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Front cover. Post 2 at Riddells Creek on the 28.07.1985. Mounted on this post were both the Down Home Signal 
(facing the camera) and the Up Starting Signal. Post 3, at the Down end of the station, was an identical post with the Up 
Home and Down Starting signal. The spur level at the foot of the post worked the trailing points in the Up line forming 
the crossover and the lead to the Goods siding. All the points at Riddells Creek were worked by hand levers and were not 
interlocked with the signals in any way. By this date the connections to the Goods siding at the Up end were spiked out 
of use and the turnout in the Up line partially dismantled. Riddells Creek has just been disestablished as a block post and 
the signals removed. 

This photo has been included as an experiment. The editor would be very pleased to hear from members with views as 
to whether photos should be included in subsequent issues. 

MINUTES OF MEETING HELD FRIDAY MARCH 19, 1993 

Meeting held at Uniting Church Hall, Hotham Street, Mont Albert 

Present:- A.Jungwirth, N.Bamford, W.Brook, J.Churchward, G.Cumming, A.Gostling, K.Lambert, 
D.Langley, I.McLean, I.Michaelson, P.Miller, C.Rutledge, P.Silva, R.Smith, A. Waugh, 
R.Whitehead 

G.Inglis, W.McSween & G.O'Flynn 

The President, Mr. Alan Jungwirth, took the chair and opened the meeting@ 2108 following the Annual General 
Meeting. 

The President welcomed visitor Vance Findlay to the meeting. 

Minutes of the November Meeting:- Accepted as published. J.McLean/K.Lambert 

Matters Arising :- Nil. 

Correspondence :- Andrew Waugh has received some correspondence from the U.S.A .. The correspondent has seen a 
G.R.S. frame of 360 levers .in Grand Central Station along with the computerised C.T.C. panel that 
will shortly replace it. 

Andrew has received a copy of a book entitled "Railroad Operations and Railway Signalling" by 
Edmund A. Phillips, published by Simons Boardmans and believed to be still in print. 

Andrew noted that from his correspondence, U.S.A. 4 aspect speed signalling used a different 
sequence of indications. The people in the U .S .A. could not locate any 4 aspect speed signalling 
that dated prior to the installation between Kensington and Newmarket. The question was asked 
whether our particular 4 aspect speed signalling indications were a V .R. invention? 

R.Smith/W.Brook. 

General Business:- Phillip Miller gave a description of the Clifton Hill area panel at Metro!. Phillip noted that the 
Solid State Interlocking (S.S.1.) at Clifton Hill resulted in a 45 second delay in transmission of data 
from the site to the panel at Metrol. Clifton Hill has an "Off The Shelf' S.S.I. designed by 
Westinghouse in the U.K. for B.R. 4 aspect signalling. A software problem means that the 
response time of the Clifton Hill S.S.I. is much slower than other Metrol areas. Moves were under 
way to improve the situation. 

It was noted that the initial Metrol system was designed by Ericsson of Sweden and it uses a non
vital computer for the control of the relay interlockings while Clifton Hill uses a computer for the 
control and the interlocking. The transmission of the data requires an interface between the Ericsson 
computer at Metrol and the Westinghouse computer at Clifton Hill. This is where the time delay 

. problem arises. 

Rod Smith stated that the new C.T.C. system recently installed in Adelaide is a computer control of 
the relay interlockings for the Tailem Bend - Wolseley C.T.C. 

Colin Rutledge gave a lengthy description of remote control systems and the interface units that are 
used. 

It was stated that in an S.S.I., the only relays used are the track relays. Point machines use power 
switched by S.S.I. units. 

Andrew Waugh asked about the Up approaches to Clifton Hill from the Heidelberg line. Phillip 
Miller described how the system normally operates using automatic route setting, although the duty 
Area Controller can intervene. 

Rod Smith stated that the interlocking frame from Redcliffs has been preserved in the backyard of ,, 
somebody in the Mildura district 

Rod Smith asked whether the Central. Highlands Tourist Railway had approached the S.R.V. Inc 
about proposed signalling works at Daylesford Railway Station. The C.H.T.R. has not approached 
the S.R.S.V. Inc about signalling works at Daylesford. 
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Rod Smith spoke about the signalling on the Scenic Railway at Luna Park. He noted that the 
signalling was installed in 1912 and asked where would it have been based on? 

Rod Smith spoke about the DERM trip to Birchip for the centenary celebrations. The DERM used a 
mobile Section Authority Working console throughout the trip, although some faults were 
experienced. Colin Rutledge described the differences between an equipment failure and a radio failure 
when working under S.A.W. conditions. 

Andrew Waugh talked about a video that has been produced by V /Line of the signalling at Ballarat 
prior to the introduction of the power signalling last year. It has yet to be released to the public. 

Alan Jungwirth tabled a copy of a book written by John Dixon of the S.R.S.U.K. that has been 
presented to the S.R.S.V. Inc. The book is an index to the Board of Trade accident reports. John has 
recently been in Victoria and was shown some of our more notable signalling installations. 

Syllabus Item:- Due to the Annual General Meeting, there was no Syllabus Item on the evening. 

Meeting closed:- @ 2158 hours 

Next meeting:- The next meeting will be on Friday May 21, 1993, at the Uniting Church Hall, Hotham Street, 
Mont Albert, commencing at 2000 hours. 

SIGNALLING AL TERA TI ONS 

The following alterations were published in WN 6193 to WN 14/93. The alterations have been edited to 
conserve space. Dates in parenthesis are the dates of the Weekly Notice. 

(23.02.1993) Ringwood East - Lilydale 
Signalling Diagram No 9f)2 replaced diagram 57/85. (0.82/93, WN 6f)3) 

(23.02.1993) Redcliffs - Mildura 
Signalling Diagram No 18f)2 replaced diagram 14f)0. The principle alterations were: 
1. The mechanical Interlocking Frame was abolished 
2. Signals 2, 11, and 14 have been removed from service 
3. The Annett locked points and derail leading from the Main Line to the former Meringur Line have 

been abolished and a new connection has been provided to the Mildura Fruit Co-op siding from No 
2 Track. 

4. The Main Line points at each end have been fitted with mechanical Non-trailable point machines 
secured by ST 21 locks. The point machines are rodded to derails and wheel crowders in No 2 Track. 

5. The Up and Down Starting Signals on Post Nos 3 and 6 have been converted to Automatic signals. 
The Signals will normally be in the proceed position for through movements. When shunting is to 
take place, the signals will need to be replaced to the "stop" position and operated from V5PSW 
Key switch located at the points. The Signals must be placed to "proceed" prior to the train 
departing. 

6. A Push Button is located at the Down end points to start the Fitzroy Avenue Flashing Light 
Signals for set back moves towards the platform. 

7. The Flashing Light approaches for Murray Avenue in the Up direction and Fitzroy Avenue in the 
Down direction have been extended to allow running at line speed through No 1 Track. 

8. In order to prevent unnecessary operation of the Flashing Lights and Bell Signals at Murray Avenue 
and Fitzroy A venue when trains are to stand in the platform for an extended period of time, the 
Fixed Signals must be placed at "stop" from the V5PSW Key switches located on the platform. 
Both signals must be cleared before the train departs. 

9. The Location Boards at the Up and Down ends have been removed and an Intennediate Location 
Board provided on the platfonn. (C 

(23.02.1993) South Dynon (Canal Area) 
Signal indicators will be provided for Signals Nos 1, 2, 4, and 5. The indicators will be located on the 
keyswitch control box for the signals. A white indication light will be displayed when Signals 1, 2, 4, or 
[sic] 5 at stop. When any of Signals Nos 1, 2, 4, or 5 are at proceed, the light will be obscured. 

(0.79/93, WN 6f)3) 

28.02.1993 Werribee 
On Sunday 28.2.93, Home Signal No 16 was replaced by a cantilever mast located 48 metres in a Down 
direction from the former mast. (0.130/93, WN 8f)3) 

(02.03.1993) Mildura 
The following track and signal alterations have taken place: 
1. The Staff locked points "Y" for the Fruit Co-operative Siding have been removed from service. 
2. A new Down Home Signal Post No 6 (Signal "K") has been provided. Signal "K" is located on the 

Up side of Benetook A venue. It will be controlled from either the Control Panel or Points "C" and 
will be indicated at both locations. Signal "K" will track cancel. 

--- ------- - ~------- - ---- - -
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3. Both Signals "K" and "B" will detect the points at Samia Packing Siding and the Caltex Siding, in 
addition to Annett Key "E" in the Signal Box. 

4. Annett Lock "E" has been provided at the Signal Box for shunting at the Samia and the Caltex Oil 
Sidings. 

5. Two Shunt Authority keys released via the Train to Base Radio System have been provided for 
working the Up and Down ends of Mildura yard. The keys have been housed in the Signal Box 
adjacent to the Control Panel. They have been labelled as follows: "SHUNT AUTHORITY KEY: 
MILDURA - RED CLIFFS SIDING AND RETURN" and "SHUNT AUTHORITY KEY: 
MILD URA - MERBEIN AND RETURN". 

