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HELD AT: 

PRESENT: 

NEXT MEETING: 21 November 1980. 
VENUE: A.R.H.S. Library Room, Windsor. 

MINUTE~ QE SEPTEMBER liaQ GENERAL MEETING 

A.R.H.S. Library Room, Windsor, on Friday, 19 
September 1980. Meeting commenced at 2015 hrs. 

Jack McLean (Leader), Jim Brough (Minutes 
Secretary}, David Langley (Editor & Archivist), 
Roger Jeffries, Alan Jungwirth, Graeme Inglis, 
Keith Lambert, John McCallum, Bruce Mccurry, 
Stephen McLean, Alex Ratcliffe, Colin Rutledge, 
John Sinnatt, Rob Weiss, Andrew Wheatland, Bob 
Whitehead. 

MINUTES OF PREVIOUS MEETING: adopted as read (Jungwirth/Inglis} 

BUSINESS ARISING: Alan Jungwirth gave final details of the Show 
Day tour of signalboxes in the Eastern 
District. The tour would commence at Dandenong 
and after inspecting the power frame members 
would travel per the 1025 Pakenham electric 
train and thence by road omnibus calling at 
(Pakenham requested but refused by tour 
organiser), Narnargoon, Garfield, Bunyip, 
Longwarry, Drouin and both boxes at Warragul 
before returning to Melbourne on the up 
Gippslander. 

GENERAL BUSINESS: 1. The Financial Statement for the year ended 
31/12/1979 was tabled and is published in 
this issue. 

SYLLABUS ITEM: 

2. It was suggested that the Power Signal 
School at Caulfield would be a suitable 
venue for a forthcoming visit by society 
members and the Group Leader has undertaken 
to arrange such a tour. 

3. It was agreed that a visit to Seymour should 
be held in November to give members a chance 
to revisit this interesting traffic centre. 

4. Rob Weiss announced his intentions of 
travelling to Horsham in the near future on 
the infamous day passenger train and invited 
any members wishing to enjoy a days enter
tainment to come along. 

After a short interval Rob Weiss showed some 
very interesting slides taken during his recent 
tour of the US of A, mainly Texas. The subject 
of the slides ranged from simple? train order 
working, through mechanical interlockings to 
sophisticated CTC panels. After the slides were 
finished a vote of thanks was expressed to Rob 
for the informative slides and accompanying 
commentary. 
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MEETING CLOSED: at 2210 hours when informal discussion 
continued for a short time. 

(Addendum: A postcard was received from Wilfrid Brook regarding 
his new situation in Canada and a little information about the 
local railroad scene there.) 

+++++++ 

FINANCIAL STATEMEN.T. 

Income 
Balance of Account at 1/1/1979 Secretary 

Treasurer 

$ C 

142.77 
183.38 
90.50 

1. 90 
36.00 
29.80 

1. 58 

Subscriptions 
Donations 
Tour Receipts 
Book Sales 
Interest 

485.93 

E:xpenditure 
Editors E:xpenses 
Book Purchases 
SRS(UK) Subscriptions 
Stationary 

$ C 

40.00 
94.25 

126.00 
80.15 

Postage 
Hire of Bus (Show Day tour) 

6.62 
34.40 
31. 58 
72.93 

Balance of Accounts at 31/12/1979 Secretary 
Treasurer 

485.93 

signed: 
J.D.McLean. 

Leader/Secretary/Treasurer. 
31/8/1980. 

The Publications and Archives Committee had an amount of $31. 05 
in credit in its account on 31/12/1979. 

SIGNALLING ALTERATIQN.5 

10/8/1980 FLINDERS STREET-SPENCER STREET-NORTH MELBOURNE. 
Signalling diagram No 20'80 became effective and 
diagram No 18'80 was cancelled. Home signals Nos 600, 
702 and 704 were brought into operation. Automatic 
signal No 680 was brought into service and automatic 
signal W67 was renumbered 561. Points Nos 463, 464, 
603 & 604 worked by Spencer Street No 2 were brought 
into service. Points 603 and 604 were spiked reverse 
and normal respectively immediately after being 
brought into service. 
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13/8/1980 CULGOA. Disestablished as a staff and ticket station 
with the new section becoming Wycheproof-Berriwillock. 
The plunger locking and home signals will remain in 
use. 

