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The signalbox at Fairfield was almost totally re-equipped when three position light signals replaced 
mechanical signals in 1969. Dominating the frame is the large illuminated diagram supported from the 
block shelf and braced with struts from the roof. Just visible at the left hand end of the block shelf, is the 
last of the five time releases: one each for signals 19120, 21, 24, 25, and 39/40. The remaining equipment 
on the top of the shelf (from the left): the Down approach indicator, the low speed push buttons for signals 
20, 21,24, and 25, the box to box phone, the emergency magneto for the phone, the low speed push button 
for signal 39, and the Up approach indicator. The three keys on the phone double as the train description 
bells to Clifton Hill and Heidelberg. Below the block shelf are the indicators: two position for the signals 
and three position for the points. At floor level behind the levers are the Ml lever locks. This photo was 
taken in October 1987 and the frame was switched in to allow electric trains to terminate at Fai,field due to 
overhead work between Fai,field and Heidelberg. The route is set up for a Down electric train to move from 
the Down platform into the APM siding where the train crew will change ends. Photo: Andrew Waugh 
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MINUTES OF ANNuAL GENERAL MEETING HELD FRIDAY MARCH 19, 1993 

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

Apologies:- G.Inglis, W.McSween & G.O'Flynn. 

The President, Mr. Alan Jungwirth, took the chair and opened the meeting@ 2013 hrs. 

The President welcomed visitor Vance Findlay to the meeting. 

Minutes of the 1992 Annual General Meeting:- Accepted as published Langley/Whitehead 

Matters Arising:- Colin Rutledge noted that he gave a much more detailed report about the financial statements than 
was published. It wasn't a poor year; the loss was due to the subsidising of the cost of the U.K. 
magazine. Receipts were up and expenditure was reasonable. 

President's Report:- Alan Jungwirth reported that in previous years, the President's Report used to be "We had a good 
year." Alan saw no reason to change this report so he reported that we have had another good year -
haven't we. Waugh/McLean. · 

Editorial Report:- David Langley and Andrew Waugh presented a joint report. A change in the make up of the Editorial 
Committee during the year saw the issues of "Somersault" now up to date. The Editor made an 
appeal for more articles to be sent in for publication. Langley/Silva. 

Tours Report:- Glenn Cumming reported on the tour conducted during the year. Cumming/Churchward. 

Treasurer's Report:- Colin Rutledge tabled the financial statements for the year ended 31.12.1992. The loss for the year 
was $344.86 compared to $640.56 for the previous year. The reasons for this_was the change to 
commercial printing for "Somersault" and subscriptions not being set at 100 % cost recovery. Other 
items to be noted included high printing costs due to the backlog of issues of "Somersault", the 
Editor's Account had been closed, a transfer was made from the Investment Account to the General 
Account to maintain cost payments, the tour lost $45.00, full cost recovery for the U.K. magazine 
for all subscribers to the U.K. magazine and in summary it was a successful year because the 
finance of the society went as planned. Membership for the year was 35 Vic members, 35 Vic & 
U.K. members, 16 N.S.W. members who receive the U.K. magazine only and 5 honorary members 

(including life members), total 91 members on the list. Rutledge/Langley. 

David Langley noted that the 1993 printing costs may be higher. Bob Whitehead commented about 
the subscription rates and suggested 100 % cost recovery. Colin Rutledge replied that this had now 
taken place. 

Auditor's Report:- Jon Churchward tabled his report. Churchward/Rutledge. 
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Elections:-

SOMERSAULT 

The following written nominations were received :-

President:- A.Jungwirth, nominated by G.Cumming and seconded by K.Lambert. 

Vice President:- I.McLean, nominated by G.Cumming and seconded by P.Silva. 

Secretary:- G.Cumming, nominated by A.Jungwirth and seconded by K.Lambert. 

Treasurer:- C.Rutledge, nominated by G.Cumming and seconded by D.Langley. 

Committeeman:- D.Langley, nominated by P.Silva and seconded by I.McLean. 

The following verbal nomination was received :-

Committeeman:- G.Inglis, nominated by I.McLean and seconded by A.Waugh. 

There being no further nominations, all nominees were duly elected to their positions. 

The President thanked the society for its confidence in the committee. 
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Moved Jon Churchward, seconded Bob Whitehead that a vote of thanks be given to the members of 
the previous committee. Carried. 

General Business:- Jon Churchward raised some concerns regarding the financial position of the Tours Committee. He 
suggested that the cost of the bus on future tours should be divided over those present. More 
planning was required to avoid tours making losses as the society's financial reserves were slowly 
being eaten away. 

Moved Jon Churchward, seconded Bob Whitehead that all future tours are to be fully cost 
recoverable. Carried 

Rod Smith suggested that the last tour was budgeted to be fully cost recoverable but that some 
participants didn't show who were expected to. t 

Peter Silva asked about insurance for public liability. Glenn Cumming noted that last year's tour 
was the first time that the society was required to sign an indemnity form for the P.T.C. Phillip 
Miller stated that in his experience it was difficult for small organisations to obtain public liability 
insurance at a reasonable cost Andrew Waugh suggested that future tour participants be informed of 
the indemnity. 

Moved Bob Whitehead, seconded Jack_McJ...efil1: that Jo11 Churcb._wani be thanked for his efforts as 
Honorary Auditor of the society. Carried. 

Meeting closed@ 2107 hrs. 

The Annual General Meeting was followed by the ordinary March 1993 meeting. 

MlNUTES OF MEETING HELD FRIDAY FEBRUARY 18, 1994 

Present:- A.Jungwirth, W.Brook, J.Churchward, G.Cumming, A.Gostling, K.Lambert, D.Langley, 
B.McCurry, I.McLean, P.Miller, P.Silva, R.Smith & A.Waugh. 

Apologies:- G.O'flynn, C.Rutledge & R.Whitehead. 

The President, Mr. Alan Jungwirth, took the chair and opened the meeting@ 2018 hrs. 

The President welcomed visitors Arthur Brook & John Charters to the meeting. 

Minutes of the November 1993 Meeting:- Accepted as published. Smith/Waugh. 

Matters Arising:

Correspoodence:-

Nil. 

A letter has been received from the Secretary of the S.R.S.U.K. in response to the letter sent to him 
late 

last year. A telephone call followed up by a letter has been received from Bob Whitehead suggesting 
the S.R.S.V.Inc. write to Arts Victoria seeking information on how to apply for grants. Bob has 
suggested that this money could be used for the setting up of an archives and for the setting up of a 
database to store information derived from the research of members. 

Miller/Smith. 

