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SIGNALLING RECORD SOCIETY VICTORIA INC. 

NOTICE TO MEMBERS. 

Notice is hereby given to members that the Annual General Meeting of the Signalling 
Record Society Victoria Inc. will take place on Friday 19 March, 1993 at the Uniting 
Church Hall, Hotham Street, Mont Albert commencing at 2000 hrs ( 8.00pm ). 

The business of the meeting will be to receive the reports of the Executives, the financial 
statements and the report of the Auditor. 

This will then be followed by the Election of the Office Bearers. 

All Members are urged to attend. 

Glenn Cumming 
Secretary 
19 Peace Street 
Glen Iris 
Vic. 3146. 
1 March 1993. 
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Fellowship Room, Uniting Church Hall, Mont Albert 

Friday, 20 March 1992 

Vol 16, No 2 

Meeting Commenced at 2015 hours 

Present:- Jack McLean, Wilfrid Brook, Glenn Cumming, Jon Churchward, Andrew Gostling, Alan 
Jungwirth, Keith Lambert, David Langley, Grahame Lowe, Bruce McCurry, Andrew McLean, Greg 
O'Flynn, Colin Rutledge, Peter Silva, Rod Smith, Andrew Waugh 

Minutes of the previous Annual General Meeting and Extra-ordinary General Meeting: accepted after three amendments 
(Jungwirth/Cumming) 

President's Report: Jack McLean gave an account of the development of the SRSV and thanked the various people who 
had been actively involved over the last 17 years. The report was accepted (Cumming/O'Flynn). Jon 
Churchward suggested and the meeting agreed that a vote of thanks be recorded to the outgoing 
President for his untiring work. 

The report is printed at the end of these minutes. 

Editor's Report: David Langley mentioned that he had material on hand for Somersault, and the printing problems 

have now been solved. However, the real problem now is for him to find the time to devote to the 
magazine. Jack asked if members could help, but David replied that it was really a one man job. The 
report was accepted (Langley/Silva). Jon Churchward asked how may issues Somersault was behind. 

David replied six. 

Treasurer's Report: Colin Rutledge presented the balance sheet. This indicated a relatively poor financial year compared 
with other years (income of $1,080.99 compared with $1,282.18 the previous year). The report was 
accepted (Rutledge/Silva). 

Auditor's Report: Jon Churchward tabled the report which was accepted (Churchward/Rutledge). 

Tours Report: Glenn Cumming reported that there were three SRSV tours: the Show Day Tour to Seymour and 
Broadmeadows, and two Metropolitan Tours (Clifton Hill; and Power Boxes). The report was 
accepted. (Cumming/I ungwirth) 

Election of Office Bearers: The following people were elected 

President: Alan Jungwirth (Cumming/O'Flynn). 

Vice-president: 

Treasurer: 

Secretary: 

Jack McLean (Jungwirth/Rutledge). 

Colin Rutledge (Lclllglt!y/Silva). 

Glenn Cumming (J. McLean/Jungwirth) 

Ordinary Committee Members: David Langley, Graeme Inglis (Cumming/McLean) 

The President thanked the previous year's Office Bearers for the work they had performed over the last year. 

Auditor: 

The meeting closed at 2140 hours. 

The meeting decided that Jon Churchward be appointed Auditor until further 
notice (Rutledge/I. McLean). 

TEXT OF THE PRESIDENT'S REPORT 

Every Annual Meeting so far, I think I have dismissed the achievements of the year with the remark 
that "we have had a good year, haven't we?" As I am not standing for President at the forthcoming 
election, I thought that I should say a little more about what we have done and there are a few 
people to thank. 

Somewhere there are the minutes of the inaugural meeting of the SRS and it was held at 60 
Kenmare Street. I think about 20 people attended. I thank all of those people for being there and 
starting us off with a burst of enthusiasm. 

But a little before that the idea was raised by Bob Taaffe. He was in Melbourne and called and 
suggested that as we were both members, the first two members of the SRS of UK, it wouldn't be a 
bad idea if we started a Group in Australia. The English SRS spread themselves out in Groups and 
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each has a group leader. I though that it would be more likely to be successful if we started a group 
in NSW and a group in Victoria, at least for a start. 

Just as the Porns seemed to be parochial about their railways and their signals, I though that the 
state attitudes would be sufficiently different that it would work as two groups but not as one. I 
think that that has been proved. But tonight I thank Bob Taaffe for his suggestion. 

After a while we thought we needed a committee and so Brian Colman offered to be secretary and 
Phillip Miller Treasurer. I don't think we had a Vice President at that stage. I do remember having a 
committee meeting one lunch time in C Box at Flinders Street. I suppose it was legal as Phillip 
was signalman on duty, Brian was the visiting Blocko and I was there in Brian's care. 

I am doing this from memory and so I will certainly miss something. 

For some of the time, I remember that I was President, Secretary and Treasurer. It was so arduous 
that I was able to do it. And about that time Somersault was started by David Langley. I remember 
that John Sinnatt objected to the name 'Somersault' because not all of us were interested in lower 
quadrant semaphores. We owe David an enormous debt for his long editorship. 

I am not sure what happened next. I think perhaps Robert Weiss offered or was cajoled into being 
Treasurer and he did it very efficiently particularly as he was quite often in California or somewhere. 
We not only thank Rob for his treasurial duties, but also because he offered to house the archives in 
his garage at Nunawading and as far as I know he still does. The archives were up till then housed in 
some railway building in Seymour, another work for which we thank David Langley. 

Perhaps Stephen was already Secretary which then wasn't all that much work and when Rob's 
overseas junkets were taking place too often, I persuaded Stephen to be Treasurer as well. It wasn't 
as if Steve was unemployed, he was Parish Secretary and a few other things. And when we went 
down to Trafalgar to collect the records, we were not exactly surprised that they were almost up to 
date. I think that I had to make six entries in the Cash Book. That was in November 1989 and we 
had an ad hoe Committee just to keep things afloat until the election in March 1990. 

Since then we have maintained the administration with Alan Jungwirth as Vice President. Jungi was 
also Tours Sub Committee and has run most of our Show Day Tours even if he was in Adelaide 
with his beloved bus at the time. We owe Jungi a lot of thanks for his work in this regard as there 
was and still is a lot of time in reconnoitring the route of the visit. 

At times, even I helped him, but his greatest assistance came from David Langley, particularly on 
the 10th Anniversary Tour. Lately, I was persuaded that the Safeworking people might not mind all 
that much if we had other tours in addition to the one on Show Day, and I was surprised that the 
didn't seem to mind. Glenn Cumming I think has done the lion's share of the planning of these 
mainly suburban tours. I think the Safeworking people could see, as we did, that signal boxes and 
the old forms of safeworking would not be with us for all that long. Indeed, we are sufficiently 
pessimistic to think that perhaps the railway itself won't be with us for ever. Perhaps that was why 
we got the go ahead for these tours, they were steps in recording the railway activities for those 
people in the future who might wonder what a railway enthusiast was. 

We were fortunate too in that the ARHS didn't seem to mind us using their library at Windsor for 
which we made a donation every year, when we thought of it. Possibly the use of the library was 
made easier because our Octogenarian member the late James C. Brough was a Life Member of the 
ARHS and had a key to the Library. I think that as far as the SRSV is concerned, Jim's memorial 
was the blackboard which was built like a trestle bridge on the Cudgewa line. Peter Silva is still 
trying to work out how to unload the monster. 

For many years I was concerned that if anything untoward happened on one of our Tours, and we 
got sued, we would be personally liable. I didn't look forward to the task of arranging the 
Incorporation, but I was glad to know that Glenn Cumming and Rod Smith accepted the posts of 
Incorporation Sub-committee and that Glen accepted the post of Officer and did an enormous amount 
of leg work in the city and finally quite unostentatiously produced the Deed of Incorporation at a 
meeting in November 1991. 

You may remember that John Sinnatt moved some time back that when the total amount of the 
annual balance reached something or other, then we should have the accounts audited. This must 
have been about the time that Colin Rutledge accepted the post of Membership Secretary and 
Treasurer. 

Our friend the good Doctor was put on the spot a year or two back when we made Peter and Wilfrid 
Joint Secretaries and we haven't seen Peter much since then. Wilfrid must be a lousy doctor because 
we can read his writing. But he carried on (Per Ardum Ad Astra) or "Don't make the work any harder 
than you need to." Thank you Doctor. 
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The affairs of the Society I think have never been so close to shipshape or whatever the equivalent 
that is in railway language. Of course Jon Churchward has been a relentless auditor and his report 
will follow. 

Jungi tells me that the role of President is not that arduous and everyone seems to agree with that 
remark. Including me. However I have been sitting in this chair for 17 years and I sincerely think 
that it would be a good thing to see someone here who is a bit more progressive and not so tired. 

I will probably get into trouble with some one whose name I have omitted from the list of thank 
you's. I thank again all the people I have mentioned and all those members who have done things 
and shown their enthusiasm and appreciation. As far as I know no member has got us into 
disrepute. 

And on this score I will tell a short story. I was at home. It was 9 pm. The phone rings. An 
apologetic Alan Hales asked "Is that you Jack?" I said "Yes" and wondered. Who is in trouble, who 
has been caught somewhere that shouldn't be? An so on. No all he wanted was to borrow some of 
my signal diagrams. In fact he borrowed 141 for some Union argument I believe. 

I mentioned this to Jungi and he said that he was recently asked. by a bloke if he could use the SRS 
and Somersault in something he was writing. It was more or less to prove that he was up to date 

_ and on the ball. 

There was also the time when Neville Hallas wanted the drawing of the Rocker lock that is used in 
switching out a Rocker single line station. I didn't have one, but Jungi did, and lent it to the 
railway. He tells me that since then that particular lock is referred to as Jungi's lock. 

