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The 1997 Showday tour visited the signalboxes on the Flemington Racecourse line, Kensington, and the 
panel at Essendon. This photo shows the interior of the small 15 lever Epsom Road box (Box H) which 
works the connections at the Up end of the Showgrounds platform. The box (and A pattern frame) replaced 
an earlier box situated just to the East on 5 June 1906 in conjunction with the grade separation at 
Racecourse Road. Very unusually, little has changed at the box since 1925. 
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This set of X layout Plunger Locked points at the Up end of Tatura is in almost original condition and dates from 
the commencement of Plunger Locking in Victoria. The first sets of Plunger locked points were brought into use 
at Croydon, Yarra Glen, and Bayswater on 11.02.1909. After a suitable period of testing, general installation 
commenced around July 1909. Vv'hen the Staff stations on the Toolamba to Echuca line were equipped with 
plunger locking on 04.08.1909 there were less than 20 sets of Plunger Locked points in service. The only 
alteration to the equipment since installation appears to be the replacement of the original Spur lever with a WSa 
lever. X layout points survive only where the trackwork or signalling has not been renewed since around 1930. 
As most remaining lines have been relayed, X layout points are uncommon. Hatchet detectors are even more 
uncommon; indeed this example is the one known to be 'in service'. 

Photo: Andrew Waugh 
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MINUTES OF MEETING HELD FRIDAY NOVEMBER 17, 1995. 

Present:- A.Jungwirth, W.Brook, J.Churchward, G.Cumming, A.Gostling, J.McLean, P.Silva, R.Smith & 
A.Waugh. 

Apologies:- K.Lambert & D.Langley. 

The President, Mr. Alan Jungwirth, took the chair and opened the meeting@ 2017 hrs. 

The Chairman welcomed visitor Peter Churchley to the meeting. 

Minutes of the September 1995 Meeting:- Accepted as read. J.McLean/R.Smith. Carried. 

Matters Arising:- Nil. 

Correspondence:- A lease for the rooms at Seymour has been received from Minter Ellison, solicitors for the P.T.C. 

Jack McLean has received a letter from Rob Weiss in the U.K. 

P.Silva/J.Churchward. Carried. 

General Business:- The meeting expressed its best wishes to Jon Churchward on the occasion of his marriage 
tomorrow. 

The Showday Tour held on Melbourne Cup Day was a success. 

Jack McLean mentioned a photo in a recent issue of "Newsrail" of a PERM on the Whittlesea Line. 
Jack noted that S.2079/31 allo.wed a PERM to run with 2 trailers on the down and 3 trailers on the 
up. 

The signal diagram for the area West Footscray- Sunshine has been split into 2 new diagrams. West 
Footscray - Tottenham shows the new crossing loop at Tottenham Loop and Sunshine shows the 
current arrangements at Sunshine. 

The commissioning of the new signalling at Sunshine is due to take place in February 1996. 

The McKenzie & Holland workshops at Spotswood closed many months ago. Manufacture of 
signalling equipment now takes. place at Concord in New South Wales. 

Roderick Smith tabled an article on level crossing protection in the U .S.A. This led to .a discussion 
on a recent level crossing smash in Chicago between a train and a school bus and traffic light/level 
crossing co-ordination. 

Roderick Smith made mention of the block points on the Western S.G. Line. 

Alan Jungwirth noted that next Sunday, ballast trains begin running on the Western S.G. Line using 
B74 on GM36's bogies. The speed from Gheringhap to Pura Pura has been reduced to 65km/h and 
from Pura Pura to Maroona to 50 km/h. 

Alan also noted that an electric train had side swiped a BS car at Spencer Street car sidings today. 

It is rumoured that automatic electric staff is being considered for the Western S.G. Line. Currently 
all the contract signalmen on the line are being paid $27.00 per hour to man all the crossing loops on 
the line. 
Peter Silva made mention of a recent collision on the Puffing Billy Railway between a locomotive 
and a works trolley. 

Andrew Waugh reported on recent occupations between Clifton Hill & Fairfield due to work on the 
Merri Creek bridge. Up trains terminate in the down platform at Fairfield. However, the point 
rodding for the crossover has been damaged. A temporary arrangement for working the crossover 
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has been put in place where small point levers are connected up to the rodding from the signal box 
to the crossover and work the crossover and facing point lock. 

Roderick Smith advised of works at Mont Albert Road level crossing this weekend. 
Syllabus Item:- The Chairman introduced member Roderick B. Smith who presented the annual screening of slides 

from the collection of the late Stephen McLean. 

Meeting closed @ 2207 hrs. 

The next meeting will be on Friday February 16, 1996 at the Uniting Church Hall, Hotham Street, 
Mont Albert. 

SIGNALLING ALTERATIONS 

The following alterations were published in WN 43/95 to WN 50/95. The alterations have been edited to 
conserve space. Dates in parenthesis are the dates of the Weekly Notice. 

20.10.1995 

25.10.1995 

26.10.1995 

27.10.1995 

Maroona 
On Friday, 20.10.95, the hand operated derail block at the Down end of No 4 track was moved to the neck 
of Nos 3 and 4 tracks. A hand operated derail block was provided at the Up end of No 3 track 

(WN 480/95, WN 43/95) 
Seymour 
Although Posts 2 and 4 at Dysart were equipped to display Medium Speed indications (see SW 472/95), 
the 65 km/h indicators which were to be fitted to these posts were not brought into use until Wednesday, 
25.10.95. The 65 km/h Notice Board for the Down diverging movement at Dysart was removed. 

Concurrently, route indicators were provided on Post 36. An illuminated arrow pointing left is displayed 
in conjunction with the Normal Speed aspect for a move to the Goulbum Valley line and an arrow 
pointing right in conjunction with a Medium Speed aspect for a move to the NE line. 

Diagram 32/95 replaced 6/95. (SW 491/95 & 465/95, WN 44/95 & 45/95) 

Pinnaroo 
Commencing 26.10.95, a qualified AN employee will be in attendance for every Victorian train arriving, 
shunting, and departing from Pinnaroo. Victorian trains operating into Pinnaroo must stop at the 'End 
Victorian Safeworking System' board and must not enter Pinnaroo yard until admitted by the AN 
operator. 

Where it is scheduled or anticipated that AN and Victorian trains will be at Pinnaroo simultaneously, 
Pinnaroo will be attended prior to the arrival of the first train until the departure of the last train. The 
Train Order issued to the arriving AN train must include the text: "Note Pinnaroo attended". Each train 
must remain at the respective Yard Limit Board until admitted into the station by the Rail Operator. 
When scheduling train movements, SA Freight will make the necessary arrangements for provision of a 
qualified AN Rail Operator to be in attendance at Pinnaroo and advise Track Access of the arrangements 
on each occasion. 

In the event of the EM100 V /Line Track Recording Car operating into Pinnaroo from the Victorian end, 
and no other movement is involved, movement into Pinnaroo can be undertaken by the qualified AN 
personnel travelling with the Track Recorder Car in lieu of the Rail Operator. 

There will be no change to procedures associated with AN trains entering Pinnaroo with no Victorian 
rail movement. (SW 494/95, WN 44/95) 

Tottenham 

Between Friday, 27.10.95, and Monday, 30.10.95, the new standard gauge crossing loop at Tottenham 
was brought into service. Diagrams 11/95 (Sunshine) and 17 /95 (West Footscray to Tottenham) replaced 
15/94. 

The principle alterations are: 
1. The provision of a 1500 metre crossing loop at Tottenham worked from the NE CTC Control Room 

1. 
2. 

3. 

4. 

The standard gauge points (No 5) leading to the Adelaide line are also worked from NE CTC panel 
and are released by Crosslock lever No 15 in Tottenham Signalbox. Lever 15 is electrically locked 
reverse until the standard gauge points are normal. 
Post U6, the Down Home (Departure) from No 2 Track, Tottenham loop, will display Medium 
Speed indications for movements to both the NE and Brooklyn lines. A route indicator will be 
provided at a later date. 
Post 8G was replaced by a new three position Up Home signal Post 8G. This applies from the 
Brooklyn dual gauge line to N os 1 or _2 track, Tottenham Loop, the Up Independent line, or the 
Marshalling yard arrival tracks. The signal is jointly worked by Tottenham signalbox and the NE 
CTC panel. Lever 11, Tottenham, controls moves to the Up Independent line, Lever 10, Tottenham, 
moves to the Yard Arrival tracks, and Lever 8, NE CTC panel, controls standard gauge moves 
when Points 5 are reverse. A medium speed aspect will be displayed for standard gauge 
movements, and a low speed aspect for broad gauge movements. A low speed indication will not 
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5. 
6. 

7. 

8. 
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be displayed for movements to the standard gauge line. A board lettered 'S' is mounted next to the 
'B' light of Post 8G and a board lettered 'V' next to the 'C' light. Automatic gauge detection is not 
provided on the Brooklyn line and the Signaller, Tottenham, must check the gauge of an 
approaching train before signalling a broad.gauge move, or operating the standard gauge 
crosslock. 
Automatic signals MGS 351 and MGS 352 were abolished. 
The new standard gauge loop extends to a point just on the Down side of the connections to the 
Munistone sidings. The Up Departure signals (Posts 4 and U4) at Tottenham Loop require Points 
191 at West Footscray to be normal before they can be cleared. When either signal has been cleared 
Points 191 are locked normal. The Down Home Arrival signal (Post 2) protects both the broad and 
standard gauge connections to MunistoneSiding. The connections to Munistone continue to be 
controlled by electric switch loc.ks released from the NE CTC panel. 
A plunger worked by Lever 5, Tottenham, was provided on Points 7U. The plunger locks the points 
both ways. The interlocking was not altered. · · 
A derail and crowder was provided at the exit from the West Yard arrival tracks Nos 1 - 6 to 
protect the main lines to Brooklyn and Sunshine. The derail and crowder are rodded to Points 4, 
Tottenham. 

