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NEXT MEETING: ,July 18th, 1980. 
VENUE: A.R.H.S. Library Room, Windsor Railway Station. 

HELD AT: 

PRESENT: 

MINUTES. QE MAY 1980 GENERAL MEEllllii 
A.R.H.S. Library Room, Windsor, on Friday 16th 
May 1980. The meeting commenced at 2045 hours. 

Jack McLean (Leader), David Langley (Archivist 
and Editor), Graeme Inglis {Acting Minutes 
Secretary), Wilfrid Brook, Alan Cohn, Alan 
Jungwirth, Keith Lambert, John McCal lum, ,John 
Sinnatt, Andrew Wheatland. 

MINUTES OF PREVIOUS MEETING: adopted as read subject to Alan 
Jungwirth being recorded as present. 
(Cohn/Lambert) 

BUSINESS ARISING: 1. John Sinnett pointed out that the 
previously published articles regarding the 
signalling on the Victorian Railways were 
originally printed in the Australian 
Railway Enthusiast in 1964-65. 

2. The Tours Committee (Alan Jungwirth and 
Jack McLean) will meet at an early date to 
discuss the Exodus to the East on Show Day. 

CORRESPONDENCE: Our beloved leader wrote a letter to "Taffy" 
regarding the reprinting of the UK Newsletter. 
A letter was also received from Peter BArry 
requesting information regarding the 
subscription renewal. The information was sent 
by the aforementioned said beloved leader. 

GENERAL BUSINESS: 1. The Train Staff - correspondence with 
railway historians in the UK resulted in 
Jack McLean visiting the Institute of Civil 
Engineers in London and obtaining a photo
copy of this very interesting article. 

2. Norman Houghton, Geelong City Archivist, 
has been in touch with Jack McLean, Mick 
Guiney and others in connection with his 
proposed booklet on the Wensleydale line. 
Jack has copies of "S" circulars from the 
J.C.M.Rolland collection, housed in the 
Latrobe Library in Melbourne, one of which 
showed four troop trains in one day to 
Gherang in 1942. 

ITEMS OF INTEREST: 1. Wilfrid Brook's apology for the next six 
meetings was accepted particularly as he 
promised to bring back some slides and 
other railway material from his sta.,v in 
Toronto. (We should mention that Rob Weiss 
has promised to do the same during his stay 
in Texas - USA not QLD.) 
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2. Alan Cohn asked for an eh-planation of the 
difference between LEVER LOCKING & TRACK 
CONTROL and AUTOMATIC & TRACK CONTROL 
systems of signalling. John Sinnatt kindly 
obliged. 

3. Reference was made to the visit of the 
"Great White Fleet" (USA) in 1908 when 12 
trains were run from Geelong to Queenscliff 
at 15 minute intervals. Some of these were 
of "seated trucks" which Alan Cohn 
remembered in 1920. 

4. Carlesruhe - it was reported that the 
signal arms have been removed but the frame 
and block instruments were intact. 

5. Black Thursday (Easter 1980} saw the VR at 
its best (or worst) a..~d small groups of 
SRSV members watched the proceedings from 
various locations. The leader and others 
were at Melton where the procession of 
trains, mostly regular ones, provided some 
variety but a small delay ensued when a 
down train dropped the staff. A carriage on 
this train was suffering from defective 
lights and a couple of our members repaired 
the circuits during the subsequent stop. 

6. David Langley reported on a trip he and 
Stephen McLean made to Dimboola on Black 
Thursday travelling on the 1758 hrs 
Ballarat train which was eh-tended to 
Dimboola. B72 and S305 hauled 7/265t to 
Ballarat where the S class was detached. 13 
minutes were spent at Ballan mostly 
occupied crossing 8134 running late (whats 
new). Prior to this. 9146 Eh-press Goods 
from Serviceton had woven its way to 
Melbourne through all the outward bound 
passenger trains, crossing the 1725 Bacchus 
Marsh at Melton and the 1758 Dimboola at 
Rockbank, remarkable working on this single 
line. An unusual sight was the switching in 
of Wal Wal to enable or at least ensure 
that the Dimboola train stopped to set down 
a party of children. Dimboola was reached 
at 0014 hrs, 34 minutes late. The train 
returned to Melbourne at 0415 hrs taking up 
the schedule of the 0750 Ballarat-Melbourne 
train at Ballarat and arrived Melbourne 
three minutes early, a creditable 
performance considering that the train was 
24 minutes late leaving Lubeck having 
crossed a down Express Goods hauled by C507 
and C510. 