Neville rang me one morning before I was out of bed and asked me when they increased the speed 
limit between Shepparton and Numurkah. I asked him if I had time to get dressed. And said I would 
ring him back in an hour. I looked up my only NE working timetables and put the time down to 
between two issues. By that I saved someone in the Big White Palace maybe a couple of days 
searching through Weekly Notices. 

So I stand here tonight and say that the SRS is a pretty responsible collection of enthusiasts, and 
historians and so on. And it is up to us to see that it stays that way. 

MINUTES OF THE FEBRUARY 1993 MEETING 

Meeting held at 60 Kenmare Street, Box Hill North. (The meeting was moved at short notice so that the slide projector 
and screen would not have to be moved through the rain.) 

Present:- A.Jungwirth, W.Brook, J.Churchward, G.Cumming, A.Gostling, D.Harrison, W.Johnston, 
K.Lambert, D.Langley, A.McLean, I.McLean, G.O'Flynn, C.Rutledge,. P.Silva, L.Terrell and 
R.Whitehead. 

Apologies:- A.Waugh. 

The President, Mr. Alan Jungwirth, took the chair and opened the meeting@ 2022. 

The President welcomed visitors John Doull, Keith Hines, and Damien Thomas to the meeting. 

Minutes ofthe November Meeting::.; Accepted as published with the following alteration: The November meeting 
commenced@ 1955 hours on the steps of the Uniting Church Hall, Hotham St., Mont Albert. The 
meeting moved inside@ 2013. (Langley/O'Flynn) 

Matters Arising :- Nil. 

Correspondence :- Nil. 

Moved G.Cumming, seconded K.Lambert that standing orders be suspended so that the Syllabus Item could precede 
General Business. Standing Orders were suspended@ 2026 hours. 

Syllabus Item:- Due to the late withdrawal of the proposed Syllabus item, Jon Churchward and David Langley 
presented a screening of slides from their respective collections. Jon Church ward showed slides from 
the late 1950s and the early 1960s while David Langley showed slides from the mid 1980s of the 
Western Line and South Australia. 

Standing Orders were resumed at the conclusion of the Syllabus Item. 

General Business:- The Murray Bridge Train Control Office has been closed and moved to Adelaide. The Tailem Bend -
Wolseley C.T.C. is now controlled from Adelaide. Wolseley is now unattended for safeworking 
purposes. As a result, Melbourne C.T.C. now works against Adelaide C.T.C. 

The interlocking frame from Barnawatha has been purchased by an individual for future private 
preservation. 
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Greg O'Flynn reported that the goods train service on the Warrnambool line could be increased to a 
daily service if traffic projections are realised. 

Keith Lambert noted that the 'O' circular refering to the trialling of the Section Authority Working 
on the Robinvale and Kulwin lines printed on the last page of the last issue of 'Somersault' was a 
non issue. Jack McLean replied that this was the only circular he could find, even though it had not 
been signed by the Safeworking Superintendent. 

Don Harrison reported that on many occasions Up passenger trains from Bairnsdale were booked out 
despite 'official' statistics to the contrary. 

Don Harrison reported that despite the presence of RT 49 at Maffra, traffic from the area now travels 
by road and the rails in the yard are rusty. 

A question was asked whether Spotswood Signalbox can switch out now that the level crossing is 
equipped with boom barriers in lieu of interlocked gates. The answer was no, Spotswood is manned 
for all trains. It is not known why switchout facilities were not provided. 

The next trial of Section Authority Working on the Mildura line was due to be completed at 0800 
hours today after having been in service for the previous 48 hours. 

Bob Whitehead reported that Tom Deveney from the V /Line S&C department is to travel to 
Adelaide to advise the National Rail Corporation on their railway signalling needs. 

The S.R.S of New South Wales is organising a tour from Orange to Broken Hill in October 
visiting all signal boxes. For further information, contact the Secretary. 

David Langley advised that he is prepared to do a reprint of the early volumes of 'Somersault' if 
there is enough interest. For more information, see the next mailout or contact David directly. 

Jack McLean advised that Peter Kay of the S.R.S.U.K. has produced a list ofU.K. General 
Appendices. 

Alan Jungwirth thanked Jack and Ena McLean for the use of their home for the meeting. 

Meeting closed:- @2209 

Next meeting:- Friday March 19, 1993 at the Uniting Church, Hotham St. Mont Albert. The March meeting will 
be preceded by the Annual General Meeting, commencing@2000. 

SIGNALLING AL TERA TIONS 

The following alterations were published in WN 49/92 to WN 5/93. The alterations have been edited to 
conserve space. Dates in parenthesis are the dates of the Weekly Notice. 

04.12.1992 Kerang - Swan Hill 
On 4.12.92, the Occupation Crossing at 337.922km between Kerang and Swan Hill was converted to a 
PCR and appropriate signs (including whistle posts) were erected. (WN 1/93) 

06.12.1992 Centrol •· Alteration to Train to Base Radio Channels 
To facilitate floor plan alterations on Level 3 Transport House within the Train Control Area 
commencing 6.12.92 the following alterations to Train to Base radio communication channels and 
telephone numbers for the Control Lines will take place. These alterations effectively close Room 7 
(North East Broad Gauge Control Room) from that date. 
Melbourne - Albury Broad Gauge trains will operate on Channel 6, including Goulburn Valley Line trains 
between Melbourne and Seymour. 

The Seymour - Cobram, Benalla - Oaklands, Shepparton - Dookie, and Shepparton - Toolamba -
Kyabram trains will operate on Channel 5. 
A revised list of Control Rooms responsible for PTC Lines is shown at the top of the next page. 

(WN 1/93) 
(22.12.1992) Maffra 

Prior to commencing tractor shunting in the Maffra Yard, the Murray Goulburn Company employee in 
charge of the tractor shunting must place and lock on one rail of the line a banner lettered "Danger - Road 
Closed". The Banner is to be placed on the Down (Stratford) end of No 1 track adjacent to the "Limit of 
Murray Goulburn Rail Tractor Operations" [board?], and must remain locked in place during the whole of 
the rail tractor shunting operations. 
Drivers of trains approaching Maffra must -- if the "Danger - Road Closed" banner is in place -- bring the 
train to a stand at the banner and wait until verbally advised by the Company employee that the train may 
proceed. Before the train is permitted to enter the Maffra Yard, the Company employee must ensure that 
the Rail Tractor is stationary in a safe place away from the intended Rail operations and that the banner is 
removed from the Running Line. 
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Area Times of Operation Takes over 

Standard Gauge Continuous Melbourne - Cobram 2200 to 0600 the 
Melbourne - Albury Benalla - Oaklands following morning 
(BG) Shepparton - Dookie - Mon - Fri and 2200 

Toolamba Fri to 0600 Mon 
Ararat - Wolseley Continuous Melbourne - Ararat 1400 to 2200 Mon -

Fri and 0600 Sat to 
0600 Mon 

Melbourne - Ararat 0600 - 1415 Mon, 
2200 to 1415 the 
following day Mon -
Thurs, and 2200 Fri 
to 0600 Sat 

Melbourne - Geelong 0700 Sunday to 0115 Eastern 2230 to 0630 the 
- Warmambool - the following Sunday following morning 
Gheringhap Mon - Fri and 1330 

Sat to 0630 Mon 
Northern 2200 to 0600 the 

following morning 
Mon - Fri and 1330 
Sat to 0600 Mon 

Gheringhap - Mildura 1500 Sun to 1315 the 
& Branches following Sat 
North East Broad (Room closed, 
Gauge combined with 

Rooms 1 & 11) 
Eastern 0630 to 2230 Mon - Northern 0630 to 1330 Sat 

Fri and 0630 to 1330 
Sat 

Northern 0600 to 2200 Mon -
Fri 

If the banner is not in place, then the Driver may draw the train into No. 1 track. 
After Rail operations have been completed and any outward loading picked up, the train must be set back 
into No 1 track and before the train or light locomotive departs towards Stratford Junction, the Driver 
must ensure that the Main Line Plunger Points are secured by the plunger, and that the Key Switch for 
the Level Crossing Flashing Lights is activated. 
After the train or light locomotive has departed clear of the Maffia Yard and before Rail Tractor shunting 
is re-commenced, the "Danger - Road Closed" banner must be again placed in position. 
Under no circumstances must Public Transport Corporation shunting operations and Rail Tractor 
shunting operations be carried out simultaneously, nor is the Rail Tractor permitted beyond the "Limit of 
Murray Goulbum Rail Operations" board. 
After the Rail Tractor shunting operations have been completed for the day the "Danger - Road Closed'' 
banner must be removed from the rail and locked away in a safe place. 
This amendment is effective forthwith and is to be inserted in left-hand column, page 247 of the General 
Appendix. (0.3667/92, WN 49/92) 

(22.12.1992) Granting of Absolute Occupation 
Insert the following as a new clause 6, column 2, page 146 of the General Appendix under the heading 
"Instructions for Absolute Occupation of the Running Line": 
6 (a) When Absolute Occupation of an area which is controlled by Metrol is required, it will not be 

necessary for the Ganger or Supervisor to proceed to Metrol to obtain the Absolute Occupation 
Order from the Train Controller. 

(b) The Train Controller must fill in a Metrol Absolute Occupation Order and read the full particulars 
over the phone to the Ganger or Supervisor. 

(c) The Ganger or Supervisor must take down particulars in the Metrol Absolute Occupation Order 
Book and repeat the particulars to the Train Controller. 
Before granting Absolute Occupation the Train Controller must apply the Track Block Command 
and where possible the Point Sleeve Command to prevent any train or locomotive other than that 
which may be working in conjunction with Occupation from entering the area under Absolute 
Occupation. 