14/8/1980 BET BET. Flashing lights were provided at Dunolly Road 
level crossing at MP 121 + 282m. 

23/8/1980 JOLIMONT JUNCTION-RICHMOND. Signalling diagram No 
33'80 became effective and diagram No 19'80 was 
cancelled. Points No 686 & 687, home signals Nos 798 & 
799 were provided. After commissioning, points 686 and 
687 were spiked normal. Automatic signals F60 and F49 
became home signals No 787 & 786 respectively. The 
following automatic signals were renumbered: 
F57 - 674 F66 - 679 H57 - 274 H65 - 278 
F61 - 676 H43 - 272 H58 - 277 H66 - 279 
F65 - 678 850 - 275 H61 - 276 
No 775 up home signal was moved 40 metres in the up 
direction to the new alignment. 

24/8/1980 FLINDERS STREET B BOX. Signalling diagram No 21'80 
(Flinders Street Yard) became effective and diagram No 
13'80 was cancelled. Dock roads C and D were taken out 
of service, points 29 and 128U were spiked normal 
whilst points 112 were spiked reverse. Points Nos 48D, 
113, 115D and 134D were retained as catches. Signal 
posts Nos 89, 90, 132 and 134 were removed. Disc 
signals Nos 22, 120 and 131 located on posts Nos 137, 
142 and 84 respectively were removed. 

5/9/1980 FLINDERS STREET C BOX. Nos 13, 14, 15 and 16 Burnley 
Sidings were made available for traffic. The entrance 
to these sidings is common with the exisiting Nos 1 
and 2 sidings i.e. via C or D Sidings. 

WN 38/1980 MERBEIN. The alterations indicated in 
regarding the removal of the plunger 
signals were not carried out. 

WN 36/80 
locking and 

6/9/1980 FLINDERS STREET-SPENCER STREET-NORTH MELBOURNE. 
Signalling diagram Nos 30'80 (Flinders Street-North 
Melbourne) & 31'80 (North Melbourne-Macaulay) became 
effective and diagrams Nos 20'80 & 22'80? were 
cancelled. The up and down East suburban lines were 
returned to service. Signal No 43 and points Nos 8, 
19, 20, 29 and 30 at North Melbourne, signals Nos 70 
and 71, and points Nos 60 and 61 at Franklin Street 
were returned to service. Automatic signals Nos 510, 
512 and 508 (up) and 471, 473, 475 and 537 (down) were 
brought into service. The up and down Eastern Suburban 
lines are not available for electric traction until 
further notice. Concurrent with the issue of these 
diagrams the following automatic signals were 
renumbered:-

W83 - 809 
W89 - 807 
W95 - 805 
W97 - 803 

801 
710 
802 

Wl0l -
W88 
W94 
W102 - 800 

W108 - 608 
M83 - 485 
M89 - 483 
M97 - 551 

Ml0l 
M88 
M102 
M108 

- 481 
- 554 
- 552 
- 550 
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6/9/1980 

SOMERSAULT 

FLINDERS STREET B BOX. Signalling diagram No 32'80 
became effective and diagram No 21'80 was cancelled. Z 
and ZZ were abolished and points 125, 129, 130 and 
134D removed. Points 128 became new 134D points and 
66D points were relocated in an up direction as catch 
points. Disc signals Nos 119 and 140 on posts 84 and 
83 respectively were removed. Post No 143 was 
abolished and post 142 moved 70 metres in the up 
direction. Lever control No 143 of signal No 53 and 
lever control No 144 of signal No 12 were removed. 
Levers Nos 119, 121-125, 128-130, 140, 142-144 were 
sleeved normal. 

10/9/1980 FLINDERS STREET B BOX. A co-acting signal No 53B was 
provided for No 53 down home signal. 

13/9/1980 

15/9/1980 

METROL. Suburban Train Controllers are now located in 
the new METROL building, Batman Avenue. Operations 
Controllers will control the movement of all trains 
within the inner suburban area bounded by the 
following stations: Burnley, Clifton Hill, North 
Melbourne, Caulfield, Sandringham, St Kilda and Port 
Melbourne. Line Controllers will control all trains in 
the outer suburban area. The controllers are as 
follows:-
OPERATIONS CONTROLLER No 1 - Flinders Street platforms 
Nos 6 to 13, and Flinders Street to Caulfield, North 
Melbourne, Sandringham, St Kilda and Port Melbourne. 
OPERATIONS CONTROLLER No 2 - Flinders Street platforms 
Nos 2 to 5 and 14 to 16, and Flinders Street to 
Burnley and Clifton Hill. 
WESTERN LINE CONTROLLER - North Melbourne to 
Broadmeadows, Flemington Racecourse, St 
Altona, Williamstown Pier and Clifton Hill to 
and Hurstbridge. 