General Business:- Phillip Miller spoke about a recent instruction in the Weekly Notice concerning Clifton Hill that 
was incorrect. Phillip Miller reported that work is hand for the transfer of control of North 
Melbourne to Metrol. An 'NX' panel has been provided at Metrol for control of North Melbourne, 
similar to the Clifton Hill panel. Phillip then described the re - arrangement of the Area Controller's 
panels at Metrol to accomodate the changes. 

David Langley had copies of the latest signalling diagrams for South Dynon and South Kensington 
showing the recent alterations for the provision of the level crossing at Dock Link Road. 
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Arthur Brook spoke about the activities of the Castlemaine & Maldon Railway Society. The 

C.M.R.S. seeks assistance in preparing documentation re preserved signalling equipment and for 
planning ahead for signalling requirements on the branch line and at Castlemaine station yard 

Andrew Waugh tabled a copy of "The Home Signal", a new magazine from the U.S.A. that 
concentrates on signalling and interlocking towers. 

Peter Kay of the S.R.S.U.K. has written to Andrew Waugh with a list of items that are available. 
The list will be printed in a future issue of "Somersault". 

Andrew Waugh noted that in the destuction of Melbourne Yards, the East Yard, 'A', 'B' and 'C 
Balloons, most of the Centre Yant and leads to many of the sheds had been lifted. 

New signal masts had been erected at Heidelberg in preparation for the re - signalling. 

The Caulfield Local Lines between Richmond and South Y arra were re - signalled last weekend 

Bruce McCurry asked about the arrangements for train stops on electric trains when a defective train 
was being pushed by another electric train. It was replied that in most cases, the front train could 
still control the train pushing and so the trainstop on the second train was raised When the front 
train is totally defective, a guani rides in the drivers compartment of the pushing train and lifts the 
trip at every trainstop. 

Phillip Miller asked about mechanical trainstops. David Langley replied that there were no 
mechanical trainstops in Victoria but that a mechanical trainstop existed until recently at Rosehill 
Racecourse in New South Wales. 

Jack McLean reported that the hall has already been booked for Friday 19 November. Alternative 

arrangements to be made. 

Rod Smith noted a recent press release stated that $1.2 Million is to be spent on resignalli.6g 

W arrenheip over the next 2 years. 

Rod Smith spoke about the recent fatality at the level crossing smash at Surrey Hills. 

Some discussion took place about the arms on the Upper Quadrant signals between Kensington and 
Essendon. Some arms have been replaced by arms displaced from the Caulfield line re - signalling 
project. 

The second piatform at Diamond Creek has been completed. 

Rod Smith asked what was the correct name given to the signals at Mysia and Barraport. The 
signals at these 2 stations were Upper Quadrant automatic signals, later converted to searchlight 

signals. 

Alan Jungwirth reported on a recent trip on 8105 pass to Ararat that failed and was put away in 'E' 
siding at Newport. 

Alan also reported on a recent derailment in the Adelaide Hills caused wben a train going upgrade 
broke in 2 and as the crew attempted to put the defective vehicle in a siding, the defective vehicle 
broke away and ran down hill and collided with the stranded portion of the train sitting on the line. 
The line was closed for 2 days. 

Arthur Brook asked about signs at level crossings. It was noted that a new standard for level 
crossing signs had recently been issued. 

Glenn Cumming reported that West Coast Railway loco crews were to come to Melbourne in the 
next week to commence training. 

It was reported that V /Line crews are to re - commence training for through running to Junee with 
the XPT and N.S.W.S.R.A. crews are to re - commence learning the road between Melbourne and 

Albury for running the XPT. 

The S.R.S.V.Inc. was represented at the S.R.S.N.S.W. tour to Sydney and Strathfiled signalboxes 

last weekend. 

Syllabus Item:- The President introduced member Wilfrid Brook who presented a selection of slides taken on his last 
trip overseas. Naturtally, the slides were mainly of railway signalling and railways in general in 
Norway and Britain. Wilfrid placed special emphasis on the signalling at 'Hell' in Norway. Wilfrid's 
presentation was assisted by some explanatory notes and diagrams from official railway 

publications. 

At the conclusion of the Syllabus Item, the President thanked Wilfrid for the entertainment. 

Meeting closed @ 2210 hrs. 

The next meeting will be on Friday March 18, 1993 at the Uniting Church Hall, Hotham Street, 

Mont Albert, commencing at the conclusion of the Annual General Meeting. · 
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SIGNALLING AL TERA TI ONS 

The following alterations were published in WN 1/94 to WN 5/94. The alterations have be(!n edited to 
conserve space. Dates in parenthesis are the dates of the Weekly Notice. 

20.11.1993 Gheringhap - Warrenheip 
Commencing Saturday 20.11.93 and until further notice, to facilitate the running of trains through 
Meredith and Lal Lal on weekends, the following Special Instructions for the conversion of the Electric 
Staff sections Gheringhap - Meredith - Lal Lal - Warrenbeip into one Train Staff and Ticket section 
Gheringhap - Warrenheip will take effect. 

1. Before ceasing duty after the last train on Friday the Signalman at Meredith must, after ensuring 
that the sections on either side are clear, withdraw the Electric Staffs for the respective sections 
Gheringhap - Meredith and Meredith - Lal Lal (under the 4-2-2 bell code signal) and lock them 
away. 
He must then send the following message to the Train Controller, Centrol. 

Staff No ..... for the section Gheringhap - Meredith and Staff No ..... for the section 
Lal Lal - Meredith have been withdrawn from the respective instruments at Meredith 
and are securely locked away. 

2. Likewise before ceasing duty after the last train on Fridays, the Signalman at Lal Lal must, after 
ensuring that the section Lal Lal - Warrenheip is clear, withdraw an Electric Staff for that section 
(under the 4-2-2 bell code signal) and lock it away. 

He must then send the following message to the Train Controller, Centrol. 

Staff No ..... for the section Lal Lal - Warrenbeip has been withdrawn from the 
instrument at Lal Lal and securely locked away. 

3. On receipt of these messages from the Signalman at Meredith and Lal Lal and after ensuring that the 
sections Gheringhap - Meredith, Meredith - Lal Lal and Lal Lal - Warrenheip are clear, the Train 
Controller, Centrol, will suspend the Electric Staff System for the aforementioned sections and 
authorise Warrenheip to release the Train Staff for the section Warrenbeip - Gheringhap by 
forwarding the following message to the Signalmen at Gheringhap and Warrenheip. 

To Signalmen Gheringhap and Warrenheip. 

The Electric Staffs for the respective sections Gheringhap - Meredith, Meredith - Lal 
Lal have been withdrawn from the instruments at Meredith and locked away. The 
Electric Staff for the section Lal Lal - W arrenheip has been withdrawn from the 
instrument at Lal Lal and locked away. 