(d) In the event of more than one party requiring Absolute Occupation of the same areas, a separate 
Metrol Absolute Occupation Order must be given to each party. The Track Block Command and/or 
Point Sleeve Command must not be removed until all parties concerned have advised that the line is 
clear and safe for the passage of trains. 
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(e) When the line is again clear and safe for the passage of trains, the Ganger or Supervisor must advise 
the Train Controller to this effect by telephone, by completing the bottom half of the Metrol 
Absolute Occupation Order and reading the particulars to the Train Controller. 

(f) Prior to the Absolute Occupation being granted, the Signalman or Train Controller concerned must 
confer with the Signalman or Train Controller in advance and ascertain that there is no train in the 
section for which Absolute Occupation is required. The Senior Train Controller on duty must be 
conferred with as to whether the Occupation may be granted. 

Renumber clauses 6, 7, and 8 to 7, 8, and 9 respectively. (0.3545/92, WN 49/92) 
(22.12.1992) Carnegie 

Pedestrian Gates have been provided on the Up side of Koomang Road Level Crossing (13.447 km) 
(0.3648/92, WN 49/92) 

(22.12.1992) Melton 
Boom Barriers have be provided at Cobums Road (39.048 km) (0.3647/92, WN 49/92) 

14.01.1993 Albion 
On 14.1.1993, the 'A' and 'B' lights on Automatic Signal M492 were reverse staggered to improve signal 
sighting (0.14/93, WN 2/93) 

(26.01.1993) Goulburn Valley Line - Change of Radio Frequency 
Commencing forthwith, all trains travelling on the Goulbum Valley Line must tune the Train Radio to 
Channel 4. Channel 5 will no longer be used on this corridor. This amends WN 1/93. 

(0.26/93, WN 2/93) 
(26.01.1993) Portland -- Port of Portland Sidings 

The Port of Portland Harbour Sidings will be part of the Port of Portland Sidings for an indefinite trial 
period. During the trial period, Circular A.904/86 is suspended. All other instructions for the working of 
trains into and out of the Port Sidings are still in force. 
Special instructions for the VI Line shunting operations beyond No. 2 Quay Road Level Crossing 

Prior to any V /Line Shunting locomotive entering the Port of Portland Sidings past No. 2 Quay 
Road Level Crossing, the Leading Shunter must advise the employee in charge of the Port of 
Portland pusher (road tractor) that a V /Line movement is to take place. 
When the Port of Portland pusher (road tractor) is in position to permit a V /Line movement the 
pusher driver will communicate this to the Leading Shunter. 
Should the pusher be required to conduct pushing movements of rail vehicles whilst a V /Line 
shunting locomotive is in the area on the Up side of No 2. Quay Road Level Crossing, a clear 
understanding between the Employee in charge of the pusher and the Leading Shunter is to be 
arrived at as to all movements that are to take place. The pusher is to work under the directions of 
the Leading Shunter whilst a V/Line locomotive is in the area. 
The Port of Portland pusher must not work past the Down side of No. 2 Quay Road Level Crossing 
towards Cliff Street. 

• V /Line locos must not exceed 15 km/h when passing over the Grain Receival Discharge Pit. 
The provisions of Regulation 131 must be strictly adhered to. 
The flashing lights at Cliff Street Level Crossing and Spraywall Road Level Crossing are operated 
manually and it will be the responsibility of the Leading Shunter to activate/deactivate the bell/lights at 
these crossings. (0.11/93, WN 2/93) 

(02.02.1993) Laverton 
A co-acting signal has been provided for the Up Home Signal Post LAV 4 located on the East Line at 
Laverton. The co-acting signal is located 8 metres to the right of Post LAV 4. Amend Signalling 
Diagram No 27 /90 accordingly (0.31/93, WN 3/93) 

(16.02.1993) Springvale 
The following alterations have taken place: 
1) Points 33 and 37 (connection from Loop Siding to Main Line) have been removed from service. 
2) Up Home Signal 32 was converted to an Automatic signal numbered D.740 
3) Up Home Signal 34 was abolished. 
4) Dwarf Signal 36 (applying from the Loop Siding to the Main Line) was abolished. 

(0.3665/92, WN 5/93) 
(16.02.1993) Swanson Dock 

Dwarf Signals D and U have been temporarily removed from service due to reconstruction of the road 
entrance (location 14) to Swanson Dock for the Dock Link road. (0.59/93, WN 5/93) 
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SECTION AUTHORITY WORKING 

Chris Wurr 

The Public Transport Corporation (PTC) is set to 
introduce a revolutionary new computer-based 
safeworking system. The system is generically termed the 
"Alternative Safeworking System," but it is more 
specifically named "Section Authority Working" (SAW). 
This method of train working bears no resemblance to the 
Train Section Order system of safeworking used in 
Victoria between 1926 and 1952. Section Authority 
Working is the product of a co-operative effort between 
the PTC, communications manufacturers Motorola, and 
Expert Solutions Australia. The PTC has, with 
considerable input from the unions whose members will 
be involved in the day to day operation of the system, 
written ~and copyrighted the rules base and Motorola has 
developed and patented the computer transmission 
hardware and Expert Solutions Australia has written the 
software. 

At the time of writing this article (late July 1992) the 
system is being trialled on the Geelong - Mildura line. 
Classes for Train Controllers, Loco Drivers, and Track 
Gangs have been held in most areas where the system 
will initially operate. The Mildura line testing has 
involved project team members operating the system 
from Central on Level 3, Transport House and from the 
rear or trailing loco cabs on trains over the entire line 
from Geelong to Mildura. As the equipment is only on 
trail, trains are still being operated over the corridor by 
authority of the current safeworking systems; i.e. Electric 
Staff and Train Orders. 

The PTC has produced a "sales booklet" on the 
Alternative Safeworking System, extolling the benefits of 
this method of train working as a "total train 
management" package including ROSCO, DICE, OCS, 
and CENTROL with a view to sales to other states or 
overseas countries, but, more importantly, as a portion of 
Victoria's equity in the National Rail Corporation project. 
The PTC is claiming huge cost savings with this system 
over other automatic train control systems and predicts 
that SAW can sustain 12 minute headways of up to 20 
trains each way per 24 hours. 

Equipment Description 
The hardware to accommodate Section Authority Working 
can be broadly divided into three areas: Centrol area; loco 
equipment area; and field equipment. From the outset, the 
author wishes to make it clear that he has virtually no 
grasp of computer jargon and even less idea of computer 
operations. Therefore, some readers may feel that there is 
a lack of intensive description of some parts of the 
equipment comprising SAW. For this I apologise, 
however, I suspect that the PTC and Motorola would be 
reticent to give out full details of the operations and 
specifications of the equipment to enquirers, beyond broad 
generalisations, as they both regard the system as a 
saleable commercial project. The Rule Book is subject to 
copyright. 

The Train Controller works from a computer 
workstation. The workstation comprises three colour 
visual display units (VDUs), a keyboard and a cursor 
control unit (mouse) which are connected to the 
workstation processor. Train running program 

information as well as data on the various rail lines is 
stored in the computer's program. The VDUs are capable 
of displaying: representations of the whole of the corridor 
run under SAW; an enlarged section of a portion of tha.t 
corridor; any infrastructure which is relevant to train 
running on that line; and the current authority status of 
the various sections, as well as a depiction of the Train 
Controllers graph. It appears that there will be four 
workstations on-line and one spare. Train running 
information from all lines being worked under SAW will 
be loaded into all the workstations. In the event of a 
workstation failing, any other workstation can therefore 
take over complete control without major disruption to 
services. The Train Controllers graph can be printed out 
as a hard copy on paper in the event of a workstation 
failure and will contain all train plotting up to the time of 
failure to assist the Train Controller to maintain a service 
until the workstation can be restored to service. 

Equipment in the loco cab comprises a Locomotive 
Display Unit (LOU) mounted on the control stand beside 
the Loco Driver and which replaces the existing Motorola 
600 mode Train to Base Radio equipment. The LOU will 
have to be fitted to all leading locomotives (steam 
included) operating over lines under the rules of SAW 
with the exception of certain shunting locos, which will 
operate locally under Shunt Authority Key conditions. 
The Loco Display Unit is a module consisting of two 
Liquid Crystal Display (LCD) screens one above the other 
and a key pad for various functions. LDUs are readily 
interchangeable between locos ( or one end cab to the other 
in the case of double ended locos) as the data concerning 
that particular loco in entered into the Display Unit by a 
Code Plug permanently attached to the loco. When it is 
necessary to exchange LDUs due to a failure, the 
locomotive number and cab number is automatically 
entered into the LOU upon insertion of the Code Plug. 

The two LCD screens are termed the "Current 
Authority" screen (top and outlined in green) and "Next 
Authority" screen (lower and outlined in Yellow). See 
figure 1. 

The key pad allows the following functions to be 
performed: 

• The setting of the equipment for 600 or 1200 
mode (i.e. voice only or data and voice 
transmission). 

• Keying in train number 
• Initiating a call to Centro I ( or Metrol) 
• Putting Control on "hold" should he call the 

Driver at an awkward moment. 
• Acknowledgement of an Authority. 
• Clearing any messages from the bottom screen. 
• Turning screen lights on/off 
• Turning key pad lights on/off 
• Scrolling the lines on the screen (each screen is 

capable of displaying messages of up to 480 
characters). 

• Recalling messages. 
• Keying in DICE code numbers. 
• Correction of errors when keying in train ( or 

DICE) number. 
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Despite provision for the working of DICE (Driver 
Initiated Control Equipment) on the LDU, the PTC 
maintains that DICE is a "stand alone project" not 
connected with SAW and accordingly give no overview or 
instruction of the system. I therefore do not propose to 
touch at all on the subject of the control of points and 
signals by the Drivers of approaching trains. 