9. A point indicator was provided on Points 8, Tottenham. 
10. A new three position Dwarf, Post 12, was provided to control movements departing the West Yard 

for Brooklyn or Sunshine. This signal is worked by lever 12, Tottenham. 

The electric staff system will remain between Tottenham and Brooklyn. The Signalman, Tottenham, must 
not reverse Crosslock 15 for a Down standard gauge train unless a staff for the train has been obtained, 
or unless a staff is already out for a train travelling toward Tottenham and.the next train will be the 
Down standard gauge train. In this case, the Train Controller may signal the Down Adelaide line train 
from Tottenham Loop after obtaining the.release for Points 5. The Signaller, Tottenham, must send the 'Is 
Line Clear' immediately upon receiving the 'Tr.ain Arrival' signal, and, subject to the line being clear, it 
must be immediately granted. The special instructions regarding granting Line Clear between Tottenham 
and Newport for Down standard gauge trains remain in force. 

Failure of Standard Gauge Signals TOT /US, TOT/ 6, and TOT /Uq 
1. Should signals TOT/6 orTOT/U6 fail when the route is set towards McIntyre Loop,Rule 7 (b), 

Section 17, Book of Rules will apply. Should signal TOT/8 fail, Rule 7 (a), Section 17, Book of Rules 
will apply. 

2. If these signals fail when the route is set for the Brooklyn line, the following instructions must be 
complied with: · 
a) The Train Controller must confer with the Signaller, Tottenham, and come to a complete 

understanding of what is to take place. ' 
b) For a DOWN train. The Signaller must withdraw an ElectricStaff for the section in the usual 

manner. 

c) 

The Signaller must then ensure that the Selector lever on the points at the junction and the 
Down end of Tottenham Loop have been placed in the 'Hand Operating'. position and the 
'Hand Throw' lever of both points have been placed in the proper position for the passage of 
the train. 
The Signaller must then write a Train Authority for the Down train to pass the failed Home 
Signal. The electric staff and Train Authority must be handed to the Driver of the. train and a 
green hand signal displayed. The Train Authority must be handed to .the Signaller, Brooklyn, 
who will cancel it. 
For an UP train. The Signaller must.ensure that the.Selector lever on the points at the junction 
and the Down end of Tottenham Loop have been placed in the 'Hand Operating' position and 
the 'Hand Throw' lever of both points have been placed in the proper position for the passage 
of the train. 
The Train Controller will then fill out and issue a Train Authority to the Signaller for the train 
to pass TOT/US. The Authority must specify the track in TottenhamLoop the train is to enter. 
The Signaller must take down a copy of the Train Authority and repeat the details back. The 
Authority is then to be delivered to the Driver of the Up train and a green hand signal 
displayed. The Driver must cancel the Authority after arriving in Tottenham Loop and had it 
to the Supervising Officer upon completion of duty. 

Insert in Section 34, Book of Rules. (SW 468/95; WN 44/95) 

Tottenham 
On Saturday, 28.10.95, a Staff Exchange Platform was provided at the Down end of No 1 Road, 
Tottenham Loop. 

PostTOT/U6 will display 'Clear Medium Speed' whenever the.route is set from No 2 Road, Tottenham 
Loop, to Brooklyn. Drivers must understand that although this indication is displayed, it only indicates 
that the line is clear to the next fixed signal (at Brooklyn) and does not indicate that the next fixed signal 
is at proceed. 
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Post TOT/ 6 will display 'Medium Speed Warning' when the route is set to Brooklyn. 
(SW 498/95, WN 45/95) 

(31.10.1995) Footscray - Spotswood 
Diagram 21/95 replaced 1/95. The new diagram shows the conversion of MG 272 to a non controlled 
Home signal and the provision of a co-acting signal for Home 162. (SW 461/95, WN 43/95) 

(31.10.1995) Fairfield 

03.11.1995 

03.11.1995 

(07.11.1995) 

12.11.1995 

12.11.1995 

15.11.1995 

The instructions in SW 463/95 for terminating Up trains in the Down platform in conjunction with the 
works described in O 1104/95 have been cancelled and replaced by: 
Arrangements will be made for the locking to be disarranged on Crossover 31 and Plunger 30 prior to the 
first Up train terminating at Fairfield. The provisions of Rules 10 and 11, Section 5, Book of Rules, must 
be observed whilst the locking is disarranged. 

Crossover 31 and Plunger 30 will be disconnected from the interlocking frame and connected to two 
temporary levers situated at the Up end of the points (actually near the level crossing). The points and 
plunger can be operated from these levers as required. 

A competent employee must be appointed at the Up end of the Down platform and display a Red Hand 
signal to the Driver of all Up trains which are to terminate. A Hand Signaller must be appointed at Post 
39 to hand signal movements from the Up line to the Down Platform. The Signaller at Fairfield will be 
responsible for the operation of the points, plunger and level crossing equipment 

When an Up train has come to a stand at Post 39, the Signaller must operate Crossover 31 to the reverse 
position and lock it in position with Plunger 30. The Signaller must then operate the level crossing 
protection equipment from the test switch at the crossing, and advise the Hand Signaller that the 
movement may take place. The Hand Signaller must then advise the Driver of the proposed movement, 
and exhibit a Green Hand signal held steadily in the hand. Movements from the Up line to the Down 
platform are not signalled and so Caution Orders will not be issued. When an Up train has arrived in the 
Down platform, Crossover 31 will be restored to the Normal position and secured with Plunger 30. 

At the completion of the works, the Signal Maintenance Staff will reconnect the points and plunger to the 
interlocking frame and restore the locking. (SW 483/95, WN 43/95) 

Tottenham Loop 
On Friday, 3.11.95, the 5P key switches provided in the Up and Down Train Control Cabins and the Up 
and Down Automatic Arrival Mode at Tottenham Loop were commissioned. The operation of these 
features is described in Section 17, Book of Rules. The automatic mode is only applicable to the NE line. 

(SW 502/95, WN 45/95) 

West Tower 
In connection with the alterations at Tottenham described in SW 468/95, the following alterations were 
made to. the control panel at West Tower on Friday, 3.11.1995. 
1) Lever 198 was booked out of service and sleeved normal 
2) The repeat indication for Signal 198 (MGS 352) was removed from service 
3) The track indicator for Track 198 AK was removed from service 
4) The locking applied to Points 191 was augmented. When Signal 194 is at stop and an Up train has 

departed from Tottenham Loop or Alauda (Munistone) Siding, Points 191 are approach locked for 
150 seconds. (SW 501/95, WN 45/95) 

Longwood Loop 
The signal bridge at the Up end of the standard gauge loop at Longwood has been destroyed and the two 
Home signals have been temporarily replaced by straight masts. LWD/4 will be placed on the right hand 
side of the line between the Standard and Broad Gauge tracks. Post LWD/U4 will be placed on the left 
hand side of No 2 track. (SW 492/95, WN 44/95) 

Rosanna - Macleod 
On Sunday, 12.11.95, pedestrian gates were commissioned at the foot of Davies Street (16.592 km). 
Automatic S 508 was converted to a Controlled Automatic Signal controlled by lever 101 at Macleod. It 
is only necessary to place Lever 101 to the normal position when it is required to shunt on the Up line 
from Dwarf 106. Diagram 27 /95 replaced 7 /94. Amend page A13 of the Metro WTT. 

(SW 497 /95 & 517 /95, WN 46/95 & 48/95) 

Box Hill 
Commencing Sunday, 12.11.95, the signalbox hours for Box Hill will be: 

Monday - Friday .............................................................................. 0450 hours to 2045 hours each day 
Saturday ................................................................................................................. 1100 hours to 1900 hours 
Sunday ......................................................................................................................................................... Closed 

Amend page AlO Metro WIT Appendix (0. 1340/95, WN 46/95) 

Moreland 
On Wednesday, 15.11.95, the Adlake signal lamp was removed from Post 38. The lamp was replaced by 
a plate bearing circles of green and red reflective material which will give the indication at night or 
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during inclement weather. A blinder is fixed in place of the spectacle plate and obscures the circle not in 
use. 

(SW 508/95, WN 47 /95) 

Stony Point 
On Wednesday, 15.11.95, the Adlake signal lamp was removed from the Down Home Signal. The lamp 
was replaced by a plate bearing circles of green and red reflective material which will give the indication 
at night or during inclement weather. A blinder is fixed in place of the spectacle plate and obscures the 
circle not in use. (SW 507 /95, WN 47 /95) 

Morwell 

Commencing 16.11.95, the Signaller at Morwell may cease duty upon the departure of Train 9459, 
provided the Driver is advised as to where the Signaller may be contacted in the case of an emergency. 
The Signaller must remain at Morwell until 9459 has proceeded 400 m~tresbeyond the Up Home Arrival 
Signal and is proceeding on its journey. This arrangement is not effective unless Train 9428 has cleared 
Moe. (SW 524/95, WN 47 /95) 

19.11.1995 Maryborough 

On Sunday, 19.11.95, the following alterations took place in preparation for standard gauge track. 

The Dock track was abolished. No 2 Track was extended at the Up end and connected to the lead from the 
yard tracks. Points 7 and 9 were removed from service and the main line straight railed. Access to No 2 
Track is now via Points 5. Dwarf 16 is temporarily out of service and will only display 'Stop'. When it is 
necessary to pass Dwarf 16, the instructions containe.d in Rule 3 (m), Section 4, Book of Rules, must be 
complied with. 