I am satisfied there are no trains between Gberinghap - Warrenheip. 

I hereby suspend the Electric Staff system between Gheringhap - Meredith, Meredith -
Lal Lal and Lal Lal - Warrenheip and authorise Warrenheip to release the Train Staff 
for the section Warrenheip - Gheringhap. 

4. On receipt of the above message, the Signalman at W arrenheip may then release the Train Staff for 
the section Warrenheip - Gheringhap and the trains specified hereunder will travel between 
W arrenheip and Gheringhap under the Rules for the worldng of single lines by the Train Staff and 
Ticket System. 

Saturday Sunday 
Up 
9126 Ticket 
9122 Ticket 
9124 Ticket 
9186 Staff 

Down 
8105 Ticket 
9121 Ticket 
9123 Ticket 
9125 Staff 

Up 
9124 Ticket 
9186 Ticket 
9122 Staff 

Down 
9121 Ticket 
9123 Ticket 
9125 Staff 

5. When the last train travels on Staff and Ticket Working arrives at W arrenheip on Sundays, the 
Signalman W arrenheip must if the train has arrived complete inform the Train Controller, Centrol, 
by sending the following message: 

"No ..... train has arrived complete, and the Train Staff for the section Warrenheip -
Gheringhap is securely locked away at Warrenheip." 

6 When commencing duty on Monday morning, the Signalman at Meredith and Lal Lal must so 
inform the Train Controller, Centrol, who must, after ensuring that there is no train in the section 
Gheringhap - Warrenheip and provided that the has received a message from the Signalman at 
Warrenheip stating that he is in possession of the Train Staff for the section Gheringhap -
Warrenheip which must be locked away at Warrenheip. The Train Controller Centrol, will then 
authorise the suspension of the Train Staff and Ticket System between Gberinghap - W arrenheip 
and the resumption of the Electric Staff system between Gheringhap - Meredith - Lal Lal -
W arrenheip by sending the following messages. 

To Signal Gheringhap, Meredith, Lal Lal and Warrenheip. 
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The Train Staff for the section Gheringhap - Warrenheip is securely locked away at 

Warrenheip and there is no train in the section. I hereby suspend the Train Staff and 
Ticket System between Gheringhap - Warrenheip and authorise the resumption of the 

EJ.ectric Staff system for the sections Gheringhap - Meredith, Meredith - Lal Lal and 
Lal Lal - Warrenheip. 

In addition, the Train Controller, Centrol, must send the following messages to the Signalmen at 
Meredith and Lal Lal. 

To Signalman Meredith 

I hereby authorise you to release Staff No ..... for the section Gheringhap - Meredith 

and Staff No ..... for the section Meredith - Lal Lal and replace them to the proper 

instruments. 
The Signalman at Meredith must insert the Electric Staff for the section Gheringhap - Meredith and 

Meredith - Lal Lal to the proper instrument using the 2-2-4 bell code signal. · 

To Signalman Lal Lal 
I hereby authorise you to release Staff No ..... for the section Lal Lal - Warrenheip and 
restore them to the proper instruments. 

The Signalman at Lal Lal must insert the Electric Staff for the section Lal Lal - W arrenheip to the 
proper instrument using the 2-2-4 bell code signal. 

After replacing the Staffs to the instruments under the above conditions, the instruments must be 

tested as prescribed in Rule 29 of the Electric Staff Rules. 

7. It must be distinctly understood that Electric Staff working must not be reverted to unless the Train 

Staff for the section Gheringhap - Warrenheip is at Warrenheip and is locked away. A message to 

this effect must be sent to the Train Controller, Centrol, who after satisfying himself that the 

section is clear, and that the Signalmen at Gheringhap, Meredith and Lal Lal are in attend<lflce, will 
authorise Meredith and Lal Lal to release and replace the Electric Staffs in the instruments. 

8. All messages sent in relation to the these instructions are to be treated as telegrams and dealt with 
in accordance with instructions contained in the General Appendix. 

9. The trains specified earlier will travel on the respective Staff or Ticket Authority between 
Gheringhap and Warrenheip. It must be distinctly understood that this method of working is 

applicable only to the trains listed. 

1 O. Should it be necessary to alter these arrangements, the authority of the Superintendent Safeworking 

must be obtained before any alterations in effected. In this case the train Controller, Centrol, must 

arrange for the Driver and Second Person of each train to be advised in writing for the reasons for 

any alteration. 

11. On completion of the necessary arrangements for the Train Staff and Ticket working as indicated on 

this Circular the Signalmen at Meredith and Lal Lal must operate the closing lever and place the 

necessary signals to the proceed position. Likewise on commencing duty to restore the Electric 

Staff working and on conferring with the Train Controller place all signals to the stop position and 

sleeve the closing lever. 

Special note: Oosing Lever at Meredith and Lal Lal. Unless otherwise authorised, the Closing 
Lever at Meredith and Lal Lal must only be used during Train Staff and Ticket Working between 

Gheringhap and Warrenheip. (0.1273/93, WN 1/94) 

16.12.1993 Traralgon 
On 16.12.93, Post 2 was replaced with a single dolly post located 2 metres on the Down side of the 
original post. Amend diagram 20/91 (0.1445/93, WN 1/94) 

18.12.1993 Broadmeadows 
Commencing 0001 hours, Sunday, 18.12.93, the Signaller, Broadmeadows, may use the ccrv camera 

to ascertain if an Up train has arrived complete within Post 35 to allow sending "Train Arrival" to the 

Signalbox in the rear. 

Prior to sending the "Train Arrival" signal, the Signaller, Broadmeadows, must: 
i) Observe the ccrv monitor to ensure that the entire train is within Post 35, 
ii) Observe the monitor to ensure that the Up train is complete with the regulation tail signal, 

iii) Provided the train is complete, inform the Driver of the train by means of the local radio that the 

train is complete. 
When the above instructions have been complied with the "Train Arrival" signal may be sent to the 

Signalbox in the rear. (0.1435/93, WN 1/94) 

22.12.1993 Swan Hill - Piangil 
Commencing 0800 hours Wednesday, 22.12.93, return Train Orders may be issued between Swan Hill 
and Piangil providing traffic permits. (0.1453/93, WN l/94) 

31.12.1993 Pyramid 
Commencing 0001 hours, Friday 31.12.1993, Pyramid will close as a crossing station. Train 0nler 

working is in force between Bendigo - Eaglehawk - Dingee - Kerang - Swan Hill - Piangil. 
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Amend page 3, Train Order Book, and page 58, MTP General Instructions. (0.1464/93, WN 2/94) 

05.01.1994 Violet Town 
On Wednesday, 05.01.1994, the following alterations took effect: 
t No 3 Track, Siding A, and Siding B were abolished. 
t Signal Posts 4, 5, 6, and 8 have been abolished. 
t The Up Disc signal on Post 11 has been abolished. 
t Points 16, 17, 18, and 26 have been abolished. 
t Plungers 15 and 27 have been abolished. 
t Levers 11, 12, 16, 17, 18, 19, 20, 25, 26, and 35 have been sleeved normal. 
t Levers 4, 15, and 27 have become Pilot levers. 