Upfield, 
Albans, 

Epping 

EASTERN LINE CONTROLLER - Caulfield to Stony Point, 
Mornington and Dandenong, and Burnley to Belgrave, 
Healesville, Alamein and Glen Waverley. 

RINGWOOD. Sidings Band C were abolished. 

16/9/1980 ST JAMES. The up and down home signals were electri
cally lit. 

WN 39/1980 COBDEN. Provided trains are not to cross, guards of 
all trains will be responsible for the safeworking of 
their train at Cobden. 

22/9/1980 EDITHVALE. Traffic light co-ordination was brought 
into service at Edithvale Road level crossing. The 
co-prdination is automatic when the box is closed and 
via the boom barrier lever when the box is open. 

22/9/1980 MATHOURA was closed as a staff and ticket station. The 
new section is now Barnes to Deniliquin. Mathoura may 
be opened as required as an intermediate block post. 
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797 and 987, down home signals Nos 776, 796, 797 and 
986, and home signal No 664 from Caulfield Local Ramp 
were brought into service. Dwarf signals Nos 995 and 
996 were brought into service. The following automatic 
signals were renumbered:-
H18 - 271 L65 - 298 
H22 - 273 D14 - 689 
H15 - 270 D20 - 691 
L12 - 289 D26 - 693 
L18 - 291 D66 - 669 
L22 - 293 D13 - 690 
L42 - 295 D19 - 692 
L58 - 297 D47 - 666 
L66 - 299 D65 - 670 
L15 - 297 F14 - 695 
L33 - 292 F20 - 697 
L55 - 294 F26 - 699 
L61 - 296 

F52 - 677 
F7 - 694 
F13 - 696 
F19 - 698 
B32 - 865 
B52 - 871 
Bll - 860 
B19 - 862 
B43 - 870 
B61 - 872 
B65 - 844 
J14 - 851 

J18 - 853 
,J26 - 855 
,J7 - 850 
J13 - 853 
J19 - 854 
S22 - 097 
S30 - 099 
S44 - 187 
S13 - 090 
S21 - 092 
S37 - 186 
S43 - 094 

29/9/1980 GENERAL APPENDIX. The 1979 General Appendix is now 
effective and all copies of the 1953 GA are to be 
withdrawn from use. 

30/9/1980 BROADMEADOWS. Dwarf signal post No 20 was moved 7 
metres in the up direction. 

5/10/1980 BLACKBURN-RINGWOOD. Signalling diagram No 40'80 became 
effective and diagram No 1'80 was cancelled. The 
exisitng up platform was converted into an island 
platform and a new up line brought into use. A new 
control panel was provided in the station building. 
Points Nos 202, 204 and 206 were brought into use 
along with new home signals Nos 303 and 308. Automatic 
signals Nos L555, L560 and L565 were converted to home 
signals Nos 302, 301 and 306. Automatic signal L579 
was renumbered 208. Closing facilities were provided 
for the island platform. 

12/10/1980 NORTH GEELONG C BOX. The main line between No 10 
points and Sim's Siding was slued to a new alignment. 
Nos 9, 11 and 13 lockbars were replaced by plungers 
and lever locks. The down distant signal on post 24 
was fixed at caution. 