Amen:d Diagram 10/88. (SW 520/95, WN 47 /95) 

20.11.1995 Dysart 

Commencing 20.11.195, whenever 'Clear Medium Speed' is display on Home 4, the speed restriction 
specified will only apply until the train has cleared the points protected by the signal. Rule 13 (f), Section 
13, Book of Rules is modified accordingly. (SW 533/95, WN 47/95) 

(21.11.1995) Underground Rail Loop - Obstruction of the Single Line 

SW 351/95 is cancelled and the following instruction is to be inserted on page 35-8 of the Book of Rules. 

No obstruction of any portion of line in an:y Underground Loop Tunnel is permitted unless Absolute 
Occupation of the Sirigle Line Section has been granted by the Signaller at Metrol. 

Personnel requiring to enter m Underground Loop Tunnel to conduct reactive maintenance or a general 
inspection may do so after giving advice to the Signaller, Metrol. The Signaller must then advise the 
Officer in Charge at the Underground Loop Station to the rear of the area where the personnel are to enter. 
The Officer in Charge must arrange for a competent employee to advise the Driver of each train 
proceeding towards the work area. When inspections have been completed, the Signaller Metrol must be 
advised and this information forwarded to the Officer in Charge of the relevant station. 

(SW 515/95, WN 46/95) 

(21.11.1995) Alauda Siding (Tottenham) 

21.11.1995 

Th.e Alauda Siding at Tottenham (formerly Munistone Siding) will be operated in accordance with the 
following instructions: 

Down Trains 

The Train Controller must signal the. Down train into the Section West Footscray Junction - Tottenham in 
the normal manner. A route must be set from signal TOT/ 2 into either No 1 or No 2 Tracks at Tottenham 
Loop so that TOT/ 2 displays 'Low Speed Caution' to allow the train .to approach the switch locked 
points. The train must be stopped on the releasing track for the switch lock (i.e. within 18 metres of the 
facing points). The Train Controller will then cancel the route from signal TOT /2 and release the switch 
lock. The switch lock may then. be worked in accordance with Rule 23, Section 27, Book of Rules. 

Up Trains 
The Train Controller must signal the Up train into the section Tottenham Loop - West Footscray Junction 
in the normal manner. The train must be stopped on the releasing track (within 18 metres of the points). 
The Train Controller must then release the switch lock. The switch lock may then be worked in 
accordance with Rule 23, Section 27, Book of Rules. 

Departing from the Siding 
When it is necessary for a train that has been locked away to depart from the Switch Locked Siding, the 
Train Controller must ensure that the single line section is clear and that all signals leading into the 
sec.tion are at Stop. The Train Controller may then release the switch lock which may then be worked in 
accord.ance with Rule 23 (f) and (g), Section 27, Book of Rules. (SW 514/95, WN 46/95) 

Flinders Street 
On Tuesday, 21.11.95, Diagram 25/95 replaced 19/95. The main alteration is the addition of Dwarf V 
967 which is situated at the Up end of the Goods Sidings between Nos 5 and 6 Tracks. 

(SW 527 /95, WN 48/95) 

.,..-----.,i 
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Warrnambool 
SW 339/95 and O 1021/93 are cancelled, and, commencing 21.11.95, Driver in Charge of Signalling 
Conditions will apply for the arrival and departure of Trains 9219, 8236, 8221, 8256, 8235, 8286, 8265, 
and 9220. All local shunting movements within the Warmambool Yard and on the Dennington Line will 
also be carried out under Driver in Charge conditions. 

Warmambool is attended continuously by a Driver in Charge of Signalling from 0600 hours (0730 
Mondays) to 1900 hours, Monday to Friday. The Driver in Charge will co-ordinate all local movements. 
During this time, the normal position of the Down Home Signal will be 'Stop' except when it is necessary 
for a train to enter the yard. During the period in which the Local Driver is in charge of signalling, the 
provisions of Rule 42, Section 10, Book of Rules must be complied with. 

Local Driver Commencing Duty 

Upon commencing duty, the Driver in Charge of local shunting movements must sign on in the TRB across 
the figure line and enter the location of the Annett Key. The details of all train movements and shunting 
movements are to be obtained from the outgoing Driver in Charge (see Rule 1 (h), Section 6, Book of 
Rules). The incoming Driver in Charge must ensure that the provisions of Operating Procedure 4 (a), (b), 
(c), (d) and (g), Section 26, Book of Rules, are complied with. 

Local Driver Ceasing Duty 

Prior to the Local Driver ceasing duty at 1900 hours, the Driver must ensure that the No 1 Road is clear 
and that the Up end main line points are secured with the plunger locked 'In' and the gravity catch 
padlocked. The platform signal quadrant must then be unlocked using the Annett key and the Down 
Home cleared. After checking that the Down Home has actually cleared, the quadrant must be locked 
reverse using the chain and padlock. A note must be made in the TRB that the home signal has been 
cleared. The Driver must then sign off in the TRB and the Train Controller notified. The Train Graph must 
be endorsed accordingly. 

Arrival of 8265 Passenger Train 

On arrival of 8265 Down Passenger Train, the Driver must unlock the platform lever and restore the 
Down Home signal to Stop and remove the Annett Key. The Driver must then ensure that the train has 
arrived complete with the proper Tail Signal and fulfil the Train Order. After ensuring that the train is 
suitably secured in No 1 Road with sufficient hand brakes applied, the Driver must go to the station 
building and record on the left hand page of the TRB the train number in column 1, the time of arrival in 
column 10, and the number of the Train Order in column 11. The Driver must then sign the TRB in the 
'Remarks' column opposite the entries. The Driver must contact the Train Controller who must endorse 
the Train Graph. 

Departure of 9220 Freight Train 

When 9220 is ready to depart with the proper Tail Signal displayed, the Driver must obtain a Train 
Order and enter on the right hand page of the TRB the time of departure in column 9, and the number of 
the Train Order in column 11. The Driver must then sign the TRB in the 'Remarks' column opposite the 
entries. The Driver must then obtain the Annett key and proceed to the main line points. The points must 
be set for the train to depart and a green hand signal displayed to the Driver (sic). As the train departs, 
the Driver must check that the train is complete with the proper Tail Disc displayed. When the train has 
cleared the main line points, the points must be restored to the normal position with the plunger locked 
'In' and the gravity catch padlocked. The Annett key must then be locked in the special box at the Up end 
main line points (except on Fridays, when the Driver must secure the Annett key in the special box in the 
station building). The Train Controller must then be informed of the train's departure. 

Arrival of Train 9219 

Upon the train arriving at the Down Home Signal, the Driver must proceed to the Up end main line points 
and obtain the Annett key from the special box. The quadrant working the Down Home signal must then 
be unlocked and the signal cleared. After the train has arrived in clear of the main line points, the Down 
Home must be returned to Stop and the quadrant locked with the V5PSW padlock. The Driver must retain 
possession of the Annett key for shunting. The train may then proceed cautiously via No 1 Road towards 
the platform Note: Passenger cars are stabled in No 1 Road at the platfonn. 

After ensuring that the train has arrived complete and fulfilling the Train Order, the Driver must go to the 
station building and sign on in the TRB across the figure line. The Driver must then record the train 
number of the train in column 1 on the left hand page. The time of arrival must be entered in column 10 
and the number of the Train Order in column 11. The Driver must sign the book in the Remarks column 
opposite the entries. The Train Controller must then be informed and the Train Graph endorsed 
accordingly. 

The train may then shunt as locally arranged. 

These instructions are to be read in conjunction with the Procedures on pages 27 to 29, Section 34, Book of 
Rules. 

Insert the above on page 35-8, Book of Rules. (SW 528/95 & 540/95, WN 48/95) 
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(28.11.1995) Newport 
Post 58 at Newport consists of two, two position (light) Home Signals which apply from the dual gauge 
line to Brooklyn Drivers proceeding to Brooklyn must be in possession of the Staff for the. proper line and 
are to understand that the exhibition ofa proceed aspect on Post 58 only indicates that the line is clear as 
far as the appropriate Home Arrival Signal at Brooklyn. As these are two position signals, they must be 
read top to bottom left to right. (SW 523/95, WN 47 /95) 

28.11.1995 Sunshine- Deer Park- Deer Park West Junction 

30.11.1995 

01.12.1995 

01.12.1995 

Commencing 28.11.95, authority is granted for the issue of Caution Orders by use of post telephones for 
the sections Sunshine - Deer Park - Deer Park West - Deer Park West Junction. 
In the event of a failure of a Home signal, the Driver must immediately contact the Signaller at Sunshine 
by post telephone. The Driver must state his or her name and grade, the post number, train number, 
originating station and destination. The Signaller must ensure that the points are properly set and locked 
for the movement by checking the indications on the panel. If the points are properly set and locked, the 
Signaller must complete the appropriate Signallers Caution Order form and dictate the .contents to the 
Driver. The Signaller's name must be given to the Driver. All messages sent and received over the post 
telephones connected to Sunshine signalbox are automatically recorded. Filled out Caution Orders must 
be retained in the book and the book forwarded to the Superintendent Safeworking when completed. 

Caution Order 2367 must be used for Posts 3 and 6, Sunshine; 1/4 and 1/16, Deer Park; 1/6 and 1/18, 
Deer Park West; and 2/6 (when route set for main line), 2/10, 2/18 (when route set for main line), and 
2/20, Deer.Park West Junction. Caution Order 2377 must be used for Posts 2 and 5, Sunshine; .1/2 and 
1/14, Deer Park; 1/8 and 1/20, Deer Park West and 2/6 and 2/18 (when route set for.siding), Deer Park 
West Junction. Movements past posts 1/10 and 1/22, Deer Park West, can .be made under verbal 
instructions from the Signaller. 

Insert as a new instruction in Section 35, Book of Rules. 

