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Friday 1 17 February 1989. 

MEETING COMMENCED: at 2016 hours. 

PRESENT: Jack Mclean, Stephen Mclean 1 Roger JE&frjes 1 Keith Lambert, 
David Langley, Andr~w Mclean, Grea G'Flynn, Colin Rutledge, 
Rod Smith and Rob Weiss. 

APOLOGIES: Jim Brough, Glenn Cu~~ing 2nd Al sn J~ng0irth. 

MINUTES OF PREVIOUS MEETING: sdopted ae re2ci 0~t (RutledgE/Sruithl 

COF:RESF'ONDENCE: Jack received a parcel from Peter Pay ~hich included a 
Botswana Railways rule book. 

TREASURER'S REPORT: Current bank balance is t2887.95. The Westpac accounts 
operated by Rob Weiss have been closed and a11 money 1s 

currently in the State Bank cheque account at Trafalgar. The 
question as to h □ w the editor obtains money was raised; 
already in exist2nc2 is an account opened when the tenth 
anniversary trip □ pera~sd. 

finance into 
account by the treasure 7 • Tbe Tr2fa1gar account will remain 
t h E S D C i e t y ' ~- g e t7 e t- ·=• ] c~~ r: C D L.. t ; 
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GENERAL BUSINESS: 

SOMERSAULT 

The treasurer is to investigate transferring the bulk of our 
money into an account which earns significantly hlghor 
interest, with the money available at reasonably short 
notice." (~leiss/L,rngleyl 

Motion: "The Society js to pay the A.R.H.S. $50 as a 
donation a!'E. ,,ippreciati.on of th1" ust'? of their roo,r, -fo11

• 01.1r 
meetings .• " (~Jeii;;;;/Mc:L.e;;1n) 

1. Book::- and bookl.c-:"t1, tr.,blr2d: 
(a) Adamst:o~rn to Fer-nl.ei9h" Brief t1ccount c:f the 

Adamstown to Belmont railway 111 N.S.W. and its 
colliedes.,. 

( b ) F: a i 1 r::\ through E ~: 1:i m p and S t:'1 n d 11 tJ t. n r y c~ f the 

( C:) 

Adelaide to Port Adelaide and Outer Harbour !ine 
in South Australia. 
"Elpc1cer2i:il" radio 
modern electronic 
in Victoria inlieu 

system pamphlet. 
dgnalling that 
of the e>qH,ns;i ve 

might be adopted 

2. Rob Weiss tabled two different Train Order Forms 
(a) Chemin de Fer de Provencf? (Fi·"'ciDC:E,), and 

lb) Ravenglass and Eskdale !U.K.l 

3. Discussion on Train Orders in Victoria. Some points 

(a) delay~ to train!=:- rt?ported at ErJuth Gt~el1.1nci clue to 
loco crews repeating an order which has already 
been repeated by the signalman. 

lb) Victoria seems to have many cases such as Geelong­
South Geelong and Bendigo-North Bendigo Jen where 
it is useful to overcarry Train Orders. Does any 
other system do this? 

4. Rod Smith described a Pakistan system of issuing Train 
Orders station to station. 

5. Apparently the guard of a six-car electric train 
change from the third car to some other car at 
Pakenham. Discussion on rules concerning V/Line trains 
an Met. territory and vice versa. Is there a guard on 
the Stony Point train now? We think yes. Oddly enough 1 

when the railcar has failed, the Stony P □ 1nt train (with 
a guard) runs with two trailers and no van 1 but Sunbury 
and Seymour trains (which have no guard) attach the van. 

6. Jack was a passenger in a recent up St Albans spark which 
pulled down the overhead near South Kensington. The train 
ran for some time after the problem started as the guard 
in the third car didn't realise that anything was wrong 
at the back of the train, 

7. Successful tests of radio transmission to a FAX machine 
on the loco have been held near Little River. 
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8, Rod Smith is to start production of "Rail News Victoria" 
in Septembr:!r, He a;;•:ed ',·1hat ;,.;,?,(; Somt>r"a.u:lt:'~; pc:lic:y en 
Weekly Notice items. !Answe:· anything considered of 
interest to Society members). 

Motion: "The Societv w~ll 
and vii t h 2, ,, 

(O'Flynn/Langlevl 

h r:,,J. p 

of 

9. Rod Smith asked how many stations now had !arge e!ectric 
staff instruments. 

10. The likely future of rPmaining electric stai, lines in 

FORMAL MEETING CLOSED: at 2130 hours. 

SYLLABUS ITEM: 

HELD AT: 

HELD ON: 

David Langley showed slides taken in N.S.W, The first group, 
mainly signalling, came from the 1970's and in many cases 
the signals are still there. The second group from last 
November recorded the last Mail trains and local trains west 
0 f L i t h ij [l i·~ Ct n 6 i :~: 2, ~ e n s e \i} E:· ;·- 2 JlJ C; t e ll h i ~ t C r i [_ fl • A 1 l ~.1 j_ d E: !~r 

em0hasised some of the differences be}ween Victoria and 
N.S.W. with its c □ rn;l2~ mechanical ~ignal~ 1 Dnthusiasm fer 
groun{1 -Frames,1 2nd cDntinuing 
airconditianed cars on passenger trains. 

A.H.H.S, Library 

Friday, 18 March 1988. 

MEETING COMMENCED: at 2005 hours. 

PRESENT: 

APOLOGY: 

J a c k Mc L ea n , St e p fi e r1 Mc L e an ~ !i) j } f :--· l d B r o o k , !.1 j m B r Dug h 1 

Roger Jeffries, Alan Jungwirth; 10n K □ ciuba, Keith Lambert, 
Col'.rr Rutledge 1 John Sinnatt and A~drew Waugh. 

David l_angley. 

MINUTES OF PREVIOUS MEETING: adopted as read !Jungwirth/Brough) 

PRESIDENT'S REPORT: Jack spoke briefly of another successfui vear for the 
Society, 

SECRETARY'S REPORT: There ic still the ~eed f □ r a prospectus to be given to 
those people enquiring about the Society and its activitie~. 

TREASURER'S REPORT: For the year 1/1/87 to 1/1/88 the Society recorded B profit 
Dt ·f::i//.~r/~ fa v ;~," ,- 2 b l e ;} r c, ii u c t ion 

for Somersault and UK Signalling Record ceased, 
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EDITOR'S REPORT: 

TOURS REPORT: 

SOMERSAULT 

subsriptions would have to be 
(Vic and UK) to break even. 
retaind in reserve will enable 
gradually should production 
c □ mmercial in the future. 

raised to $15 (Viel and $22 
The surplus which has been 
subsriptions to be increased 

Follo!iling advic:e from i:1 pr·iJfr,~;!::'-iorHil ,,1crountcrnt 1 all 
payments are now made via a cheque account. This will enable 
formal audit of the accounts from 1988 onwards. With the 
cheque account the main working account, the savings account 
should be replaced by a more profitable form of investment 
account. 