Amend diagram 34/90, and Book of Signals, page 231. (0.1457/93, WN 2/94) 

05.01.1994 Wycheproof 
On Wednesday, 05.01.1994, the following alterations took effect: 
t The Up and Down arrival Home Signals were abolished. 
t The Plunger locked points and associated detection equipment at the Up and Down ends of the yani 

have been abolished and replaced withMasterKey Staff Locks. (0.1458/93, WN 2/94) 

12.01.1994 Royal Park 
Commencing Wednesday, 12.1, the Royal Park Signalbox was permanently switched out. A 'Signalbox 
Closed' sign was exhibited on the exterior wall. The Home signals will display the red letter 'A' in 
accordance with the rules when at stop. The signal frame will be removed at a latter date. 

(0.22/94, WN 2/94) 

16.01.1994 Bungaree - Warrenheip 
Commencing on the 16.1.94, the following instructions apply to the A.T.C. section Warrenheip to 
Bungaree Loop: 1 

Should it become necessary in accordance with the Automatic and Track Control rules for a Caution Order 
to be issued to pass the Up Home Departure Signal at Warrenheip, the Signaller must, in addition to the 
current requirements, ensure the following prior to requesting the Train Controller, Centrol, to authorise 
the issue of a Caution Order. 
1. Ensure there is no opposing movement from Bungaree Loop. 
2. Observe the illuminated track diagram to ensure the Home Departure Signals at Bungaree Loop are 

at Stop. 
3. Sleeve the levers controlling the Home Departure Signals at Bungaree Loop in the normal position. 

When the above has been complied with, the Signaller at Warrenheip may then make an application to 
the Train Controller, Centrol, for permission to issue a Caution Order to pass the Home Departure Signal 
at the Stop position at Warrenheip. 

The Train Controller, Centrol, when receiving an application to authorise the issue of a Caution Order for 
the Home Departure Signal must, in addition to the current requirements, ensure by personal inquiry that 
items 1 to 3 have been fulfilled. 

If the above instructions have, in addition to the current rules, been complied with, it will not be 
necessary for the Pilot Staff Key to be withdrawn at Ballan. 

Provided the above arrangements have been complied with, it is permissible for a train to enter the section 
Ballan to Bungaree Loop whilst a Caution Order has or will be issued at Warrenheip. 

(0.24/94, WN 2/94) 

(18.01.1994) A.B.B. Siding, Drivers in charge of Safeworking 
Circular 0.1279/93 (WN 44/93) has been cancelled and new instructions issued. The two differences are 
that the safeworking on the Down side of A.B.B. Siding "is Train Order Working" instead of "will be 
Train Order Working", and the instructions when leaving the siding on Staff have been extended to 
instruct the Driver, after setting the points for the siding, to proceed past the points, reset them for the 
main line, and remove the Staff from the lock. (0.30/94, WN 1/94) 

(18.01.1994) Camberwell 
To aid Locomotive Drivers in ensuring that the train is in clear in "A" Siding at Camberwell, a sleeper 
has been painted white and red "cats eyes" reflectors mounted on it. This sleeper marks the points at 
which a three car electric train will be in the clear. The Driver must stop such a train at the white painted 
sleeper. (TCO 57/93, WN 1/94) 

(18.01.1994) Korong Vale 
Add details of new loop as a special instruction on page 260, General Appendix. (0.1450/93, WN 1/94) 

(18.01.1994) North Melbourne 
Until further notice, the hours of North Melbourne Junction Signalbox will be from 0630 hours Sunday 
to 0105 hours the following Sunday (0.18/94, WN 1/94) 

(18.01.1994) South Kensington 
Diagram 13/93 replaced Diagram 5/92. The new diagram shows the new Dock Link Road level crossing. 
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(0.1446/93, WN 1/94) 

South Dynon 
Diagram 14/93 replaced Diagram 40/90. The new diagram shows the new Dock Link Road level 

crossing. (0.1-447/93, WN 1/94) 

Swan Hill, Driver in charge of Signalling 

Commencing forthwith and until further notice, Driver in Charge of Signalling conditions will apply at 

Swan Hill for the arrival of No 8027 on Fridays, the departure of No 8038 and arrival of No 8061 on 

Saturdays, and the departure of No 8088 and arrival of No 8085 on Sundays. 

Prior to ceasing duty, the Signaller must advise the Train Controller the time at which the next Signaller 

is rostered to commence duty. 

On arrival at Swan Hill on Friday, Saturday, or Sunday, the Driver must: 

t Unlock and place the platform quadrant to the normal position 
t Ensure that the signal has returned to "Stop" 
t Remove the Annett Key from the duplicate lock on the quadrant lever. 
t Ensure the train has arrived complete, with the proper tail signal being displayed on the rear of the 

train. 

t Fulfil the Train Order. 
t Prior to ceasing duty, secure the Annett Key in the meal room. 

Before departure on Saturday or Sunday, the Driver must: 
t Obtain a Train Order 
t Obtain the Annett Key from the meal room 
t Run the locomotive around the train. 
t Unlock the Down Home signal quadrant using the Annett Key and place this signal to proceed. 

t Ensure, by personal observation, that the Down Home signal is at proceed. 
t Lock and chain the platform quadrant lever in the reverse position 
t Inform the Train Controller of the position of the Down Home signal. 

t Ensure that the proper Tail Signals are exhibited on the rear of the train. 

The train may then depart in the normal manner. 

Should additional trains be scheduled, the Superintendent, Safeworking, will issues special instructions 

for these trains. 

Insert as a special instruction on page 38 of the Train Order Rule Book. (0.1456/93, WN 1/94) 

23.01.1994 Dandenong 
On Sunday 23.01.94, between 0001 hours and 0830 hours, the pedestrian booms at the Webster Street 

level crossing will be replaced by pedestrian gates. 

Both the boom barrier and cantilever masts on the Up side of the crossing will be relocated due to the 
provision of the third track. While this is being undertaken, Posts 47 and 48 and the boom barriers at 

both Webster Street and Greens Road will be out of service. 