7. Adelaide. Alan Jungwirth reported on his 
findings in regrad to demarcation between 
ANR and STA. including a reference to a 
derailment at Dry Creek where one bogie of 
a wagon was off in ANR territory and the 
other in STA territory. Neither party would 
put both bogies back on the track. 

8. Among other questions asked. were some 
about AMTRAK - why do they need a rule book 
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of their own? and how much is AMTRAK like 
GO in Toronto? Wilfird Brook has indicated 
that he will try and ascertain this 
comparison. 

at 2235 hours. 

to be held on July 18th, 1980, at Windsor. 

Not known at this time but come along for a 
surprise. 

--oOo--

SIGNAL.LltlG. aLTERATIONS 
ARMSTRONG, GREAT WESTERN, DEEP LEAD, JUNG, DOOEN, 
PIMPINIO, SALISBURY LOOP, DIAPUR & LANGI LOGAN. 
The temporary switching hours shown in circular 
A 2/1980 are now cancelled and the above stations 
will switch in and out according to the published 
hours in the Working Timetable. 

BLACKBURN. The control panel was switched out and 
all points spiked normal. 

MITCHAM. The auxiliary train stop for L691 has 
been abolished. It was located between the down 
end of the platform and the crib crossing. 

BLACKBURN. The up home signals 12 & 28 were 
converted to automatic signals L560 & L578. 

ELMHURST. Flashing lights were provided at 
Pyrenees Highway level crossing at 141MP + 981m. 

BLACKBURN. Signalling diagram No 1'80 was issued 
replacing diagram No 8'79. A new down platform was 
provided. Down home signals Nos 6 and 18, dwarf 
signal Nos 8, 10, 20 and 22 were removed. New down 
automatic signals were provided with the new line 
- L555 & L565. A 5P key operated switch was 
provided to control L565 to prevent unnecessary 
operation of the Blackburn Road boom barriers. 

CRAIGIEBURN. Nos 5 & 7 points at the up end were 
removed. Access to the siding is now available 
only from the down end. 

FLINDERS STREET A BOX. Signalling diagram No 12·'80 
became effective and diagram 9'80 was cancelled. 
The lead from No 2 road to No lA road was removed. 
Mo 37 points and the signals on posts 38 & 39 on 
signal bridge No 3 were also removed. Levers 7, 
17, 22, 24, 34, 37, 40, 48 & 49 were sleeved 
normal and will be removed at a later date. New 
light home signals Nos 311 and 314, and new points 
No 299 were provided and these are worked from the 
control panel. 

ASPENDALE. The signal control panel was relocated 
to the new station building, 
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SPRINGVALE. Co-ordinated traffic lights have been 
provided at Springvale Road level crossing. The 
traffic light call is initiated by the operation 
of the boom barrier lever No 41. 

SUNSHINE. Co-ordinated traffic lights have been 
provided at Sunshine Road level crossing. The 
operation of the traffic light call is automatic 
for up and down trains, and trains may be held at 
signals 51 & 52 without activating the call 
signal. 

TRAFALGAR. Flashing lights were provided at 
Telephone Road level crossing at 75MP + 1574m. 

LAH. The down end catch point was replaced by a 
scotch block. 

WARRENHEIP. The down automatic staff exchanger has 
been withdrawn. 

BRIDGEWATER. Composite electric staffs have been 
provided for the sections Eaglehawk-Bridgewater 
and Bridgewater-Inglewood. A composite staff 
exchange box has been provided and these staffs 
will enable economies in man hours to be achieved. 

HIGHETT. Boom barriers have been provided at the 
realigned Wickham Road level crossing. A 5P key 
switch has been provided to control F600 to 
prevent unnecessary operation of the boom 
barriers. Push buttons were also provided at 
Cheltenham. interlocked with the home signals Nos 
10 and 12, to provide stopping or eA--press 
selection for F600. 

SANGER. The down end hand locking bar has been 
replaced by a staff lock. 