INCOME 
$ 

Balance of account at 1/1/87 •........... 1350.61 
Member~;hip fe!es 1987 .••. ,, •..••.. , ..•••.• 565.00 
Membership fees 1988 (in advance) ,., .... 
Donat.icins ... 1111•n1111J1r;,.•1tfl•1t .. lt1"fll.lll~.>-~<1ir,•• 155~30 
Profit from Showday tour . . .•. ........ ... 20.00 
Bank lnterE~st .... 11., ••• 11rit""""'i,••,11•· ...... ~.,,tl""· 12~~1144 

227:l., 35 

EXPENDITUPE 

Pos.tage 203,82 
Photocopying ..•.••.... , .. , .•••••• ,,.,,,. 110.00 
New Fi.ling cabinet ................ , .... , 15.00 
Bank Chi:irges ............ ,.,,,,lt • .,,,",,~·••.r1r-=1-:1J/llt 14.35 
Balance of account at 31/12/87 ......•... 1928.35 

"The treasurer be empowered to investigate a more profitable 
investment ac::count." (BrcJugh/Rut 1 edge) 

"The meeting thanks the treasurer for the work done during 
the year 1 and in compiling the report". (Jeffries/Sinnattl 

Subscriptions for 1989 remain unchanged. 

Although production of Somersault has been unavoidly delayed 
this year, the February and March issues are now nearing 
completion, 

A profit was recorded for the year. This year's tour will b~ 
Ararat-Ballarat. 

(continued on page 40.) 
... ,-oOo·-··, 



SIGNALLING ALTERATIONS . . . ·•" - .. 

BPiCCH!JS Mi~F:SH•·" Br~LL A~!, Sf. Q n 2.1. l i n ·J ,~~ i. ct ~~ r B.:.-- l11 c: 3G '88 b 1:~, c 1:1ff!E1 f1' -~ r. {~•c t j_ -.,11::, 

i:i n d d i a g r a m N o 2 (} ' 8 7 t,J ~~ :=. c ,?. a; c P } ~ ~1 ,j , D i ~-; ;! ;- ::1 0: :I r::. ~~: u f? cl ,f- c: J 1 :·: ~\ i ,"· ::; 
alterations at Ballan. (0 !'.?!/SB 1 

abolished. (0 2703/88) 

~JN 1/t989 
siding. (0 1105/88) 

l.9.l.2,1983 ECHLifA-BARNES. The automat~c 

l 9 • 1 2 • l. 9 8 8 W A f:'. 0 0 L. vi a s c 1 Cl s e d a ':• i:1 "- t :; -f f s l ,~ t· i CJ n I t: h £: n E· ',~ ,::. f' c t :i c., n '.., L· c cm :i r: Cj 
Barnes- Moulamein. 10 l!l!/98) 

~!N 1/ .1. 989 

J.3.1.1989 

~JN 2/ 1989 

WN '.2/198.9 

~IN 2/1989 

~JN 2/ 1989 

11 H 11 CL;~SS LOCOMOTJl,1 ~?~ q~;, clci!::-~- 1.'.":~C~rff;\)tivP!::- :::ire ::e:'.·t pr::r:Jd.·~t1~d t;:·: 
op er 2, t e o v e ~- t h E? =· c:. liJ c' 1 i ·-r c ~- a ~- 11 l'.l ii c ]. c:~ s ~=- l o c o m c: t i. .,__, ~:- ·~:. ,:{ t a. rr: a .:-; 1 n u ff: 
speed □ f 100km/h. 

BALL.ARAT EAST. The l □ c □ ro~d waE 
Interlocki=.-d ~Jate<.;, Pn~':-t /::, 1 (.lr:?ver 

re~ligneci to rass through No 2 
171 the down disc along the loco 

road was relocated 30 metres on the upside □ f the intErl □ cked gates. 
New post 6A !lever 291 up disc along loco road w2s arovided 1~ 
metres on the down side 0-f the interlocked gates. Th? - P. cabi~ ~as 
relocated to the right hand side of the !oco road. Amend diagram 
No 8'80. I □ 1/89) 

AN VEHICLES. The vehicles of classes AOOX, AMNX and ADEY, ~hich 
previously were not permitted to be marshalled as any of the last 
three on a train, may now be su marshalled. (0 1109/88) 

RUTHERGLEN. C □ m~encing f □ rthwith, Rutherg 1 Pn will be worked by the 
Secondman of any train Gn the line. The Scc3ndman will operate the 

STRATFORD. The instruction~ contained in circu!ar D !076/88 dated 
5~1.2.t988 hct\/f=i been cat!c:t:,J.J.ed and th:~ sign,.?.~.'.·,:en \:.Jill c•nly b1:? on dt.Ity 
from 0600 til 1625 with meal breaks from 0725 til 0755 2nd from 1200 
til 1300. At □ the~ times the signals will remain at proceed and may 
be operated by the SecC1ndmen of trains as required. ( □ 11!8'881 

W[NCHELSEA-COLAC-CAMPERDOWN. The instructions contained in circular 
0 990/88 dated 9.11.1988 ~ave been cancelled and the signalmen wi]l 
not be on duty for all trains. Ncs 2496 Tuesdays and 2498 Fr{days 
will be Sec □ ndman in ch2rge 3t Winchels~a and C2mperdow~. T~e 
si.gn~1lm2.n v,dJ.1 cea~.!=' di.\ty ~:.+:::,(:- 'Ch2 pas.~.2,~=~ of Ne 2497 811 Mond2.,ys. 
,v:d Ne 2499 on Thur:::dav;;., Cn 2;_,tt:rcaye. 1 '=-ign,dmen r'iill not be an 
dury for No 8265 at Winchels9a 1 Colac and Camperdown. (0 1124/881 



9.1.1989 

l.0.1., 1989 

!iiN 3/ 1989 

9.1.1989 

~JN 3/ 1989 

SOMERS/Hit T 

SUBURBAN TRAINS. From this 
from the leading Centre 
refurbished Harris trains. 

date, Guard's on all 
Motor of six car 

(0 2001/89) 

MURCHISON E1~ST. Th£i up end plungEir·· locksid point~.: 11 C11 ~it!i'E' rt:'lCicc1t,:id 
174 metres in the down direction and up home departure signal "G" 
~1 a "'· r e ) or a t e d t o t h El l e ft h an d s;i d r of t h r~ l i rH: • Th i? p u ,; h t: ll tt Dr»,'· 
located at the level crossing for the operation of post "G" and the 
flashing lights will remain. The push buttons located at former 
points "C" were removed. 10 5/89) 

NORTH WILLIAMSTOWN-WILLIAMSTOWN. Signalling diagram No 37'88 became 
effective and diagram No 24'65 was cancelled. The new diagram shows 
the ciltered layout at: v!illiamstown. (0 2014/89) 

CRIB POINT. The following tracl alterations were carrierl out:-
1. Na 3 road was realigned and connected to the Naval Base li~e. The 

lead from No 2 to No 3 road at the up end was abolished. 
2. Hayes derails were provided at each end of No 2 road and at the 

down end of No 3 road. 
padlock and the key 

The derail in No 3 road is 
is attached to the train 

section Hastings-Stony Point. 