The keys on the left hand side of the screens are for 
the relinquishing of Authorities. 

The field equipment is primarily the Telecom Repeater 
Stations along the route,. the TAILS (Train 
Announcement Information Location System) 
infrastructure at crossing loops and block points and, to a 
lesser extent, the crossing loops themselves, which are 
equipped with trailable points to provide the means to 
cross opposing trains without any direct human input. 

Track side radio base stations are utilised to receive 
and transmit data as well as voice transmissions. There 
have been some problems with the track side base 
stations; particularly the land lines connecting the base 
stations with Centro!. The problems have now apparently 
been identified and solved. TAILS, a component in the 
network, is also operating successfully after initial 
problems. 

System Operation 
Under normal operating conditions, the system works in 
the following manner. Assume a train is to run from 
station A at the commencement of Section Authority 
Territory ( defined by red boards similar to those used to 
identify Train Order working limits). 

The Train Controller will examine the graph displayed 
on the VDU and, unless there is a reason not to issue an 
Authority for the first section, will request an Authority 
from the workstation for that section using either the 
keyboard or, more commonly, the mouse. The computer 
firstly conveys the request to the Graphing Program, then 
to the Pathing Program and finally through the 
Safeworking Program, and if there are no conflicting 
Authorities or obstructions it then presents the Authority 
to the Train Controller. 

Whilst the computer is checking for conflict, the 
train's proposed path line flashes green on the train graph 
on the VDU for that particular section. If the Train 
Controller accepts the Authority as correct he will 
electronically transmit it via the Control Radio unit 
(formerly known as the Train to Base Radio) on the loco 
to the LDU. 

The Driver will be alerted to the transmission by a 
series of audible "bips". The text will be displayed in the 
lower "Next Authority" screen. It will read "Proceed to 
B". If the Driver agrees that the Authority is correct, he 
will press the acknowledge key. The flashing green line 
on the Train Controller's VDU will become steady. The 
text will then be automatically transferred to the upper 
"Current Authority" screen and the green line on the Train 
Controller's graph will change to red. This is now the 
Driver's authority to run his train to B. Neither the Train 
Controller nor the workstation computer can take the 
Authority back from the LDU. 

Authorities will only be issued one section at a time. 
Even if the line is clear from A to Z, Authorities can 
only be issued A to B, B to C, C to D, etc. 

During the passage of the train from A to B, the 
Controller may wish to advance the train from B to C. 
The procedure is the same as before and the B to C 
Authority will be displayed in the "Next Authority" 
screen on the LDU. The Driver acknowledges it if it is 
correct and he now has the authority to pass through the 
crossing loop at B and continue into the B-C section 
without stopping. 

Upon the TAILS "Departure Complete" message 
being received by the Driver over the Local Radio 
(formerly known as the End to End Radio), he 
relinquishes the Authority for the A-B section; sending it 
back to the Controller by pressing the "Send 1", "Send 2" 
keys adjacent to the "Current Authority" screen. The 
Train Controller must check the contents of the 
relinquished Authority against the train graph and, if they 
correspond, return it to the workstation computer. 

The Authority in the "Next Authority" screen is 
automatically transferred up into the "Current Authority" 
screen and the path line of the train through the A to B 
section on the VDU graph at Centro! changes from red to 
grey. The time the order was relinquished (thus the 
departure time) from that particular loop is also entered 
into the computer. 

Trains continue to advance in this manner. If the LDU 
has no Authority in the "Next Authority" screen, the 
Driver is not permitted to proceed beyond the fouling 
point at the departure end of the loop nominated in the 
Current Authority. 

In the event of two trains crossing, neither train can 
be given an Authority beyond the crossing point until 
both trains have arrived and visually inspected their 
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Figure 1. Locomotive Display Unit (LDU) 
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Public Transport Corporation 
Manual Section Authority Form 

No.: ........... . 

Date: .............. ./ .............. .1. ............. . Time: ................................ Hrs 

Driver of ................................... Locomotive ................................... PROCEED 

.......................................................... To ......................................................... . 

Train Controller 

Driver 

Repeated Back OK ...................... . 

Master Key .................................... . 

Verification of 
Changeover Driver 

Figure 2. Manual Section Authority Form. White form with black printing 

opposite numbers End of Train Marker to check that the 
trains have arrived complete. The Authorities are then 
relinquished, new Current Authorities received and 
acknowledged and the trains may then proceed. 

In the event of the Train Controller making a request 
of the workstation for an Authority over a section which, 
for whatever reason, conflicts with another movement, 
the workstation processor will reject the request and will 
bring up the area of conflict on the VDU. The system 
also provides for the Train Controller to be alerted should 
the equipment on the loco fail to accept any data 
transmission. Train Controllers are not obliged to key in 
a message informing the Driver of a cross. This is left to 
their discretion. Given the current operating practices of 
some Train Controllers regarding advice to Drivers of 
crosses over the Control Radio, the author is not 
confident of these Controllers acquiring the habit with 
SAW. 

Cancellation of Authorities 
Current and Next Section Authorities may be cancelled by 
the co-operation of Controllers and Drivers, but not 
whilst the train is occupying any portion of the line in 
either Authority. The Driver is advised on the Control 
Radio that a cancellation is sought. If the train is 
stationary the Controller will enter the trains location 
into the "Cancellation Authority". If the workstation 
accepts the cancellation, it is transmitted to the LOU. The 
Cancellation Authority will appear in the "Next 
Authority" screen where the Driver will check its contents 
and if he agrees, will press the acknowledge button. The 
Driver will then relinquish the Current Authority back to 
the Train Controller in the usual way. The Cancellation 
Authority will automatically transfer into the Current 
Authority screen and will also be relinquished to Centrol 
in the same manner. As with all relinquished Authorities, 

the Controller checks them against his graph before 
returning them to the workstation. The section will now 
be shown as clear. If the LOU is displaying both a 
Current and Next Authority, then the Next Authority 
must be relinquished first, as described previously. 

Mishap Working 
Train obstructions or disablements are termed "Mishaps." 
In the event of a mishap, a Mishap Section Location is 
established. 

The Driver will arrange for the train to be protected 
and will fill out a Driver's Relief Order and dictate its 
particulars to the Controller via the radio. He must cancel 
any Next Section Authority as described in the previous 
section. The Train Controller then establishes a Mishap 
Section Location in the workstation and enters the 
location (in kilometres) of the disabled train. When the 
computer accepts the Mishap Section Location it will 
deliver a "Do not move train" message to the Controller 
who will verify and transmit it to the LDU of the disabled 
train. The Driver of the disabled train will read the 
message and verify the kilometre post number by means 
of the acknowledge button and will then relinquish the 
Current Section Authority. This allows the Train 
Controller to issue a Mishap Section Authority to. the 
relief loco and, subject to verification, authorises the 
relief Driver to enter the affected section to assist the 
disabled train. Upon arrival at the disabled train, the 
forward Mishap Section Authority and "Do not move 
train" message are relinquished and a new Authority is 
issued to allow the disabled train to be taken to either end 
of the section. 

Should a train become obstructed but the locomotive 
and leading vehicles are fit to run ahead, they may do so 
on the Current Section Authority -- after the obstruction 
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has been protected. A Mishap Section Location is then 
established in the computer as before. 

Shunting at Intermediate Sidings 
Shunting at any intermediate siding in a section is 
accomplished, as at present, with a Master Key, the 
number of which appears in the Authority screens. 

Should a train be required to run from a crossing 
station to an intermediate siding to shunt and then return 
to that crossing station, the train will receive a Current 
Section Authority for the whole section. After the shunt 
is completed and the Driver is again in possession of the 
Master Key and is ready to return, the Train Controller 
transmits an Intermediate Section Stand Authority to the 
loco. The Driver acknowledges this Authority, then 
relinquishes the Current Section Authority. The 
Controller then obtains and transmits a Current Section 
Authority for the train or loco to return. The Driver 
acknowledges this and then relinquishes the Intermediate 
Section Stand Authority to Control. This procedure 
ensures that the loco or train is not left in mid-section 
without an Authority. 

Locking Away 
Locking away at an intermediate siding is allowable under 
SAW rules. The train receives a Current Section 
Authority for the whole section and after the train is 
locked away at the siding, the Current Section Authority 
is relinquished. When leaving the siding, a Current 
Section Authority must be obtained before the points are 
unlocked to let the train out into the section. 

Shunt Authority Key 
Shunt Authority Keys are provided at certain locations 
where intermediate sidings are to be regularly serviced by 
locos not fitted with Display Units, i.e. Pilot locos. The 

Shunt Authority Key is secured in a lock connected to a 
Display Unit at certain stations. Only the Train 
Controller can release the key and when this occurs, no 
Authorities can be issued for that particular section until 
the key is again locked into the switch lock on the 
Display Unit. The message "Shunt Authority" appears on 
the screen of the Display Unit when a release has been 
initiated by Control and this message is acknowledged by 
the Signalman before removing the key. Upon the key 
being locked back into the switch lock, the "Shunt 
Authority" is relinquished by pressing the "Send 1 ", 
"Send 2" buttons on the Display Unit. Should the Pilot 
become disabled on the Shunt Authority Key, relief is 
effected on that key by its transfer to the relief loco by a 
competent employee. 

Trains may cross at Y junctions subject to the 
receiving of Section Authorities prior to entering single 
line sections and the relinquishing of them when trains 
are again clear. The junction stations must be attended 
when this occurs. 