Donald 
(SW 546/96, WN 49/95) 

On Thursday, 30.11.95, the DICE facility was commissioned at Donald Loop. The DICE function only 
applies to the operation of the Down Home Signal 'E" on Post 2. Donald may either be operated as an 
attended crossing station, or an unattended crossing loop. A Remote/Local Key Switch (operated by a 
V5PSW key) was provided at Donald on the cabinet located on the platform. The hours of DICE operation 
will be issued by Circular from the Office of the Superintendent Safeworking. 

When Donald is attended by a Signaller, the normal position of all fixed signals will be at Stop and the 
DICE operation will not be effective. Donald must be attended for all shunting movements at Donald 
Station and for all movements to and from the Freezer Siding. The receipt and delivery of Train Orders 
will be carried out by the Signaller when required and the text of the Train Order will refer to 
'DONALD'. 
When Donald is switched to 'Remote' for DICE operation, all fixed signals will be placed to Proceed 
except for Home Signal E (Post 2). Whilst Donald is unattenc;led, Train Orders will refer to 'DONALD 
LOOP' and the DICE code will be included as part of the Train Order text. The Driver of a Down train 
must be in possession of a Train Order to proceed beyond Donald Loop before activating the DICE 
equipment for Home Signal E. 

Insert the above on page 35-8 of the Book of Rules. (SW 543/95, WN 48/95) 

Tottenham 
On Friday, 1.12.95, automatic gauge detection was provided to control the illuminated gauge indicator 
onPostTOT/U8. (SW 536/95, WN 49/95) 

Brooklyn 
On Friday, 1.12.95, the following signalling alterations took place at Brooklyn: 
1. Post 1 was replaced by a bracket post with two Home (light) signals .. The left hand signal applies to 

the East line and the right hand signal applies to the.West line. 
2. Post 2 was replaced by a bracket post with two Home (light) signals located further out. The post is 

now 255 metres from Somerville Road. The left hand signal applies to the East line and an 
illuminated gauge indicator with 'S' and 'V' indications is provided beneath the signal. The 
indicators are automatically controlled by detection of the gauge of an approaching train. The right 
hand signal applies to the West line. 

3. Post 6 was replaced by a bracket post with two Home (light) signals. The left hand signal applies to 
.the Sunshine Loop line and an illuminated gauge indicator with 'S' and 'V' indications is provided 
beneath the signal. The indicators are automatically controlled by detection of the gauge of an 
approaching train. The right hand signal applies to the Tottenham line. 

4. Post 7 was replaced by a bracket post with two Home (light) signals. The left hand signal applies to 
the East line and the right hand signal applies to the West line. 

5. All Home signals on Posts 1, 2, 6, and 7 are track controlled. 
6. Posts 8 and 10 at the Francis Street level crossing were abolished. The electric staff system remains 

in force between Newport and Brooklyn on both lines and the Staff proving arrangements now 
apply to Posts 4 and 14. 
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Diagram 16/95 replaced 38/90. (SW 536/95, WN 49/95 & 50/95) 

01.12.1995 Lal Lal 
On 1.12.95, Points 6 were returned to service. When a Down train is departing from No 2 Siding Road, the 
Signaller must first activate the flashing lights using the test switch at the crossing. The fixed signal may 
then be placed to proceed. Once the train has cleared the level crossing the Signaller must deactivate the 
flashing lights. SW 435/95 is cancelled. (SW 555/95, WN 49/95) 

(05.12.1995) Book of Rules, Section 2, Rule 12 (b) 

06.12.1995 

07.12.995 

09.12.1995 

Rule 12 (b), Section 2, Book of Rules ('A' Not Displayed at a Home Signal') has been replaced and a new 
clause (c) added. 

The replacement of Clause (b) has a number of minor wording changes. The main change is in part (5) 
where the text 'If safe for passage' is replaced with 'If the points are set correctly'. 

Clause (c) reads: 

(c) Failure of Communication 

If the Driver is unable to establish radio communication with the Train Controller during the period of 
detention, the Driver must attempt to communicate with the Signaller by radio or telephone in accordance 
with the procedures detailed in Rule 2, clause (a), page 3-3. 

When the provisions of Rule 2, clause (a), (b), and (c), page 3-3, have been followed and the Driver is 
unable to contact the Signaller via the radio or post telephone, the following procedures must be adopted. 
(1) The Driver must proceed to the signalbox and ascertain if the sign is showing 'Signalbox Closed' or 

whether the Signaller is in attendance. 
(2) If the signalbox is closed, and no employee who has been certified as competent to work the 

signalbox is on duty, the Driver must return to the train. 
(3) When returning to the train, the Driver must ensure all points protected by the Home Signal are in 

the correct position for the passage of the train. 
(4) The Driver must communicate with and inform the Train Controller at the first available 

opportunity. (SW 526/95, WN 48/95) 

Ararat 
On Wednesday, 6.12.95, and Thursday, 7.12.95, the following alterations were performed at Ararat: 
1) The Maryborough line was connected to the Up end of the Siding Road. The Hayes Derail and 

Crowder at the Up end of the Siding Road was replaced by a set of points which are rodded to the 
main line points. 

2) The hand points at the Up end leading to the Centre Road and the Freight Road were fitted with an 
'A' frame ground lever and rodded to a derail in the Freight Centre Road. The ground lever is 
locked with a V5PSW padlock. 

3) A hand operated derail was provided at the Down end of the Freight Centre Road. 
4) A 'Hayes fixed Blue Flag Derail' was provided at the Up end of the Centre Road. This consists of a 

hand operated derail which is connected to a blue metal flag exhibiting the wording 'DERAIL'. The 
blue flag is lowered to the horizontal position in the centre of the track when the derail is locked off 
the rail. The Driver of a .train entering the Centre Road must ensure that the blue flag is not · 
displayed. 

The line to Maryborough continues to be worked under Construction Siding conditions (SW 360/95). 

Amend diagram 6/90. (SW 558/95, WN 50/95) 

North Geelong C 

On Thursday, 7.12.95, and Friday, 8.12.95, the following track and signal alterations took place at North 
Geelong'C'. 
1) The 'Departure Road" was temporarily returned to service to cater for the additional traffic 

generated by the wheat harvest. 
2) A temporary set of points was installed at both the Up and Down ends of the Arrival and 

Departure Roads. The Up end points are hand operated and are fitted with a WSa lever. The Down 
end points are motor operated and controlled by lever 49 at North Geelong 'C' box. 

3) Dwarf U48 (previously Dwarf 48) at the Down end of the Departure Road was commissioned. It 
applies from the Departure Road to the Main Line towards Post 42. Home 48 and Dwarf U48 are 
selected by the position of Points 49. Dwarf U48 is interlocked with the level crossing equipment at 
Thompson's Road and will not display a Proceed aspect until Home 42 has cleared. 

4) Circuit alterations were made to Homes 44 and 48 to cater for the addition of Points 49. A Low 
Speed indication applies to movements from the Main Line to the Departure Road. 

4) Post 12 was relocated to a new position on the Up side of the WSa points. The Disc signal applies to 
movements from the Arrival and Departure Roads towards Post 15. 

Amend diagram 54/90 and the Book of Signals. (SW 557 /95, WN 50/95) 

Mary borough 
From Saturday, 9.12.95, to Sunday, 3.1295 (sic), Points 17 and 19 were converted to dual gauge points. 

(SW 547 /95, WN 50/92) 
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(12.12.1995) Book of Rules, Section 4, Rule 3 (e) 

Rule 3 (e), Section 4, Book of Rules, (Defective Signals) has been replaced with: 

(e) Trailing Points; Defective Home Signal at 'Stop' 

The Han:d Signaller inust ensure that the trailing points are in the correct position for the approaching 
train. The Signal and Communications Maintenance Department must be informed of the fault 

If the defective Home signal governs facing or trailing points or the fouling point of a crossover, the 
Signaller must give the Driver a Caution Order as authority for the train to pass the defective Home 

signal. 

The Signaller must not issue more than one Caution Order for the same Signal at a time, and before issuing 
another Caution Order, must tvait until the ttack section ahead is clear, or in the case of a Home signal leading 

to a Block section, not until that Block section is dear. (SW 556/95, WN 49/95) 

(12.12.1995) Book of Rules, Section 27, Rule 31- Operating Procedures for DICE 
(a) Driver Initiated Control Equipment is a process by which motorised Dual Control Point Machines 

and Signals at. Unattended Crossing Stations, Loops, or Junctions are able to be operated remotely 

from the locomotive cab using the DICE facility on the Locomotive Safeworking Display Unit. The 
DICE function can be operated whilst travelling at normal line speed or when the locomotive is 

stationary. 
At DICE locations, Approach Zone Boards are provided to indicate the start of the track circuit for 

DICE operation. Subsidiary /Local DICE boards are provided at Home Arrival or Home Departure 
signals to display the route setting code or codes for the location. These are provided at 
• Unattended Crossing Stations equipped with motorised point machines; 
• Unattended Crossing Loops, at the fouling point indicators at both the Up and Down ends of 

the Loop Road; 
• Junction Stations; 
• Non interlockedJocations, where the DICE function applies only to the operation of the fixed 

signals. 
Separate codes are allocated for each location and for local and through movements. The DICE 
code will consist of a Code Number and a Loop/Main indication. · 
Except where otherwise provided, the normal position of the fixed signals at a DICE location is 
Stop. 

(b) A V5PSW Emergency Key Switch is provided adjacent to the signal for manual operation when the 
remote control local radio system has failed. The Key Switch may also be be used to cancel a 
previously activated DICE command. The Key Switch has two positions: 'Cancel' and 'Clear'. The 
key cannot be removed while the'switch is in either of these position. 
A notice board lettered "Train Crews must obtain permission from the Train Controller prior to the 
operation of the VSPSW Key Switch' is provided above each key switch. 
At some locations a Remote/Local Key switch will be provided. This must be operated by the 
Signaller in accordance with published instructions and after confirmation by the Train Controller. 