6. The aerial pole line between Benetook and Madden Avenues has been replaced by buried cables. 

(0,120/93, WN 7/93) 
(02.03.1993) Clifton Hill 

Add the following as a new Instruction, page 240, General Appendix, under the heading "Clifton Hill -
Trains Stopped at Home Signals". 
In the event of a train being stopped at any of the Home Signals at Clifton Hill, the Driver must 
immediately contact the Train Controller, Metro!, by means of the Signal Post Telephone. In the event of 
the Signal Post Telephone not being provided or, if provided, is defective, then the Driver must contact 
the Train Controller, Metro!, on the Train Radio (0.97/93, WN 7/93) 

07.03.1993 Centro) -- Alteration to Train to Base Radio Channels 

To facilitate floor plan alterations on Level 3 Transport House within the Train Control Area 
commencing 7.3.93 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. 

(09.03.1993) Numurkah 
The signals on Posts Nos 1, 4, 5, and 6 at Numurkah are now electrically lit. 

(09.03.1993) Cobram 

(WN8/93) 

(0.138/93, WN 8/93) 

The signal on the Down Home at Cobram.is now electrically lit. (0.139/93, WN 8/93) 
(09.03.1993) Ardeer 

The Signal Gantry supporting Automatic Signals NA574 and SA574 has been dismantled in preparation 
for relocation due to the erection of an overpass for the W estem Ring Road. As a temporary measure, the 
Signals were placed on straight masts 2 metres in a Down direction from the former Gantry. Post NA574 
is located on the left hand side of the track, and Post SA574 is located on the right hand side of the track. 

(0.144/93, WN 8/93) 
(16.03.1993) Macaulay Stabling Sidings 

Until further notice, Sidings Nos 6 to 10 will not be available for stabling trains. (0.156/93, WN 9/93) 
(16.03.1993) Seymour - Wodonga 

Until further notice, the Staff Exchange Boxes at Avenel, Euroa, Violet Town, Wangaratta, and 
Springhurst will be in use for the following trains and must be worked in accordance with the instructions 
contained on pages 68 - 70 of the General Appendix (insofar as they apply) and clause 3, page 209, of the 
General Appendix. 

Avenel 
Mondays to Fridays For Nos 9250 & 2389 

Euroa 
Mondays to Fridays For No 2389 

Violet Town 
Mondays to Fridays For Nos 9250 & 2389 

Wangaratta 
Tuesdays to Saturdays For No 9350 
Sundays For No 8312 

Springhurst 
Tuesdays to Saturdays For No 9350 
Saturdays only For No 8325 

The Signalman, Wangaratta, may cease duty on the departure of No 8325 on Saturdays. Prior to the train 
departing, the Signalman at W angaratta must advise the Second Person of the train that he is ceasing duty 
immediately it departs, and where the Stationmaster or Signalman can be contacted in the event of any 
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emergency arising after the departure of the train which necessitates the Signalman resuming duty. The 
Staff for the Section Wangaratta - Springhurst used for No 8325 Saturdays may also be used for No 8312 
Sundays. (0.147/93, WN 9f)3) 

(30.03.1993) Wangaratta 
The Signalman, Wangaratta, may cease duty on the departure of No 9250 Mondays to Thursdays. Prior to 
the train departing, the Signalman at Wangaratta must advise the Second Person of the train that he is 
ceasing duty immediately it departs, and where the Stationmaster or Signalman can be contacted in the 
event of any emergency arising after the departure of the train which necessitates the Signalman resuming 
duty. (0.212/93, WN l lfJ3) 

(13.04.1993) South Geelong 
Signalling Diagram No 2f)3 replaced Diagram No 38/89. 
The Up and Down Location Boards have been removed and an Intermediate Location Board has been 
provided on the platform. (0.81/93, WN 13f)3) 

(13.04.1993) Clifton Hill (Failure of Fixed Signals) 
In the event of a train being stopped at any Home Signal at Clifton Hill the Driver of the train must 
immediately contact the Train Controller by means of the signal post telephone, or, when the signal post 
telephone is not provided or is defective, by means of the Train Radio. 
The Driver must advise the Train Controller of the following information: 

His name; 
The Train Number; 
The Station at which the train originated; and 
The Post number at which the train is stopped. 

Should the Train Controller, Metrol, have reason to believe that the Signal has failed at the "Stop" 
position, the following instructions will apply: 
(i) The Train Controller. Metrol, must ensure that the Track Route Line on the VDU is displaying the 

correct route over which the train is to run; 
(ii) In order to ensure that the information displayed has been updated, the Train Controller, Metrol, 

must apply the CDR and RQP commands to the relevant workstation; 
(iii) The Train Controller must then complete and dictate the contents of a Signalman's Caution Order 

(Form 2377) to the Driver of the train via the signal post telephone or the Train Radio; 
(iv) The Train Controller, Metro!, and the Driver of the train must exchange names for record purposes; 

and when the Driver is satisfied with the message received send the 2 Dell Code to the Guard who 
must acknowledge the Signal. The Driver may then proceed as instructed. 

If the Track Route Line is not displayed: 
(v) The points must be considered unlocked if the Track Route Line is not displayed. The Train 

Controller, Metro!, must arrange for a Competent Employee to operate and secure all points on the 
affected route. The Competent Employee is to operate the points to the position directed by the 
Train Controller, Metro!. 

( vi) The points may be set manually to the Normal or Reverse position as required for each train but 
must on every occasion be secured by means of the hand locking bar or points clip. 

(vii) After the points have been set and secured for the intended route, the Competent Employee must 
advise the Train Controller, Metro!, of the circumstances. The Competent Employee may utilise 
the signal post telephone or the Signal Maintenance plug-in telephone at the points to contact the 
Train Controller, Metro!. 

(viii) The Train Controller, Metro!, must then complete and dictate the contents of a Signalman's 
Caution Order (Form 2377) to the Driver of the train. 

Place the above amendment on Page 240 of the General Appendix (0.167 /93, WN 13f)3) 
(13.04.1993) Frankston - Stony Point (Withdrawal of Guards from Passenger Trains) 

Until further notice, Guards will not be employed on Frankston - Stony Point trains. Drivers will be 
responsible for carrying out the Staff Exchange Box duties at Somerville and the Signalling arrangements 
at Hastings for the currently specified trains. District Business Manager, Southern, to arrange for Drivers 
to be supplied with keys to the offices at Somerville and Hastings for the purposes of carrying out 
signalling duties. (O.255f)3, WN 13f)3) 

(27.04.1993) Boom Barriers and Flashing Light Signals (Single Line Working) 
The current instructions contained on page 77 of the General Appendix about Safeworlcing procedures for 
Single Line Working over Double Lines where Boom Barriers or Flashing Light Signals are provided 
have been revised as follows: 
When the traffic of a Double Line is being worked over a Single Line of rails in accordance with 
Regulations 250 to 262, Automatic Boom Barriers or Flashing Light Signals will not operate for trains 
running in the wrong direction over the Single Line until the leading wheels of the first vehicle on the 

(Continued on Page 51) 
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THE 1875 SAR BLOCK TELEGRAPH INSTRUCTIONS 

The following Block Telegraph Rules are from the 1875 South Australian Railway's Book of Rules and 
Regulations. The instruments used with these rules were Spagnoletti's Dick Block Instruments. These had 
been introduced into South Australia in 1874. They were designed and patented by C.E. Spagnoletti, 
Telegraph Superintendent of the Great Western Railway (UK) in 1862 and were first used on the 
Metropolitan Railway (London) in January 1863. In the UK, the term 'speaking telegraph' described 
telegraph instruments similar in design to the common British three-wire, three-position instruments. 
These were used to send telegraph messages. Each letter was spelt out by deflecting the galvanometer needle 
a certain number of times to the left and the right. Morse's instruments were much more common in 
Australia, however speaking telegraphs were still used in Britain until the end of telegraph working. 

INS1RUCTIONS FOR WORKING THE SINGLE 
LINE BY DISC BLOCK TELEGRAPH 

(Between ADELAIDE and PORT ADELAIDE, PORT 
ADELAIDE and DRY CREEK, ADELAIDE and REDRUTH 
(BURRA), ROSEWORTHY and KAPUNDA) 

* Signalman shall always in these Rules mean the 
officer in charge of the station at the time. 

The Telegraphic Stations are: - Adelaide, Bowden, 
Woodville, Alberton, Port Adelaide; North Adelaide, Dry 
Creek, Salisbury, Smithfield, Gawler, Roseworthy, 
Freeling, Ford's, Kapunda, Wasley's, Hamley Bridge, 
Stockport, Tarlee, Riverton, Saddleworth, Manoora, 
Mintaro, Farrell's Flat, and Redruth (Burra). 