8/10/1980 WODONGA. Flashing lights were provided at Melrose 
Drive level crossing at 185MP + 1275m. The operation 
of the flashing lights is automatic for up and down 
broad and standard gauge movements, however, broad 
gauge trains may be held behind post 2 or post 4 
without activating the flashing light approach. All 
movements into or out of the cripple road at Wodonga 
Loop will activate the flashing lights. For broad 
gauge movements to or from Uncle Ben's Siding, the up 
approach will be shortened to the up broad gauge 
approach section indicator board by reversing lever 23 
in Wodonga A Box. For standard gauge movements the up 
approach will be shortened by means of timing circuits 
detecting a train slowing to shunt at Uncle Ben's. 
When the crosslock at Uncle Ben's is taken the up 
standard gauge approach will be shortened to the up 
approach section indicator until the crosslock is 
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restored and the down movement clears the up approach 
track. For movements to or from Milos' Siding, the 
progressive shortening of the up approach will occur 
as the train speed is reduced but the train must stand 
on the down side of standard gauge approach section 
indicator until the crosslock is taken. After shunting 
is completed, the train must again be on the down side 
of the section indicator board before the crosslock is 
restored otherwise unnecessary operation of the 
flashing lights will occur. The operation of the 
crosslock will render ineffective the up standard 
gauge approach section. {continued on page xx) 

WN 43/1980 NARRE WARREN. A temporary level crossing has been 
provided at MP26 + 1400m to provide access to Country 
Roads Board freeway construction works, The crossing 
is protected by flagmen. 

--oOo--

LEYER LQCKING & TRACK CONTROL SYSTEM 
TABLE Q.E. S.E.C.'.UQN.a 

SECTION 
Camberwell - Riversdale 
Clifton Hill B Box-Westgarth 
Heyington-Tooronga 
Tooronga-Glen Iris 
Glen Iris-Darling 
Alphington-Ivanhoe 
Ivanhoe-Heidelberg 
Darling-Eastmalvern 
Northcote Loop Jen-Nth Fitzroy 

{Suburban Line) 
Wodonga-Coal Sidings 
Hawthorn-Camberwell 
Coal Sidings-Albury South 
Camberwell-Box Hill 

INSTALLED 
2/11/1924 

19/9/1926 
12/12/1926 
12/12/1926 
12/12/1926 
12/6/1927 
12/6/1927 
3/2/1932 

31/7/1932 

13/5/1962 
8/12/1963 

10/5/1964 
19/12/1971 

ABOLISHED 
still in use 
30/ 6/1968(Y) 
Note A 
Note A 
18/ 3/1956(D) 
16/12/1951(D} 
19/ 6/1949(D) 
24/ 6/1956(D) 
21/ 5/1965(C) 

still in use 
Note B 
still in use 
still in use 

Reason for removal: (C) - line closed, (D) - line duplicated 
(Y) - converted to station yard working 

Note A: The section Kooyong-Tooronga-Gardiner was duplicated with 
Track Block working on 20/11/1955. Heyington-Kooyong 
duplicated on 15/12/1957 and Gardiner-Glen Iris dupli
cated on 10/11/1957. 

Note B: Hawthorn Box closed on 13/8/1972 and LL&TC extended to 
Burnley Box. 

--000--
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SAFEWORKING QN Sl.N.G.LE LIN.ES 
by John Sinnatt. 

L.IMI.TA.T.IQRS QE .THE .s.T.AEE SYE.TEM 
Consider Figure 1 and assume that it represents parts of an 

electrified suburban line. The sections B-C and C-D are worked 
under the staff system. Two seven car trains are to cross at C, 
the down being given preference. The up train from D arrives 
first and when it stops, the signalman collecs the staff from the 
driver at the Bend of the platform, puts the staff through the 
instrument (if electric staff and not ordinary train staff 
operation is in force) and gets another one out, sets the route 
for the down train and then walks to the D end of the platform 
and waits for the down train to arrive. When the down train 
arrives, the signalman gives the driver the D staff and collects 
the B staff, and the down train can thereupon proceed. The 
signalman walks back to the box, puts the staff through the 
instrument if appropriate, sets the route for the up train, walks 
back along the platform and gives the driver the staff so that 
the train can at last proceed, and finally walks back to the box. 

10 I ,2 B J / ,a 

~J-1 -1 J ~J C J 

The procedure outlined applies even when the platform is on 
the driver's side, for the staff cannot be safely picked up or 
delivered by the driver while going through a platform where 
passengers are waiting. It could, of course, by the fireman of an 
engine, but we are discussing electric suburban trains. 

This is obviously a time consuming procedure for the up 
train and in practice at places like Eltham, four or five minutes 
is allowed; and this was also the case at Upper Ferntree Gully 
for the first couple of years after the broad gauge e:x'tension to 
Belgrave was opened, until a new system was installed. {At places 
like Greensborough and Diamond Creek where there is only one 
platform, and a train after arriving must set back and go into 
the loop, about eight minutes is allowed; but all of this, of 
course, can't be blamed on the staff system.) If trains could be 
worked by signal indication only, and did not have to worry about 
the staff, they could at least depart simultaneously, and a 
couple of minutes would be saved. 