Trains may return to the station or loop in the rear in 
cases of flood, landslip, etc. under the Intermediate Stand 
Authority procedures described previously. 

Workstation Failure 
Should a workstation fail totally, the Controller will 
obtain all unrelinquished Section Authorities from the 
workstation printer and a printout of the graph from the 
graph plotter and verify one against the other. All Drivers 
whose Display Units have any Section Authorities on 
them are advised by Control to complete those 
Authorities. When all Current and Next Authorities have 
been completed and transferred back to the Controller, 
Manual Section Authority working is implemented. 

Manual Section Authorities are dictated by Control 
over the Control Radio to the Driver, who fills in the 

Public Transport Corporation 
Manual Mishap Working Form 

No.: ........... . 

Date: .............. ./ .............. ./ .............. . Time: ................................ Hrs 

Driver of ........................................... Locomotive ......................................... .. 

························································ Driver 

Repeated Back OK ...................... . 

Master Key .................................... . 

Verification of 
Changeover Driver 

Figure 3. Manual Mishap Working Form. Pink form with black printing. 
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Manual Section Authority forms carried by him. An 
example form is shown in figure 2. Manual Section 
Authorities only allow the train to proceed A to B, B to 
C, etc., and are written out in duplicate by means of 
carbonless copies in the Driver's book of Manual Section 
Authorities. As with the taking down of Train Orders, all 
details are repeated back to the Controller and verified and 
fulfilled upon completion with the arrival of the train 
complete. Traffic is then conducted over the sections by 
the Train Controller using his graph and Manual Section 
Authorities. When a failed workstation is restored to 
working order, the Controller must not implement 
working over a section if a Manual Section Authority for 
that section has not been fulfilled. 

Locomotive Display Unit or Radio Failure 
In the event. of a LDU or Train Radio failure, normal 
workstation plotting is continued and Authorities are 
generated from the computer. The Train Controller 
obtains printed copies of the Authorities from the 
workstation printer to be transmitted by the Control 
Radio (if the LDU has failed) or by telephone (if the radio 
has failed) to the Driver who takes it down on a Manual 
Section Authority as authority to proceed through a 
section. As with workstation failure, when normal 
working resumes, no Authorities may be issued for 
sections where Manual Section Authorities are 
unfulfilled. 

When a train becomes disabled or obstructed whilst 
Manual Section Authority working is in force the 
following procedure is followed. The Driver of the 
disabled train fills out a Driver's Relief Order and dictates 
it over the Control Radio to Control. He also arranges for 
the train to be protected in the direction advised by 
Control. Control dictates a "Do not move train" (DNMT) 
order on a Manual Mishap Section Authority form (see 
figure 3) to the Driver and then arranges for a relief loco. 
The relief Driver takes down and repeats a Manual Mishap 
Section Authority (MMSA) as his authorisation to enter 
the section to effect relief. When the relief loco arrives at 
the disable train and is ready to clear the section, the relief 
Driver obtains the Driver's Relief Order, the "Do not 
move train" order and the original Manual Section 
Authority from the Driver of the disabled train. He fulfils 
his MMSA and then receives another MMSA to clear the 
section. Control then advises the relief Driver to cancel 
the Driver's Relief Order, the DNMT order and the 

original Manual Section Authority! The section may then 
be cleared. 

If failure of the Control Radio has been the reason for 
implementing Manual Section Authority working and a 
train becomes disabled on a Manual Section Authority, 
the Driver will fill out a Driver's Relief Order (DRO) and 
a competent employee will take it to the nearest 
telephone, protecting on his way. The Driver protects in 
the opposite direction. The competent employee will 
dictate the DRO to Control, who will arrange for a relief 
loco to clear the section on a MMSA. The relief Driver 
will fill out a MMSA form in his book to enter the 
section to clear the disabled train. If the Control Radio is 
also unavailable on the relief loco; the relief Driver must 
also obtain section MMSA to clear the section prior to 
leaving the phone. If an obstruction occurs with a train, a 
DRO is dictated to Control and working by means of 
MMSA then takes place on either side up to the 
obstruction. 

Trains may return from a flood or landslip on a 
MMSA obtained over the radio if it has not failed, or by a 
long walk to the nearest telephone if it has. 

Blocking commands may be inserted into the 
workstation computer to prevent the issue of Authorities · 
for a given section for the passage of track maintenanc.e 
machines or in the event of total occupation being 
required for infrastructure maintenance. 

Temporary Crossing Stations 
Provision is made in the workstation's computer program 
for establishment of temporary crossing stations in 
certain single line sections. These temporary crossing 
stations must be manned at the time and Drivers must be 
advised that they have been established prior to their 
trains entering the affected sections. Temporary crossing 
stations can only be opened when there are no Authorities 
extant for the long section and can only be closed when 
there are no Authorities valid for the short sections. 

Block Points 
Block Points are established to enable follow-on moves 
in long sections between crossing stations or loops. A 
Block Point merely consist of a bi-directional End of 
Train detector and Up and Down Location Boards and 
Block Point Boards situated at an appropriate location in a 
long section. Authorities will only be issued "A tp B 
Block Point", "B Block Point to C", etc. 

Somersault wishes to thank the PTC for permission 
to use copyright material in this article. 
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BALLARA T - GEELONG TOUR REPORT 

Showday, 27 September 1990 

Members and friends of the S.R.S.V. congregated on 
platform 3 at Spencer Street on Showday 1990 prior to 
the departure of the 0755 Down Dimboola pass. Included 
in our party was Noel Reed who had travelled from 
Sydney to take part in our annual Showday tour of 
regional signal boxes. 

Departure was on time and N.457, N set, and D Van 
sped us to our destination at Ballarat via the North 
Geelong Loop. At Lara, Hl was noted in the refuge loop 
on a Down goods. A brief stop was taken at North Shore 
to pick up a few passengers that were offering and then 
the train moved on towards Geelong, but then turned onto 
the Loop line at North Geelong 11A11 Box. 

Progress around the Loop line was slow and then the 
train pulled up at the Home signal at North Geelong 11C11 

Box. Here the train waited for 12 minutes before we 
moved off again. As we passed North Geelong 11C11 Box 
the Driver collected the miniature electric staff for the 
section to Gheringhap. Further on was the reason for our 
delay; G.514 and G.530 on 40 wheat wagons having just 
arrived. 

The train headed west to Gheringhap and slowed for a 
hand exchange of the staff before turning northwards 
towards Ballarat. Onto Meredith to change staffs again and 
then on to Lal Lal where the Driver did his best to bend 
the automatic staff exchanger as he picked up the staff for 
the last single line section to W arrenheip. 

Up the hill and around the comer to drop the staff off 
to the signalman at Warrenheip. Waiting for our arrival 
with the staff was G.531 and a train load of gypsum ready 
to run to Geelong. Our train began the descent into 
Ballarat. Through the gates at Ballarat East and then into 
the platform at Ballarat for an arrival at 1000. We alighted 
and the train departed at 1003 bound for Dimboola. 

After the arrival of Safeworking Inspector Roger Dale, 
we walked to Ballarat II A II Box for the formal 
commencement of our tour. Ballarat "A" Box is the 
largest signalbox in the Ballarat area and shares with 
Benalla 11B II the title of the largest signal box outside the 
metropolitan area. Inside the large building is an equally 
large 120 lever cam and tappet interlocking machine. A 
mule plate in the middle of the frame means there are 
spaces for only 118 levers. 

Ballarat 11 A11 Box controls the eastern approaches to 
the Ballarat platforms and the Ballarat goods yard. Outside 
the signalbox is a fine collection of mechanical signalling 
equipment including calling-on arms and timber signal 
posts. Safeworking on the double line from Ballarat East 
Box is Track Block and on the three lines through the 
train shed to Ballarat 11 B11 box trains are worked by Yard 
Control. 

On the wall of the signalbox was a plan showing the 
proposed rationalisation of the yard and the installation of 
power signalling. Already one stage of the work has been 
completed. One of the four roads through the train shed 
has been removed and the signalbox diagram showed this 
alteration. From Ballarat "A" Box we walked down the 
yard to Ballarat East signal box. 

Ballarat East is the only signalbox remaining in 
service with two gatewheels. The two sets of gates 
protect the main lines and the loco road (formerly the 

goods shed roads) as they cross Humffray Street. Ballarat 
East Box controls the eastern approaches to the goods 
yard and the junction of the former Buninyong branch 
line. The signalbox houses a 39 lever rocker interlocking 
machine with the gatewheels at the left hand end of the 
frame. The double line from W arrenheip is worked under 
the Double Line Block System while the passenger lines 
to Ballarat II A" Box are worked under Track Block. 

After completing our inspection, we boarded our mini
bus and, with two cars following, we headed off to 
Warrenheip. Shortly after our arrival at that station the 
Up Ballarat pass went through with N.455 on the point. 

Only the signalbox remains at Warrenheip. Inside is 
an interesting array of signalling equipment. Centre stage 
is a 24 lever rocker interlocking machine. From the left 
hand end, the levers are numbered 21 - 24 then 1 - 20. 
The 4 lever extension at the left hand end was provided in 
1934 when the Geelong line was singled and levers 21 -
24 work the end of the double line. A small illuminated 
diagram was provided at the same time and it still sits on 
the block shelf. 

On the Signalman's desk sits the control panel for the 
remote control ofBungaree Loop on the direct Melbourne 
line. Safeworking is by Automatic and Track Control 
(ATC) with the sections being Ballan - Bungaree Loop -
Warrenheip. In the comer of the signalbox sits the 11D11 

pattern miniature electric staff instrument for the section 
to Lal Lal. 