(c) Operating Procedure 
To activate the DICE Code command, the train must be on the track cfrcuit approach (i.e. between 
the Approach Zone Board and the applicable signal). To enter the DICE route setting code, the 
Driver must press the DICE button twice and then enter the code. The route code entry will then 
appear on the second line of the Next Authority screen. This will temporarily replace any message 
previously displayed on this screen. The Driver must then press the DICE button within 10 seconds 

to activate the DICE function. An acknowledgement tone will be heard over the local radio to 
indicate that the ground equipment has received the route setting command. 
The signal will then display a proceed indication provided that a conflicting route has not be 
requested and that the points have been detected in the correct position. The signal will be restored 
to the normal position by the passage of the train. 
It must be clearly understood that the operation of DICE does in no way absolve the Driver from 

observing and obeying the indications displayed on the signals. 
( d) Authority to Foul the Single Line Section 

When it.is necessary to foul the single line beyond the Home Departure signal at a DICE location, the 
Driver. must be in possession of the authority for that section. 

(e) Defective LSDU or Local Radio Facility 
When a defect exists in the LSDU or Local Radio facilities, the DICE remote control functions will 
not operate from that locomotive. Permission to operate the V5PSW Key Switch must be obtained 
from the Train Controller. Permission to qperated the Key Switch for a Home Departure signal 
must not be given by the Train Controller unless the Driver is in possession of the authority for the 

section in advance. 
(f) Failure of a Home signal at a DICE location 

When it has been established that the DICE route setting code and/ or the V5PSW Key Switch has 
failed to operate the applicable Home signal, the Train Controller must instruct the Driver to place 

Continued on Page 18 
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1994 BOOK OF RULES AND OPERATING PROCEDURES 

David Ward 

This is the text of the presentation on the new Victorian Rulebook at the September 1995 meeting. T11e questions 
and answers which followed the talk will be published next issue. 

I shouldn't begin to give you an outline of the 1994 Book 
of Rules and Operating Procedures, without firstly 
offering a brief chronicle of the origins of Victorian 
Railways Rule Books in general. In order to do this, it is 
necessary to examine the development of railway Rule 
Books within the United Kingdom, and the events there 
which eventually led to the development and eventual 
adoption of a Standard Rule Book model throughout 
the various rail companies. 

An independent body of railway officers 
representing the major railway companies was 
established in 1842 primarily to control the complex 
financial arrangements associated with the interchange 
of traffic between the various railway company regions. 
This collection of bodies was known as the Railway 
Clearing House. The Railway Clearing House was not 
responsible at this stage for the formulation of 
safeworking rules, as this role was generally fulfilled 
by a conference consisting of the Superintendents from 
the various companies. The Superintendents met on a 
regular basis, but it would appear from records that the 
subject of coordinating Rules throughout the various 
companies was never taken quite seriously at the time, 
and this can probably be attributed to the parochialism 
which no doubt would have existed throughout the 
companies then. 

In 1875 after a number of serious railway accidents, 
the British Parliament ordered a Royal Commission 
which was charged primarily with the responsibility of 
investigating these accidents, and the events which led 
to them. As a result of the investigations, it was 
discovered that no less than 52 Rule Books were in use 
throughout the Kingdom. 

Naturally enough, safeworking practices varied 
widely between the various railway companies, and it 
was evident during the course of the investigations that 
this caused great confusion amongst railway staff and 
in particular for Drivers, more so when they were 
required to operate trains into other companies regions 

As a result of the Royal Commission, the Railway 
Clearing House formed a Rules and Regulations 
Committee in 1876, to formulate the model Rule Book. 
The finished product was promulgated on 1878 and 
consisted of 383 Rules. The first Railway to adopt the 
book was the Settle and Carlisle line which was on the 
verge of opening at this stage. The Railway Clearing 
House had previously issued an Appendix titled 'Rules 
for Working over Foreign Lines'. Whilst this book 
included the basis of the Rules of the major companies, 
it was not in itself a Rule Book but rather a guide to the 
differences between the Rule Books of the various 
companies. 

The Railway Clearing House 1878 version was 
maintained through to 1882 when the General 
Managers requested the Superintendents to re-form 
their sub committee and nroduce an amended Rule 

telegraph bell codes, signal indication colours and 
modifications for Fog Signalling rules. 

A separate committee was set up in 1887 to deal 
with Fog Signalling and the use of Detonators. As a 
result of this, a third revised edition of the Rule Book 
was issued on September 1st 1889. 

Eventually the 1889 edition was in need of 
amendment, particularly in the areas of Block Working 
and operation of brakes. After continued delays, a 
Special Committee was formed to address, amongst 
other things, a uniform set of rules for Electric Tablet 
and Staff Working, as well as eliminating Rules which 
had become repetitious throughout the book. 

After a period of four years the 1897 Rule Book was 
officially published on November 1st of the same year. 

This book was to remain in force until a new version 
was issued to coincide with the grouping of the various 
railways into the four major companies. 

The Victorian Rulebook 

Each of the Australian Railway systems in general 
adopted the various versions of Railway Clearing 
House Rule Books prior to the tum of the century. For 
the Victorian Railways, the 1897 version was 
eventually adopted as the Model Rule Book. 

Up to and beyond 1897 the Victorian Railways had 
issued six known Rule Books. These were issued in 
1858, 1864, 1884, 1885, 1891 and 1898, the last edition 
being based on the 1897 Railway Clearing House 
version. 

It is interesting to note that aside from the issue of 
the various-Victorian Railway Rule Books between the 
years listed earlier, there were at least eight other Rule 
Books in force, on the various private railways 
operating throughout Victoria. 

In 1898 a Commissioner's Conference was 
established to investigate the possibility of operating all 
state Railway Systems under a standard Rule Book. 
The Conferences were at the time more concerned with 
the subjects of intersystems rates and administrative 
structures, rather than channelling effort towards 
developing standard operating rules. 

A second Commissioner's Conference was convened 
in 1900 to address the subject of Operating Rules, and in 
1905 the first version was available. A Mr F.W. 
Graham of the New South Wales Railways and a Mr J. 
Richmond of the Victorian Railways were primarily 
responsible for the development of the first Australian 
Standard Rule Book. Not surprisingly, the Rule Book 
closely followed the structure and content of the 1897 
Railway Clearing House version. 

New Zealand, Tasmania and all States except South 
Australia adopted the new format and each issued new 
Rule Books in conformance with this. South Australia 
however reissued its 1907 version. 

A uniform General AnnPndiY wa.<. ron<.inPrPci in 
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The first Victorian Railways Rule Book modelled 
on the Australian Standard Rule Book was the 1908 
version. The Rule Book was reissued in 1918, (although 
it didn't appear until 1919), to incorporate the 
introduction of Electric Trains and Three Position 
Signalling. 

The next version to appear was the 1966 Rule Book( 
with little difference between this and the 1919 edition. 
In 1987 the first major revised Rule Book was issued to 
accommodate the introduction of Two Man Crew 
Operation and the use of Radios. Additionally all 
safeworking systems which had previously appeared in 
the General Appendix were incorporated into. the Rule 
Book. 

From the 1880s each Victorian Railways Rule Book 
was accompanied by a General Appendix. In all eleven 
editions have been issued, the last being the 1979 
edition. After 1907 the Victorian Railways General 
Appendices were structured to reflect the content of the 
Rule Book, and indeed the indexing was similar, with 
the addition of a section at the rear of the book entitled 
Special Instructions. 

The 1979 edition was the last General Appendix to 
be produced by the Victorian Railways. During its 
lifetime it sustained in the vicinity of 600 or so 
amendments. Towards the end of the book's lifetime, 

various railway departments had adopted the 
Appendix as the opening for the promulgation of their 
respective circulars and as a consequence, the book 
covered a variety of subjects extending from 'Working 
of Composite Staff Exchange Boxes' to 'Conveyance of 
Motor Vehicles by Rail'. 

The new Rulebook 

And so we come to the present Rule Book. On the 15th 
May 1994 the Book of Rules and Operating Procedures 
was introduced. Upon its introduction, it effectively 
replaced the 1987 Book of Rules and Regulations and 
the 1979 General Appendix to the Rules and 
Regulations. The Rules and Operating Procedures were 
written over a period of eight months by three 
Safeworking Inspectors who were specifically 
dedicated to the project. Each Inspector was allotted a 
number of sections of the old books which required re
writing. As the sections were completed, they were 
forwarded to the Superintendent Safeworking for 
formal approval. 

An independent company then set about converting 
the usage of language in the book to a plain English 
format, whereupon it was returned for proof reading 
and final sign off. 

The new Rule Book is essentially a combination of 
the old Rules and Regulations and the General 
Appendix. Rules within the new book are taken from 
Rules and Regulations, and the Operating Procedures 
encompass instructions previously covered in the 
General Appendix. The word 'Regulation' was 
considered an anachronism, and was removed in 
favour of the title 'Operating Procedure', and in line 
with the 1987 version, it is no longer necessary for a 
submission to be put to the Governor in Council in order 
for an amendment to be made to the Rule Book. 

The Superintendent Safeworking remains the 
custodian of the Book of Rules and Operating 
Procedures, and this authority is delegated to him by 

the Chief Executive Officer under the provisions of the 
Transport Act. 

Unlike previous Victorian Railways Rule Books, 
each Book of Rules and Operating Procedures is 
individually numbered, with the details of the issue 
being recorded on database. 

Despite a significant age gap, the 1994 Rule Book 
maintains a number of dose similarities to the 1897 
Railway Clearing House version. 

The structure of .the Rules section of the new book is 
similar to that of the . original version, with the 
exception of two new sections entitled 'Shunting', and 
'Issue of Train Authorities', and the addition of the 
safeworking Systems Rules. 