Insert a reference on diagram 29/90. (0.16/94, WN 1/94) 

25.01.1994 Epping 
On Tuesday, 25.1.94, a co-acting signal was provided on the right-hand side of the track for Down Home 

Signal Post EPP.126. Insert a reference on diagram 17/90. (0.32/94, WN 3/94) 

02.02.1994 Talbot - Maryborough 
On Wednesday 2.2.94, the Electric Staff System between Talbot and Maryborough was converted to 

Automatic Electric Staff. Talbot will become an Unattended Staff Station worked under the Rules for 

Automatic Electric Staff, the Driver of each train being responsible for all safeworking for their train. 

Maryborough will be attended for all train movements, the Signaller being responsible for all 

safeworking. Amend page 43, MTP General Instructions. (0.64/94, WN 3/94) 



Vol 17, No 2 SOMERSAULT Page 27 

ROY ALP ARK AND ROY ALP ARK JUNCTION 

(Continued from Somersault Vol 17, No 1) 

The Rundown of the Inner Circle 
On 21 October 1901 the Collingwood Direct line was 
opened. This provided a direct connection from Princess 
Bridge to the Heidelberg line at Clifton Hill. The 
Heidelberg trains were consequently diverted to run via 
this new line instead of through Royal Park. No 
connection had been provided between the Whittlesea line 
and Clifton Hill so all trains on the Whittlesea line 
continued to run via the Inner Circle and Royal Park:. The 
Northcote Loop line was eventually opened on the 5 
December 1904 and the Reservoir suburban trains were 
diverted via Clifton Hill to Princes Bridge. The Inner 
Circle was left with only the Whittlesea trains (which, 
being country trains, departed from Spencer Street) and 
the Goods trains to the Whittlesea line, the Heidelberg 
line, Victoria Park and Fitzroy. 

· Economies were soon undertaken at Royal Park where 
a combined signalbox and booking office was provided on 
the Up platform in 1905 adjacent to the level crossing. 
The new signalbay contained a new 19 lever frame (2 
spare) and was brought into use on the 4 December 1905. 
There was no change in the points and signals at Royal 
Park:. It is worth noting that the former signalbox would 
have had a much better view of the trains than the new 
signalbay which would have not only had a lower 
operating floor, but was located on the inside of the 
curve. The old box apparently remained in situ for a 
number of years as it was still shown on the MMBW 40 
foot to the inch plan published as late as 1937. 

In late November 1906 Post 22 was replaced by a new 
Post situated at the foot of the cutting and 50 yards 
further out. 

By 1908 General Appendix, the restrictions on 
accepting Up trains at Royal Park: had been strengthened. 
Not only was the use of the "Section Clear, But Station 
or Junction Blocked" signal prohibited, but a second Up 
train could not be accepted by Royal Park until the first 

train had passed the starting signal on Post 20 and was 
proceeding on its journey and all points had been set for 
the second train. 

The diamond crossing at the junction was replaced 
with a single compound on 17 July 1911. This provided a 
second crossover at Royal Park and was probably related 
to the provision of the second Royal Park: Spoil Siding1 

which had been opened 10 days earlier. The Spoil Siding 
trailed into the Up line between Royal Park and 
Remington Bridge and the additional crossover would 
have allowed the Down empty Spoil train to reverse at 
Royal Park: before heading back towards Melbourne to 
shunt the siding. There was now only one spare lever in 
the frame. 

Flemington Bridge was opened as a Block post (with 
switch-out facilities) in early May 1912. Full signalling 
was not provided at Flemington Bridge until 24 July 
1913 when an Up Distant for that station was provided on 
Post 19. 

By 1913 instructions had been issued that when the 
Down Victoria Park: or Heidelberg Goods trairls had no 
loading to put off at North Fitzroy, the Driver would give 
2-2 short whistles when passing Royal Park. The 
Signalman at that station would pass the message on to 
the Signalman at North Fitzroy "A" box so as to allow a 
clear run through North Fitzroy if possible. This 
instruction had been deleted by the issue of the 1936 
General Appendix. 

The station building (including the signal bay) was 
burnt down on 15 November 1919, apparently as an 
attempt to cover up a break in. The Interlocking Register 
notes that box was re-erected on 4 October 1920. It is not 
clear how the signals and points were worked in the 
interim; possibly the block instruments were placed in a 
temporary station building and the frame worked in the 
open. The only change to signalling when the signalbox 
was restored was that an SYX lever lock on No 8 lever 

Inner Circle 

Figure 4. Royal Park circa 1911. This diagram is based on the list of signals in the 1908 book of signals, bu~ represen~s 
the track layout from 1892 until 1921; the only minor alteration in that time was the relocation of the s1gnalbox m 
1905 and the provision of the single slip and point indicator in 1911. 
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Figure 5. Royal Park 1921. This shows the Auxiliary Frame provided to allow trains to terminate in the Up platform. 
This lasted until 1923 when its functions were transfe"ed to the new frame in the signalbox. 

(presumably to hold the Down junction points revers~ ~ Auxiliary frame was abolished .. The track and signal 
until a Down Inner Circle line train was well clear of the ~ arrangements were then as shown 10 figure 4. 
Up Coburg line) was replaced by a clearance bar. ';:;' The Up starting signal was removed from Post 20 on 

Electrification 
The line between North Melbourne and Fawkner was ,, 
electrified on the 20 December 1920, but beyond · 
increasing the service frequency this had no effect on the 
signalling at Royal Park. 

Upon electrification of the Inner Circle in 1921, 
however, the suburban service from Princes Bridge to 
North Fitzroy (via Clifton Hill) was extended to North 
Carlton. A number of these trips were further extended on 
Saturday afternoon to terminate at Royal Park. Facilities 
to terminate electric trains in the Up platform at Royal 
Park were consequently provided. 

A Down Home signal was provided for movements 
from the Up platform towards North Fitzroy and lockbars 
were provided on both sets of facing points. There were 
no spare levers in the frame in the signal bay, so the new 
lockbars and signal were worked from a four lever 
auxiliary frame situated at the east end of the Up 
platform. 

The Auxiliary Frame was made available for use on 
23 June 1921. At the same time the crossover at the Up 
end of the station was removed (it had been out of use 
since the middle of April). The overhead to North Fitzroy 
was energized at the beginning of July and the new 
electric service on the Inner Circle brought into use on 31 
July. 

In addition to the Saturday afternoon trains, within a 
few months of the provision of the electric service one 
train during the weekday morning peak and one train 
during the weekday evening peak was extended to 
terminate at Royal Park. 