The Double Line Block Instrument sits on the block 
shelf. Beside it sits a large plastic switch. This switch is 
in effect lever 25, and it operates signal 25 which controls 
the entrance to the ATC section to Bungaree Loop. Lever 
25 has a custom made lever sleeve. 

Next stop was Lal Lal. Lal Lal is an electric staff 
crossing loop on the Geelong - Ballarat line. No one was 
on duty when we arrived and all signals were at stop. 
However levers 1 and 2 in the frame were pulled over and 
a staff for the section to Warrenheip was in the staff 
exchange box. From this evidence we were able to 
determine that the gypsum train we had seen earlier at 
Warrenheip had passed through using the SEB and putting 
the Up signals back to danger (they are fitted with 
reversers). 

Inside the signalbox resides a 15 lever McKenzie and 
Holland double wire interlocking machine. Lal Lal still 
has one set of points worked by a double wire mechanism 
and a lockbar worked by a double wire mechanism. The 
points at the Geelong end of the loop are secured by a 
plunger lock detected by the Down home arrival signal. 
These points are worked by a small point lever secured by 
an "A11 pattern Annett Lock. The key is kept in a 
duplicate lock on the interlocking machine, thus 
preserving the interlocking. 

A pair of miniature electric staff instruments 
completed the scene in the signalbox and two automatic 
staff exchangers completed the scene outside. While we 
made our inspection, a Down oil train pulled up at the 
Down home arrival signal. Soon a Signalman turned up 
and attended to the necessary signalling duties. Shortly 
after, X36 and T394 rolled through changing staffs on 
their way to Ballarat. 
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After the passage of the train, we headed on towards 
Geelong, but only one kilometre down the road we 
stopped to inspect the Down home arrival signal and the 
points at the Geelong end of the loop. The points are 60 
kg high speed points. The signal is operated by a double 
wire mechanism and it is fitted with a reverser and a drop 
off controller. The signal is controlled by a ground 
quadrant situated beside the points. 

Next stop was the Railway Hotel at Elaine for lunch. 
After satisfying the inner man we moved onto our next 
stop at Meredith. 

Meredith is very similar in layout to Lal Lal with the 
exception that the points at the Ballarat end are worked by 
a small point lever instead of being connected to the 
interlocking frame. As with Lal Lal, the rest of the layout 
is controlled from a 15 lever double wire machine. While 
we were at Meredith a grain train hauled by 2 11G11 class 
locos passed through headed for Maryborough with a 
string of empty wheat wagons. 

Meredith and Lal Lal both had new steel garages. 
These were used to house the small motor vehicles 
(Suzuki "Mightyboys 11

) provided for the Signalmen so 
they didn't have to walk to the far ends of the crossing 
loops. 

A brief stop was made at the recently disestablished 
signalbox at Lethbridge. The intention was to photograph 
the 15 lever double wire machine that still remained in 
the building but it was not possible to gain entry to the 
office. 

Next stop was Gheringhap. Gheringhap is another 
electric staff crossing station, but trains are not crossed 
using a loop. Instead two dead end sidings are used, one at 
each end of the platform. When trains are crossed at 
Gheringhap one train runs into a dead end siding, the 
other train runs through, then the train in the siding 
reverses out before continuing on its journey. In addition, 
there are two loop sidings behind the station used for 
gypsum traffic for the Fyansford cement works. 

The layout is controlled by a 20 lever rocker 
interlocking machine located in a room with only two 
windows. The frame is in two parts. The first part has 
space for 18 levers and the second part is a two lever 
extension but it is separated from the remainder of the 
frame by 1 1/2 feet of floorboards. Underneath the floor 
two rocker shafts have been extended to run the total 
length of the frame. The reason for the gap is because of a 
timber beam holding up the floor. 

In the booking office were 3 miniature electric staff 
instruments. One was for the section from North Geelong 
11C11 Box, one was for the section to Meredith and the last 
was formerly for the section to Inverleigh on the line to 
Maroona which junctions at Gheringhap. Train Orders 
have replaced miniature electric staff working on the 
Maroona line, but the instrument has not been removed 
from Gheringhap. The Inverleigh instrument is an 
automatic operator, as were all the instruments on the 
Gheringhap - Maroona line. The instrument at 
Gheringhap was different to the other instruments on the 
line, however as it had two galvanometer needles on the 
front of the instrument. One to show whether a staff was 
out or not and the other to indicate when it was ready to 
take a staff out. 

An additional galvanometer needle was provided at 
Gheringhap for the North Geelong "C11 Box - Gheringhap 
section for the intermediate instrument at the Thompson 
Road Sidings in Geelong. 

Outside, the Down signals for the junction are 
mounted on a timber post. Up and Down automatic staff 
exchangers are provided for the Ballarat line. Once the 
inspection was complete we moved on to the next 
location, North Geelong 11C11 Box. 

North Geelong 11C11 Box controls the north-west apex 
of the triangle that is North Geelong yard. The line from 
Gheringhap continues onto North Gee long 11B II Box at the 
southern end of the yard. A loop line is provided to North 
Geelong II A11 Box allowing trains a direct connection to or 
from the Melbourne line. The North Geelong grain loop 
originates and terminates at North Geelong 11C11 Box. The 
line to the cement works at Fyansford junctions from the 
though siding half way between North Geelong 1'C 11 Box 
and North Geelong 11B" Box. This junction is supervised 
by North Geelong 11C" Box. In addition, storage sidings 
for grain and leads into Nor.th Geelong yard proper are 
controlled from 11C11 Box. 

To control this layout, the signalbox houses a 31 
lever cam and tappet interlocking machine and a 10 lever 
control panel. The control panel was provided in 1981 
when new connections to the grain sidings were provided. 
An intermediate miniature electric staff instruments was 
also provided for use by trains arriving and departing the 
sidings. In recent times a closed circuit television has 
been provided for the Signalman to view the end oftrain 
marker on trains arriving in the sidings from Gheringhap. 

The North Geelong Grain Loop is worked under the 
rules of Train Staff and Ticket but no tickets are issued. 
The Fyansford line is also worked under the rules of Train 
Staff and Ticket and a Master Key is provided for the 
section. North Geelong 11 C11 Box is also the home of 
another Train Staff. This Train Staff is for use between 
North Geelong 11C11 Box and Warrenheip. This Staff is 
used on weekends when the miniature electric staff 
sections are suspended by locking away a miniature 
electric staff from each section and then releasing the 
Train Staff for the long section. 

A pair of miniature electric staff instruments complete 
the safeworking equipment ~n the signalbox. One 
instrument was for the section to Gheringhap and the 
other was for the section to North Geelong 11B11 Box. This 
section is the shortest electric staff section in the state. 

As previously mentioned the line to Fyansford 
junctions from the through siding which runs parallel to 
the main running line between North Geelong 11 B II and 
North Geelong 11 C11 boxes, but on the other side of the 
main line to the branch line. As a result the branchline 
crosses the running line on the level using a diamond 
crossing. This crossing is not protected by fixed signals. 
The junction points are worked from a 2 lever ground 
frame which in tum is electrically released by North 
Geelong 11 C11 Box. To release the ground frame, the 
Signalman at North Geelong 11C11 Box obtains a Staff 
from the North Geelong 11B11 instrument under the 2-5 bell 
code (release staff for shunting). 

This Staff is then inserted in the right hand aperture of 
a modified non-interlocked type miniature electric staff 
switch out box. The Staff is secured in the switch out 
box by twisting the small handle. The large handle in the 
middle of the front of the switch out box is then moved 
from right (normal) to left (reverse). This releases the 
lever lock on the ground frame at the junction. An 
indicator on top of the modified staff switch out box 
shows whether the release has been taken or not. 
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When the shunter reverses lever 1 in the ground frame, 
the large handle on the switch out box is secured in the 
reverse position and hence the staff is backlocked in the 
modified staff switch out box. As a result the miniature 
electric staff section North Geelong "B" Box to North 
Geelong 11C" is blocked and the crossing can be worked in 
safety. 

To free the running line for traffic the reverse 
procedure takes place. All levers in the ground frame are 
put back to normal. The Staff in the switch out box is 
then released and can be removed and is then replaced in 
the staff instrument under the 5-2 bell code (shunting staff 
replaced). The running line is then available for traffic. 

The interior walls of the signal box are decorated with 
dozens of motor vehicle hub caps. The hub caps have 
been collected from the level crossing adjacent to the 
signalbox, the result of many motorists bumping their 
way over the rails. During our visit the Up Dimboola 
passenger train passed through on its journey to 
Melbourne. Following the departure of the train we 
travelled to North Geelong 11 A" Box. 

On arrival at North Geelong II A" Box, we were made 
welcome by the Signalman despite the fact that he was 
busily writing caution orders for an Up Geelong 
passenger train sitting outside the signal box. The points 
leading from the West line to the Loop ling had failed in 
the reverse position after the passage of the Up Dimboola 
passenger train. When the caution orders were ready, the 
Safeworking Inspector rode the locomotive to the points 
where he worked them by hand to normal for the passage 
of the Up Geelong passenger train. When the train 
departed, everything returned to normal and we 
commenced our inspection. 

North Geelong "A" Box controls the northeast apex of 
North Geelong Yard. The double track main line from 
Melbourne continues through to Geelong station. On the 

Up side safeworking is ATC on both lines making each 
line bi-directional. On the Down side, safeworking is 
Track Block, the next signal box being North Geelong 
11 B11 Box. North Geelong "B" Box can switch out. When 
this occurs the section is extended to Geelong 11 A" Box. 
North Geelong "A" Box controls the other end of the 
junction to the North Geelong Loop line, in addition to 
connections to the grain sidings, North Geelong Yard and 
the Harbour Trust Sidings. Some rationalisation of yard 
sidings and connections has taken place. 