RULE 1. Bell Code -
Train on Line ................... 1 Beat on the Bell 
Is Line Clear .................... 2 Beats " 
Line Clear ........................ 3 Beats 
LineBlocked .................... SBeats " " 
Stop Train Last Signalled ... 6 Beats " 
Test Signal ...................... 10 Beats " 

2. All the above Signals, except "IS LINE CLEAR?" 

A Spagnoletti Disk Block Telegraph instrument. The 
Red key is G and the White key is G'. The peg O is 
also shown. The bell and bell tapper is separate. From 
Langdon, The Application of Electricity to Railway 
Working, 1877. 

are to be repeated until acknowledged by being returned in 
accordance with Rules 7 and 8 in these Instructions. If 
incorrectly returned, they must be send again. 

3. The Bells are worked by a Tapper, each time the 
Tapper is pressed down, the Bell strikes once at the other 
end. The Signalman* cannot ring his own Bell. 

4. No private or other signals are to be given in 
addition to those in Rule 1. 

5. Should the question "IS LINE CLEAR?" be asked by 
two stations of each other at the same time, the up trains 
are always to have precedence. 

6. In order to make these Instructions more 
intelligible, the station from which a train is about to 
start is herein called A, and the station to which it is 
about to proceed is herein called B. 

7. Before a train is permitted to leave or pass A, the 
Signalman* must ask the question "IS LINE CLEAR?" of 
B, by giving Two Beats on the Bell. If the Line is clear 
B must give Three Beats on the Bell, and press down the 
While Key ("LINE CLEAR"); the Signalman* at A must 
the return Three Beats on the Bell, and peg down the 
White Key ("LINE CLEAR"). 

8. As soon as the train has left or passed his station, 
the Signalman* at A must give One Beat on the Bell, 
unpeg the White Key, and press down the Red Key to the 
Signalman* at B, who must return the signals, peg down 
the Red Key, and keep it pegged down until he has 
satisfied himself that the least vehicle of the train has 
arrived within the Home Signal (or, in cases where the 
station is required to be kept clear, has left the station), 
when he must unpeg the Red Key, give "LINE CLEAR" 
(Three Beats on the Bell), and press down the White Key 
to the Signalman* at A~ who must return Three Beats on 
the Bell, and the Disc will then hang half Red and half 
White, ready for another signal. 

9. After the "Line Clear" Signal has been returned in 
answer to the question "ls Line Clear?" the Line must 
not, under any circumstances, be obstructed until the train 
has arrived. 

10. The "LINE CLEAR" Signal after a train's arrival 
only indicates that the train has arrived at the station to 
which it has been signalled, and on no account whatever 
must a second train be allowed to proceed, until Rule 7 in 
these Instructions has been complied with. 

11. If when the Signalman* at A asks "IS LINE 
CLEAR?" the Line is not clear, the Signalman at B must 
return the Line Blocked Signal (Five Beats on the Bell), 
and peg down the Red Key; and no train or engine must, 
under any circumstances, be allowed to proceed until 
"Line Clear" has been returned by the Signalman at B, 
and Rule 7 in these Instructions has been duly carried out 

12. Should it be necessary for the Signalman at B to 
block the Line, he must, before doing so, give Fiver 
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Beats on the Bell to the Signalman at A. which the 
Signalman at A must return; and when the Signalman at 
the other end has acknowledged the signal, he must peg 
down the Red Key, and keep it pegged down while the 
Line is obstructed. When it is again clear. he must release 
the Red Key, and give the "LINE CLEAR" Signal (Three 
Beats on the Bell), which signal must be returned, and the 
Disc will then hang half Red and half White, ready for 
another signal. 

13. Signalmen must not go a greater distance from 
their instrument than they can distinctly hear the Bells, so 
that they may be able to attend on the instant to any 
signal sent, and strictly comply with Rule 7 in these 
Instructions. But should any emergency arise that 
necessitates the Signalman leaving his instrument, he 
must, before doing so, block the line in both directions, 
and peg down the Red Keys, in accordance with Rule 12 
in these Instructions. 

14, The Station Signals must never be lowered from 
"DANGER" during the time the Red Disc is shown. 

15. When two trains have to cross, either according to 
the time-bill or by special instructions, the Station and 
Distant Signals in both directions must show "DANGER." 
When either the down or up train is heard approaching the 
"DANGER" Signals must not be taken off, but kept on 
until the train has stopped, when the signals for that train 
must be shown to admit it into the station. After one 
train has stopped at the platform, the other train can be 
admitted. 

16. "STOP TRAIN LAST SIGNALLED." - This signal is 
to be used when it is necessary to stop a train after it has 
been signalled to the next station, on account of 
anything being wrong with the train, or a Signal from a 
passenger being noticed while passing, or if the tail lamp 
is missing by day, or not burning by night, and the 
reason for using it must be concisely stated on the 
Speaking Instrument to the station in advance. Signalmen 
must be careful to watch all trains passing their stations, 
so that if there is a necessity for giving this signal, it 
may be done promptly. 

17. In the event of the Disc Instruments failing, the 
Speaking Instruments are to be used in their stead, and the 
following messages must be sent in full, and must be 
entered, at and with the time they are sent and received. in 
the book supplied for that purpose. 

1RAIN ON LINE 
IS LINE CLEAR? 
LINE CLEAR 
LINE BLOCKED. 

If the Bells of the Disc Instruments are in order, the 
usual signals are to be given with them in addition to 
these messages. 

18. All signals are to be entered at the time they are 
sent and received in the books supplied for that purpose, 
with the initials of the persons sending or receiving them 
opposite the entries. The books must always be kept 
open and placed in a convenient position near the 
Instruments. The entries in all cases must be in ink, and 
no erasures are to be made under any circumstances; but if 
a wrong entry is made, a line must be drawn lightly 
through it, and the correction made above or below it, so 
that the original entry may be clearly seen. 

19. All defects in the Instruments and Batteries must 
be immediately reported to the Inspector of Telegraph 
Signals, Adelaide Railway Station. 

20. The person under whose charge the Instruments 
and Batteries are placed will be held responsible for their 
being kept free from dirt and grease. 

21. The Station Signals on the Block Instruments 
must, in all cases, be sent by the Stationmaster or by the 
Officer appointed to relieve him, with steadiness and 
regularity, and on no account must he allow any one else 
to use the signalling Instruments. 

22. If, after signalling a train forward, the Signalman 
at A finds that an unusual time has elapsed without the 
Red Key being unpegged, and "LINE CLEAR" being 
returned, he must assume that the train has broken down 
(not that the "LINE CLEAR" Signal has been omitted to 
be returned to him), and he must not, on any account 
whatever, repeat the signal, or give any signals on the 
bell. He must then ask for information as to the cause of 
delay by sending a message on the Speaking Instrument 
in the following form, viz:- T.X. - From ........... to ........ . 
Do you know why the train I signalled to you at 
. ... h ..... m has not arrived? The reply is to be sent in a 
similar form. In every case these messages, and all 
communications on the Speaking Instrument are to be 
written down in the books supplied for that purpose 
before they are sent, and also the answers, word for word, 
as received; and each message is to be dated, timed, and 
signed by the Signalman sending and receiving it. In all 
cases before replying, and in any case where the least 
doubt exists as to what has been done, the Signalman 
must be particular to refer to his "LINE CLEAR" book to 
satisfy himself, so that no mistake may be made. 

23. In case of the failure of the Telegraph Instruments, 
or in case the proper signals are not clearly and distinctly 
received either on the Disc Instruments or on the 
Speaking Instrument in reply to the question "IS LINE 
CLEAR?" the train must on no account be sent on but 
arrangements must be at once made for working the line 
by a Pilotman, sent in advance, with a red flag, as in 
Rule 41, page 160, and it must be so worked until 
Telegraphic communication is properly restored. 

24. In case of a train becoming disabled on the line, 
the Block Instruments (which will be pegged to "TRAIN 
ON LINE") must not be interfered with until such 
obstruction has been removed; and no engine or train 
must leave or approach the point of obstruction without 
written authority from the nearest Stationmaster, and 
Rules 40 to 52, pages 55 to 58, must be strictly attended 
to. 

25. PASSENGER TRAINS. - At a station where a 
passenger train commences its journey, or at large 
stations where the train remains more than five minutes, 
the Signalman must not ask the station in advance the 
question "IS LINE CLEAR?" more than five minutes before 
the train is ready to start; but at all other stations 
(whether the train is timed to stop or not) the Signalman 
can ask the station in advance the question "IS LINE 
CLEAR?" after the Train has left the Station in the rear. 