FISH CREEK. Flashing lights were provided at Falls 
Creek Road level crossing at 99MP + 676m. 
Staff/Annett Key exchange apparatus is provided at 
both ends to the loop to enable the flashing 
lights to be switched to manual operation whilst 
shunting operations are in progress. A push button 
is provided at both ends of the loop to prevent 
unnecessary operation after a down train departs 
Fish Creek after shunting. 

WODONGA. Shunters warning lights and sirens were 
provided on the following signal posts:-
Post 3 - SG warning siren. 
Post 8 - SG warning light. 
Post 5 - BG warning siren. 
Post 10 - SG warning siren & BG siren and light. 
Post lOB - SG warning siren & BG siren and light. 

FLINDERS STREET A BOX .. Post 149 was relocated 32m 
in the up direction and post 332 was moved 2m in 
the down direction. 
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BLACKBURN. The up line was slued to a new 
alignment and L560 was relocated accordingly. A 

new up platform was also provided. 

FLINDERS STREET-SPENCER STREET-NORTH MELBOURNE. 
Signalling diagrams Nos 13'80 (Flinders Street) 
and 14'80 (Flinders Street-North Melbourne) became 
effective and diagrams Nos 7'80 and 12'80 were 
cancelled. The City Circle Loop Viaduct line and 
Burnley Loop Viaduct line were brought into 
service as an up and down line respectively. No 52 
points at Flinders Street A were moved 32m in the 
up direction. Home signals Nos 150 & 330 (Flinders 
Street), Nos 123, 125, 303 & 305 (Spencer Street) 
and automatic signals Nos 084, 086, 148, 285, 287 
and 307 were provided. Points Nos 43, 48, 50, 
230U, 227, 228 & 471 (Flinders Street), and Nos 
12, 14, 25, 205, 465 and 466 {Spencer Street) were 
provided. At Spencer Street, the Parcels Platform 
and dead end siding were renamed Parcels Dock and 
No 2 East respectively. Platforms 1 Centre, 
1 East, 10 East, 11 East, 12 and 13 bave been 
renumbered Nos L 14, 12, 13, 15 and 16 
respectively. The platform numbering will not come 
into effect until 30 June 1980. 

CLIFTON HILL. Automatic signal (semaphore) S158 
was converted to a light signal. 

BLACKBURN. Following the realignment of the main 
lines, the following curve boards have been 
installed for the down line at - left band curve 
at lOMP + 1150m .. 40mph (65 Kmph) and right hand 
curve at lOMP + 1400m .. 35mph {55 Kmph). 

FLINDERS STREET-NORTH MELBOURNE. Signalling 
diagram No 18'80 became effective and diagram No 
14'80 was cancelled. The up main suburban line was 
realigned. W63 was removed together with No 428 
points. No 428 catch points will remain. New 
points No 424U, new up home signals Nos 564 and 
718, and new automatuc signal No 562 were 
provided. No 532 home signal was converted to an 
automatic signal and renumbered No 490. W57 was 
converted to a down home signal No 703. 

SANDOWN PARK-NOBLE PARK. Co-ordination circuits 
were provided for Corrigan Road flashing lights. A 
new down automatic signal D793 was provided at tbe 
down end of Sandown Park. This signal is 
controlled by a 5P key switch at Sandown Park. Tbe 
signal is approach operated and interlocked with 
the traffic light call cycle. An e::,..'I-•ress/stopping 
push button is provided at Springvale and is 
interlocked with down borne signal No ,54. 

TRARALGON. Flashing lights were provided at Banks 
Street level crossing at 95MP + 1482m. 

(continued on page 41) 
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ORIGIN OF THE TRAIN STA..'l.'F 
by E. B. Ivatts. 

Vo1 :;, No <t, 

(reprinted from "Railway Herald", 15 & 22 December 1887.) 

1820 
1828 
1828 
1830 

1831 
1832 

1832 

1825 
1830 
1830 

1830 

supplied by .Jack McLean. 

To trace the growth of this system in the early 
days of railways, it is necessary to go back to 
the year 1839. There were, however, before 1839 
both single and double lines as follows:-

SINGLE LINES 
Stratford-Moxton, 16 miles, worked by horses. 
Duffryn Llynvi-Porth Cawl, 18 miles, worked by horses. 
Nantille-Caernarvon, 9 1/2 miles, worked by horses. 
Canterbury-Wrlitstable, 6 1/4 miles, worked by fixed 
engine. 
Bolton-Leigh, 7 1/4 miles, not stated. 
Leicester-Swannington, 7 1/4 miles, worked by loco 
engine. 
Wigan-Parkside, 7 miles, worked by loco engine. 

