: 
a. EIMWB 
b. KRCL 
c. RRT 
d. PTS 
e. PDD 
f. IRFC 
g. NTES 
h. PSR 
i. JPO 
j. SCC 

 

II. Fill in the blanks: 
a. SCR loaded ----------- MT of originating traffic for the year 

2012-13. 
b. An AC Chair Car Coach is called ---------. 
c. A BOXN CC rake can run upto ------ KMs or ------- days. 
d. Gooty Diesel Shed largely holds ---------- locos. 
e. WAG 9 Loco has --------- Horse Power. 
f. Regulation of loading due to congestion in a terminal is 

governed by ---------- system. 
g. An unweighed rake has to run at a speed of -------- KMPH. 
h. The maximum permissible speed of Duranto express on 

DHNE—KCG section is ------------ KMPH. 
 

Section “F”  
Test Your Knowledge with KEY 



37 
 

KEY 
I.  Full forms of the following: 

a. Electronic in-motion Weigh Bridge. 
b. Konkan Railway Corporation Limited. 
c. Railway Rates Tribunal. 
d. Preferential Traffic Schedule. 
e. Pre Departure Detention. 
f. Indian Railway Financial Corporation. 
g. Nationwide Trains Enquiry System. 
h. Permanent Speed Restrictions. 
i. Joint Procedure Order. 
j. Serial Commercial Circular. 

 
II. Fill in the blanks: 

a. 111.46  
b. CZAC 
c. 7500 KMs or 35 days  
d. WDG4 Locos 
e. 7000 HP 
f. FOIS 
g. 40 KMPH 
h. 100 KMPH 

**** 
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Ø No. Safety.387/SD/VOL.IV      Dated: 03.01.2013. 
 In view of the recent increase in the number of SPAD 
cases due to non-observance of proper Rules. Board desires 
that a special drive should be carried out for a fortnight 
involving officers/Inspectorial staff of concerned departments 
on the following safety aspects: 
1. It has been observed that LPs who have been inducted 

departmentally and who are performing duty after availing 
head quarter rest are more prone to commit SPAD. There is 
a need to reinforce commitment to safety in train 
operations at all levels. Performance of such LPs should be 
closely monitored and they should be sensitized to follow 
proper safety rules. 

2. At such stations where positive isolation like sand 
hump/Buffer stop is not there, during crossing of trains the 
SMs are to be alerted that they should alter the point at the 
end from which opposite direction is planned immediately 
on arrival of first train. Such stations are to be inspected 
during the drive and staff working need to be checked and 
identified for shortfalls. 
 Hence, as directed by Railway board, drive for a fortnight 

may be carried out with focus on the above aspects, with 
immediate effect. 

Section “G”  
Safety drives launched 



39 
 

 After completion of drive a compliance report showing 
details of abnormalities found and action taken may be 
furnished by 23.01.2013. 
  
Ø No. Safety.387/SD/Vol.V   Date: 07.2.2013 
 
 

Sub: Safety Drives published in Safety Calendar–2013 – 
action for implementation. 

 

 Headquarters Safety Branch published a Safety Calendar-
2013 bringing out safety drive for each month. In this 
connection, following is brought out for implementation in the 
Divisions; 
 

Divisions are advised to launch fortnightly safety drive 
on the subject for the month given in the safety calendar-2013 
involving Officers and Supervisors of concerned Departments 
from 10th of the month and the feedback to be given at the end 
of the month. The feedback need to be given bringing out the 
no. of drives conducted by Officer + Supervisor separately, 
location/station where it was conducted, date when it was 
conducted, items checked, items found irregular / shortfall, etc., 
Final reply shall contain the entire details as annexures 
alongwith consolidated totals for the Division. Emphasis should 
be on quality rather than quantity. 
 

 As far as February month is concerned, the given topic is 
‘stabling and securing precautions’ and the checks need to be 
conducted station-wise specific where coaching rakes, goods 
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trains are stabled. In the given timeframe all the locations of the 
Division needs to be covered duly identifying shortfalls / 
irregularities. Details of stations division-wise where coaching 
and goods rakes are stabled is given as Annexure ‘A’ and the 
format in which checks are required to be conducted and 
feedback need to be given is attached as Annexure ‘B’. 
   
Ø No. Safety.387/SD/Vol.V   Date: 28.3.2013 
CRB vide his FAX message No.2013/Safety-I/3/3 dated 26.3.13 
had advised there have been many accidents in the recent past 
due to signal passing at danger by Loco Pilots. In a recent case 
the Loco Pilot of Goods Trains passed the starter signal of the 
Main Line of a station situated on Single Line section at danger 
and entered into the block section without any authority to 
proceed. The train was finally stopped at Home Signal of the 
next station. The inquiry revealed that the Loco Pilot had 
remained absent for about a month and this was his first trip 
after joining the duty.It has been observed that LPs who are 
performing duty after availing headquarter rest or joining duty. 
It has bee observed that LPs who are performing duty after 
availing headquarter rest or jo9ining after prolonged leave or 
absence are prone to commit SPAD. 
In view of the above CRB directed to conduct a month long 
safety drive on the following aspects: 
i. Supervisors and officers should closely monitor the working 

and behavior of such staff (LPs who join duty after long 
leave/sick). 
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ii. DRM’s should frequently interact with supervisors of running 
staff. 

iii. The concerned branch branch officers should interact with LIs 
at least once once in 2 months specially focusing on safety 
issues. 

iv. LIs should be well conversant with physical and psychological 
well being of the running staff under them. 
As directed by CRB a month long drive on the above aspects 
may be launched with immediate effect. Daily progress of the 
drive with details of drive conducted irregularities noticed 
and action taken to rectify the same may be transmitted 
through electronic mail(csoscr@ymail.com) or sent via 
FAX(85116)to the undersigned for advising railway board. 

 

 

 

 

****
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 Last Year LY; Current Year: CY 
Train Accidents – (01.4.2012 to 31.3.2013) 

SN Category SC BZA  GTL HYB GNT NED Total 
Consequential LY CY LY CY LY CY LY CY LY CY LY CY LY CY 
1 Collision …. …. …. 1 …. …. …. …. …. …. …. 1 …. 2 
2 Derailments               
 Mid-section 2 1 2 1 1 …. 1 …. …. 1 1 …. 7 3 
 At station 6 2 2 5 1 …. …. 2 1 …. 1 …. 11 9 
 Sub-total 8 3 4 6 2  1 2 1 1 2  18 12 
3 LC accidents               
 Manned                
 Unmanned  1 …. 1 3 …. …. 2 3 2 1 1 1 7 8 
 Sub-total 1  1 3   2 3 2 1 1 1 7 8 
4 Fire - trains …. …. …. 1 …. …. …. 1 …. …. …. …. …. 2 
5 Miscellaneous  …. …. …. …. 1 …. …. …. …. …. …. …. 1 …. 
6. Indicative 2 1 …. 2 …. 3 …. 1 …. …. 1 …. 3 7 

Grand total 11 4 5 13 3 3 3 7 3 2 4 2 29 31 
 

Section “H”  
Accident Statistics 