26. GOODS TRAINS. - At a station where a goods 
train commences it journey, or at any station where it 
calls, the Signalman must not ask the station in advance 
the question "IS LINE CLEAR?" until the train is ready to 
leave the station; and at all stations where goods trains are 
not timed to stop, the question "IS LINE CLEAR?" must 
not be asked of the station is advance until the goods train 
has left the station in the rear. 
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SECTION ORDERS 

Andrew Waugh 

The South Australian Railways introduced Train Orders in 
November 1926. Some eight months earlier the Victorian 
Railways had introduced their own version of train orders 
known as "Section Orders." The South Australian version 
thrived and variants are now used in all states bar New 
South Wales. Section Orders, however, were used for just 
under thirty years and are now largely forgotten. This 
article will describe the rules for the Train Section Order 
system and offer some thoughts as to why the VR 
introduced Section Orders and why, ultimately, this 
system of working was abandoned. A subsequent article 
will discuss each of the seven sections of line worked by 
Train Section Orders. 

Why Section Orders? 
Single lines in Victoria were usually worked by either the 
Electric Staff system or the Train Staff and Ticket 
system. 

The Electric Staff system was used on busy sections 
where its safety and flexibility, in the face of constantly 
changing traffic patterns, would be a major advantage. 
The Electric Staff system was also used on less busy 
sections where the traffic flow was extremely 
unpredictable. 

At the extremities of its network the Victorian 
Railways used the Train Staff and Ticket System. The 
lines worked using this form of safeworking were 
generally distinguished by an extremely low number of 
trains. On such lines there was little difference between 
the Train Staff and Ticket system and a Train Order 
system in safety, operational convenience, or cost. Staff 
stations were located at the larger townships where station 
staff had to be provided anyway to handle the supervision 
and accounting work. Where there were few townships, 
Staff sections would be be lengthy but, as the low 
population density generally meant little traffic and few 
trains, the long sections were not an operational problem. 

Some lines, however, carried a relatively intense train 
service through relatively uninhabited country. Examples 
were: 

• The Colac - Beech Forest - Crowes line where the 
combination of steep grades, sharp curves, and the 
tiny NA class locomotives meant that a large 
number of trains were required to carry the timber 
being railed over the line. 

• The Horsham - Balmoral - Hamilton and 
Branxholme - Portland North lines which could 
carry large amounts of seasonal grain traffic. 
Additional staff stations could be opened to deal 
with this traffic, but it must have been difficult to 
attract qualified safeworking staff to such remote 
locations; especially as they would have been 
more useful at more important locations during 
the wheat season. 

• The Barnes - Balranald and Yarrawonga- Oaklands 
lines. Again the traffic was main seasonal grain 
traffic, but with the added disadvantage that the 
lines served N.S.W. voters! 

One solution to working these lines would have been 
to require the Guard to perform the safeworking duties at 
unattended Staff stations. Such "Guard in Charge" 

stations never seemed to be popular in Victoria although 
a number were established during the 1930s as traffic 
levels fell and station staff were withdrawn. It is possible 
that the disruption to train operations which would be 
caused by the Guard leaving on the wrong authority from 
an unattended Staff station was the cause of this 
unpopularity. Whenever Guard in Charge stations were 
established, they \\/ere the subject of detailed instructions 
printed in the Weekly Notice. These instructions usually 
required the Signalman at the last attended Staff station 
the train passed through to provide the Guard with written 
instructions as to whether his train was to depart the 
unattended Staff station on Staff or Ticket. 

A Train Order system allowed Guards to work trains 
through unattended crossing stations and could not be 
disrupted by the staff being at the wrong end of a section. 

Basic Definitions 
On a line worked under the Train Section Order system 
certain stations were nominated as Control Stations. The 
Station-master of each Control Station was known as the 
Control Officer. The line between two Control Stations 
was a Division. Each Division could contain any number 
of unattended crossing stations. The train movements 
over a Division were controlled by Section Orders issued 
to the trains at the Control Stations. A Division was 
under the joint control of the Control Officers of the 
Control Stations at each end of the Division. 

Stations between Control Stations were normally not 
staffed by qualified safeworking staff. Some stations, 
however, were manned by qualified staff for at least part 
of the day. Such stations could be used as Block posts for 
following movements within the Division, but the staff 
at a non Conlrol Station did not play any other role in the 
safeworking. At manned stations the working of the 
points and signals was undertaken by the station staff, 
otherwise this was the responsibility of the train crew. 

Control of the Line 
In the SAR Train Order system, and in the U.S. Train 
Order system from which it was derived, there was one 
person with sole responsibility for issuing Train Orders 
for train movements over a line. In the Train Section 
Order system, however, train movements within a 
Division were the joint responsibility of the Control 
Officers at each end of the Division. Before any Section 
Orders were issued both Control Officers had to come to 
an agreement over the proposed train movement. This 
division of responsibility was a problem with the Train 
Section Order system leading to the possibility of trains 
getting conflicting Section Orders. To reduce this 
possibility, detailed procedures were given in the rules for 
documenting the agreements reac.hed by the Control 
Officers. 

The operation of scheduled trains formed the basis for 
the agreements reached by the two Conlrol Officers. 
Trains could be scheduled in three ways: 

• The normal day to day train service was shown in 
the Working Timetable. In addition to this basic 
train service, the WTT would also show a number 
of 'conditional' trains which only ran when there 
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was more loading than the normal trains could 
clear. These conditional trains were also considered 
'scheduled trains.' 

• If it was necessary to run more trains than shown 
in the WIT, a special train could be scheduled by 
issuing an 'S' circular which showed the timetable 
of the special train. Copies of this circular were 
distributed to the stations affected and issued to 
train crews as necessary. 
If it was necessary to run a special train without 
sufficient time to issue an 'S' circular, the train's 
times could be arranged by telegraph or telephone 
with the Control Officers concerned. In such cases, 
the Control Officers had compare the times they 
had been given to ensure that they agreed. 

A Control Officer was required to keep himself 
informed of the running of the trains as they approached 
his station so that early decisions could be made regarding 
crosses. To allow this, the Guards of trains had, as far as 
practicable, to keep the Control Officers informed of how 
their trains were running by using the telephones at 
intermediate stations. 

If the two Control Officers decided to alter a scheduled 
crossing in their Division they first verbally agreed on 
what to do. The following message was then exchanged 
to formally record the agreement: 

........... No of Words 
From ............ to ........... . 

The .............. train from ............. to .............. which 
should ordinarily cross the ... ............ train at 
................ , will instead cross that train at .............. . 
Repeat. 

····················signature 
............... Station 

This message had to be written in ink on an 
"Outwards" telegram form before being sent to the other 
Control Officer who had to write it down, word for word, 
on an "Inwards" form. 

If telegraph instruments were used to transmit this 
message it had to be recorded on tape at both Control 
Stations. If the telephone was used the Control Officers 
had to follow the following instructions: 
[ .. .] only a few words should be spoken at a time, and 
each word should be pronounced distinctly; the person 
receiving the same, after writing them down, should 
answer "Yes," and the [Control Officer] at the sending 
Station [ .. .] must then continue with a few more words, 
and so on until the message is finished. When the receiver 
has counted the words, and they agree with the number 
given, he must repeat the whole of the message back to 
the Sender, so that the latter may be able to detect any 
errors. When it is found that the message has been 
correctly transmitted, both [Control Officers] will answer 
"OK." and the Sender then write upon the form the words, 
"Repeated back, 'OK,"' together with his initials and the 
time. 

Having formally agreed on an altered cross the Train 
Control Officer for the District had to be informed and, if 
the station at which the cross was to be performed was 
manned, also the Officer-in-charge of that station. 

Issuing Train Orders 
Once any alterations to the crosses were agreed the 

necessary Section Orders could be filled in. Separate 
copies of the Section Order were required for the Driver of 
each locomotive on the train and the Guard. One 
additional copy was kept by the issuing station. To 
ensure consistency all copies had to be produced in one 
operation by the means of carbon paper and an indelible 
pencil. No erasures or alterations could appear on the 
copies distributed to the train crew. 

The completed Section Order was then dictated to the 
Control Officer at the other end of the Division who 
repeated it back. Names of trains and stations were 
repeated both as words and spelt out letter by letter ( or 
number by number). Once the Section Order had been 
repeated back correctly, the issuing Control Officer 
annotated the office copy with the words "Repeated Back, 
O.K.," together with the time and the name of the 
Control Officer repeating back the order. Although this 
instruction clearly implied that the other Control Officer 
wrote down the dictated Section Order, this was not 
required, nor was there a requirement that the copy be 
kept. 

The Guard and each Driver receiving a Section Order 
had to "carefully peruse it." The Guard indicated that he 
understood the contents of the Train Order when he 
signalled the Driver to start. The Driver indicated that he 
understood the Order by starting the train. 

The Section Orders delivered to the Train Crew had to 
be retained by them and delivered to the Control Officer 
when the train left the Division. Used Section Orders 
were cancelled by writing the word "Cancelled" across 
them, together with the signature of the Control Officer, 
the time, and the date . 