DOUBLE LINES 
Stockton-Darlington, 54 miles, worked by loco engines. 
Cromford-High Peak, 33 miles, worked by loco engine. 
Hereford-Monmouth Gap, 12 1/4 miles, worked by loco 
engine. 
Liverpool and Manchester, 31 miles, worked by loco 
engines. 

This growth of railways, no doubt, inspired the Government 
of the time to inquire how they were to be controlled and the 
safety and interests of the public preserved. Hence in 1839, a 
select committee was held on railways, and their report is dated 
26 April 1839. (Vol 10, Parliamentary Papers of 1839). The next 
year we find the recommendations of this committee formulated 
into an Act of Parliament, 3 & 4 Vic., cap. 96 of 1840. This Act 
also seems to have created the Railway Department of the 
Commissioners of the Board of Trade, as we find the first report 
of the officers of the Railway Department to the Board is dated 
25 January 1841, and their report refers to 3 & 4 Vic., cap. 97 
(Vol 25, Parliamentary Papers of 1841). 

The first Board of Trade inspectors appears to have been 
Lieut.-Col. Sir Frederick Smith, Major-General Pasley and Captain 
Wynne. From these gentlemen's reports, most of the following 
information is derived. 

Many of the early lines, although designed for double lines, 
were first opened and worked as single lines. The first method 
seems to have been to work a section with one engine only, 
a.rra..11ging the times of the trains. so that the one engine could 
go backwards and forwards. 

Sir Frederick Smith reporting on 30 Deptember 1841, on the 
Ulster Railway, says: "The trains leave Belfast daily at 7am, 
9am, 11am, 1pm, 3pm and 7pm, and return from Lisburn at the 
intermediate hours, the engine which takes the train to Lisburn, 
bringing the train back. Thus, the collision of two trains is 
impossible; and I trust, for the safety of the passengers, the 
same system will be continued when the line is open to Lurgan 
for although by an intermediate siding the chances of collision 
would be very remote under ordinary circumstances, yet, in the 
event of two trains running at the same time from the termini to 
the siding or passing place, the detention or breaking down of 
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one train might by possibility, 
go beyond the siding, and then 
occur. 

lead the Driver of the other to 
some terrible accident might 

Five weeks after, Sir Frederick Smith, reporting on the 
opening of the Manchester, Sheffield and Lincolnshire Railway (10 
November 1841 - Report for 1842, p176), says: "The whole e::-..'tent 
of the railway, from Sheffield to Manchester, will be 40 1/4 
miles, the position now proposed to be opened is seven miles, 
commencing at a point on the Manchester and Birmingham Railway 
about three-quarters of a mile from the Manchester terminus and 
ending at Godley. 

The Act was passed in May 1837, and the work commenced in 
August 1840. The formation is prepared for a double line of 
railway, but a single line only is at present laid; and it is the 
intention of the company to work trains in both directions on 
this single line, having only a small length of double line for 
passing at the Ashton station, which is about midway." 

Then on p178, he says: "I regret that such a plan should 
be in comtemplation, for although I do not mean to say that 
it cannot by proper regulations and a rigid adherence to 
them, be carried into effect without danger to passengers, 
yet it is exposing them to an additional risk, for I cannot 
but conceive cases in which the servants of the company may be 
induced to pass the corssing place before the arrival of the 
train from the other direction. The whole responsibility of this 
arrangement must rest with the company. And I can only hope 
that, if they persist in it, they will issue a regulation to the 
effect that no train shall pass the corssing place unless the 
opposite train shall have arrived there, or unless a guard or 
fireman of that train shall come down to the ctossing place and 
state that the train to which he belongs has not, or will not be 
started, or has put back." 

"In the event of any train being detained at the crossing 
place unti 1 within a quarter of a.n hour of the ne::-..""t- train trave 1-
1 ing in the same directin being due, a guard should be detached 
to meet it with proper signals to give notice of the obstruction 
of the line, A large disc signal to be used by day and a red 
light for the night, should be put up at every station on -the 
line". This was probably the beginning of signals. 