1::. i:? C u l" i:!1 i;j b ·y· 

,:tc1-ff fur 

3. The level crossing protection and the up home signal on the Nava! 
Base line has not been recommissioned. Notice boards have been 
provided on the Naval Base line indicating where trains sust ~tap 
prior to being hand signal!ed 0·1er th~ l2ve! crossing. 

"'1~ The up E.~nd Df the. Nc,vc·tl Rc1SE1 triangle r:~m2iinS:. nut Df uEt:•i, 

(0 2013/89) 

WEBB DOCK LINE. Following a recent survey o' the line 1 the following 
Di.stance 

km 
0.00(1 
0.648 
0.706 
1. 057 
1.. 646 
1. 922 
2.288 
2.517 
2. 715 

3 ~ 312 
3.867 
·L 131 
4.330 
4.609 
4.805 

5.982 
6.616 
6.888 
7,279 

7.837 

Lot:Eiti.on 

Beginning of Webb Dock line. 
11 C" Gi:,t e. 
Piggott St/Johnson St/Footscray Rd 
North Wharf Rd with 2 Pedestrian Xings 
Nos 12-14 Gate South Wharf 
Nos 15-19 Gate South Wharf 
No l.8 Gate South ~Jharf rn. D. Gate) 
Pedeitrian Crossing 
No 21 Gate South Wharf 
No 25 Gate South Wharf 
Nos 27-32 South Wharf Exit 
Pedestrian Crossing 
Nos 27-32 South Wharf Entrance 
No 32 South Wharf rn,D, Gate) 
Lorimer St with Pedestrian Crossing 
S.E.C. Gate 
~Jharf ·Roaci i.,dth brn Pee!. Crcissings 
Pedestrian/Cycle Crossing 
Access Road to Marshalling Yard 
Williamstown Road with Ped. Crossing 
Mayne Roacl 
Gate to A.N.L. private siding 
End of Une 

Prot.er.t.i.on 

Fla~.hin~: L:ighh:. 
FLE.hi.ng Light!: 
Flashing Light:::. 
Flaf;hing Li.ghts. 
Open 

Fli:1~.hing Lights 
Open 
Fla~.hing Light::. 

Flashing Lights 
DpE·n 
Flashing light::. 
Flashing L.ights. 
Fli,:shing lights 

Stop Sign 
Flai;hi.ng Light:;;. 
Stop Sign 

(continued on page 39.) 
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LEVEL CROSSING PROTECTION 

by John Sinnatt 

4. WIG-WAG SIGNALS 

4. 1 HISTORICAL 
One outcome of the special attention given by the Railways in the 

early 1920s to the question of safety at level crossings, as referred to in 2. 1, 
was the introduction of the Wig-wag signal. This device was to be installed at 
unattended crossings where the view of an approaching train was restricted. An 
audible warning alone was no longer considered sufficient owing to the increase 
in motor traffic and the consequent higher surrounding noise level. The Wig-wag 
consists of a red disc which swings from side to side on the approach of a 
train; a red light ,appears in the centre of the disc at the same time, and a 
gong sounds in synchronism. The length of the approach section was typically 
1200 feet (376 m); this would give 20 seconds warning for a train travelling at 
just over 40 mph (65 km/h). 

Table 4. 1 lists the locations on Suburban and Outer Suburban CHeales­
ville, Warburton, Stony Point, Mornington) lines where Wig-wags were installed, 
while Table 4-.2 lists those on Country lines. The lccations have been taken from 
the General Appendixes of 1928, 1936, and 1953. Col':.1mn A shows the Section or 
Station ((U) for Up end, {D) for Down end), Column B shows the Year of Instal­
lation <Financial Year (July to June) from VR Annual Reports where the writer 
does not know the Calendar Year from Weekly Notices). Column C shows when the 
Wig-wags were replaced with other facilities, if at all. 

Only 32 crossings in all were equipped with Wig-wags, the main reason 
being that Flashing Lights were introduced as standard in 1932. The first Wig­
wag was installed at Amess Street in 1923 (22 Aug), and from the Tables it will 
be seen that 29 of the total 32 were completed by 1930; the remaining three were 
to come much later, probably for special reasons. The last Wig-wag was gained 
by Chanters Road on the Daylesford line as late as 1943 (20 Jan). This was one 
of the few crossings listed which previously had hand-operated gates, and the 
late installation of the Wig-wag could be explained if the Gatekeeper (Ganger or 
Ganger's wife) had to be withdrawn because of war-time staff shortage, and if 
mains power was not readily available for Flashing Lights. A Wig-wag is designed 
to work on 10 volts d. c., and the power required can easily be supplied by 
caustic soda primary cells. The replacement of the Wig-wag at the Princes 
Highway, Colac, in 1942 (25 Nov), only about eight weeks earlier, may have been 
effected to provide equipment for Chanters Road. 

The first three Wig-wags were of an early type in which the disc was 
normally latched to one side behind a shield. If the battery ran low the disc 
dropped into sight and hung vertically as an "Out of Order" indication. A photo­
graph of this early type at Amess Street appears in the Victorian Railways Maga­
zine, October 1924. It may be identified with the "Union Three-Aspect Automatic 
Flagman", the third aspect being given by the disc swinging as the train 
approached. The photo shows only one Wig-~ag installed at the crossing, and this 
was the usual practice, but the crossing at Templeton Street, Wangaratta, at 
least, had two; the second one here looked unusual from a train as it faced 
along a side street close to the railway. 

In the later type of Wig-wag, the disc was normally visible but a 
separate "Out of Order" sign was latched behind a rectangular shield. The sign 
dropped not only if the battery ran low but also if the Wig-wag failed to start 

Page 11 
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when it should have as a train approached. It may have been this positive "Out 
of Order" indication - something its successor lacks - which led in pa.rt to the 
Railway Commissioners' enthusiastic comment in their 1926/27 Annual Report that 
the Wig-wig was "undoubtedly the most efficient apparatus of its type yet 
devised" and that future requirements would be manufactured at the Newport 
Workshops. The three old-type Wig-wags were replaced and a set of photographs of 
the new one at Amess Street appears in the VR Magazine, August 1926; one of the 
photos shows the "Out of Order" sign suspended below the stationary disc. 

Except for the two crossings at Launching Place, where the line was 
closed, and the one at Exley Road, where the crossing itself was closed, all the 
Wig-wags listed in the first Table were replaced by Flashing Lights during the 
1936-1970 period, most being in the 1950s or 60s. All in the electrified area 
that survive today as level crossings have boom barriers. An interesting point 
is that at nearly every crossing it was at least 50 years before the booms were 
provided, which tends to underline the point that density of traffic was not the 
main criterion in selecting the original Wig-wag locations. It was said that the 
reason for closing the crossing at Exley Road in 1952 (18 Apr) was that impa­
tient motorists who used it to by-pass the gates at Moorabbin, then a notorious 
bottleneck, were taking too many chances. 