Similarly, the Operating Procedures which then 
follow, are structured in the same context as previous 
editions of the General Appendix. There are in all 20 
divided sections within the Rule Book, with an 
additional 15 sub sections. Because the new book was 
restricted to the use of 20 dividers it was necessary to 
combine certain sections which dealt with similar 
subjects, or generally complemented each other in some 
way. 

Principle changes 

The new Rule Book encompasses a .number of major 
changes with respect to safeworking policy. 

The book is written purely for the operation of trains 
by a Driver only. Where reference is made to a second 
person assisting the Driver with any particular 
operation, they are referred to as the competent 
employee. So the term competent employee covers 
occupations such as Shunter and Second Person or 
Fireman, where a train may still operate with two m:en. 

Because of the advent of Driver Only operated 
trains, it was . necessary for the relief arrangements 
throughout the various safeworking systems to be 
modified, and indeed this provided a good opportunity 
to standardise relief arrangements in general. As a 
result, every safeworking system now maintains an 
identical procedure for obtaining a relief train. One of 
the consequences for example is that in the Electric Staff 
or Train Staff and Ticket Systems, it is no longer 
necessary for some unfortunate individual to walk back 
up the line with the staff in his back pocket, in order to 
arrange for a relief train. 

The improved radio communication over the rail 
network, and the availability of mobile telephones now 
plays a major role .in dealing with irregularities which 
may occur. These days, should a train become disabled, 
the Driver immediately advises the Train C~ntroller 
via the Radio or telephone, and transmits a Drivers 
Relief Authority form. The Drivers Relief Authority 
stipulates the exact location of the train by kilometre 
Post or overhead stanchion number. The Train 
Controller then arranges relief and instructs the Driver 
which end of the section the relief train will enter from. 

The Driver then walks 500 metres in that direction, 
and displays a Red Hand Signal. The Train Controller 
is then advised that the train is protected. 

The relief trains authority to enter the section is a 
Train Authority, which the Train Controller dictates to 
the Driver before departing. If there is a Signaller in 
attendance,. the Train Controller will dictate the Train 
Authority to the Signaller who will then pass it on to the 
Driver of the relief train. The text from the Train 
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Authority comes from the details which were 
previously dictated to the Train Controller by the 
Driver. 

The relief train upon entering the section proceeds at 
normal speed to a point two kilometres from the 
disabled train, where the Driver must stop the train and 
endorse the speed chart where this is applicable. The 
relief train must then proceed with extreme caution to 
the point where the Driver of the disabled train is 
waiting. 

Once the relief train has arrived at the disabled 
train, the Drivers Relief Authority is cancelled, and the 
train cleared to the most convenient end of the section. 

In line with the standardisation of all relief 
procedures, there is no longer any requirement for 
disabled or obstructed trains to be protected with 
detonators whilst standing on a Main Line. In effect we 
now rely on the safeworking system to protect the 
disabled train. Before a relief train can enter the section, 
the Train Controller must be advised by the Driver of 
the disabled train that protection has been provided at 
the 500 metre mark. 

In the case of a train which has derailed and in turn 
obstructed the opposite line, protection is provided by 
the Train Controller stopping opposing or following 
trains, and by the application of the emergency track 
circuit jumper cable to the rails of the obstructed line. 

Because of the implications of Driver Only 
operation, there are no Rules provided to allow for a 
train to divide after stalling. As Driver Only operation 
spreads throughout the state, there will be no second 
employee to assist the Driver in dividing the train. If the 
situation occurs today, the train is declared to be 
disabled, and a relief locomotive arranged. 

Train Authorities. 

In conjunction with the revised relief procedures 
throughout the various safeworking systems, greater 
use has been made of Train Authorities. 
Accommodation was made for the use of Train 
Authorities in the 1987 Rule Book, but not to the extent 
which now exists. A Train Authority is similar to the 
standard Train Order form, with the details being 
written in by either the Driver or the Signaller 
depending on the circumstances at the time. The use of 
Train Authorities not only covers instances where it is 
necessary for a relief train to enter the section, but also 
where: 

• a failure of the Electric Staff Instruments has 
occurred, and a Staff is not out of the 
instruments at the time of failure; 

• the Staff being lost, broken or damaged; 
• the Train Staff being at the wrong end of the 

section when required; 
• where a Train Staff or Electric Staff has been 

overcarried; and 
• where a train or trains are required to return on 

the wrong line to the station or signalbox in the 
rear; 

With the extended use of Train Authorities, the old 
forms which would have been used under the 
circumstances listed earlier are now no longer 
applicable. As a consequence we no longer have any 
requirement for the use of Proceed Orders, Line Clear 
Reports, or Wrong Line Orders. Pilot working 
throughout the various safeworking systems has been 

abolished in favour of the use of Train Authorities, and 
is now retained purely for where it is necessary for the 
traffic of double line to be worked over a single line 
during repairs or obstruction .. 

Whilst the type of form which is issued to address 
the circumstance has changed, the procedure however 
remains the same as previous practice. Prior to 1994, if 
a staff instrument failure occurred and there was 
insufficient time to institute Pilot working, then 
authority could be granted by the Train Controller to 
suspend the system, and authorise the issue of a Proceed 
Order or Orders in one direction only. Once the system 
had been suspended by the Train Controller via the 
issue of the form TLllO, the Signalman at the station in 
advance could then complete a Proceed Order and 
dictate the particulars to the Signalman at the station 
where the train was waiting. 

Today, the system is still suspended by the Train 
Controller using a similar type form. Once the system 
has been suspended, the Signaller at the station in 
advance completes a Train Authority and dictates the 
particulars to the Signaller at the station where the train 
is waiting. The Train Authority is then handed to the 
Driver as authority to proceed through the section. 

Where it has been possible, the original procedures 
for all these circumstances have been maintained in 
order to allow employees to easily adapt to the new 
system, and within the new Rules and Operating 
Procedures, there is a section dedicated to the 
procedures for the issue of Train Authorities under all 
circumstances. 

Pilot Working 

As stated earlier, Pilot working throughout the systems 
has been abolished, and is now only applicable to 
Single Line Working. Some small modifications have 
been made to the rules for Single Line Working in order 
to address some areas which had previously caused 
some confusion. For example the Pilots form now 
stipulates which Signals the Pilot is authorised to 
instruct the Driver to pass at the Stop position, and this 
information is filled in by the employee when 
instituting Pilot working. An incident which prompted 
this particular amendment, occurred between Berwick 
and General Motors some time back, when Single Line 
Working had been instituted over the Up line between 
the two locations. It was reported that the Pilotman was 
authorising trains to pass Signals at General Motors 
which technically he had no jurisdiction over, and to 
make matters worse, he was giving the authorisation 
from Berwick. 

These particular Single Line Working arrangements 
became even more eventful throughout the course of the 
evening, when the Driver of an Up train travelling over 
the single line was quite surprised to see a Down train 
travelling over the Down line. The Pilotman on the Up 
train was even more surprised. It turned out that the 
occupation had been returned on the Down line, and the 
Signalman at General Motors saw no reason as to why 
he shouldn't be using the Down line to expedite trains. 

In line with other safeworking systems, the relief 
procedures during Single Line Working have been 
standardised to comply with the new arrangements. In 
the past, if a train became disabled, the Pilotman would 
make the best arrangements for obtaining relief. Today 
the relief arrangements have been brought in line with 
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the procedures for Disablement on the Train Staff and 
Ticket System, with the instructions applicable to the 
Train Staff now being applied to the Pilot. 

Because the new Rule Book is written in a non sexist 
language, the employee appointed is no longer referred 
to as the 'Pilotman', but rather the 'Pilot'. 

Safeworking systems 

Because of the implications of Driver Only operation of 
trains, all reference to Time Interval Working has been 
abolished. Previously, in Train Staff and Ticket 
Working for example, if a failure of communication 
existed a following train could depart once the normal 
running time had elapsed, and in no case with less than 
an interval of five minutes. 

Today a second train is not permitted to follow 
until advice is received that the previous train has 
arrived complete and in clear at the station at advance. 
Although this form of Absolute Block Working was 
adopted for the running of Two Man freight trains 
within the 1987 Rule Book, it is now applicable to the 
operation of !!11 trains, regardless of whether there is a 
Guard at the rear of the train or not. 

With greater use now being made of the Radio for 
dealing with train running irregularities, the 
established safeworking systems such as Electric Staff 
and Double Line Block, have undergone a number of 
revisions, which has resulted in the abolition of 25 Bell 
Codes out of the 36 standard bell codes which existed 
prior to the new Rule Book. For example, there is now 
one standard bell code for asking Line Clear which 
consists of four consecutive beats. 

The Rules which previously dealt with situations 
extending from 'Vehicles Running Away' to 'Train 
Passed Without Tail Signal' have been retained but the 
specific bell code which once applied to the situation 
has been replaced. There · is now only one bell code 
signal for dealing with circumstances which may affect 
the safety of the line, this being the 'Obstruction Danger' 
signal which consists of six consecutive beats. 

The bell code for 'Testing Instruments and Bells' has 
been abolished. The 'Is Line Clear' · signal is now 
exchanged in the usual manner and Line is then 
cancelled. As far as this particular Rule is concerned, it 
is now legal to do what some Signaller's have been 
doing for years anyway. 

Another change which has taken place with 
particular regard to the Electric Staff and Double Line 
Block systems is that the supplementary instructions for 
these systems which were previously covered in the 
General Appendix, have now been incorporated into the 
relevant systems Rules. 