"I will suppose a case which might lead to great confusion, 
if not to danger. A train leaving Manchester at 5 pm, for 
instance, ir: the winter, is detained about midway for some defect 
or failure in the engine, and instead of arriving at the crossing 
place at about 20 minutes past five, does not reach it till 4.5 
minutes past five. In the meantime, the train from Godley would 
be detained at the meeting place, then there would arise the :::-isk 
of a double colision, for it would become a question of 
discretion whether or no trains a.re to proceed, or whether for 
fear of a collision with the trains that should start from both 
termini at 6 pm, they should remain at the meeting place." 

"The foregoing is by no means an improbable case and I would 
on all accounts recommend the directors, at any rate, to be 
content with running trains at alternate hours from the termini 
{two stations) until the ensuing spring, when the line will be in 
more perfect order, and the servants experienced in their 
duties." 

This, of course, became a recommendation from the Lords 
Commissioners to the directors, a.."".ld further on p. 179 of the same 
report, their Lordships further recommend that the practice of 
running engines tender first with passenger trains, should not be 
adopted. This in 1841 seems the first mention of the rule. 
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This brings us down to the year 1841. Now in 1842 Mr. 
William Fothergill Cook, afterwards Sir W.F.Cook, wrote a 
pamphlet on the applict-~tions of electricity to single lines. The 
writer has tried to turn up this pamphlet, but unsuccessfully, 
and would be glad to be afforded a sight of a copy. This Sir 
W.F.Cook was probably the originator of the use of the telegraph 
in the work.ing of trains, and we shall shortly see the 
application of the system to the working of single line tunnels. 

In 1843, Sir Frederick Smith seems to have passed off the 
scene, and we find Major-General Pasley, the Government 
inspector. Maj.Gen. Pasley in his report of 17th March 1843; "On 
the projected Peterborough branch of the London and Birmingham 
Railway, and the single line of rails which have been objected to 
as dangerous to the public safety," says: 

"In many short lines, in which the trains may go from one 
end to the other, and return again without meeting or crossing 
each other, even if there be considerable traffic, no chance of a 
collision can occur; but I apprehend that the proposed branch 
will be too long to be worked in this manner, unless the traffic 
were very small indeed, and therefore that the up and down trains 
will have to cross each other at some central station, where 
there must be a double line of rails for that purpose. This may 
be effected without the smallest risk of collision by good 
arrangements, for which the directors and officers of the London 
and Birmingham Railway may be trusted and which are so obvious 
that I shall not enter into details. Indeed it apears to me that 
there is so little dificulty in this matter that it might be 
accomplished with perfect safety to the public even without the 
electric telegraph {1843), which, however, the company proposes 
to lay down along the whole fo this branch, and which will be 
still more satisfactory, because if any accident should occur to 
prevent one train from reaching the central, or junction, station 
to do away with all suspense, and if such accident should 
entirely stop, instead of merely delaying the train, it may be 
got into a siding, of which there will no doubt, be several, and 
when this is made known by telegraph the trains moving in the 
opposite direction may proceed without being stopped also." 

Thus was the system of working in sections by single engines 
disposed of. 

Major-General Pasley in bis report. on the Ulster Railway 
between Portadown and Belfast, reports on the 17th November, 
1843, as follows: 

"When Sir Frederick Smith inspected this line, the system 
was for each locomotive engine to go from Belfast and back, so 
that no two trains ever crossed on the road. The present system, 
established for some time past, is different. One train from 
Belfast and another from Portadown, starting at nearly the same 
time, met each other at Moira, about 14 miles distant from the 
former and 11 miles distant from the latter place, where one of 
them goes into a siding till the other arrives; and thus they 
cross each other with safety, though in other parts of their 
course they pass along the same line. The same system has been 
adopted on the Preston and Wyre Railway, which is also only a 
single line, except at an intermediate station, where there is a 
double line of rails for the trains moving in contrary directions 
of -~fles~~~rgt1~~§7~ Qh~fln ~M~~~c~tde~y p~SvGG~~t~~n on Lflii~flS 
"'--n.:;...,,,., ..... -.,-o .,. .......... rr, ... 1; ....... t"'tT ,..A;lwAv·_ wit.h ~idin&ts F:.t DrnnP.:r 
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1845 (vol 39 of 1846, Appendix, p 522) says: 
"Yesterday I inspected the whole of the N & P Branch of the 

London & Birmingham Railway, about 46 miles in length and 
found ... It is single line excepting short portions or sidings at 
the e}..."treme stations and at five intermediate stations where 
sidings have been provided for trains to pass each other, and the 
electric telegraph will be used along the whole line so t!:-1at 
there can be no risk of collisions." 