Two trains are not normally allowed to enter a single line 
station at the same time, even when there are separte up and down 
roads as at C. One must be held at the signal outside until the 
other is in the clear, and then it is permitted to enter the 
station. Now, if arrangements could also be made for two trains 
to arrive simultaneously, in safety, more time could be saved, 
perhaps the whole four minutes. This would certainly be of 
benefit to the passengers and might be helpful to the railways, 
too, in that they might be able to fit more trains on a busy 
line. 

The position is not so bad at a station like B where there 
is a double line on one side, for the up can arrive two or three 
minutes before the down, the signalman will have time to collect 
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the staff and be at the other end of the platform before the down 
arrives. It can then go through without delay and so can the up 
because of the double line. Nevertheless, even at such a place 
there might be an advantage in working the single line side by 
signal indication only; particularly at a place where the 
signalman has to walk down steps from his box and cross a number 
of tracks, as he has to at Ringwood. 

But, as explained in part 1 of this article, if trains are 
to be worked on a single line by signal indication only, the 
whole line must be track-circuited, i.e. apparatus must be 
provided to detect the presence of a train in the section and to 
hold the signals at stop while the section is occupied. 
Consequently the system is more complex and more costly, and only 
some lines have been provided with this facility. Its advantage 
was seen in practice when Automatic and Track Control working 
replaced staff working between Ferntree Gully and Belgrave 
earlier this year {1964) and crossing times at Upper Ferntree 
Gully was generally reduced from five to one minute only. Crosses 
at Upwey, between Upper Ferntree Gully and Belgrave, are 
practically instantaneous, no additional time being allowed. 

The Lever Locking and Track Control, and Automatic and Track 
Control systems will now be described. 

L.EYE.R LQQKI.tfil. Mlll T.R6.QK CONTROL 
Consider Figure 2, a similar layout and signals to Figure 1, 

but assume that the sections B-C and C-D are worked under the 
Lever Locking and Track Control system. The signals will be as 
before, but this time the sole authority to enter the section 
will be the proceed indication displayed on the home {departure) 
signal, No 3 at Band No 10 at C. No staff is used. 

Each departure signal is equipped with a reverser and also, 
on electrified lines, with a train stop. An interlocked control 
lever is usually provided in the signalbox at each end of the 
section, and this lever must be pulled over before the departure 
signal at the other end can be cleared. The control lever is 
fitted with an electric lock so it cannot be pulled away from 
normal, or when reversed cannot be fully restored to normal, 
unless the departure signals and train stops are in their normal 
positions. The lever is also mechanically interlocked so that it 
cannot be reversed unless the facing points are set and locked 
for an arriving train. 

If Bis to send a train to C, the signalman gives a code 
ring on the bell and C, if he carl accept, pulls over his control 
lever. This action lowers the train stop associated with the 
departure signal No 3 at B, and energises the reverser on the 
signal post. B then clears his signal. The control lever at C is 
now back locked and it is apparent that the departure signals at 
both ends of the section cannot be possibly cleared at the same 
time. 
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When the train departs, the track relays, which electrically 
detect the presence of the train in the section, sut off the 
current to the train stop apparatus so raising the arm to the 
tripping position, and also de-energises the reverser so causing 
the signal to go back to stop. B then restores his signal lever 
normal, and C's control lever is electrically backlocked away 
from normal, until the section is again clear. Only then can the 
driection of traffic be reversed, or a following train sent from 
B to C. 

The departure signal is usually set sufficiently far back 
from the points for a train which is tripped when travelling 
fairly slowly to come to a stand without fouling one arriving 
from the opposite direction. The rules for this system permit two 
trains to arrive together, but when the departure signal is at 
stop, as it would be in these circumstances, the arrival signal 
(No 2 at B, or Nos 2 or 14 at C) must also be kept at stop until 
the train has been brought almost to a stand. However, the 
working time table states that the maximum speed for a train 
entering a single line crossing station at which it has to stop 
is 15 mph. So, provided that the rules are obeyed, two trains can 
arrive together in reasonable safety, and as they can also depart 
together, crossings can be made much quicker than with the staff 
system. 