In the second Table the grade separations at Euroa, Glenrowan, and 
Wangarat ta, in 1961, and also the boom barriers at Anderson Road shown in the 
first Table, were associated with the Standard Gauge project. None of the 
remaining crossings in Table 4.2 are shown as receiving boom barriers, although 
this Table might be incomplete. The last Wig-wag to be replaced, at Chanters 
Road in 1974 (14 Feb), was also the last to be provided. A photograph of this 
Wig-wag with the replacement Flashing Lights in process of installation appears 
in the ARHS Divisional Diary, Apr-il 1974. 

4.2 MECHANISM 
The Wig-wag is operated by two electromagnets or solenoids, each 

energised alternately by a change-over contact moving with the arm carrying the 
disc; the gong is sounded mechanically at the same time. Power at about 10 volts 
d. c, is required, and may be supplied by primary cells; a typical installation 
might consist of 16xl.2 volt cells connected in series-parallel. Alternatively, 
trickle-charged secondary batteries may be used. Control of the Wig-wag may be 
by treadle or by track circuit; these methods are described in 4.3. A Test 
Switch is provided for checking that the mechanism works correctly. 

The arrangements for controlling the "Out of Order" sign add an 
element of technological sophistication to a fundamentally simple device, The 
sign is retained in position behind the screen by a normally-energised holding 
coil. While the approach sections are clear, battery is connected direct to a 
relay controlling the coil, and the sign is thus held up so long as the battery 
volts do not fall too low. In the final design, when an approach section is 
occupied the lead from the battery is taken instead to the Wig-wag mechanism, 
with the current passing through the primary winding of a transformer .connected 
in .series. The pulses of d.c. flowing through this winding as the two operating 
coils are alternately energised induce an a. c. in the secondary winding; this 
a. c. is rectified and connected to the slow-releasing holding coil relay, in 
place of the direct battery. Thus if the Wig-wag fails to start when intended, 
or if it starts and then stops while the train is still approaching, the holding 
coil will be deprived of current and release the ''Out of Order" sign, which then 
drops into view. When the sign drops it breaks a contact :i.n the Wig-wag circuit, 
and so remains down, and the disc remains steady, until the fault is fixed by 
the Electrical Fitter, who then manually restores the sign. 

Page 12 



TABLE 4-. 1: WIG-WAG SIGNALS csrBURBAN AND OUTER SUBURSAN) 

A 3 C D 

Anderson Road Sunsh - Albion 27-26 :Tan F36, 861 Discs for Thro' Sdg 

Bakers Road Batman ·- Merl 26-24- Feb F59, 882 
,..-- ~. 

I> 
Amess Street NCarl - NFitz 23-27 Aug F4-4, or~ rQ r ,... ,' Q:J J l_,•(.J ~ 

' 

Lower Plenty Rd Rosanna (D) 25/26 * F58, 872 - ,I ~. '' 
,.,,,, ,1_., 
l"-

Grimshaw Road Wats - Greens 26- 1 Mer F59, G77 
William Street Wats - Greens 25- 4 Jun F59, X77 

Rooks Road Nuna - Mitch 27-12 Aug F55, B7S 
Mitcham Road Mitchem (D) 25-12 May F53, B79 

Bedford Road Ring -- E2ath 25-28 Oct F62, B82 
Dublin Road Ring East (U) 29- 5 Mar F62, 884 
Main Street Croydon (D) 28- 1 Jun F57, 879 

Warburton Road Launching (U) 26-11 Jun C65 us 
Warburton Road Place CD) · 24-23 Dec C65 DS 

Yarra Glen Road Yarra Glen CD) 27-27 A ~ .... ~ .. +£--'1 F70, C83 DS 

Exley Road Moorab - High 27-28 Jul X52 
Station Street Mardi - Aspen 26-31 Mar F65, B-83 

Nepean Highway Mooro - Morn 24-29 Jul F4-3, C83 
Hastings Road Baxt - Somer 24-27 C: ..,ep F62 

TABLE 4.2: WIG-WAG SIGNALS (COUNTRY) 

A B C 

Princes Highway Colac (U) 24-14 Nov F42 Column Headings: 
Church Street Colac (U) 24-14 Nov F71 

A: Section or Sta'n 
Chanters Read r Tyld - FernH 43-20 J.s.n F74, C7S B: Year Installed 

,~. La tei- Changes v. 

Rowe Street Castl - MaldJ 27-21 jun F58 D: Signals provided 

Anderson Street Euroa ( u) 27-29 Jun G61 Col Uill.n G Codes: 
Beaconsfield St Glenrowa.n <U) 41-17 Jul F58, G61 
Hume Highway Glenro --• Wang 26-21 May F41, G61 B: Boom Barriers 
Roy Street Wangaratta (U) 36-13 Aug G61 C: Line Closed 
Rowan Street Wangaratta <D) 29-16 Oct G61 F: Flashing Lights 
Templeton Street Wangaratta <D) 29-16 Oct F6 l, X61 G: Grade Separation 

0: Ooen Crossing 
Beechworth Road Woora - Yack 25/25 • C54 X: Crossing Closed 

Ovens Highway Gaps - Myrtle 25/26 * F50, X69 •: Exact date not 
known 

Bena - Koru Rd Bena - Wh:i.te 28-19 Jan F69 
Warragul Road Korumburra (U) 30-31 Jul F70 
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4.3 TRACK CONTROLS 
The presence of a train can be detected by either treadles (" rail 

contacts") or track circuits; available evidence suggests that treadles were 
generally used unless the line was already1 or was to be, track circuited. Thus, 
looking at Table 4. 2, the Wig-wag at Rowe Street, Castlemaine, was placed in 
service soon after the remote control of Malden Junction, and is known to have 
been controlled by track circuits, It might also be expected that Wig-wags at 
the track-locked stations on the North-Eastern line, were controlled by track 
circuit. In Table 4. 1, it is known that the Wig-wags at Bakers Road, Lower 
Plenty Road, Bedford Road, and Dublin Road (all single track), and Exley Road 
and Station Street (both double track), were controlled by treadles. It is not 
known which, if any, were controlled by track circuit, but Amess Street might 
have been as Weekly Notice 37 /23 stated that the disc would swing until the 
train was clear of the crossing, a feature difficult to achieve with treadles, 

The arrangement of treadles on a single track line is shown in Figure 
4.l(a). Tl and T3 are effective only for a train travelling in the direction of 
the arrowhead; these treadles switch on the Wig-wig, and T2 switches it off. The 
secret of operation lies in the design of the directional "Fusticlo" treadles, 
which the writer has no information about, but this means that the electrical 
circuit can be very simple. A normally-operated 

H stick relay is picked up by a make contact on T2, Ti> a ns 
and held up through its own contact and break (a)-'-------'+,+,-----'­
contacts on Tl and T3 in series. The stick relay T1 T2 

while up feeds battery to the holding coil relay, (b) -----..+-1------.---
and while down feeds it to the mechanism via a Ti' T4 

transformer as described in 4.2. ( C) -I-I __ P_A_T_---II+\ +! --U_fl_T __ --+-
An objection to the ar-ra.rigemer:t ~llus-

trated is that the Wig-wag stops as soon as the figure ·4.1 
front of a train moving to the right reaches the 
crossing, and as soon as the front of one to the left has passed over. ln the 
1920s it may have been thought good enough to give warning only of the approach, 
on the assumption that a train actually on the crossing would be seen by the 
motorist. Another objection, not so obvious, is that the rail at T2 might not 
deflect enough for the treadle to make its bottom contact, This would be why the 
Wig-wag at Dublin Road didn't stop after a train went through, as observed by 
member Roger Jefferies one day about 40 years ago. In fact, the Wig-wags there 
and at Bedford Road were repeated by bells in the Box at Ringwood, and the 
signalman could press a button to reset the stick relay at the crossing if he 
considered that the bell had been ringing for too long. 