So when you read the Electric Staff Rules now, you 
will also read about the operation of Staff Exchange 
Boxes, and the speeds not to be exceeded when 
exchanging staffs. Additionally both the Automatic 
Electric Staff System and the Intermediate Electric Staff 
System have now been included into the standard 
Electric Staff Rules.Throughout the other safeworking 
systems, all Rules which were not peculiar to a 
particular system, have been removed from the systems 
Rules and placed in the section 'Working of Points and 
Signals' 

Just prior to the implementation of the Rule Book, the 
Lever Locking and Track Control System was 
abolished. Lines which previously operated under the 

Rules of this system, now operate in accordance with 
the Rules for the Automatic and Track Control system, 
and a clause has been incorporated into the A.T.C Rules 
to reflect the use of Control Levers. 

Additionally there is no provision made in the Rule 
Book for the use of Pilot Keys within the C.l.C and 
A.T,C systems. In previous instances where it was 
necessary for the Signalman to withdraw the Pilot Key, 
the applicable signal lever is now sleeved in the normal 
position, until the fault has been rectified, or an 
obstruction on the line has been removed, 

In the past, when it was necessary for a track 
inspection trolley to travel over a portion of line, the 
trolleys authority to travel was in the .form of a period 
of allotted time, known as permission, which would be 
given to the operator by the Signalman or where 
applicable, the Train Controller . .The period of 
permission was complemented by a.10 minute lee-way 
which automatically applied whenever track 
permission was granted. The purpose of the 10 minute 
lee-way was meant as a safety barrier to protect the 
operator if they were unable to communicate to the 
Signalman or Train Controller that their trolley or 
Road Rail had been off tracked. The Train Controller or 
Signalman would then allow an extra 10 minutes aside 
from the permission granted, and in turn advise the 
Driver of the next train which was to ,proceed through 
the affected section, that the trolley or Road Rail 
operator had not yet reported that they were off the line. 

Today, in line with the abolition of Time Interval 
Working, the Train Controller or Signaller is not 
permitted to allow a train to enter a section where the 
permission granted has expired, without first obtaining 
definite advice that the Road Rail or Trolley is clear of 
the line. Should a Road Rail become disabled in the 
section and it is not possible to access the vehicle from 
the side of the line, then provision is made for assistance 
to be provided by a train, following the standard 
procedures outlined in the system Rules concerned. 

In the 1979 General Appendix there were numerous 
instructions for dealing with the failure of an 
illuminated letter 'A' at a location which was switched 
out of the section. The instructions generally relied on 
the Driver of a train detained at a Home Signal, 
communicating via the post phone to the controlling 
Signalman, or if the· location was independently 
operated, to the next Signalman up or down the line. 

Each such location today is covered by one generic 
instruction, and it relies on the Driver communicating 
with the Train Controller to ascertain if the location is 
switched In or Out. 

If the location is switched Out, the Train Controller 
will authorise the Driver to pass the Home Signal at the 
'Stop' position after ensuring the points are in the 
correct position. 

Just prior to the issue of the Book of Rules and 
Operating Procedures, a Guide was circulated to all 
staff, in order to provide some advance warning of 
safeworking and operational changes which would 
occur upon the Rule Books introduction. In order to ease 
confusion, the Guide to the Book of Rules and Operating 
Procedures covers major changes which have been 
effected to the safeworking systems Rules ortly. It was 
considered that most employees would find a Rule by 

Continued on page 18 
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REMOTE CONTROL OPERATION OF MALDON JUNCTION 

(Continued from November 1995) 

Signal Operation 

Three of the four circuits for signal operation are 
analogous to the circuits for point operation. 

The first is the circuit which controls whether the 
signal can clear or not. This runs from the signal lever 
in the signal box to the signal relays in the relay cabinet 
near the signal post. Included in this circuit are all the 
contacts which can prevent a signal from clearing. 
These include track circuits, point detection, and the 
pilot staffs. Where one signal lever operates several 
signals this is achieved through branches in this circuit. 
If convenient, the control circuit can also select the 
aspects of the signal (caution or clear). 

The second is the circuit which actually operates the 
signal motor. This is controlled by the signal relay 
located in a relay cabinet near the signal. The 
separation of the control and operation circuits means 
that the (relatively) heavy current required to operate 
the signal motor is not drawn all the way from the 
signal box. 

The third circuit is the indication circuit. Only the 
normal position of the signal is indicated as there is no 
safety implication for the signalman believing (falsely) 
that a signal has cleared. 

The fourth circuit, which is not always provided, 
implements approach locking. Approach locking 
prevents the Signalman from restoring a signal lever 
fully to normal while a train is closely approaching it. 
This prevents the Signalman from potentially moving a 
set of points underneath a train. 

Assume the Signalman had set the points and 
cleared signal AR. While lever A was reverse, the point 
lever was mechanically locked and the points could not 
move. Once the train passes AR, the Signalman can 
restore the signal lever to normal. This frees the point 
lever, but the points are now held by the track circuit 
while the train occupies the junction. However, if the 
Signalman returned the signal lever to normal before the 
train arrived at the Junction, the points would be free to 
move as the mechanical locking would be freed, but the 
points would not yet be held by the track circuit. If the 
train is very close to the signal when it is restored to 
danger, the train crew might not even notice, and even if 
they did, they might not be able to stop. 

Approach locking simply prevents the Signalman 
from fully restoring the signal lever (and hence 
mechanically freeing the point lever) while a train is 
approaching the signal. The lever can be placed far 
enough back to restore the signal to danger if necessary. 

The B Track Stick Repeat Relay 

Understanding the signal circuits at Maldon Junction 
starts with BTSP; the B Track Stick rePeat relay, shown 
in figure 8. This relay performed two functions. First, it 
repeated the position of the B and AB track relays (i.e. 
the track at the junction between signals AR, AL and 
UAL). Second it provided the 'stick' function for these 
three signal. This allowed the signals to clear for a 
train, but after the train had passed the cleared signal it 
prevented the signal from reclearing as the train cleared 
the controlling track circuits until the signal lever had 

been restored to the 'C' position and reversed a second 
time. 

As the circuit shows, BTSP was normally energised. 
The current normally flowing from BL through contacts 
of ABTR, BTR, and BTSP (the 'stick' contact). When a 
train passed signals AR, AL or UAL it occupied B or 
AB track circuits. The appropriate contact opened and 
current was cut to BTSP which opens the BTSP contact. 
When the train cleared the junction, ABTR and BTR pick 
up again, but current cannot flow through BTSP as the 
BTSP contact was still down. It remained down until 
the Signalman restored lever A to the 'C' position. The 
BTSP contact was bridged out and current once again 
flowed through BTSP. This closed the BTSP 'stick' 
contact which kept BTSP up even though the A lever was 
subsequently reversed. 

BTSP was also used to operate the track circuit 
indicator in the signal box. Current flowed from BL, 
through a front contact of BTSP, a 90Q resistor, and 
then to CL through an electric light; B Track Indicator 
(BTK). Note that once a train passes any of signals AL, 
UAL, or AR, BTK will be extinguished and remain out 
until the signal lever is restore to the 'C' position. 

Clearing Signal AR 

Assume that the Signalman had a train for Maldon and 
he had set points B reverse. To clear signal AR, he 
moved lever A to the 'R' position. This mechanically 
locked points lever B in the full 'L' position and 
energised the medium speed arm (b arm) AR Signal 
Relay (bARGR) as follows. 

Current flowed from BL through the front contact of 
BTSP. As described in the previous section, this contact 
prevented the signal AR from clearing when there was a 
train on ABTR or BTR and also prevented the signal 
from reclearing behind a train if the Signalman left 
lever A reverse. The current then flows through the back 
contact of the time release for signal A (the use of this 
contact will be explained later). 

The circuit then broke into two parts. Which of these 
two parts are energised depends on whether the signal 
lever had been moved to the 'R' or the 'L' position. In this 
example, the lever had been moved to the 'R' position to 
clear signal AR, so the current flowed through the 'R' 
band on lever A. 

A second selection was then made, depending on 
position of points B. This selection selected which arm 
of signal AR would clear. For a movement to the 
Maldon line, the medium speed ('b' arm) was operated. 
The current flowed to bARGR through the reverse point 
indicating releay (BRWP) being up and the back contact 
of the UAL approach relay (UALAR). The circuit for 
UALAR is shown in figure 12, from which it can be seen 
that this simply repeated the two track circuits (A YT 
and A Y) on the Maldon line beyond signal UAL. If 
UALAR is up, no train was standing at signal UAL or 
approaching it. 

From the signal control relay, the current was taken 
back to NL via contacts on the door of the Emergency 
Point Handle cabinet and the pilot staff. 

Signal arm bAR could not clear unless: 
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t all the track circuits in advance (B, AB, Y, and 
A Y) were clear; 

t points B had been detected reverse; 
t the pilot staff at the junction was in its box; 
t the cabinet containing the emergency point hand 

was shut (and, hence the handle is inside); and 
t signal levev B was in the full 'R' position. 
Further, if any of these conditions ceased to hold 

once AR had cleared, the signal would be restored to 
danger. Normally this would occur as the Maldon train 
passed signal AR and dropped BTSP, but it would also 
occur if, for example, detection was lost on points B. 

Energisation of relay bARGR · permited current to 
flow through the medium speed signal motor {bARG) 
on Post AR. Note that both the negative and postive 
sides of the.circuit were taken through front contacts of 
bARGR. This ensured that the signal could not be 
falsely energised by a single stuck contact (the circuit 
was carrying fairly high currents which might have 
caused a contact to fuse shut), by a false feed, or a false 
ground. 

Clearing signal AR for movements to the 
Maryborough line was similar, except that relay 
aARGR was energised through BL WP and ALAR. The 
former proved the points normal, the latter proving 
tracks X and AX unoccupied. 

An indication was· given to the Signalman that the 
arm had responded to the control. Relay ARK (A 
Reverse Indicator) was energised when any of the four 
arms operated by lever A (aAR, bAR, AL, or UAL) was 
between 40 and 90 degrees. This relay operated the top 
right indicator on LeverA to show 'Signal Off'. 