The Lever Locking and Track Control system has been 
described with reference to the use of ordinary two-position 
lower quadrant mechanically operated semaphore signals; but three 
position signal, upper quadrant semaphores or their colour light 
equivalents, may of course be used. Intermediate block posts may 
be provided, or intermediate automatic signals installed, but 
these latter signals often, in effect, merely replace the distant 
signals without giving increased line capacity. 

The system is currently in operation on the sections Clifton 
Hill-Westgarth; Northcote Loop Junction-North Fitzroy on the 
suburban line from Rushall, a hangover from the days of the North 
Carlton service; Camberwell-Riversdale on the up line to permit 
shunting operations in the down direction, this one dates from 
the single line days; Hawthorn-Camberwell on the two-way centre 
line; and Wodonga-Wodonga Coal Sidings-Albury on both broad and 
standard gauge lines. This is a rather miscellaneous collection 
and none of these examples illustrates the system exactly as 
described. However, it was seen in its prime form with two 
position signals exclusively, and with several sections in 
succession, on the Heyington to East Malvern (which also had 
intermediate block posts) and Alphington to Heidelberg lines, 
both of which have since been duplicated. Also, who is to say 
that they won't install the system between Macleod and Eltham, 
using the existing signals and providing a second platform at 
Greensborough, so that it becomes like our station C? This would 
seem to be the minimum work necessary to give a reasonable 
service to the area. 

The Hawthorn-Camberwell system is 
description and will be dealt with during 
Automatic and Track Control, with which it 

worthy of further 
the next section on 

certain similarities. 

(to be continued) 
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THE ~S1NQ fil'.AT.IQNS BE.THE.EN 
~EELONQ aND .QOL.6~ 

by Jack McLean. 

Vol .5, NO o. 

Readers of the Weekly Notice will have noticed that on 27 
June 1978, the long section electric staff instruments for the 
section Moriac-Birregurra were removed and two days later, long 
section working became possible between Winchelsea and Colac, as 
a result of Birregurra gaining the switching instruments formerly 
in use at Winchelsea. A certain amount of research shows that in 
the 103 years since the line was completed between Geelong and 
Colee, none of the staff stations has been open for all the time 
and there have been all sorts of combinations of staff sections. 
Not all of the staff stations have been crossing stations either 
and there was the interesting situation in the 1880's and 1890's 
when race trains to and from the 1877 branch line, could only 
cross at Geelong or the racecourse because South Geelong was not 
a staff station, and at both Queenscliff Junction and Connewarre 
(Marshall), there were no crossing facilities. 

The crossing situation can best be described by describing 
individual stations. When the line from Geelong to Winchelsea was 
opened on 25 November 1876, there was only one staff and ticket 
section. When the line was extended to Birregurre on 13 March 
1877, Winchelsea remained a staff station. But with further 
extension of the line to Colac on 27 July 1877, it seems that 
Birregurra did not remain a staff station. In fact, the Working 
Time Table for 1 March 1879, shows no symbol against Colac and 
thus casts doubt about its reliability. 

The intermediate staff stations are as follows:-
SOUTH GEELONG {46 1/4 miles) became a staff and ticket station on 
5 August 1901, when the Queenscliff branch line was brought into 
South Geelong. It has remained a staff station ever since. 