The arrangement of treadles on a double track line, shown in Figure 
4.2Cb), is similar to that on single track, and suffers from the same 
objections. A separate stick relay is naturally required for each track; if 
both stick relays are up, current is fed direct to the holding coil relay, but 
if either one is down it is fed to the mechanism through the transformer. 

Figure 4. lCc) shows the arrangement of two track circuits for control­
ling a Wig-wag on single line, with insulated joints on one side of the cross­
ing. This gives better protection than treadles, as the Wig-wag will operate 
until the rear of the train passes the joints. To achieve directional discrimin­
ation an Interlocked Relay is used; this consists of the two tr-ack relays DATR 
and UATR mounted together, with their armatures interlocked. For a train moving 
to the right, the armature of DATR, when dropping to make its bottom contact to 
start the Wig-wag, actuates a mechanical device that prevents the armature of 
UATR, when de-energised, from dropping far enough to make its bot tom contact. 
The armature remains this way when DATR picks up until UATR is again energised, 
so that the Wig-wag stops as soon as the rear of the train leaves DAT. 

Page 14 



A simplistic expla1rntion cf ,;he mechanical devics is that it resem­
bles a Y-shaped piece, pivoted where the arms meet, and weighted at the bottom 
so as to be normally vertical. When the DATR armature drops it pushes down the 
left-hand arm and thus raises the right-hand arm to prevent the UATR armature 
from dropping right down. A not~~h in t:,e 1:u-m holds the UATR armature, and the Y­
piece, in place until UATR picks up; the Y then returns to normal by gravity. 

An unusual trick has to be used with an Interlocked Relay to ensure 
'that the "Out of Order" ::;dgn works cc,rectly. Because of the contact arrange-­
ment, current has to be supplied direct to the holding coil relay when either 
DATR or UATR is up, -.,,,hereas it should be only when both are up. To correct 
this, when DATR drops a bottom contact places e short circuit across UATR, 
causing it to drop also (but not all the way>. This ensures that the holding 
coil relay is then fed only through the transformer circuit. 

4.4 SIGNAL CONTROLS 
A signal which exists on the S?proach side of a crossing usually has 

to be at Proceed before the Wig-wag wiE operate. Where a platform at which a 
train may stop exists along the approach section, or where a shunting movement 
may take place along the approach without intending to continue over the 
crossing, a signal may be specially provided to prevent the Wig-wag from 
operating unnecessarily. Such signals are shown in Table 4. 1, Column D CDS= Dn 
Starting, US= Up Starting). The Discs ~n the through siding, worked by quadrant 
levers near the posts, were replaced by push-button controlled Dwarf (Light) 
signals when the booms were installed; the Semaphore a.t Yarra Glen was replaced 
by a Light signal when the F/Ls were installed. E:d.sting signals in similar 
positions at other crossings listed would also contr·ol the Wig-wag. 

MOORRBBIH 
NH 

H 81 
I 24 

ER 
H27 
X 52 

T4 

Figure 4. 2 shows the Down end of Moorabbin station during the period 
from 1928, when the Wig-wag was pr·ovided at Exley Road (EF.), until 1952 when the 
Wig-wag and crossing ,-:ere abolished. An Up train pcssir.g over- \'4 and then T3 
caused the controlling stick relay to d~cp and then pick up, end so started and 
stopped the Wig-wag in th~, ,_•sua1. w,,y. A Down tn'JJ.n or sh'.Jnt ;assing ever-· Tl also 
dropped its stick relay, iJut if the Sta,·ting signal was a.i; Stop tbe Wig-wag 
remained stationary, end. did net sb:fft until the signal. was lowered. For a 
shunt which did not ever pass ovet- T2, n~versal of the leve,- working the Ground 
Disc completed an alternative path to re-set tha stick relay. An irrelevant but 
interesting detail is that the Point Indicator (r:,3t shown) attached to the 
derail in the siding behind the platform was, unusually, mounted an a post. 

Figure 4, 3 shoi•iS Launching Place from the tirae i. t g5ined its wig-wags 
in the 1924--26 perioc~ until the Warburton 1i.ne was c osed in 1965. It had no 
Arrival Home signals, not being a Staff stati~n but a Start signal had to be 
specially prov:!.ded at each crossing so ::-,2t its Wig-wag wo;Jld not operate 
unnecessarily during a plat.form stop or· osher station wock. This made its sig­
nalling arrangements unique in Victoria, ,::t l::,ast ir the Si2maphore era. Its 
uniaueness was enhanced bv both si qm~ls h,::.i nQ· -r, t tPri ,,,-; r:.- rr:,v,=,rq,=,rc:: ili:>t.Ai l ,=.n 
instructions were ;s-iven J.n the Genen-cl Appendix; these a.llo\?ed the Caretaker as 
well as the Guard to woi-k the levers 



Vol 1:2, No 2. SOMERSAULT 

The writer does not know whether the Wig-wags here were controlled by 
treadles or track circuits, and so the Figure is somewhat ambiguous. The GA 
admittedly refers to "track circuits" but in this context that should not rule 
out treadles. It is however reasonably clear that there were no approach 
sections on the platform side of the crossings, and that the Wig-wag would start 
when the signal was lowered, whether a train was there or not. 

LRUHCHING PlRCE 
N 26 N 24 
C 6S 

' 
C 6!i .,,.~~ 

'- ~B J' '"~ I 

R~ 
SL : ] SL 

Figure 4.3 

If treadles were in fact used, then starting from the left, the two 
marks show where T1 and T2 would be, and a normally-made contact on the signal 
arm would correspond to T3. For a Down train things would work as usual, but for 
an Up the Wig-wag would start when signal A was lowered. The reverser would be 
normally energised, but the passage of the train over T2 would cause a contact 
in its circuit to break, and so the signal would go back to Stop. Similar 
arrangements would apply at the other crossing. It would also be possible to 
devise a system with a single track circuit <extending between the marks) con­
trolling the DATR coil of the Interlocked Relay, and with the signal arm contact 
controlling the UATR. 

The final example, Figure 4. 4, is included to show how the Railways 
were able to cope with the equivalent of a shunting movement without benefit of 
a signal at the crossing, but at the expense of motorists' time. Rosanne was not 
a Staff station but a number of trains terminated there - four daily in 1938 and 
and eight in 1945. For a terminating train the 
Wig-wag was started as usual when the front 
passed Tl, and was stopped when the Driver, 
after the passengers had alighted, took the 
train forward to the Limit of Shunt board just 
beyond T2. The motorists could then proceed Ti> 
after waiting for a train that didn't cross, 
while the Driver set back into the platform. 