It will be seen from the foregoing that at first in England 
single lines were worked by telegraph and it is probable that the 
present American system was about this period borrowed from the 
English. While the Americans further developed the telegraph 
system of running trains, special circumstances arose in England 
which led to the development of the staff system. 

The making of long tunnels in early days was e}.._"Pensive and 
although a line might be double yet the line through the tunnel 
to save expense was often only a single line. Such was the case 
with the Summit or Woodhead Tunnel on the Sheffield, Ashton a..~d 
Manchester Railway (M.S.& L). It would appear that in the working 
of this tunnel we find developed the Pilot Engine method and the 
subsequent working of the tunnel was developed the "Staff 
System". 

The Woodhead Tunnel was opened 23rd December, 1845, and is 
three miles long. Major-General Pasley in his report, vol 39, 
Parliamentary Report of 1846, p 597, says: 

"The electric telegraph was nearly finished throughout the 
whole e)."·tent of the tunnel at the period of my inspection, in 
addition to which the Company have directed that a pilot engine 
shall always be kept e.t the tunnel to go through it e.t the head 
of every train, thus moving alternately backwards and forwards. 
This precaution combined with the telegraph will ensure tbe 
public safety, and as the tunnel is in perfect order I saw no 
objection t.o the directors opening the line through it. " 

This pilot system was similar to the working of the sections 
of line by one engine as explained previously, but we do not 
earlier meet with the term "Pilot Engine". 

In 1847, two years later, the Government Inspector in his 
Report of 1st September, 1847, on the Caledonian Railway, says in 
relation to the Beattock Sumi t, 1. [1 miles long, "No train is to 
exceed 8 miles per hour in passing over single line and to 
prevent colisions no engine is to pass without being accompanied 
by a man appointed for the purpose of travelling on every train". 
We are told that Mr Addison (afterwards of the Maryport and 
Carlisle Company), who worked the traffic, required the man to 
wear a red cap. Thus we get the "red cap" pilot man. It seems 
likely that the locomotive department would insist upon a man 
going onto the engine to relieve the driver of responsibility and 
the consequences of mistakes. The pilot man was thus tbe first 
human "staff" and the substi tut.ion of a wooden st~df as a symbol 
in substitution was a natural outcome. 

We now come to 1850, Major-General Pasley has passed f::·om 

the scene and we have Captain Wynn as Government Inspector. 
the Railway Commissioners' Reports of 1851, vo. 30, we have 
Captain Wynn's report of May 30th, 1850, as to the working of the 
Standedge tunnel on the Manchester and Huddersfield Railway, 3m 
66 yards long. 

The tunnel 
before his visit. 

"The mode of 
been laid down 
Huddersfield side 

apee.rs to have been opened some nine months 
He says: 

working the tunnel. An electric telegraph has 
through the tunnel and is e~'tended on the 
half-a-mile to the Mardsen station, and on the 
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Manchester .side one and-a-quarter miles to the Saddleworth 
station. At either mouth of the tunnel are huts for policemen, 
which are supplied with telegraph instruments, as well as the 
Saddleworth and Marsden stations, and from these huts, wires 
extend to distant signals up and down the line and ir1to the 
tunnel; these latter reach 600 yards into the tunnel, and show 
green and red lights. All trains are required to stop at the 
Saddleworth and Marsden stations, and a telegraphic communication 
takes place between these stations to ascertain all is right, 
before a train is allowed to proceed. As an additional 
precaution, a pilot has been established, which consists of a 
stick having a cross piece to the top, with the words "Standedge 
Pilot" printed on it; no train or engine which pass through the 
tunnel at 1.25e.m and 5.30am. The pilot (stick) is carried on an 
e~"tra engine set apart for this special purpose, but on the two 
occasions named it is borne by a policeman. The two Station
masters are, I consider, the chief responsible persons for the 
safeworking of the tunnel. The traffic on the three goods trains 
each way per day. 