A Train Register Book was kept at each Control 
Station. The times of arrival and departure were recorded 
in this book, together with remarks as to Section Orders 
issued and other messages exchanged. Periodically the 
Register Book, the messages, and the cancelled Section 
Orders were sent to the Block and Signal Inspector at 
Flinders Street where they were checked for consistency. 

Section Orders 'A', 'B', & 'C' 
Logically, there are three situations in any train order 
system: 

1) all the trains will run exactly as scheduled and the 
timetabled crosses will be kept; 

2) due to late running of scheduled trains, or the 
running of unscheduled trains, crosses have to be 
made at stations where they are not scheduled; or 

3) a scheduled train is not run causing the 
cancellation of scheduled crosses. 

The Train Section Order system used three different 
types of Section Order; one for each of these three cases. 
Each type of order was printed a different combination of 
coloured ink on coloured paper. This allowed a train crew 
to immediately identify the type of the changes to the 
schedule implied by a Section Order. 

A Form 'A' Section Order was used when the train 
service was running as scheduled. Scheduled trains in this 
context included those trains for which 'S' circulars had 
been issued and the 'conditional' trains in the Working 
Timetable. An example of a Form 'A' is shown in figure 
2. The form was printed in black ink on white paper and 
was overprinted with a red cross. 
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Figure 2. An example of a Form 'A' used when all trains were running as scheduled. Printed on white paper in black ink 
with a red cross. The butt of the form is missing. 

VICTORIAN RAILWAYS. -~ ----TRAIN SECTION ORDER. 
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Figure 3. A Form 'B' was used when the scheduled crosses were altered. Printed in black ink with a red cross on red paper. 
The butt of the form is missing. 
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'"Delete"-------- .to .... ·------·········-and there cross 
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Station despatching and the next Stat n at which there is a Control 
Officer-in-Charge. 

NOTE.-All insertiona must be made le 
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Figure 4. When a scheduled cross was cancelled, a Form 'C' was used. Primed in black ink on blue paper with a red cross. 
The butt is missing. 

When it was necessary to alter any of the crossing 
stations for trains for which a printed timetable has been 
issued, or when an unscheduled train was run, Form 'B' 
was used. A Form 'B' was printed in black ink on pink 
paper and had an overprinted red cross. An example is 
shown in figure 3. 

When a scheduled train was cancelled, the crews of 
trains scheduled to cross it were given copies of Form 'C' 
which annulled the scheduled train. 'Conditional' trains 
were regarded as scheduled trains and so if any 
'conditional' train did not run opposing trains would 
receive a Form 'C'. However, if a train was scheduled to 
run only on certain days (for example, Mondays, 
Wednesdays, and Fridays only), opposing trains would 
not receive a Form 'C' on Tuesdays, Thursdays, Saturdays 
or Sundays. Opposing trains would, of course, receive a 
Form C if the train wasn't running on a Monday, 
Wednesday, or Friday. An example Form 'C' is shown in 
figure 4. 

Section Order 'D' 
Forms 'A', 'B', and 'C' covered the situations where any 
alterations to the scheduled running were known before a 
train entered the Division. A fourth type of Section Order, 
a Form 'D', allowed a cross to be altered after one of the 
trains affected had entered the Division. Typically this 
would be necessary when a train had entered the Division 
and the opposing train subsequently became unexpectedly 
late. An example of a Form 'D' is shown in figure 5. 

Before departure from the Control Station, the late 
train would be issued with a Form 'B' showing its new 
crossing station. It could then be allowed to enter the 
Division. 

The other train would arrive at the scheduled crossing 
station. The Guard of this train would check to see if he 
could see or hear the opposing train approaching. If not, 
the Guard would contact one of the Control Stations to 

check on the running of the opposing train. If it was 
running late, and it had been issued with a Form 'B' 
before it left the next Control Station, a Form 'D' would 
be dictated to the Guard of the train at the scheduled 
crossing station. 

A Form 'D' superseded the original Section Order 
issued to the train waiting at the crossing station. Issuing 
a Form 'D' was a fairly cumbersome business. Both 
Control Officers had to be brought to the phone. The 
Control Officer of the Control Station in advance wrote 
out a message informing the Guard of the altered cross (in 
the form of figure 1). He then dictated this message to the 
Guard. The Guard, in turn, wrote it out on a telegraph 
form and repeated it back. 

The Control Officer of the Control Station in the rear 
(i.e. where the Guard's original Section Order had been 
issued) then issued the Form 'D'. This was also dictated to 
the Guard who filled in a copy. The Guard then repeated 
the Form 'D' back. If the form was repeated correctly, 
both Control Officers said 'O.K.' and gave the Guard their 
name and title. Finally, the Guard made a copy of the 
Form 'D' for the Driver. The train could then leave for the 
station where the amended cross was to take place. It is 
interesting to note that there did not appear to be any 
check that the form handed to the Driver was identical to 
that dictated to the Guard! 

Once both trains had departed from the respective 
Control Stations, it was not possible to alter the cross 
even if one of the trains became delayed. The late train, in 
this case, had a Section Order giving it 'rights' (to use the 
U.S. term) over a particular section of line. The Section 
Order rules had no provision for restricting the rights of a 
train once it had entered the Division. Consequently if a 
train unexpectedly lost time once it had entered a 
Division, any opposing trains simply had to wait at their 
scheduled crossing station until the late train arrived. 
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Since the rights conferred by Section 
Orders ran from Control Station to Control 
Station, the late train only needed to be 
issued with a Form 'B' if the altered cross 
was to be within the Division; no 
instructions needed to be issued if the new 
cross was to be at the Control Station. 

If the on-time train arrived at the 
scheduled crossing station before the (late) 
opposing train had left, or even arrived, at 
the Control Station, there was nothing in 
the rules to prevent a Form 'D' from being 
issued before the Form 'B' restricting the 
rights of the late train. This is in sharp 
contrast to U.S. practice where Train Orders 
restricting the rights of a train had to be 
issued before Orders granting additional 
rights to other trains. In the Section Order 
system, this problem was compounded by 
the lack of a specific instruction to cancel 
the superseded Section Order for the late 
train before issuing the Form 'D' Section 
Order to the opposing train. 

Crossing Trains at Unattended 
Crossing Loops 
If two trains were crossing at an unattended 
crossing loop one of the Guards had to take 
charge of the signalling. A complicated set 
of instructions were provided to arbitrate 
which of the two Guards this would be. 

If one train arrived first, the Guard of 
that train would take charge of the 
signalling. If both trains arrived more or 
less simultaneously, the Guard of the less 
important train would take charge. The order 
of importance (from high to low) was: 
passenger trains; mixed trains; and goods 
trains. If both trains were of equal 
importance, the Guard of the train scheduled 
to depart the station last would take charge . 

If a train was crossing a light engine, the 
Guard of the train would take charge. The 
Rules are silent on who took charge in the 
case of two light engines crossing! 

Home signals were provided at some 
unattended crossing loops. Both home 
signals were normally kept at stop. This 

.s meant that all trains -- whether crossing 
-a .:f another train or not -- had to stop outside 

-= 

.i _ .s ~- a the station while the Guard walked to the 
o ?:l t>li I ._gu l I station to clear the signal. If it was known, 
Z"C C: :, .E E 
0 0 -~ ~ 1l . 1l however, that the next train through the 

,...,._. i:: -a .s .s i:: i:: station would not be crossing another train, 
o o::: .:! ~ 1l ~ -~ -~ the home for the direction the next train 

· o::: ~ ~ : ~ t ~ ~ _[._ ~ ... would come from could be left at clear. The < - C,) o • -- e ..2 'E ... 8 ~ l'c ~ .,. ·· c. .. _ . 5__;.,- ---- working of these home signals must have 
o ~ .. -~- · '· ·· ·· - .:! Y.. been difficult. If they were left at stop 

' .. ;. .;:: : . ' ' ':,.' ' .,,,,----~-
/ --~-- _ __;A,.. __ ,j.._-.r' unnecessarily non-crossing trains would 

L-------,,,,--.....,.,=----,-......... ~~.....,.,=----=---:----:---:-:------' have been seriously delayed. However, 
Figure 5. A Form 'D' was issued to the Guard of a train standing at an leaving one of the homes at clear restricted 
inlermediale crossing station to cancel a Section Order when a cross 
could not take place. Printed in red ink on white paper with a red cross. subsequent movements thr0ugh the section. 
The butt is retained by issuing station. At some. crossing loops home signals 

were not·provided. Instead, location boards 
were provided about 440 yards outside the 
facing points. When a crossing was to be 
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made at the station. the approaching train had to slow to 
10 mph between the location board and the points and 
come to a stand outside the points. The Guard was 
specially instructed that if the train did not slow down 
approaching the location board, he was to apply the 
brake, bringing the train to a stand, and then 
communicate with the Driver leaving the air cock in the 
open position. 