Abolition of the Auxiliary Frame 
It appears that the current station building on the Up 
platform at Royal Park was erected in 1922/23. The 
Commissioners note in their annual report for the year 
ending 30/06/1922 their intention to improve the 
facilities provided at Royal Park. A new 21 lever A 
pattern tappet frame was brought into use in the new 
signalbay on 9 December 1923. The additional two levers 
allowed the lockbars and home signal worked from the 
Auxiliary frame to be connected to the signalbox and the 

10 May 1923. It was replaced by a new Up starting signal 
(Post 20B), with co-acting arms, located between the Up 
end of the Up platform and Poplar Road. The pew post 
was only 329 yards from the Home signals on Post 22 
and was well within the normal clearing point for Up 
trains. The special instructions for Up trains at Royal 
Park were not altered; Llne Clear could not be given until 
the train had passed the Up starting signal and was 
proceeding on its journey. It is amusing to note that 
previously this instruction had imposed an extra condition 
on block working; not only had the train to clear the 
normal 440 yard overlap, but had to be proceeding on its 
journey. Now exactly the same instruction authorised a 
weakening of the normal block working, Line Clear could 
be given before the preceding train had passed 440 yards 
from the Home signal. 

Bell communication was provided to the Gatekeepers 
at Park Street and Brunswick Road on the Coburg line in 
early December 1924. Every Down Coburg line train 
leaving Royal Park was to be signalled by one long ring. 
On 12 February 1932 the instructions to the Signalmen 
at Royal Park was amplified: 

In future, in order to allow the gatekeepers at both 
Park Street and Brunswick Road sufficient time to have 
their level crossing gates closed and the fixed signal 
showing proceed to prevent the down train being blocked 
[. . .] the Signalman at Royal Park are to ring the train [. .. ] 
when the train is entering the station. 

The working of the bell communication with the 
Gatekeeper at Bennett Street was altered on 3 November 
1944: 

In order that the gatekeeper at Bowen Cres will receive 
earlier warning of the approach of trains running from 
North Carlton to Royal Park please note that 
commencing Sunday 5111144 the Signalman at Lygon 
Street,providing that Line Clear has been accepted for the 
train by Royal Park, send the bell signal one long, two 
short, and one long rings to Royal Park when the train 
passes the Lygon Street signal box. 

After acknowledging the signal [ ... ] the Signalman, 
Royal Park, must immediately send the bell signal 
prescribed on Page 243, General Appendix, to the 
Gatekeeper at Bennett Street. 



) 

Vol 17, No 2 SOMERSAULT Page 29 

Royal Park 
21 Lever A Pattern Frame 
Spaces: •········· 7 

;z 4- '11"-_r!-3 
Inner Circle 

~ ~ 

Figure 6. Royal Park circa 1938. This diagram shows the layout after the platforms had been straightened. It is assumed 

that this was when the junction alignment was altered to make the Coburg line the 'straight', as shown in tire diagram. 

Should Line Clear not be accepted by Royal Park 
until after the train passes Lygon Street signal box, the 
special bell signal need not be sent to the Signalman at 
Royal Park but the Signalman at Royal Park must send 
the [..] bell signal to the Gatekeeper at Bennett Street 
when Train Departure[. .. ] is received from Lygon Street. 

Around the middle of 1938 the platforms and station 
buildings were relocated to allow the construction of 
straight platforms in lieu of the previously curved 
platforms. The frame was moved on the 21 August 1938 
and, concurrently, minor alterations were made to the 

. locking oo tbe frame. Formerly Home signals 8 and 9 
directly locked Clearance Bar 16 reverse. Now, however, 
Clearance Bar 16 released Points 11, which in tum, 
released Home 8. For moves from the Up platform, 
Clearance Bar 16 released Lockbar 14, which released 
Lockbar 12, which released Home 9. The new layout 
apparently made the co-acting arm on Post 20B 
unnecessary and it was removed on 17 September 1938. 
This layout is shown in figure 4. 

The Long Decline 
The suburban service on the Inner Circle was a casualty 
of the Coal Strikes of 1948. To reduce the demand for 
electricity, and hence save coal, the service was suspended 

Royal Park 

on 5 July 1948. Later in 1948, on 15 November, the 
Spencer Street to Whittlesea (via Royal Park) passenger 
trains were replaced by railmotors connecting with the 
suburban electric trains at Thomastown. Subsequently 
only goods trains (and the occasional special passenger 
train) used the Inner Circle. 

Bracket Post 22 was removed on 31 January 1954. It 
was replaced by two new posts, Post 22 (45 yards further 
out) and Post 22B (69 yards further out). 

The facilities for terminating trains in the Up platform 
were removed on 26 January 1956. This involved the 

~~111Qval of th~_single comp<:mnd in the Up_line {Points 
9), Lockbars 12 and 14, and Post 21B (Home 9). 

The double line junction remained for a further nine 
years. However, on 2 May 1965 the Inner Circle was 
singled between Royal Park and North Fitzroy. The 
Double Line block section to North Carlton signalbox 
was replaced by Train Staff and Ticket working to North 
Fitzroy. It is interesting to note that Royal Park was the 
last junction in Victoria where all three routes were 
worked by double line block. Someone was paying 
attention for when the Rulebook was reissued in April 
1966, the relevant Rule (Clause (e), Rule 4, Appendix 
IV) had been deleted. 

The new layout is shown in figure 5. The new single 
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Figure 7. Royal Park 1965 after the Inner Circle was singled. 
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Figure 7. Royal Park 1972 after three position signalling had been brought into service between Macaulay and Jewell. 

line was the former Down line, the Up line being lifted 
and Points 13 abolished. To provide access from the Inner 
Circle to the Up line the single compound in the Up 
Coburg line was reinstated, though the points were now 
worked by Levers 13 and 11. A set of catch points were 
provided in the Inner Circle line (worked by Lever 16). 
Although movements from the Inner Circle were 
governed by a Home signal (20), plungers were not 
provided on Points l lD or Catch 16 - this was especially 
curious as the position of these points would have been 
impossible to check from the signal box. Home 20 did, 
however, mechanically detect Catch 16 reverse. The Up 
Inner Circie Distant (21) was disconnected from the frame 
and fixed at caution. 

The overhead on the Inner Circle had formally been 
taken out of commission on 7 February 1965, although 
the tramway squares on the Inner Circle had been removed 
sometime previously. A short section over the single line 
remained and could be used to terminate electric trains. 

Abolition of Block Working 
The Double Line Block working on the Coburg line 
remained for another six years. It was.finally abolished in 
two stages in late 1971/early 1972. 

The first stage was brought into use on 22 August 
1971 when three position automatic signalling was 
brought into use on the short section between Royal Park 
and Jewell. Concurrently the all main line signals at 
Royal Park were replaced by light signals and the 
interlocked gates at Poplar Road were replaced by boom 
barriers. 