The inspector then objects to the two Statiom-masters being 
responsible and recommends that only one Station-master shall be 
responsible, then ensues correspondence from Mark Huish, Esq., 
the then Secretary of the Company and Mr. Henry Woodhouse, the 
Engineer and Superintendent of the Line. Mr Huish finishes his 
letter by saying "but if Captain Wynne requires it, and the 
Commissioners (railway) are prepared to assume responsibility, 
the directors will not object to pass an order" 

Mr. Woodhouse, who has for some years retired from the 
railway service, has kindly favoured me with the following 
particulars, under date 28th March 1887. 

"When I was in Manchester and had charge of the North
Eastern Division of the London and North Western line, I held the 
position of engineer, superintendent of the line and secretary; 
in fact, had entire charge of the division. This was in 1849; and 
in that year I appointed all the staff on the Huddersfield and 
Manchester line, and opened it for traffic 
on the 1st of August. When we commenced, a 
pilot engine was appointed to run through 
the tunnel attached to each train, but I 
occasionally found a great deal of delay 
took place to the train waiting the return 
of the pilot (engine), so it was then 
arranged for the staff or stick to be 
introduced, and this staff was always 
carried by the~ train ru: engine, so 
that nothing could enter the tunnel in the 
opposite direction. The signalman always 
saw that the stick was kept for the last 
train. The train in front being allowed to enter by verbal order. 
We had no tickets when this system commenced; of course, the 
signalman would not allow a train to enter the tunnel without he 
had the staff in his possession. I have already said I introduced 
it. The staff was about three feet long and shaped as shown 
above.·· 

It would thus occasionally occur that, say there were three 
trains at one end of the tunnel and one train at the other end. 
Time would be lost and the pilot engine woulf have to run empty 
mileage. This was remedied by the staff and thus originated, by 
the necessities of the traffic, what we now understand as the 
train ticket system, the ticket being the symbol for the staff. I 
have endeavoured to trace (1) the working of the sections of line 
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by single engines, (2) working by telegraph, with meeting and 
crossing stations, (3) working by pilot engine and pilotman and 
(4) working by staff and train tickets. 

I have to acknowledge some valuable suggestions from a 
brother officer, Mr. Hornsby, by which some months ago I was 
enabled to discover many of the facts here narrated. 

The train staff system was not included (and thereby 
recognised) in the Board of Trade, however, bad previously 
sanctioned its use on the Shrewsbury and Crewe (London and North 
Western) branch in August 1855. 

11/6/1980 

12/6/1980 

15/6/1980 

--000--

SIGNALLING A~IKRATIQNS 
(continued from page 35) 

JOLIMONT JUNCTION-RICHMOND. Automatic signals Nos 
H31 and H40 were converted to home signals. Points 
Nos 254 and 255 were provided but will be spiked 
until further notice. Down home signal No 394 
controlling the exit from the Burnley Underground 
Loop Tunnel was provided. 

RIPPONLEA-ELSTERNWICK. Automatic semaphore signals 
Nos B285 and B286 were converted to light signals. 

RIPPONLEA. Automatic semaphore signal B275 was 
converted to a light signal. 

+++++++ 

GENERAL APPENDIX. 
The 1979 General 
expected there are 
General Appendix 
you have a copy, 
although there may 

Appendix is now becoming available but as 
already reprint pages to be inserted. The 1953 
is to be retained until further notice and if 
hang onto it, as there are no spares around, 
well be plenty after it is withdrawn from use. 

+++++++ 

SOUTH KENSINGTON 
On the following page, lithe diagram No 5'59 for South 

Kensington has been reproduced. This diagram was issued for the 
bringing into service of the connection between the South Dynon 
Sidings and the Metropolitan Goods Lines. This connection is the 
fore runner of the complex junction we now know as South Dynon 
Junction and was brought into service on 7 June 1959. A Works 
Siding was provided previously on 19 July 1957 to facilitate the 
construction of the South Dynon Sidings area and the main line 
points, in the down goods line, were switch locked. The points 
and signals at South Dynon Junction were now worked from the 
miniature lever frame at South Kensington but on 18 December 1960 
a control panel was provided at South Kensington and the 
operation of South Dynon Junction transferred to it. This panel 
was required because of the expansion of facilities at South 
Dynon Junction with the arrival of the standard gauge line. 

+++++++ 
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