LPR 

N 25/26 

ROSRHHR 
c:=::::Jl-0 

T'.I! 

Figure 4.4 
<T3 

The writer, on observing thls procedure one day in 1948 or 1949, was 
reminded of Aesop's fable about the boy who cried "Wolf!", but fortunately the 
inevitable accident doesn't seem to have happened. The motorists' down time was 
somewhat redut:ed when the treadles were replaced by track circuits around 1950. 
Then, as soon as the local train stopped in the platform, the Driver went to a 
box on the end fence and turned his key in a switch lock to stop the Wig-wag. 

Everything changed in 1958 (14 Dec). The line was duplicated through 
to Macleod and all trains continued on, three-position signalling was installed, 
and the Wig-wag was replaced by Flashing Lights. 

<The writer thanks members Colin Rutledge for supplying information on the Wig­
wag mechanism and "Out of Order" sign, and on treadle control on double lines; 
Alan Jungwirth for filling in gaps in the first draft of Table 4. 2 and Keith 
Lambert for checking dates; and Roger Jefferies for suggesting long ago that 
the writer should go to Rosanna to see a terminating train arrive.) 

<End of Part 4) 

--·oOo--
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MACAULAY ROAD - 1886-1888 lsugQested laynutl 
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The branch lines from Royal Park to Heidelberg, Collingwood and citzr □ y 

were opened on 8 May 1838, nearly four months before the duplication from 
Maci:'1Ul21y Road to Rny211 Park 1•1a~; in u~;e. ThEi t:lmt~t:,,1ble i.ntrcducricl ·f,:Jr thr~ opt:•n:i,·1g 

shows that 114 trains passed over the single line section to Royal ~a·~ eve•; 
clay. This:. meant that there ~Ii:\'.:. a tri:.lin betv1eei·1 Mt1c:,rnJi:iy F:oc,ci i::1nc: F::oy,.:<l F'iii'k f,F .. 

roughly 9.5 hours out of every 20. [,i.v12n the 101:l -Foot 1:li.mb in 01·,12 and ,1 h,;.).f 
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Carlton) on 2 September 1888, The frame at Macaulay Road was moved to Langridg~ 
St.ree:~t to control the ne¥J f~ind of dcJttble linEr~ Fl:inc:P t.herP t~ t~n iiJ'l".t.:•rt·tt:i.e::n t~J 
the timetable at this time, Macaulay Road probably remained a block post working 
do u b 1 e 1 i ri E~ b 1 o ck triJ i t h C t.'.\ burg ~J 'u n c t i D n r:1 n d F~ o y 1:1 J F i:I r k ~ Th P ~::. F• t.'J E: r E1 t. h t~ t.1 1 ;:,,1 c. h 

sections in the August 1890 timetable, just before interlocking was 
re-introduced at Macaulay. The necessary signals in Parh directi0n were pr □ GJbly 

worked by pull over leve~s on the platforms and the layout was probably 
=· o met hi n g s i mi 1 a r t: o t h i:1 t s1. ti o ~-) n i n the bot t er m cl 1. a gr E:un n f F :l f} u r P 1 

1 
r· t: r r--, ii ;1 "-=' ~~, ; t h 

the addition of a hand worked crossover. 

F :i g u re 2. MACAU L A Y F::O AD ··· 1 BO 8 ·- l8 9 0 ( '-''-i.i g g r0 ~- t E' cl 1 i:1 you t ) 

Extensive alterations to Macaulay Road took place on 29 October 1890 
when the goods lines were provided between Macaulay Road and North Melbourne. 
This involved the provision of a new signal box containing a 30 lever frame 
which controlled the double line junction, signals i:ind gates. The original 
McKenzie and Holland locking sketch has survived and is the basis of the layout 
shown in Figure 3. 

·, !() ~;, SPARg.1•9-11, l'A-211: 

-0: r-0~ r-0 ~ i. V 

Fi gurt> 3, MACAULAY ROAD ·· 1890· .. 1E9l., 

The goods lines were apparently treated as up and down running lines 
note the lack of catch points, the lay of 17 points in the crossover and the 
provision of a down distant for the goods lines. However, the method of working 
the goods lines at this stage is unknown. An oddity was the provision of a down 
advanced !':-tarting .. !,;i.rJn,d. !J,,.u,dly th12,;e ,,;.rr:,· 1;ituated In advance o·f point!,. but 
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short private siding but it also might have been a set of runaway points to 
avoid the inconvenience of a runaway spreading itself all over North Melbourne 
Junction. Next 1 note the nest of crossovers in the goods lines just south of the 
gates. The layout of the tracks suggests that even at this early date the goods 
lines were single from North Melbourne to the Arden Street gates where the major 
shunting neck for the sidings was located. Trains working north of Ardan Street 
did so on a two track section with left hand running - note the unusual trailing 
crossover to the north of the level crossing which may have formed a head shunt. 

Turning back to Macaulay Road, the down advanced starting signal No 25 
was removed on 27 July 1898. This may have been in conjunction with the 
provision of the down home for Flemington Bridge on the post which held the 
Macaulay Road up distant 1 or the removal of this post to the down side of the 
line. Although there is nothing to suppose these three events occurred at the 
same time, they had certainly taken place before 1900 1 and the down home had 
been combined with the up distant before January 1899. Royal Park Spoil Siding 
was opened as a block post on 7 August 1899 with a six lever frame (there was 
one space) and switching Instruments. The spoil siding was provided to obtain 
filling from the cuttings for the Melbourne Yard gravitation scheme, and 
possibly the Princes Bridge to Victoria Park line. Only one up train was allowed 
between Royal Park and Macaulay Road, even when the spoil siding box was open 1 
but the spoil siding box could divide the Macaulay Road to Royal Park section in 
the other direction, allowing two down trains to climb the bank at once. The 
frame was removed on 9 October 1899 although it appears that some signals and 
the block instruments may have survived lit was closed permanently as a block 
post in 1912>. There is no indication that it e~er regularly switched in as a 
block post, it does not appear in any of the lists of block pasts in the 
surviving working timetables for example. 

The new century brought some minor changes. Macaulay Road gained a new 
up advanced starting signal on post 10 (almost certainly worked by lever 9) on 
23 April 1900 and from the end of April !according to WN 44/1900) the signalman 
at Macaulay Road could accept an up train from Royal Park under the "Warning" 
rule, that is 1 if the section was clear only to the home signal. 

The junction at Macaulay Road with the Arden Street sidings was 
simplified on 20 March 1905 although this was not apparently recorded in the 
Weekly Notices. The connection from 
the down goods line to the down 
main line and the associated 
crossover was removed 1 ~nd the down 
goods 1 i ne con~cted to the up 
goods line by a set of hand points 
behind catch 15. Presumably, it was 
at this time that the bracket post 
carrying the two down homes (Nos 27 
and 29) was repl~ced by two sep­
erate posts, one carrying the down 
main line home and the other the 

Figure 6, MACAULAY (UP END) 1905-1906 

disc leading from the Arden Street sidings. It is 
disc applied applied all the way applied all the 
over crossover 13 and into the next section. The 
shown in Figure 6. 