The Guard would then walk forward to the station and 
take charge of the signalling as described earlier. Hand 
signals had to be used to signal to the Drivers. To avoid 
confusion by the Drivers, a green hand signal was used to 
signal to the Up train and a White hand signal for the 
Down ttain. At night white and green lights were used 
and the white hand signal was to be waved up and down 
to prevent it from being confused with an ordinary light. 
The Guard had to be careful to exhibit the hand signal 
from such a position and in such a way as to prevent the 
Signal being taken by the wrong ttain; and he had also to 
be on the alert to stop a train that moved forward 
irregularly. 

Following Trains 
Following trains were run by time interval. No ttain was 
allowed to leave a Conttol Station until 40 minutes had 
elapsed from the departure of the previous ttain. The 
wording of the rule meant that this time limit was 
absolute; even if the ttain arrived complete at the other 
Control Station (or at a Block Post) within this 40 
minutes the following train could not depart until the 
time interval had elapsed. When instructions were issued 
for particular lines operating under the Section Order 
system this requirement was often specifically over-riden. 

If the previous train had not arrived complete at the 
Control Station or a Block Post when the following train 
departed, the Driver of the following train was handed a 
"Notice of Train Ahead". This notice required the Driver 
to "proceed cautiously through the Section in order to 
stop short of any obstruction there may be on the Line." 

To reduce the inconvenience of 'proceeding cautiously' 
the Rules allowed Block Posts to be opened, but only at 
those stations "authorised by the General Superintendent 
of Transportation." In practice, it appears that Block 
Posts were only authorised on the Baxter to Stony Point 
line. These stations were only open as Block Posts when 
the Stationmaster was in attendance, or when a 
Signalman was sent by a suitable train. It was not 
specified how the Signalman at a Control Station or 
Block Post notified the arrival of a train to the Control 
Station or Block Post in the rear; presumably the 
Signalman used the Train Staff and Ticket rules and sent 
an 'ACRE' message. 

Guards were required to examine the timetables to see 
if their train was being followed "within a reasonable 
time" by another train. In addition, the Control Officer 
had to advise the Guard, in writing, of the departure time 
of the following train and check that the Guard had a copy 
of its schedule. Presumably, this meant a copy of the 
WTT (for regular or conditional trains), a copy of the 'S' 
circular, or a hand written timetable for other trains. The 
Guard, in turn, had to advise the Driver that they were to 
be followed by another train. 

Overtaking 
If a following train was to overtake a preceding train in 
the Division, the Control Officer had to notify the Guard 
of the first train, in writing, of the time and place where 
his train would be overtaken. As a check on the Control 
Officer, the Guard was required to independently check his 
timetable for possible overtaking movements. 

If the first train lost time in the Division, the Guard 
was required to communicate with the Control Officer at 
the station in the rear by telephone in "ample time" to 
allow the Control Officer to alter the overtaking point. 
Contacting the Control Officer was to be done even if no 
overtaking movement had been scheduled, but the first 
train was being followed "within a reasonable time" by 
another train. The was no provision in the Rules to 
ensure the first Guard protected his train in the rear if it 
became so seriously delayed that it was in immediate 
danger of being overtaken. 

The Guard of the first train had to ensure that his train 
was side-tracked at the designated station "in ample time 
to permit the following train a having a clear run through 
the Station." The "ample time" was not further defined, 
but if the Guard of the side-tracked train wished to foul 
the main line for shunting purposes he had to have cleared 
the main line at least 10 minutes before the following 
train was due to arrive. At an unattended crossing station, 
the first train was required to arrive into the loop and the 
Guard was to ensure that the points were set and locked 
for the main line. 

The instructions concerning the following train 
consisted of one short paragraph. The Control Officer had 
to instruct both the Driver and Guard in writing of the 
station at which they were to overtake the preceding train. 
The written instructions were also required to state that 
they were "to approach such Station cautiously." In one 
sense these written instructions were misleading and 
potentially dangerous. As described previously, if the 
preceding train had lost time it could actually be 
overtaken at any station. Although the following train, 
under the "Notice of Train Ahead" was required to 
"proceed cautiously," it would have been understandable 
human nature if they proceeded at a normal speed on the 
assumption that the preceding train would be overtaken at 
the station named in their written instructions. 

No mention is made in the rules of what was to 
happen to the sidetracked train when it had been 
overtaken. Presumably the Guard issued the Driver with a 
"Notice of Train Ahead" and the departure had to be 
delayed for 40 minutes. 

Yet another lack in the rules is any guidance on what 
happened if the following train was delayed ( or cancelled). 
Could the first train be issued with fresh instructions to 
advance it past the station where it had been instructed to 
wait? If so, and the following train had merely been 
delayed, the following train would have to also be issued 
with instructions detailing a new station where it was to 
overtake the first train. 

Finally, the Section Orders issued to trains did not 
mention any other trains moving in the same direction, 
even if the train to which the Order was issued was 
overtaking another train or being overtaken itself. Section 
Orders only contained information on opposing trains. 

(To be continued) 
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FORMS /----..: 

The following list of Safeworking forms was produced as a 'Crib Sheet' for Enginemen. This particular 
example dates from the late '30s (the General Appendix page numbers are to the 1938 edition). It lists each 
possible form that an Engineman might receive, its purpose, its subsequent disposal, its colour, and a 
reference to the applicable Rule for further information. Of the forms listed here, how many examples 
survive? 

Order Colour Use Disl!osal 
Signalman's Caution Order White Pass defective signal governing Attach to Drivers Running Sheet 
R.81 oints 
Caution Order "A" White Lev1.r LQcking ll!ld Track CQntrQI. Hand to Signalman at station in 
G.A. 581 Black Print Failure of signal controlling advance for cancellation 

entrance to section ahead ' ,,---, ! 

Caution Order "B" White Lever LQcking and Track CQn!rnl. Hand to Signalman at end of 
GA584 Red Print Signal Apparatus failure. Run section for cancellation 

trains till Pilotman a1212ointed 
Caution Order "A" White Castl!::maine - MaJ.dQn IunctiQn. Collected by temporary Signalman 
WN 6/37 page 143 Failure of Home (Departure) Signal at Maldon Junction 

at Castlemaine. Automatic 
Diagram at Castlemaine in order 

Caution Order "B" White Castl~maine - MaJ.dQn Il.ll!ct!QD- Collected by Signalman at 
WN 6/37 page 144 Signal failure Branch line to Single Castlemaine "A" Box 

Line. Signalman issues over 
teleI?hone. Written out by Guard 

Caution Order White G@lQng System Signal failure. Handed to Signalman at next 
C 15/31 page 16 Pass Arrival and Departure signals Signalbox 

at Danger. Issued by Signalman 
Caution Order (not given) Seymour - QQulbum IunctiQn. Attach to Drivers Running Sheet 
C 14/26 page 16 Signal failure on "U1f 
Special Train Warning White Warns Drivers to keep good If relieved hand to Relief Driver 
TR.971 GA.192 lookout for EmI?loyees on track 
Line Clear Report Yellow Staff at wrong end of section and Handed by Driver to S.M. in 
R.255 no time to transfer it advance 
Proceed Order Yellow Electric Staff. Failure of Handed by Driver to S.M. in 
GA.694 instrument. Run trains till advance 

Pilotman aI?QOinted 
Signalman's Wrong Line Yellow Train has to return. to rear station Collected and cancelled by 
Order employee who issued it. 
R.173 
Guards Wrong Line Order Pink DQuble Line. Stalled. Return on Driver hands to Signalman who 
R.168 Wrong Line for rear 1?2rtion. retains it. 
Drivers Wrong Line Order Green Double Line. Assistance required Firemen hands to Signalman who 
R.163 on Wrong Line shows itto Relief Driver. If Relief 

from. opposite end, Signalman ,-, 

cancels, hands to Fireman and 
returns it to his Driver 

Drivers Relief Order Green Single Line. Driver requires relief Endorsed by S.M. and handed to 
R.242 engine Driver of relief engine who returns 

it to S.M. when section is clear. 
If relief from other end, S .M. 
cancels and it is returned to Driver 
who issued it. 

Rail Motor Drivers Relief Green Assistance required for Rail Motor Endorsed by S.M. and handed to 
Order Driver of relief engine who returns 
GA.279 it to S.M. when section is clear. 

If relief from other end, S.M. 
cancels and it is returned to Driver '', 
who issued it. 

Proceed Order White Si;.ymQur - QQullmm IunctiQn. Handed up by Driver to S .M. at 
C.14/26 page 34 Failure of Signals on "Down". end of section. 