At the Down end, Posts 21 and 22B were replaced 
with three position light Home signals. The 'B' light of 
the new Post 7 was fixed and so any movements to the 
Inner Circle line were performed under the authority of the 
low speed light. Post 23 was replaced with an controlled 
automatic signal (C.258) situated at the Up end of the Up 
platform at Jewell. In addition to being controlled by 
Royal Park, C.258 was also controlled by the gatekeepers 
at Park Street, Brunswick Road, and Barkly Street. The 
Inner Circle remain mechanically signalled. Home 20 ( on 
Post 22) was fitted with a reverser and the fixed distant on 
Post 24 was converted to a Home signal worked by Lever 
21. In preparation for this work, Home 20 had been fitted 
with an electric lamp on 27 July. 

At the Up end of Royal Park, the mechanical signals 
(Posts 19, 20, and 20B) were also replaced by three 
position light signals. However, the section between 
Macaulay Road and Royal Park remained temporarily 
worked by block instruments. In consequence the two 
new light signals were temporarily fitted up d's home 
signals. The new Post 20 was a three position home 
signal and the new Post 20B was a two position home 
signal authorising entry into the block section. 

A closing lever was provided in Royal Park box 
(Lever 8) at this time, but was sleeved normal. 

The abolition of the Double Line Block section 
between Macaulay and Royal Parle occurred on 8 April 
1972. Posts 20 and 20B were converted to automatic 
signals C.209 and C.226; presumably by simply moving 
the marker light to the opposite side of the post. The 
signalman at Royal Park retained control of C.209, 
however, he lost control of C.226. Post C.226, however, 
was controlled by a miniature lever in the S.M.s office to 
allow the signal to be held at Stop to prevent the Booms 
from working whilst a train was standing in the Up 
platform. The switchout lever bought into service, and 
Royal Park was switched in only when trains were 
running on the North Fitzroy line. 

Closure of the Inner Circle 
The Royal Park - Fitzroy line was closed as from l 

August 1981. By 1982 the Timetable noted simply that 
Royal Park Signalbox was 'closed'. The removal of the 
junction at Royal Park was apparently not recorded, but 
possibly dates from around August 1982 when it was 
recorded that track renewals and resurfacing was being 
undertaken between Royal Park and Jewell. Over a decade 
latter, Royal Park signalbox remains switched out. Home 
signals Posts 7 and 18 remain, although they no longer 
protect anything. Posts 22 and 24 also remain in situ, 
although most of the fittings have been removed. 

[Footnote, as noted in the Signalling Alterations 
section of this issue, Royal Park signalbox was belatedly 
'permanently switched out' on 12 January 1994, with the 
interlocked frame 'to be removed at a later date'.J · 

1 See Somersault Vol 15 No 5 page 90 
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HOLTON HEATH COLLISION 

Clive Feather 

At 1202 on 20 April 1989 a light engine collided with a 
general freight at Holton Heath located on the South 
Coast of England between Poole and Weymouth (see 
figure 1). The two trains involved were 0Y77 (locomotive 
33107) and 6W54 (locomotive 73002). The day was clear 
but overcast. 

The line through Holton Heath is double track, with 
absolute block signalling controlled by Wareham and 
Hamworthy signal boxes. The relevant layout is shown 
in figure 2. 

Signal 5 is the section signal for the Wareham
Hamworthy block, and until the siding was installed, 
there was no track circuiting between the overlap of 
signal 5 and the next signal box. 

For those unfamiliar with BR Absolute Block 
signalling, the process for passing a train along the line 
is: 

t Wareham offers the train to Hamworthy using the 
block bells. 

t If the train can be accepted (line is clear past signal 
HW7 at Hamworthy up to the end of its overlap), 
Hamworthy accepts the train using the bells, and 
moves the block indicator from "blocked" to "line 
clear". 

t The block indicator at Wareham shows this 
change, and releases a lock on lever 5. 

t The Wareham signalman pulls lever 5, clearing 
the signal. When lever 5 is restored to its normal 
position, it will be relocked, even though the 
block indicator may still be at "line clear". 

t When the train passes signal 5, Wareham sends 
"train entering" on the block bells. Hamworthy 
moves the indicator to "train on line". Wareham 
restores lever 5. 

t When the train arrives at Ham worthy, with the tail 

Fun:ebrook Oil Terminal 

lamp present to show all the train is there, 
Hamworthy sends "train out of section" on the 
block bells and restores the indicator to "blocked". 

Note that, after it clears the overlap of signal 5, there 
is no indication to either signalman of the location of the 
train until it arrives at Hamworthy. 

When the siding at Holton Heath was installed, a new 
track circuit-TC R - and a ground frame were added. Note 
that R ends at the toe of the points, and does not include 
the siding itself, only the line from signal 5 and the 
crossover. The boundaries of R are shown on the diagram. 
R is subdivided into Rl/2 and R3; the latter covers the 
crossover. Occupation of R sets signal 5 to danger 
automatically. 

The ground frame has three two-position switches: 
HHGl, HHG2, and HHG3. These are used as follows: 

t HHGI is the release switch, and has "normal" and 
"free" positions. There are also white "normal" and 
"free" lights. When Wareham lever 7 is normal, 
the normal light is lit. To unlock the ground 
frame, Wareham pulls lever 7 and HHGltis turned 
to "free". This locks lever 7 in the reversed 
position and lever 5 in the normal position (it is 
not possible to pull 7 if 5 is reversed), and lights 
the "free" light. When HHG l is set to normal 
with the crossover straight, the free light goes out 
and lever 7 is unlocked. 

Oo -~t-• HHG2 control.$ the__crossov_er, -and _ _has__ white 
"normal" and "reverse" lights which light when 
the points are fully locked in that position. The 
points will obey the switch only if the "free" light 
is lit and TC R3 is clear. When R3 is occupied, 
two blue lights are lit on the panel. [The diagram 
in the report says blue, but red is more common.] 

t HHG3 controls signal 6 (a standard two-aspect 

Map based on RAC National Road Atlas, 1985, and Rail Atlas Great Britain and Irelan, 6th Edition, 1990. Scale 
approximately 1 :117,000 
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coloured light signal, not a ground signal). The lever has associated 
red "on", green "off', and white "slot" lights. The slot light shows 
the status of lever 6 at Wareham box; this lever can only be pulled if 
lever 5 is normal and "line clear" is showing on the block indicator. 
If HHG3 is turned on, the slot and free lights are both lit, the 
crossover is reversed, and R3 is clear, then signal 6 will change to 
green. 

Normal operation of the siding is then as follows. 
t Wareham obtains "line clear" as normal, and clears signal 5. 
t The train proceeds normally until just clear of the crossover. 
t The signalman pulls lever 7 to release the ground frame. 
t The train guard operates HHG 1 and HHG2, and then handsignals the 

train back over the crossover into the siding. 
If the train is to be left in the siding for some time, the guard resets 

HHG2 and then HHGl, and telephones Wareham. The signalman then 
restores lever 7 and contacts Hamworthy to cancel the train. 