(suggested layout) 

interesting to note that this 
way through the up platform, 
probable resulting layout is 

Early next year 116 March 1906) the signal box was abolished and 
replaced by a new combined ticket office and signal bay on the up platform 
diagonally opposite the former signal box. The new frame had only 18 levers, 
although the number land distribution) of working levers refuained the same. 
Presumably this was to reduce staff numbers 1 particularly at slack times, 
although the 1ignalman must hive had a hard time watching his signals and 
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had only a sing~~ home 

Flemington Bridge's down distant on 28 Jul~ 19~: 
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of 1:1 pl ur:gt~r and } ~Jckbar ;·ir, th~·~ }·1r.:n13 pci nt:~:. jni n·i ng t hE' '..1fi ,~;nd :JrJ:tjii ;_;~.1 ;!r~~- :i ~ r:r.::= 

in front of post 

, sr~//Jo NT'" ~-wE. 

11 \-. CONT \JY Al'DOI STC.mc .. 1:EE."--£.oJ?.Y Jq14-
<;: - - -\. W0R.r:£D ff<Ol"I 1,1m /AeL&JoRr it. 

pJ.unger~:. ir; un1.t.-::.1.t.~l plac:E1 c:.: Lockbar::: ,.Jn 
Ne~•,por-t t:)Df-!<shDp~, No 1 BD>; ~'ic·:c. '.?:.t~verc: ~ C;i7 

f C-:' w p l u n g i:• r :;. c T 17 t:' p l u n g E? r 3. t ::;. G:1 1 f ; a c c c ~- d .i n iJ 
t:. ~-?. i" ; \s f.l .f r~ ri ~- f:i. t n g f~, L ',~ t !t \ s: n ~~ t d hi:; l"1 11 1 1 p rl n + + 

hand points were fairly uncommon; 
·~~!--it: flt~min~Jtc..•n F:ac2c:Ctt\t~5e 1.;tnt:· :--I~;d ,_;( 

to the 1?48 locking ske~ch 1 ensured 
,,: n 1r ;~ n 11 r·; ,, n r1 d ;:: +· h ,.., h ::, ;, ,-1 ,. r; ·i r·, +· ;::_ 1,;.::: ;- ,-: 
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Macaulay's up starting signal I to protect his gates, This 1 however, ~~ net s~own 
n n d i a g r i:1 m 2 7 J 1 ~J .; YJ h i c: h d o e s n D t. r:-: v E.1 n ~:1 h o t,,,i t h r.::: h C:\ n d f! ij t r2 s:. i. r; ;:~1 r: ·t r ~:; !~:. t:·' .i , 

In 1914, the first goods siding was brought into use. The s1 □ 1n9 1 
lf! c 1 i; k e J. ' s.~ ~. i d i n g 1 t r i:1 t .1 Pd :l n t o t h f? Lip rn Ci :i n 1 :i n e b et v,; PP n p C! !:·. t ·; (1. i::• rid t h E' i.1 ;,,\ 

plt~t'rDrff\, Aug\j~;:.t\.\~. Li.,lD1~.t·:E?1. \#a5~, a technl.c2-.l 1::hemi~:.t a'.::.~;.\.)Cii:~,tE1 d v·e1.ith 1'.ptnbr.~;JJ\r 
Ct~·Jn:ing) ttiP Hecithc:ute Ci·;1;3f;ic::l Coye Pt.yu t .. td1'f undt:1 r t,Jh:irh nflfnP thF· ~·::;d];':U ~,~011Jd 

bi:?COinf? kilDi<lin, The f:i.r!::.t tht? provision 
m o v t:.:· men t u f po~~-; t 1 f; !:;. o m fl ~·~ ::; y ;?! r d ~,~ fur- l 1"1 Pr out + r ;J m t ~i P ~J} Ei t ·f iJ r· 11: i. ;·: t ~·re, :1J i. c'. d :: f:~ r; + 
Sept1:-?mber 1914· 1:l~N 3B/l4)J/ \~.!t~1:'kly Not.icE:• 4() of thr:1 s.,1mf:? yt~1::1.r not\.f.i.t?1.l thi;t 
~Jo 1 s k E~ l I 
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Th E• p D }, n t s j_ n t h E1 ma .i n }. :i. n I~' \f\! er f.-? !i<J n r k (:, d .fr D m a hi:~ n d l E1 ''/ t?. t 'j t D t ;;~ 1 '! / f !1~ f 1 (;~ D ·F ;;,; i"i y 
interlocking, and the protection of main line trains from 00Yemo 

siding was provided by a scotch block 
no means of preventing the ballast 
signal 1 the signalman at Macaulay 
Flemington Bridge) before shuntlny 

secured by a padlock, As the signa!~an ha~ 
trci:i. n!:~ fY"Dm ::~.unt· :t n1::; ct'.t :~:-,:~ elf:! t r •\;' "·'.c,?,E• 

h r1: d t (:: 11 !:i 1, 0 :: k b a C k H t D p f) y I~ 1 F' a. r k ( \) r 
c: D mm t•:1 r1 LE' cl ;:1 n d c Lt l ri r·: c.: t 1~ ·:. v F· 1:1 h 1::~ '\'. r" ,, 1, { ; , , r1 

t E1 m Ct \I\:' d u n t i 1 the ~:.CD t C h b 1 () C: k !11) l1 ::~. p .:~. d J. 0 C k ;~, d ,·~ (,: ( D s ~:. t h (:;• <;;, i d i /"1 {j ,An \j t h C-? '. f• '/ ;r,l ,,;~, ;:;, 

in his possession. 
~~hese i nstrt\rt ions 1 a:sted unt :l.1 tht? p·9rmi:~·irient ~~-:~ gnal 1 :i. r~{J 1;1c•i.s r;:.iv1 dPd 

the middle of October 1914 IWN 42/141 1 the down end of the station is shown in 

F:\gure B which is based nn fdgnalling 
diagram 15'16, The delay was caused 
by the lack of spaces in the frame; 
five levers had to be 2dded to the 
right hand end. Opportunity ~as also 
ta k f~ n to .f i t a p 1 iI n 1J er a r*: d · } iJ c kb at t o 
tke up enci of No 13 ut,!;;;;;ovi:'?r, It ~iat', 
probably provided as the view of a 
departir:fj clnrtn goods frnm the !3ign!~iJ 
bay would have been fairly poor and 
t h e r Ei i,1 c1 u 1 d h a v e b e f? n t h f.' p ,:, ;,; ~- i b i 1 i t y 
of No 13 crossover being restored 
before the goods was clear un the 
down line, so as to be able to give 
line clear to Royal Park. A poor 
sen!::.f-? of timing could havc-2 s.p}it the, 

· Assu1\E() Pc.iol'-< OF v-.lxs"-13L'S 

l-w.Y-,\®-l's Su. (Aocecl'll'l) Sex. 