Issued by Control to Driver by 
Tele hone 

·-, 
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Order Colour Use Disposal 
Train Order White 
C.15/31 page 26 

Geelong System When relief is 
obtained from opposite end to 
which Fireman went for assistance 

Endorsed "Fulfilled" and attached to 
Drivers Running Sheet. 

Notice of Train Ahead Red When notice of arrival of previous 
train has not been received 

Signed for by Driver. Handed in 
with Staff or Ticket to S.M. in 
advance. 

R.250 

Staff Ticket 
R.299 

Pink (Up) 
White 
(Down) 

Two or more trains in one direction Handed by Driver to S.M. in 
on Staff section. Last carries Staff. advance. 
Drivers must see Staff 

Section Order "A" White Trains crossing to schedule as on Handed in at end of Division 
GA.564 Black Print WTT or Special TT 
Section Order "B" Pink Train crossing altered or train run Handed in at end of Division 
GA.565 without printed timetable 
Section Order "C" Blue When one train cancelled Handed in at end of Division 
GA.565 
Section Order "D" White When crossing place changed after Handed in at end of Division 

start of trains. Control issues to GA.566 Red Print 
Guard who hands to Driver with 
Authorising instructions and 
collects "A" or "B". 

Pilotmans Form 
Pilotmans Cancellation 
Fonn 

White 
White 

See R.197, 236, 246, 427, 410. 
GA. 589,594 
C.14/26 pages 42, 57, 68 
C.15/31 pages 23, 31 

SIGNALLING AL TERA TI ONS 

(Continued from Page 41) 

train are within approximately 3 metres of the crossing. The Driver of an approaching train must stop the 
train when it is close to the Level Crossing. He must then proceed cautiously forward until the approach 
circuits are engaged, when the Boom Barriers or Flashing Light Signals will be automatically operated by 
the train. The Driver must frequently use the train whistle. 
Exception - When the traffic of a Double Line is to be worked over a Single Line, the person 
instituting Single Line Working must arrange for a competent employee to be stationed at each Level 
Crossing where Boom Barriers or Flashing Light Signals are provided. 
The competent employee at the Level Crossing must be on the alert for trains approaching in the wrong 
direction and operate the Test Switch to lower the Boom Barriers or operate the Flashing Lights before the 
train arrives at the Level Crossing. The competent employee must stand in a position so as to be plainly 
visible to the Driver of the approaching train, and exhibit an All Right Hand Signal. The exhibition of 
the All Right Hand Signal will indicate to the Driver that the Boom Barriers are in the lowered position 
or that the Flashing Lights are operating, but does not indicate that the Line ahead is clear. The speed of 
the train whilst passing over the Level Crossing in the wrong direction must not exceed 15 km/h. 

(0.295/93, WN 14/93) 
(27.04.1993) Riddells Creek 

Riddells Creek has been disestablished as a Block Post. The Double Line Block Section is now 
Clarkefield - Gisborne. All fixed signals have been removed. The crossover at the Up end has been spiked 
and will be removed at a later date. (0.312/93, WN 14/93) 
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LETTERS TO THE EDITOR 

Brian Coleman writes:-

! have been researching the life and times of former Block 
and Signal Inspectors of the Victorian Railways and 
propose to write a book on the history of the position and 
the inspectors who have worked it. 

Further information is required on the following 
people: 

J. Rudd, J. Richmond, A. Mathieson, C. Berrie, 
H. Lynch, T.B. Cook, J. Patrick, J. Jackson, 
T.F. Beary, P. Pettitt, L.L. Stevens, A. Burns, 
J.A. Watkins, J. Evans, J.Z. Mullins, T. Edwards, 
A.E. Colson, D. Beddoe, A. W. Murfit, 
W.J. Pearson, R. Carrick, R. Clancy, J. Jordan, 
M.F. Baynes. C.H. Saunders, W.H. D'Ambrosio, 
J.C. Clarke, G.H. Jones, D.J. O'Niell, 
F.P. Cooke, C.G. Harding, C.J. Spiers, 
C.A. McIntyre, E.T. Sandford, A. Sawyer, C. Owen, 
G.P. Burgess, F.R. Davine, F.P. Daly, N. Hazeldene, 
J.McFarlane. 
Family, relatives, and friends are asked to contact me 

at 305 Dorset Road, Boronia, VIC, 3155, if they can 
help. 

Bruce McLean writes:-

! thought I should write to advise that there are a number 
of errors in Signalling Diagram 18/92 issued 3/93 for Red 
Cliffs - Mildura. 

1) The Train Order Boards shown at the Down Home 
Signal Post 1 have actually been relocated to the 
new (additional) Down Home Signal Post 6 at 
Benetook A venue. 

2) No 4 road at Mildura is shown as being truncated, 
when it is continuous throughout. It was 
temporarily cut during construction of the new 
goods shed but should not have been shown as a 
permanent track alteration. 

3) The track shown beside the freight centre is now 
the Repair Road and was formerly the track leading 
to the Cattle Yards and Wharf. It has been cut back 
for many years to approximately 94 metres 
(stepped out - not measured accurately) and is not 
200+ as shown. 

The recently decommissioned frame at Red Cliffs is in 
the process of being acquired by a local enthusiast for 
private preservation (also has Inglewood frame) and the 
lower quadrant masts and signal have been secured, along 
with the point indicator from the Down end, by another 
local enthusiast. 

David Watson writes:-

Dear Venerable and Esteemed (Vice) President, 
I am writing in regard to your "Somersault" article(s) 

on the subject of Divided Staff. 
Now I know that I am behind in my reading but I 

have just come across a reference to Y arra Glen on p 120 
of Vol 14, No 6, in which it is stated that the divided 
staff for the Lilydale - Healesville section, provided in 
1955, was probably never used before being withdrawn in 
1965. 

On Tuesday 17 September 1959, during the State 
Visit of H.R.H. Princess Alexandra of Kent, students 
from the Y arra Glen Primary School travelled by train to 
line the route of the Royal progress through Healesville. 

The normal 2.8 pm Down Rail Car trip was operated 
by a steam hauled passenger train, which left Lilydale at 
2.9 pm with 10 passengers and picke~ up the party of 99 
fare paying passengers and 3 free teachers atYarra Glen. 
The Rail Car had left Lilydale earlier as an "extra" at 1.32 
pm, connecting with the 12.26 pm down electric and 
"conveying passengers offering" - actually five. 

The steam special returned from- Healesville with the 
school party at 5.0 pm and there crossed the normal 4.50 
pm down Rail Car (due 5.9 pm) before leaving for 
Lilydale at 5.15 pm. 

Circular S.1971/59 showed that Yarra Glen was to be 
open as a Staff Station for the 4.45 pm Up special and 
the 4.50 pm down (No 19) D.R.C. 

This extravaganza earned £14-7-6 extra revenue for 
V.R. 

How do I know all this? I was the Junior Clerk, 
acting Time-tables Officer Class 3, who issued 
S.1971/59, Royal Crown and all. 
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ODDS & ENDS 

During 1914 the Victorian Railways were undertaking a 
number of regrading works. On the Eastern line, apart 
from the regrading between South Yarra and Caulfield, the 
railways were undertaking a minor work just on the Up 
side of Dandenong where a short bank of 1 in 74 was 
eased to I in I 19. The former crest is probably marked 
today by the Bennet Street overbridge at the extreme 
northerly end of Dandenong yard. WN 40114 (week ending 
5 October) reprinted the following instructions from 
A .3247114 ): 

Commencing forthwith the Way and Works Branch will 
have a Ballast train engaged in connection with regrading 
operations between Spring Vale and Dandenong. The 
regrading works are in the vicinity of the Down Distant 
Signal at Dandenong, and in order to facilitate the 
movements of this train it may, when practicable, be 
allowed to work between Dandenong and the regrading 
operations, returning on the Up or Down line to 
Dandenong instead of running through to Spring Vale: 
but in every such case all concerned must strictly comply 
with the following instructions:-

(A) Operations on Up Line - Permission may be 
given by the Signalman at Box "A" Dandenong for the 
Ballast train to proceed to the Regrading Works on the Up 
Line (subject to the Block Rules) and return towards 
Dandenong on the same Line under the following 
conditions and providing such operation will not cause 

_ delay to another Up train :-
1 The Driver in every such case must be in 

possession of a separate Wrong Line Order from 
the Signalman at Box "A" for each trip 
authorising him to return towards Dandenong as 
far as Post No 2 - Up Starting Signal. 

2 A competent Hand-signalman must be stationed at 
the Up Starting Signal, Post No 2, by the 
Roadmaster or Ganger in charge of the work. The 
Hand-signalman must place two Detonators on the 
line outside Post No. 2 and must stand between 
the signal and the Detonators exhibiting a Red 
Hand-signal for the protection of the Ballast train 
at work on the Up line. He must also exhibit his 
Hand-sign to stop the Ballast train at Post No 2 
when it is returning from the regrading works, and 
after having stopped the Ballast train the Hand
signalman must proceed to Box "A" and obtain the 
permission of the Signalman for the train to 
further proceed towards the Signal-box. In the 
event of the Hand-signalman being absent from 
his post the Driver of the Ballast train when 
returning on the Up line must not pass Post No. 2 
until he has sent his Fireman to the Signal-box 
and the Signalman has given verbal permission for 
the ballast train to approach the Station. The 
Driver must then proceed carefully, prepared to 
obey any signals received. 