Clearing Signal 51 

Continuing with the example of setting the road for a 

Down Maldon train to depart, the next step was for the 
Signalman to clear Signal 51. 

Signal 51 was controlled by lever 51 in the main 
frame at Castlemaine 'A'. The circuits are shown in 
figure 9. 

Units 51LM and 51M are the electric locks which 
secured lever 51. 51LM was a 'Normal and Normal 
Indication' lock. This locked the lever both in the 
normal and normal indication. positions. The other 
lock, 51M, only locked the lever in the normal 
indication position and freely allowed the lever to be 
reversed. Curiously, the locking sketch suggests that 
these were SYX locks. instead of the more common Ml 
locks. 

Instead of having a separate track stick relay, as 
provided for the signals at the junction, the track 
circuits were directly included in the circuit. C:::urrent 
from BL was taken through front contacts of all the 
track relays in the single line section between signal 51 
and signal AR (51T, DATR, UATR, and A51T). The 
circuit then split. The first branch was taken through the 
Block Indicating Repeat Relay (51BKP). This operated 
the 'Block Free' indicating light (51BK) for the single 
line. If illuminated, this light indicated that the single 
line section between Castlemaine and Maldon Junction 
was free. 

The second branch implemented the stick function 
for signal 51 and operated the circuits to clear the 
signal. The stick relay (51S) was energised through its 
own front contact, cut around by a normal contact on 
lever 51. 

When the Signalman wished to clear Signal 51, he 
first moved lever A to the 'R' position to clear signal AR. 
Then he commenced to reverse lever 51. As the lever 
moved out of the normal position, the NA contact in the 
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Figure 8: Tl!e circuits controlling aignal AR Tl!is diagram sl!ows tlie circuits controlling BTSP (!l Track Stick Repeat Relay, BTK (B Track 
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Figure 9: Tlie circuits for Signal 51. 11,is shaws 51BKR (51 Block Indicating Relay), 51BK (51 Block Indicator), 515 (51 Stick Relay), 51LM 
(51 Front Lock), 51L (51 Back Lock), 51ZR, 51GR (51 Signal Relay), a51G (a arm Signal 51 Signal Mec/umism) and b51G (b arm Signal 51 
Signal Mechanism). 

circuit controller made and energised lever lock 51LM 
(provided there was no train in the single line section 
and 51S was up). This allowed the Signalman to 
continue to move the lever past the Normal indication 
position to the full reverse position. As the lever moved 
through the normal indication position, the NA contact 
opened and the lever lock fell back, preventing the lever 
being restored to the foll normal position. 

When the lever was in the full reverse position 51ZR 
picked up through the R band on the circuit controller. 
This circuit was taken through contacts on the Pilot 
Staff in the cabin; ensuring that signal 51 could not be 
cleared when the pilot staff was out of its box. 

Relay 51ZR was simply an intermediate relay in the 
control of the signal relay (51GR) which controlled the 
motor current to the signal mechanisms. 51GR also 
controlled the indication shown by signal 51 when it 
cleared. Signal 51 could only show three aspects: Stop, 
Clear Normal Speed (when signal AR showed the same) 
and Reduce to Medium Speed (when AR showed Clear 
Medium Speed for a movement to the Maldon line). 
These three indications were encoded by the state of the 
current flowing through three position relay 51GR: no 
current flowing, signal 51 at Stop; normal polarity 
current flowing, signal 51 at Clear Normal Speed; and 
reverse polarity current flowing, signal 51 at Reduce to 
Medium Speed. 

The polarity of the current through 51GR was 
controlled by arm contacts on the arms of signal AR. If 
the 'a' (normal speed) arm was between 40 and 90 
degrees, the two aAR contacts made and normal 
polarity current flowed. If the 'b' (medium speed) arm 
was between 40 and 90 degrees, the two bAR contacts 
made, the connections to BL and NL are reversed, and 
the polarity of the current was reversed. The two front 
contacts of 51ZR in the circuit de-energised 51GR and 

placed the signal at stop. Two contacts were used, one 
on each side of 51GR, to ensure that a false feed could 
not operate the relay. 

The circuit which actually operates the two signal 
mechanisms on signal 51 is also shown in figure 9. 
When GRS signal mechanism are to work in three 
positions (Stop, Caution or Clear) two control wires are 
provided: one wire is energised to drive the signal to 
the 45 degree position; and both are energised to drive 
the signal to 90 degrees. The two wires can be seen in 
the control of the 'a' arm of signal 51 (a51G). A 
mechanism which only works in two positions (Stop 
and Clear, Stop and Caution, or Caution and Clear) has 
only one control wire which, when energised, drives the 
arm to the least restrictive aspect. This can be seen with 
the mechanism for the 'b' arm of signal 51 (b51G) and 
both arms of signal AR (aAR, and bAR) in figure 8 - all 
of which can only show Stop and Clear. 

Returning to figure 9, when 51GR was energised its 
two neutral contacts close and power was feed from BL 
through to the 45 degree control of a51G to NL; this 
allowed the 'a' arm to clear to at least the 'Caution' 
position. If the current was flowing through 51 GR in the 
normal direction, the polarised armature of 51GR 
made the normal (upper) contact and current also 
flowed through the 90 degree control of a51G and the 
'a' arm moved to the Clear position. The 'b' arm stayed 
at Stop and signal 51 displayed 'Clear Normal Speed'. 
If, however, the current was flowing through.51GR in 
the reversed direction, the polarised armature maked 
the reverse (lower) contact. Current then flowed through 
the b' signal motor, moving the lower arm to the Clear 
position. The 'a' arm, with only the 45 degree control 
energised, cleared to Caution. Signal 51 conseqently 
showed 'Reduce to Medium Speed'. The control to the 'b' 
mechanism was taken through a 40 to 50 degree contact 
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on the 'a' arm. This ensured that the 'b' arm could only 
clear when the 'a' arm was in the Caution position. 

Signalman had moved lever A to the 'R' position, and 
51GR was not energised until one of the arms on signal 
AR actually cleared. This meant that the Driver of a 
Down train could tell from the aspect shown on signal 
51 that the route was set for him to proceed to the 
correct line before he left Castlemaine; in fact the 
instructions required him to make this check. It also 
meant that if signal AR returned to stop, or lever A was 
moved from the 'R' po:5ition, signal 51 would also 
return to Stop. 

An indication was. given to the Signalman that 
signal 51 had responded to the lever. When the 'a' arm 
was between 40 and 90 degrees, relay 51RK (51 Reverse 
Indicator) is energised, .illuminating a light. Strictly 
speaking, contacts should have be provided for both the 
'a' arm and the 'b' arm, but this would have slightly 
increased the cost of the installation for no gain in 
safety. 

Note that signal AR must have cleared before signal 
51 could clear as 51ZR could only pick up after the 

1994 BOOK OF RULES AND OPERATING PROCEDURES 

Continued from page 14 

Rule guide a little daunting, and the intention was to 
keep the Guide to just that - a guide. 

volumes. For all it is worth, Victoria it would appear is 
the only state rail system which currently maintains a 
Rule Book which has a reasonably close resemblance to 
the 1905 Australian Standard version. Conclusion 

These days it is a little ironic to think that the 
Australian Railway systems in general have over the 
past ten years, diversified from what was achieved by 
the Commissioner's conferences back at the tum of the 
century; that of a standard model Rule Book. 

So what of the future of the Book of Rules and 
Operating Procedures? Given the rapidity with which 
organisational change takes place on our rail system, it 
is probably appropriate that I respond to this question 
using a railway vernacular which we all understand, 
'further advice of proposed alterations will be given 
from this office in due course'. 

All states have now replaced their Australian 
Standard Modelled Rule Books with their own 
variations, with the New South Wales Railways 
creating a Rule Book consisting of no less than eight 

SIGNALLING ALTERATIONS 
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To be continued 

the Selectorlever of the Dual Control Point Machine to the 'Hand' position. The points must then be 
set for the required route. Once the point machine has been operated, the Train Controller may then 
verbally instruct the Driver to pass the Home signal at Stop. The Train Controller and Driver must 
exchange names and corporate numbers for record purposes. The point machine may be left in the 
Hand operating mode after the train has departed. The Train Controller must instruct the Driver of 
the next train accordingly. 

(g) Failure of a Home signal which protects Mechanical points. 
If the Home signal protects a set of mechanically operated points, the Train Controller must instruct 
the Driver to examine the points to ensure that they are in the correct position for the passage ~f the 
train. If the points are set and secured in the correct position, the Train Controller may verbally 
instruct the Driver to pass the Home signal at stop. The Train Controller and Driver must exchange 
names and corporate numbers for record purposes. If the Home signal governs movements into the· 
Single Une Section in advance, the Driver must be in possession of the authority for the section 
ahead prior to passing the Home signal. 

(h) Maintenance of Signal and Points 
If it is necessary for maintenance work to be carried out on any signalling or pointwork at a DICE 
lpcation, the S&C Supervisor must first confer with the Train Controller and give advice of the 
proposed maintenance. The Train Controller may then give authority for the DICE Local/Remote 
Key Switch to be placed to the 'Local' position whilst the maintenance is being carried out. At the 
completion of the work, the S&C Supervisor must return the Key Switch to the Remote positioh and 
advise the Train Controller accordingly. If arrangements have been made for a Signaller to be in 
attendance during the period when the maintenance is to be performed, the Signaller will be 
responsible for the operation of the. Key Switch. The provisions of Rule 15 (k) and (1), Section 27, 
Book of Rules must then be observed. 

Insert as Operating Procedure 31 following page 27-68, Book of Rules. (SW 542/95, WN 49/95) 