The s.econd pri VF.1te s.i cli nq c:t MacE1t11 ,iy; H;;,,.ightc,,-, '"' 
j. n P! p r i 1 1 9 1. 9 ;: ~J i\l 1 4 / 1 9) • I t i !:~. a=·~=- u rrH:, d that i t t r ,:.1 i 1 E• d of f t h r::, E' ::; i r:. t ~. n i} •~. :i. d j. n t; 
as shown on the inset in Figure 4. Haughton William and Coy. w0re ~ □ al and skin 
buying brokers who su?p □ sedly opened a Mark Street (adjacent to the station) 
office in 1919 1 although no mention of this-, c•ffice i~, m,,idE' :in S:rnds; a 1·:d 
McDouqal 1

~:. directorier:.,, Ho1,.H-?Veri.1 the Victc:i11·f2,n Producers. Co·--op's tt,1001 s.tori? VJa'.:. 

listed from l920, ~..iD it f~. rE~a!:'::.enabltj t.t1 a!=.::.surnr.~ th~tt 11 HEHJghton'!::; SidjniJ 11 hPr.1:1nH.:· 
the grain store siding, The Heathcote Chemical Coy's. sjding was transferred to 
a nt~rJ rDi"Ppany~ the Phusphate Co-op Coyt of P1u~:tr~1lic1 ?ty,, Ltt:!1, 1 from March 1921 
(~JN 10/?lJ~ 

-····oOo···-· 
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t~JN 5/ 1989 

S I_Gl\1/:L_L. l r,1[:; _ 
(continued Lro~ page 2Sl 

sn the down side of the :::l.: 

1. The Jown li0e betwEen ~~s~s l and 7 became a~ w2 
~~ f',l Ii ,i B ,: 

. - _, 
,_. . t;. ,., 

5 ,. L E~ v e r s:. :~ :5 1::1 r: d ~ f.1 ;,: E' ( e p -: 2 -.,; i c ._i :=. l y •:·. -~ ~:' ~ .. \/ 'E:· S :-r ci r iI; 2, J. = 

:sl :::,eved no,i:•fT,2.,l j ~D 2~~:' f3 1'.f) 

SC.VJ':iDiJi::: 11 B'1 BOY.a The •fo}:c~·ii·~:s ,?.~t_,2:•-2,tion•: ;~\i'.:.":\"·a C~·f-~=:.•.:te:.J~-
1 r. D (( \•/ n h O m E.1 i:. i g n t:i l D n p (] s ~- ~: t -: : e '/ ::' r 4 El ) v) r:"\ £: C; b :'"' ~- ,:_ > E' c.1 " 
2. No 27 crossover between Nos 5 and 6 roads wa~ abcl ished. 

Amend diagram No 34'88. 

Previ1JusJy ND 2j po:ints 1 

provided 2t the fallowing fl2shing liQ~t e~uippeci level cr~ss2~;s--

Bryan Street 

- Kerang-Lake Soaa 
~:er a n 1) -- l- c1 i=. ::· ~i ;::; •~ c: 

- Swan Hi'.!-Worr:nen 

D HYE N ·- F1 T N N r.~ F: 0 L\ ~ .. I NE r. T h e m 2 >; i r1, u ~- p e e d of t ;- c. i n s i1f h en p c'i s !:; i n g r1 \i er 
the facing points at the fo 1 lo~ing stations has been increased from 
~~ 0 k m / h t D 110 k v: / h i•: h en r u r( r• i D s r.1 n t h e (=:. t r- a :i g h t r D a d ~ ·· Ga ] Ei h 1 ~} 1:1 1 p fi up 5 

Cowangie 1 Murrayvil:e, Carina and 
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m f.:r (-;' t i n CJ \a\! a ~~. C h a j_ r- P. d b y J i in }3 f Du g h 3 T ;•1 E· f C 1 :i. \:J \1-J ·i_ {J n C:: m .i. ii 2, t i. Di 'i ,:~. 

i4~e~rt-:r rE~cei vec! and L1S~ ther·t~ j,Ja~~ 1)nl y Df'iE' -r(Jf 1~·\cl·1 pc.:'.:::.:1 1·.:l ci 
the nominated people were duly et½cted. 

~;/p;~ t~i:.i. dt!nt 
F:i1::Cff?tc:'lry 
Tr· ea~:,UrE~r·· 

Nrimi nt~E~ 

.:!13.i.:k McL.r;::an 
n1 i?il'1 \]ungv~i- ri" 
St(?.ph(~,n 1vi 1::; __ t~1:\n 

Btt.:,phf?n Mc:Ler.:·in 

Tr)i·i y J<nc :i 1..~b ,~~\ 
._; ti ( !-: M L" i 1•·~ r:1 n 

ANNUAL MEETING CLOSED: at 2036 hours. 

PY(lLJINF; 
(Jieprint:E1 d from l~i::1 i?kJy i\foticF.1 !\Jn 35 .fc1r 19:31~1 

On 24.7.1931 1 Pyalong was closed as an Electric Staff station and the 
section is now Kilm □ re-To □ borac. The Up 2nd Do~n Home signals are retained and 
the points remain plunger locked. 

At the Up end 1 the points from No 2 to 3 road lie for No~ and are 
spiked in that position. 

The points leading from No 3 ~oarl to the dead-end rxter1sinn at the Up 
end lie normally for the dead-end and are secured in that position by a Man □ 

Locking Bar and Standard Padlock. 
The points in No 4 road at Up end lie normally for the Dead-end 

e >: t r2 n f:. J on and are ~=· c-:i cured i n that p D s. i t j, on by a Brown 1 

~:; 1·! ;3 n d Lock i n g Bar and 
padloch, 

No 3 road and are secur~d by Hand Locking Bar and standard padlock. 
The points_leading from No 2 road at Dawn end normally lie for dead-end 

e):tension 2,nd are ~~-ect.irE•d by Hand Lockin1J Bt~( and i:,adlock~ 
The points ta and from No 3 road and the dead-end extension 8f No 2 rJad 

normally lie for No 3 road and are secured by Brown's Hand L.ocking Bar and 
padlock= 

A scotch block is provided at the Up end of No 2 road and is securely 
fixed across the rail. 

Sc: D t c h b 1 o c k s. a r f! ,i 1 so pro v i. de cl r, n the dead -- End ~'- :i cl :i n g i:i t t h £! i; p end 1 "' t 
the Up end of No 4 road 1 on the Down end of Nos 3 and 4 roads, on the dead-end 
extension of No 2 road, Down end, and on the lead to the Sand Siding. 

Notice Boards lettered:- "CAUTION - BEFORE TURNING VEHICLES FROM MAIN 
LINE TO YP,RD 1 LQCf:'.INC1 F.IMl ON H:AILING END OF CF:OSSOVER MUST BE ~'<EC)" ;:irr~ 
provided at the Main Line points at each end of the yard. Vehicles must not be 
permitted to stand in No 2 road after shunting operations are completed. 
(A 1317/31) 

..... DO CJ·· ... 