NOTE.- If, after the Signalman has 
authorised the Ballast train to draw within 
Post No 2, the train should from any cause be 
stopped before reaching the Signalbox, the 
Driver must not again move his train until the 
Signalman's permission has again been 

obtained as above. Regulation 75 to be 
observed. 

Operation on Down Line may, subject to the 
Block Rules, be conducted by the Ballast Train under 
Rule 15, but before sending the Blocking Back signal the 
Signalmen at Dandenong and Spring Vale must confer 
and agree that the Ballast Train can be permitted to 
occupy the Down Line without affecting any other train. 
On receiving the Blocking Back signal the Signalman, 
Spring Vale, must, before acknowledging such signal, 
place a sleeve on the lever of the signals governing the 
entrance to the section affected, and the Signalman, 
Dandenong, must not allow the Ballast Train to proceed 
out on the Down Line until informed by the Signalman, 
Spring Vale, that the sleeves have been applied. 

(B) Care must be taken by the Signalman, 
Dandenong, to satisfy himself in each case that the train 
has arrived complete before sending the "Cancelling" 
Signal in the case of an Up Line operation or the 
"Obstruction Removed" Signal when the Ballast train 
returns on the Down Line. The Signalman at Box "A" 
must not change duty whilst the Ballast train is out on 
the Section with permission to return. 

(C) Permission is given for the Ballast train referred to 
when working as above to be pushed in the Up direction 
from Dandenong to the regrading works subject to other 
conditions specified in the General Appendix. (See pages 
192 and 259 to 265 inclusive.) Employes must not 
be permitted to ride on wagons whilst the .. 
train is being pushed. 

The operation of private locomotives on lines worked by 
the Victorian Railways, whilst uncommon, is known. 
Usually any such movement is supervised by a Victorian 
Railways train crew who are responsible for the 
safeworking. The following instructions however, printed 
in WN 16/ 14 (week ending 20 April), are an example of a 
private locomotive working unsupervised on a Victorian 
line, albeit on a very minor branch. 

Warrnambool Pier Line 

Introduction of Staff Working and Opening of Law's 
Siding. 

Law's Siding, which is situated near the public road 
crossing towards the Down end of the Pier Line, has been 
opened for traffic. 

The Points in the Pier Line and the Derail Block in 
the Siding have been rodded together and worked by a 
Lever, and the Points in the Pier Line secured by an 
Annett Lock, the key of which is attached to the Train 
Staff, lettered Law's Siding - Warmambool Pier. 

The Warmambool Pier Line has been divided into two 
Train Staff Sections, and each Section will be worked in 
accordance with the instructions shown under the heading 
"Working of Single Lines of Railway with One Engine 
in Steam," page 357 of the General Appendix. The Staff 
Sections will be Warmambool - Law's Siding and Law's 
Siding - Warmambool Pier. 

Fixed Signals are not provided at Law's Siding, 
neither is there an employe in charge of the Staff 
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working. A Notice Board, with the word "STAFF" 
thereon in six-inch letters, has been erected on a post clear 
of the fouling point of Law's Siding, to show the limit of 
the Staff Sections. There are two boxes, one on each side 
of the Notice Board post. These are secured with spring 
locks. The boxes are provided to place the Staffs in 
security when the journey over the respective sections has 
been completed, until required for the next engine in the 
opposite direction. 

One of the boxes is lettered LAW'S SIDING - PIER, 
and the other is lettered W ARRNAMBOOL STATION -
LAW'S SIDING. Care must be taken by all concerned 
that the Staff when out of use is placed in the proper box. 

The Station-master at Warmambool has received keys 
for each of the boxes for the use of his own employes. 
The key for the Section Law's Siding - Pier may be given 
by him to Mr. Law or his representative to open the box, 
as may be arranged. 

A lamp, showing RED in the Up and Down direction 
is exhibited on the post whereon the Staff Boxes have 
been placed. It must be lit during darkness and foggy 
weather, S.M., Warmambool., to arrange. 

Mr. Law, the contractor for the Warrnambool Pier 
extension, will have a private engine engaged working 
between Law's Siding and Pier, strictly subject at all 
times to the permission of the Station-master at 
Warmambool and to these instructions. 

S.M., Warrnambool, must not grant permission for 
the privately-owned engine to work over the Section 
LAW'S SIDING - PIER during the hours that the line is 
required for the Departmental engine. The privately-owned 
engine is prohibited from running over the Section 
Warrnambool - Law's Siding unless the authority of the 
General Superintendent of Transportation has first been 
obtained. 

The following is a copy of the Agreement entered into 
by Mr.Law, which must be strictly adhered to, subject to 
the foregoing instructions:-

1. That Mr. Law's engine be prohibited from being 
on the section Law's Siding - Warrnambool 
Station unless special arrangements are first made 
by the General Superintendent of Transportation 

· who shall issue special instructions authorising 
such movement. 

2. That Mr. Law's engine driver be certified to as 
competent by the Examining Officers before being 
allowed on the Pier running line. The examination 
to appertain to such working rules as may be 
regarded by the Examining Officers as applicable 
to any situation which reasonably might be 
expected to arise on the Pier staff section. 

3. That a distance of 50 feet from the buffers of the 
Pier siding, next .to the retaining wall, be reserved 
for Mr. Law to store one or more of the five 
vehicles that he intends to use in transporting 
material from his depot to the end of the Pier. A 
Scotch block to be provided at a distance of 50 feet 
from the buffers, and the key of the lock to be 
handed over to Mr. Law (or his representative), 
who must be held responsible that he will keep 
the Scotch block locked across the rail if there is 
any vehicle or vehicles inside, and that none of his 
vehicles are allowed to remain on the 
Commissioners' running line or Pier sidings 
outside of such Scotch block. 

4. That Mr. Law's engine must not work on the 
section Law's Siding - Warrnambool Pier when 
such section is required by the Commissioners' 
engine. Mr. Law or his manager to communicate 
with the Station-master, Warrnambool, daily so as 
to obtain that Officer's directions as to the next 
day's working. 

(Briefly, the effect of this clause will mean that when 
there is no necessity for the Department's engine to be on 
the Pier line, Mr. Law's engine can work on it the whole 
24 hours, if required, but it cannot be permitted to 
interfere with railway work.) 

5. That Mr. Law be held responsible for damage to 
property (Departmental or private) or injury to 
persons through the neglect of any of his 
employes whilst working on the Commissioners' 
Pier running line or Pier sidings, and that he will 
not permit his engine to enter upon the staff 
section Warrnambool Station - Law's Siding 
without he first obtains special authority from the 
General Superintendent of Transportation, as set 
out in Clause 4. 

6. That when Mr. Law's engine is working between 
his siding and the end of the Pier the speed shall 
never exceed five (5) miles per hour, and that a 
dead stop shall be made clear of the nearside of the 
public road crossing until one of his employes 
stands on the crossing to warn any approaching 
pedestrian or driver of any public carriage or road 
vehicle of danger. The driver is not to go forward 
and foul the crossing until the employe has 
signalled that the road is clear and that he may do 
so with safety. 

7. That all Mr. Law's vehicles shall be hauled to and 
from the Siding and Pier only by being properly 
coupled to the engine and to one another, and not 
pushed or propelled uncoupled from the engine. 
The train to be in charge of one of Mr. Law's 
employes, who shall act as Guard after having 
passed a qualifying examination by the 
Departmental Examining Officer - such 
examination being applicable to the Staff, 
shunting and other rules which he may deem are 
applicable to the local conditions - whilst the train 
at all times while on the Department's running 
line must have two competent employes in charge 
of it, namely Driver and Guard, and the Driver of 
Mr. Law's engine must sound the engine whistle 
to warn persons of danger whenever and wherever 
the sounding. of such whistle may reasonably be 
supposed to be needed to prevent an accident. 

8. That from sunset until sunrise and during foggy 
weather at all times Mr. Law's engine shall have a 
white light on the front of same, and one red light 
on the rear vehicle, or at the rear of the engine if 
no truck 1s attached. Mr. Law to be responsible 
that such white light and red light shall burn 
brightly so as to be plainly visible for not less 
than half a mile away to any person with fair 
average sight, under normal weather conditions. 

9. That Mr. Law shall not permit his train to enter 
upon the Commissioners' running line unless the 
Engine-driver and Guard of same have been 
examined and passed in sight and hearing by an 
authorised Officer of the Commissioners. 