~©"i.l'®ffi!l~~ rn£ni1W£W~ 
-SOUTH GHLONG-

-DIQAMll'n i, -

QUEENSCLIFF ,JUNCTION { 46 3/4 miles) was operJed on 21 May 1879 
The staff and ticket may not have been in use on the branch line 
but it was on the main line and it remained a staff station until 
5 August 1901, when the branch line was taken into South Geelong. 
GEELONG RACECOURSE (47 3/4 miles}. Although opened for race 
traffic about 1911, it does not appear to have been provided with 
any permanent facilities until January 1918, when electric staff 
and switching instruments were provided. These provided for use 
in the long section of either South Geelong-Duneed or South 
Geelong-Moriac, but it is unlikely that Duneed was in operation 
when the new Racecourse was opened as a staff station. The new 
Racecourse was. only opened for local trains which terminated 
there and was closed as a switching electric staff station on 15 
June 1956, after only getting occasional use due to the fall off 
in special trains operated. Since then, race trains ran out and 
back from South Geelong between main line trains. 
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CONNEWARRE (49 1/4 miles) must have been a staff station on race 
days with the racecourse branch being opened on 1 February 1878, 
and remained at least until 1909 when the branch line was closed 
following transfer of race meetings to the new racecourse. 
Geelong Racecourse Junction was renamed Connewarre on 14 July 
1879, becoming Marshall in 1907. WN 50/1898 shows Connewarre 
being opened as a staff and ticket station in the section 
Queenscliff Junction-Pettavel Road. Connewarre was again a staff 
station, this time electric staff, on 17 April 1901, for the 
operation of ballast trains but instructions were issued 
preventing crossings to be made except between the ballast train 
and main line trains. This working ceased on 19 July 1901. 
DUNEED (52 1/2 miles) was an interlocked crossing station, opened 
on 17 February 1914 and working electric staff with South Geelong 
and Moriac. It lasted only a short time end appears to have been 
closed as a staff station on 15 August 1915. The interlocking 
appears to have lasted until about June 1921. The station was 
closed altogether on 23 August 1919. 

-DUNHD-

PETTAVEL · {56 1/4 miles) appears to have been a staff station in 
1898 when Connewarre was opened dividing the staff section South 
Geelong-Petteval Road. On 29 March 1900, when ordinary electric 
staff working was introduced between Geelong and Irrewarra, 
Petteval Road was not opened as such and it is not known when it 
was closed. The 1896 WTT does not show it as a staff station and 
therefore limits its possible period of opening. 
MORIAC (60 miles) was not opened with the line, but on 1 October 
1877 as Mount Moriac, becoming Moriac in 1904. It became a staff 
station on 1 June 1878 and remains as such today although 
switching instruments were provided on 12 December 1978 in the 
long section South Geelong-Winchelsea. 
BUCKLEY (64 1/2 miles) While not strictly within the scope of 
this article, that is to say that Buckley was not a permanent 
staff station at any time, it was opened as a temporary staff 
station in order that the holiday passenger traffic during the 
1930's could be worked expediently. It was one of those minimum 
facility stations (one staff locked loop) and because no signals 
were provided, hand signals and detonators were used instead. 
WINCHELSEA (70 3/4 miles) was a staff statoon when the line 
opened from Geelong and has been one ever since. Switching 
instruments were provided on 11 April 1957 by which long section 
working between Moriac and Birregurra was possible. Prior to the 
removal of the instruments, the station was only opened as 
required, e.g. race days and holiday periods, but now the Friday 
evening trains regularly cross there. 
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ARMYTAGE (76 3/4 miles) Opened on 24 August 1911 for passengers 
and safeworking, it closed as a staff station on 11 September 
1912. It reopened in 1915 according to Weekly Notice No 36 and 
apparently was a permanent staff station until 1917 when 
switching instruments were provided. In 1920 Armytage was 
switched in daily but in 1922 it opened only for short periods. 
The switching instruments were changed to the miniature type on 
18 October 1928, from "with a train" to "without a train" type on 
16 February 1943, finally closing as a staff station on 1 June 
1954. It closed altogether on 12 November 1956. 
BIRREGURRA (83 1/2 miles) Opened in 1877 and was a temporary 
terminus of the line until the extension to Colac was opened 
later that year. The first specific mention of safeworking was in 
1883 when Birregurra was listed as a staff and ticket station, 
the 1877 WTT not listing any form of safeworking between 
Winchelsea and Colac. Birregurra has been a staff station ever 
since and was a permanent staff station until 29 June 1978 when 
switching instruments were provided. Staff and ticket was worked 
on the Forrest line during the lines entire existence from 1891 
until 1957. 

IRREWARRA {93 1/4 miles) was originally called Ondit when opened 
on 1 October 1877, but was renamed on 7 August 1889, when the 
Beeac lirie was opened; Ondit being the first station out along 
the branch. Irrewarra opened as a staff station on 1 June 1878 
and was a permanent staff station until 13 March 1942, when the 
interlocking (provided on 9 August 1915) was restored after the 
station was destroyed by fire in 1939. Switching instruments 
(interlocked type) were provided, being changed to the non
interlocked type on 22 August 1954, being removed altogether 
concurrently with the closure of the station as a staff station 
on 24 November.1960. The station had previously closed to all 
public business on 22 August 1958. 
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