When the train is then ready to leave: 
t Wareham again obtains line clear, and pulls lever 7. 
t Wareham also pulls lever 6. 
t The guard operates HHGl, HHG2, and HHG3, in that order, to clear 

signal 6. 
t When the train has cleared track R3, the guard restores the switches, 

in the reverse order, and then telephones Wareham. 
t Wareham restores levers 6 and 7, and sends "train entering section" 

on the block bells to Hamworthy. 
t Ham worthy sets the block indicator to "train on line". 
Note that, if this process is followed correctly, the end result is just as if 

the train had been signalled through in the normal manner. 
However, the important point to note is that, once the ground frame has 

been restored to its normal state, there is no way for the signalman to 
determine whether the train is or is not in the siding, other than the phone 
message from the guard. Unless the shunting has involved leaving wagons 
on Rl/2 (perfectly legal), the indicator for R in the box will be off because 
the train had to clear R3 to allow the crossover to be reset. Track circuiting 
the siding would not help, of course. 

On the day in question, train 6W54 - a general freight - was running 
along the up line, followed some way behind by train 0Y77 - a single light, 
locomotive. At Wareham, a passenger train waited on the down line (at the 
signal marked X) to take the up line towards Hamworthy. Under the 
timetable, 6W54 would normally be running behind the passenger train, and 
would wait for about 75 minutes either at Holton Heath siding or at 
Hamworthy, depending on the shunting requirements each day (the train 
only stops at Holton Heath siding when necessary). OY77 was not a 
timetabled train, and 6W54 was about 30 minutes early. 

Train 6W54 was offered forward in the normal way, and stopped just past 
the siding crossover. The ground frame was also unlocked in the normal 
way. However, the siding was partially occupied, and the only shunting 
needed was to detach the last two wagons and place them in the siding. 
Therefore at all times at least the loco and three wagons were on the main 
line, *but* never occupying Rl/2. When the shunting was complete, the 
train was standing just beyond the crossover, and the guard phoned the 
signalman at Wareham. 

According to the signalman, the guard said "Frame's normal, mate". 
Since all the track circuits were clear, he took this to mean that the train 
was inside the siding. He therefore sent the cancelling bell code to 
Ham worthy, then offered 0Y77 forward. It was accepted, and he cleared 
signals 4 and 5. The loco driver was present in the ground frame when the 
frame release was given up, and said he would "not hang around" in order to 
avoid delay to the passenger train (due out 2 minutes later). The signalman 
denies touching lever 6. 

The guard claims he said "We are leaving now", and that he had 

previously operated HHG3 and seen the green lamp on the panel (though he 
hadn't looked at signal 6 itself). 

The driver assumed that, since the train had always occupied the main 
line, he was still operating under the authority of signal 5, and did not need 
signal 6 to be cleared to proceed. He also assumed that the guard had checked 
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that he was permitted to proceed (as he was entitled to 
do). Under the rules, if the train starts from in front of a 
signal, the driver must check the signal or get authority 
from the signalman, but it is unclear, at least to me, 
whether it is reasonable to apply this to signal 6 in these 
circumstances. If the train had been locked in the siding 
with the loco behind signal 6, the driver would certainly 
have to have obeyed it, if the loco bad been between 6 and 
the start of R3, the driver should have walked back to the 
signal or had the guard's assurance. If it was occupying 
R3 (preventing 6 from clearing), he should have spoken 
to the signalman on the telephone. However, IMO, none 
of these circumstances applied because be was still acting 
on the clearance of signal 5. 

The collision occurred 450 metres from the crossover. 
At this point the line has just completed a right band 
curve, and the train would only have been visible when 
the loco reached the crossover. 6W54 was travelling at 
about 40 km/h, and the loco at about 100 km/h. The loco 
ran into a covered van loaded with bags of clay, and, 
unusually, overrode it. The driver's body was found 44 
metres past the point of collision (presumably he was 
killed by being thrown from a doorway), and the rear of 
the loco ended up 135 metres beyond the point of 
collision. Ironically, the front loco cab, though seriously 
damaged, was not crushed, and it was possible to sit at 
the controls after the accident; even the windscreen was 
unbroken. 1be rear cab was undamaged. 

The Inspector concludes that the signalman and guard 
were mainly to blame for the accident; the driver also 
bears some less responsibility. The driver of 0Y77 was in 
no way to blame, and there is no evidence of any fault in 

· -either· train. ·The·signalling system was-opernting as 
desigred. 

t The guard should have informed the signalman 
that 6W54 would not fit in the siding, and should 

have been clear in his second call that the train 
was on the main line. 

t The signalman should have obtained an explicit 
assurance that the main line . was clear before 
cancelling 6W54 and offering 0Y77 to 
Hamworthy. 

t The driver should have checked that the signal was 
clear or spoken personally to the signalman before 
proceeding. [I personally disagree with this.] 

The position of signal 6 requires it, in effect, to be 
passed at Danger during normal shunting when the train 
is too long to fit in the siding. The inspector considers 
this unreasonable. [If you take the view that signal 6 
applies, then so do I. See my discussion earlier.] 

The Signalling Principles have now been modified. 
Track circuit R has been extended towards Hamworthy by 
adding a new R4 circuit of length 250 metres. The 
Principles require all such sidings to be guarded by a track 
circuit which covers the maximum train length plus 100 
metres on the approach side of the fouling point, and 200 
metres past the crossover. 

Where is it common for trains to pass the shunt 
signal at danger, or at short sidings where it is common 
for the train not to fit, the Inspector recommends 
installing a new section signal far enough beyond the 
crossover that the train would not pass it during ~hunting. 
In the case of Holton Heath, this means that this new 
signal (call it signal 8) would replace signal 5 in the 
description of the signalling at the start of this article. A 
train could be sent as far as signal 8 on the authority of 
the Wareham signalman. Under the present signalling 
principles, track circuiting between signal 5 and the start 

· ·-Of.'.fC-R1/2·would still-not-be.ceeded {though.,.:in.this case--~
Rl/2 starts at the end of an existing track circuit anyway). 
With this change, signal 6 would not be needed; signal 5 
would be still be controlled by TC R and interlocked with 
lever 7. 
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QUIZ 
It has been some time since Somersault last included a quiz. The object is to identify the locations of the 
following photographs. Answers will be included in the next issue. No prizes will be awarded, but the 
member who sends in the first correct set of answers will be given an honorable mention. One clue: all the 
photographs have been taken since 1985. 
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