The layout is controlled from a 53 lever earn and 
tappet interlocking machine with some spaces and many 
white levers. A large illuminated track diagram sits on the 
block shelf above the levers. The block shelf is cluttered 
with indicators, time releases, push buttons, approach 
indicators and pilot key boxes. Two pilot keys are 
provided, one each for the A TC on the East and West 
lines. A special control panel is provided in the signalbox 
for the high tension power line that runs from Newport 
South to North Geelong to feed the signal supply 
between those two locations. The panel is operated on 
the instructions of the Power Engineering Branch in 
Melbourne. The control panel switches the power supply 
from either the Melbourne or Geelong end. 

While we were at North Geelong "A" Box a cement 
train arrived from Waurn Ponds into the yard. The loco's 
cut off and then returned down the main line to the loco 
depot. A pilot returned to the yard from the Phosphate 
sidings at North Shore before it was time for us to depart. 

We thanked Safeworking Inspector Roger Dale for his 
efforts on the day and then boarded the mini-bus for the 
last time. The mini-bus delivered us to North Geelong 
station. After a short wait we boarded a Melbourne bound 
passenger train that took us to Spencer Street to end 
another successful tour. 

ADAY OF BOXES VIA BUS 
or 

LOOKING AT LEVERS WITH A LEYLAND 

(as seen by Uptrain) 

The impending demise of the signal boxes at Clifton Hill 
had spurred me into action. I had better get the coverage 
before it was too late. It was then suggested to me that 
there might be others who would like to do the same. 

Organise a tour I was told. Okay I said, but I need a 
bus. See Bayside Buslines, with their very reasonable 
charter rates. The tour was set for Saturday April 20, 
1991, to visit all signal boxes from Clifton Hill to 
Racecourse Junction via Eltharn. Transport was to be by 
1946 Leyland OPS 1 half cab bus. 

Members and friends including Safeworking Inspector 
David Ward gathered at Clifton Hill 11 A" Signalbox at the 
appointed time on the appointed day to commence the 
tour. 

Clifton Hill "A" Box controls the southern end of 
Clifton Hill station. The layout is controlled from a 30 
lever rocker machine. Lever number 1 is the gate wheel 
used to operate the interlocked gates at Ramsden Street 
level crossing. Safeworking is automatic signalling with 
the three roads through the station being worked by Yard 
Control with "B" Box. Facing and trailing crossovers are 

provided in the running lines and, as a result, all three 
roads through the station are signalled for bi-directional 
running. All points and facing points are worked by rods 
and the majority of signal are wire operated semaphores 
and discs. The facing crossover had, however, been spiked 
out of use as a preliminary stage to the resignalling. 

Clifton Hill "B" Box controls the northern end of 
Clifton Hill station and the junction of the Epping and 
Hurstbridge lines. A 48 lever rocker machine controls the 
station layout. Safeworking on the Epping line is 
automatic signalling with the same system being used on 
the Hurstbridge line. 

The first section of the Hurstbridge line (to 
Westgarth), however, is single track on account of the 
bridge over the Merri Creek. The motor points and colour 
light signals at Westgarth are controlled from a signal 
control panel on the block shelf in Clifton Hill "B II Box. 
The remainder of the block shelf is filled with indicators 
of all sizes, approach bells and a selection of time 
releases. 
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Outside there is an interesting collection of 
mechanical signalling. All the points and facing point 
locks are worked by rods. All signals, except for two, are 
wire operated semaphores and discs. Highlights are a 
timber bracket post carrying the Up home signals from 
the Hurstbridge line and a bracket post with four arms. 
The signals on this post work with train stops. 

Having completed our inspection, we boarded the 
Leyland bus for a ride up Heidelberg Road. Jon 
Churchward offered the bus driver 1/6 and a suitable ticket 
was issued. Next stop, Fairfield. 

Fairfield Signalbox rarely switches in, but it was 
switched in for our visit on account of a signal failure. 
Fairfield controls the junction of the siding to the A.P.M. 
paper mill and a facing crossover in the running line. 
Automatic signalling is in force on the running lines 
with all signal being of the searchlight colour light type. 
. The goods siding has been abolished, although the track 
remains. 

A large cam and tappet frame is provided in the signal 
box, but a large portion at each end has been boarded over 
and only spaces for levers 16 to 40 remain. The block 
shelf supports a large illuminated diagram. The building 
is large, giving a very roomy appearance, and is also very 
tall. 

From Fairfield we moved onto Heidelberg. The 
signalbox here is part of the station building on the island 
platform. Facing and trailing crossovers are provided at 
the Up end of the platform and a siding is provided with 
connections at each end of the platform. The two goods 
sidings have been removed. At the Down end the double 
line becomes single to Rosanna. The single line is 
necessary due to the tunnel in the section. The motor 
points and colour light signals at the double line junction 
at Rosanna are controlled from levers in the frame at 
Heidelberg. 

A 35 lever cam and tappet interlocking frame controls 
the yard. An illuminated diagram is provided for the 
single line section. The block shelf is home to a number 
of pot plants in addition to the usual accessories that are 
found on block shelves. 

Outside, there are an interesting assortment of signals. 
Three bracket posts control the majority of moves in the 
yard. The Down home departure signals leading to the 
single line section are Style R colour light signals. 

After a short break for lunch, our Leyland bus 
conveyed us to Macleod. 

Macleod has a unit lever control panel dating from 
1979 when the line from Macleod to Greensborough was 
duplicated. The control panel is placed adjacent to the old 
signal bay which has been closed in and is now used as a 
room for train crews. The control panel houses the levers 
controlling 5 sets of points and 9 signals. Automatic 
signalling is used on the running lines. 

Macleod is home to stabling sidings for electric trains 
and a back platform for terminating trains. Signals are 
searchlight type colour light signals and the point 

. mechanisms ate electro-hydraulic point machines, this 

being one of the earlier installations. An emergency point 
handle is provided for when the points fail. The handle is 
chained to a key which is secured in a lock on the control 
panel. 

From Macleod the bus took us onto Greensborough. 
Greensborough is the end of the double line and the 
automatic signalling. From Greensborough to 
Hurstbridge the line is single. The section to Eltham is 
worked using "C" pattern miniature electric staff 
instruments. A staff balancing magazine is provided for 
the section. 

The signalbox is part of the station building on the 
island platform. Each platform is signalled for bi
directional operation with facing and trailing crossovers 
provided at the Up end of the platform. A 30 lever cam 
and tappet interlocking machine dating from 1969 holds 
centre stage in the signalbox. An illuminated diagram sits 
on the block shelf adjacent to a polished block bell in a 
timber case. While we were there, signalling duties were 
attended to by a highly efficient female signalman. 

Next stop was Eltham. Eltham is a staff crossing 
station with an island platform and stabling sidings for 
electric trains. The miniature electric staff changes to train 
staff and ticket for the section to Hurstbridge using a No 
1 pattern Staff with white ticket boxes. There is 
provision for opening Diamond Creek as a Temporary 
Staff Station. The temporary Staffs are kept in a strong 
box at Eltham. The Staffs are lettered "Eltham - Diamond 
Creek" (No 2 staff & red ticket boxes) and "Diamond 
Creek - Hurstbridge" (No 3 staff and black ticket boxes). 

The signals and points are controlled from a 35 lever 
cam and tappet interlocking machine housed in a signal 
bay that is part of the station building. Eltham is an 
excellent example of an interlocked staff crossing station 
close to the city. 

From Eltham we turned back towards the city to visit 
the last signalbox for the day, Racecourse Junction. This 
signalbox is found in the back yard of member Chris 
Guy's house. Members tried their hand at pulling levers 
and swinging gates in addition to partaking of afternoon 
tea kindly provided by the Guy family. 

Too soon it was time to board the bus for a non-stop 
run back to Clifton Hill. We sat back and enjoyed the trip 
as we ran down High Street ignoring people trying to hail 
the bus. At Clifton Hill the passengers disembarked 
marking the end of yet another successful SRSV tour. 

The bus had to be returned to its home depot, so those 
left on board took great delight in destroying the traffic 
flow on the South East freeway at 1730 on a Saturday 
night. 

Before closing, thanks must go to the V /Line 
Safeworking Department for permission to visit the 
signal boxes involved, our Safeworking Inspector David 
Ward, the Guy family for their hospitality, Bayside 
Buslines for the use of the Leyland and our drivers, Alan 
Jungwirth and Chris Sweetnam. 

Finally, thanks to the members and friends of the 
society who attended and made the tour worthwhile . 
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ODDS &ENDS 

Unless ot~erwise noted, thefollo":'ing odds and ends have been taken from the Station Order Books kept by 
the Supermtendent of Safeworkmg from the mid 1920s to the mid 1970s. These books are now in the 
AFULE collection held at The University of Melbourne Archives. 

Memo from Chief Traffic Manager to Chief Civil 
Engineer dated 6 August 1954 ( 19/201 /1) 

Newtown and Cressy 

Newtown. Insofar as this branch is concerned, there is no 
objection to the removal of the junction and equipment 
indicated in red on the attached diagram. If it becomes 
necessary in conjunction with the dismantling of the 
Newtown - Cressy line, provision will require to be made 
for works trains to enter the section from either Cressy or 
Newtown. 

Cressy. Prior to the closing of the Newtown - Irrewarre 
line, there was only one train each way on the line per 
fortnight and the cessation of this service has had little 
effect in the conditions at Cressy. Down loading and 
empties are placed at Cressy to increase the leads of down 
through trains from Cressy to Maroona. In addition one 
train stables at Cressy from 11.00 am until 6.10 the 
following day. 

Nos 2 and 3 road will accommodate trains of 60 and 
66 vehicles respectively but longer trains are now being 

-----derut-with"a.i1d-at times vehicles have to-be shunted to the 
Beeac line for crossing purposes. The Newtown line has 
also been used for shunting purposes when an up train 
has been approaching on the Maroona line. 

When the Beeac and Newton lines are to be 
dismantled, consideration will be given to the retention of 
a portion of one or both of these lines to facilitate work 
at Cressy. 

In addition, the railing of wheat from country areas to 
Geelong in the near future will tax the accommodation at 
Cressy. 

In view of all the circumstances, I consider that the 
removal of any facilities from Cressy should pend and be 
reviewed after the next busy grain season. 

A397!26 dated 15 February 1926 

Geelong and QueenscliffLine 

S.803/26 Geelong Stevedores Excn and S.804/26 
Warrenheip and Bannockburn Dist. Schools Excn. 

On Saturday 20th February the following special 
arrangements will be brought into force in connection 
with the running of special trains shown in S .803/26 and 
S.804/26 between Geelong and Queenscliff. 

South Geelong - Dzysdale s~. 

The Electric Staff System will be suspended and the 
section South Geelong - Drysdale will be worked in 
accordance [ with the rules for Train Staff and Ticket]. 

A temporary Train Staff and Ticket Boxes will be 
provided and will be placed and withdrawn by the District 
Block and Signal Inspector, who will also arrange for the 
suspension and resumption of the electric staff system. 
The Temporary Train Staff and the Boxes will be in his 
charge, until returned to the Office of the Supt. of Goods 
Train Service. 

Prior to the suspending of the Electric Staff System 
and arranging for the Train Staff and Ticket System to be 
brought into force, the Block and Signal Inspector must 
arrange for an Electric Staff for the section South Geelong 
- Drysdale to be withdrawn from the instrument at South 
Geelong. He must obtain possession of the Staff and 
retain it in his possession until he has withdrawn the 
Temporary Train Staff and Boxes when he must again 
arrange for it to be placed in the instrument at South 
Geelong. 

The Block and Signal Inspector must inform the 
Signalmen at South Geelong and Drysdale when the 
Electric Staff System is suspended and again inform them 
when it is re-established and an entry to this effect, with 
the time the suspension or resumption is brought into 
force, must be inserted across the figure line of the Train 
Register Books at both stations. 

In accordance with this arrangement, down specials 
will be worked through under the Train Staff and Ticket 
System between South Geelong and Queenscliff, the Staff 
Sections will be Geelong - Drysdale and Drysdale -
Queenscliff. 

Moolap, ~ !Q be~~~ 

To facilitate the running of the special trains, "Moolap" 
in the section South Geelong - Drysdale and "Marcus" in 
the section Drysdale - Queenscliff will be open as Special 
Block Posts and must be worked in accordance with the 
instructions contained in clauses 4 and 5, pages 409 to 
410, General Appendix, subject to the following:-

No telephonic or telegraphic communication is 
provided at Moolap or Marcus and Rule 23 of Appendix 2 
and sub-clause e), clause 4, page 409 of the General 
Appendix must be observed by the Signalmen at South 
Geelong, Moolap, Drysdale, and Marcus. 

There are no fixed signals at Marcus or Moolap and as 
soon as the Signalmen appointed at these stations arrive 
at their posts, and also after the passage of each train 
travelling on a Train Staff Ticket, they must place three 
Detonators 10 yards apart on one rail of the line 100 yards 
back from the platform in the direction from which the 
next rains is to approach and exhibit a Red Hand Danger 
Signal to the Driver, and after the train has stopped hand 
the Driver a "Notice of Train Ahead" in accordance with 
the Rules. 

The Signalman must ascertain from the Driver 
whether he is travelling on a Ticket or Staff. 

The attention of Drivers running on this line is 
directed to sub-clause e), clause 4, page 409 of the 
General Appendix. In the event of a train travelling on 
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Train Staff Ticket stopping for any reason between 
Stations or for more than 1 minute at a Station not 
equipped with Fixed Signals, the Guard must immediately 
comply with Regulation 239. 

Special care must be observed to see that each Van is 
equipped with Tail and Side Lamps and that they are 
burning brightly during darkness or foggy weather. 

Until instructions are received from the Block and 
Signal Inspector that it will not be necessary. to continue 
to do so, the Stationmasters at Geelong and Queenscliff 
must arrange for the Driver and Guard of each train 
proceeding to or from Queenscliff to be supplied with a 
copy of this Circular. 

The Block and Signal Inspector to arrange for the 
Signalmen to be instructed in their duties and for the 
Signalmen at Moolap and Marcus to be advised of trains 
carrying the Train Staff and also when they are no longer 
required in connection with Signalling duties at these 
stations. 

The District Superintendent, Geelong, will arrange to 
provide competent Signalmen equipped with Hand Signal 
Lamps, Flags, and Detonators, to take charge at Moolap 
and Marcus. 

Block and Signal Inspector to supply the necessary 
Books and Forms. 

A.1211/31 dated 2 July 1931 

Linton Junction - Newtown 

Haddon to be a Staff Station on Mondays 

Commencing on Monday, 13 July, 1931 and thereafter on 
Mondays until further notice, Haddon will be open as a 
Temporary Staff and Telephone Station in connection 
with crossing of No 5 Rail Motor and No 6 Car Goods at 
that Station. The Station will he opened by No 3 Car 
Goods and closed by No 8 Car Goods and will be worked 
in accordance with [Book of Rules and Regulations, 
Appendix II, and General Appendix, pages 546 - 61]. 

The Train Staff now in use will be withdrawn and the 
present Staff Section, Linton Junction - Newtown, will 
be divided into two Staff Sections and Temporary Staffs 
and Staff Boxes provided. The Staff Sections will then be 
Linton Junction - Haddon and Haddon - Newtown. 

The Temporary Staffs secured in a Box will be 
waybilled to the Stationmaster, Ballarat, who will be 
responsible for their safe custody until the District 
Superintendent requires them to establish the Temporary 
Staff Sections. The Box in which the Temporary Staffs 
are forwarded will be secured by a Yale lock, the key of 
which will be sent to the Stationmaster, Ballarat, in a 
"value" letter. He must not unlock the Box but must hand 
the key over to the employe appointed by the District 
Superintendent and that employe will then become 
responsible for the safe custody of the Ordinary and 
Temporary Staffs. 

Temporary Staff Boxes have been forwarded to Linton 
Junction, Haddon, and Newtown and they are to be 

·· retained in a safe place at these stations for use as required 
each Monday. 

The District Superintendent will require to appoint a 
competent Employe to place the Staffs in accordance with 

the instructions contained in the General Appendix, page 
560, Clause 16, and for the same competent Employe to 
take charge of the Staff and Ticket working at Haddon. 

Prior to the Employe who is take charge of the 
Signalling at Haddon leaving Ballarat, he must obtain the 
key of the Box containing the Temporary Staffs and the 
Box and take them to Linton Junction. He will require to 
travel on the Engine of No 3 Car Goods to Linton 
Junction and authority is hereby granted for this being 
done. On arrival at Linton Junction he must obtain the 
Staff for the Linton Junction - Newton section from the 
Signalman before releasing the Temporary Staffs and lock 
it in the Box provided for the purpose. He will then 
accompany the train to Haddon, taking with him the 
Haddon - Newtown Section Staff and the Box containing 
the Linton Junction - Newtown Staff, also the key of the 
Box, and on arrival at Haddon he will take charge of the 
signalling duties and remove the crosses from the Fixed 
Signals. The crosses will be replaced on the Signals by 
the Ganger after the departure of No 5 Rail Motor. 

There is only the Main Line and one Siding at 
Haddon. In the event of the Siding being occupied by 
vehicles, No 6 Car Goods must be stopped at the Up 
Home Signal and No 5 Rail Motor brought into the 
Siding, the Driver to be previously warned by the 
Signalman as to the state of the siding. At night and 
during foggy weather a Red light must be placed on the 
front of the vehicle in the Siding in the direction is which 
the crossing train will enter. After No 6 Car Goods has 
departed and is well clear, the train in the Siding may be 
set back and allowed to depart via the Passenger Platform 
Road, the Signal.man being careful to see that the Facing 
Points are properly set and closed and that the point lever 
is properly in the notch before the signal is given to the 
Driver to set back. 

After despatching No 6 Car Goods on a Staff Ticket 
the Signalman will accompany No 5 Rail Motor to 
Newtown, taking with him the Box containing the 
Linton Junction - Newtown Staff and the Haddon - Linton 
Junction Staff. On arrival at Newtown he will unlock the 
Box and release theNewtown - Linton Junction Staff and 
lock the Newtown - Haddon and Haddon - Linton Junction 
staffs in the Box. No 8 Goods, provided "ACRE" has 
been received from Linton Junction for No 6, may then 
be permitted to depart on a Train Staff Ticket and in this 
connection the Signalman at Linton Junction is to note 
that the "ACRE" message for No 6 is to be sent to the 
Signalman at Newtown. 

On arrival at Ballarat, the Signalman from Haddon 
must deliver the Box containing the Temporary Staffs and 
the key of the Box to the Stationmaster at that Station, 
who will then become responsible for their safe custody 
until they are again required by the District 
Superintendent to open Haddon as a Staff Station. 

The points at Haddon are secured with Special Locks 
and the instructions on pages 146-49, General Appendix, 
must be observed in regard to their working. The 
Signalman's special attention is drawn to [General 
Appendix, page 560, clause 16e] 

No 6 Car Goods must not be permitted to perform 
shunting operations at Haddon. District Superintendent, 
Ballarat, to so arrange. 

District Superintendent to arrange for the necessary 
Books and Forms to forwarded to Haddon. 


