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The Down end of the Standard Gauge loop at Gheringhap on 08.04.1996 showing the new dual control 
points and switch stand. As Home Arrival signals are provided, no indications are provided on the 
switchstand for movements into No I or No 2 Roads, or rather the switchstand shows back of the 
indications and is painted a mat black. Two white reflective circles are displayed/or movements out of the 
loop from No I Road and a yellow arrow for movements from No 2 Road. The small building immediately 
to the right of the switchstand is the Down end relay cabin. The Broad Gauge line is on the left with the 
new Gypsum Siding in the background, opposite the station building. The Up end points for the Broad 
Gauge loop can be seen on the left. When this picture was taken, the Broad Gauge line was still 
mechanically signalled and the Broad Gauge crossing loop points were jilted with Plunger Locks. As 
detailed in this issue, the Broad Gauge loop has since been equipped in a similar fashion to the Standard 
Gauge loop. Photo: Andrew Waugh 
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MINUTES OF MEETING HELD FRIDAY MARCH 15, 1996. 

Present:- A.Jungwirth, N.Bamford, W.Brook, J.Churchward, G.CUmming, W.Johnston, K.Lambert, 
DLangley, BMcCUrry, J.McLean, T.Penn, P.Silva, R.Smith, A.Waugh & R.Whitehead. 

Apologies:- M.Guiney, A.Ponton & L.Savage. 
The President, Mr. Alan Jungwirth, took the chair and opened the meeting@ 2109 hours, following the 1996 Annual 

General Meeting. 
Minutes of the February 1996 Meeting:-Accepted as published. J.McLean.ll.Churchward. Carried. 
Matters Arising:- Nil. 
Correspondence:- Alan Jungwirth received letters from the Masonic Lodge about the activities of Edward Philpot and 

from John Dixon in the U.K. with notes on the history of McKenzie& Holland. 
Andrew Waugh received a letter from Peter Kay in theU.K. Peter is rewriting the signal box 
directory and·wants to include all Australian signal boxes. 
R.Smith/D.Langley. Carried. 

General Business:- Trevor Penn described the results of the inquiry into the collision at Hines Hill in Western 
Australia. 
Roderick Smith described the workings of ballast trains on the Ringwood Line late at night. 
Discussion took place on the layout of the Sandringham Lines at Richmond Junction. Design 
problems as described by the Minister of Transport actually refers to the design of the track which 
was described as deficient. 
A new crossover has been provided at the western end of Flinders Street. 
Discussion took place on the problems with the Sprinters activating electric level crossing 
protection equipment. 
The Sunshine re - signalling is to be commissioned in late May. Newport will follow and then 
Ringwood. 
A rearrangement of the level crossing has taken place at Gardiner following the opening of the 
Burke Road bridge over the South East Freeway. 
Noel Reed from New South Wales has reported that the Ultimo Street Signal Box has been burnt 
down. 
N agambie has been defrocked of signals and plunger locks, the main line points are now secured by 
master key locks. No.2 Road was removed in January. 
A question was asked as to whether the signal control panel still exists at Flinders Street ''E" Box. 
The answer was not known. 
Keith Lambert reported that a number of signals on the Upfi.eld Line had recently been electrically 
lit. 

Meeting closed @ 2208 hours. 
The next meeting will be on Friday May 17, 1996 at the Uniting Church Hall, Hoth am Street, Mont 
AlherL commencin!! at 2000 hours ( 8.00 nm ). 
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MINUTES OF MEETING HELD FRIDAY MAY 17, 1996. 

Present:- A.Jungwirth, W.Brook, R.Cropley, G.Cumming, A.Gostling, KLambert, DLangley, A.McLean, 
I.McLean, R.Murray, A.Ponton, P.Silva & R.Whitehead. 

Apologies:- M.Guiney, D.Harrison, W.Johnston, R.Smith & L.Savage. 
The President, Mr. Alan Jungwirth, took the chair and opened the meeting @ 2025 hours. 
Minutes of the March 1996 Meeting:-Accepted as read. DLangley/P.Silva. Carried. 
Matters Arising:- Nil. 
Correspondence:- Norm Houghton has written with details regarding Edward Philpot. 

The annual return has been sent to the Corporate Affairs Office. 
A letter was received from member Ken Ashman in New Zealand thanking various members of the 
society for their hospitality during his recent visit. 
A.Ponton/I.McLean. Carried. 

General Business:- The 1978 reprints of "Somersault" have finally been mailed to those members who ordered them. 
Sunshine resignalling commences tonight & through the weekend. 
The introduction of Section Authority Working on the Cressy Line is imminent. 
Standard Gauge trains are now running to Dunolly. The SG line from Ararat to Maryborough & the 
DG line to Dunolly opened on Sunday 28.04.1996. Three SG light engine moves took place prior 
to opening. 
Bung Bong Ballast Siding now exists for SG ballast traffic, but is yet to be used. The siding is a 
loop siding. 
Dual gauge points were used at Maryborough because they were easy to obtain from AN. 

Syllabus Item:- The President introduce member Adrian Ponton who gave a presentation on the SG conversion 
project in the Western Region. Adrian concluded his presentation by answering many questions 
from the members present. 

At the conclusion of the syllabus item, The President thanked Adrian for the entertaining 
presentation. This was followed by acclamation from those present. 

Meeting closed @ 2208 hours. 
The next meeting will be on Friday July 19, 1996 at the Uniting Church Hall, Botham Street, Mont 
Albert, commencing at 2000 hours ( 8.00 pm). 

SIGNALLING ALTERATIONS 

The following alterations were published in WN 26/96 to WN 32/96. The alterations have been edited to 
conserve space. Dates in parenthesis are the dates of the Weekly Notice. 

21.06.1996 Gheringhap 
Between Friday, 21.6.96, and Thursday, 27.6.96, the following signalling alterations took place: 
1) The mechanical interlocking frame, all mechanical signals, and the plunger locking on the Broad 

Gauge loop were abolished. Diagram 10/96 replaced 12/95. 
2) DICE operation was commissioned for both the Broad and Standard Gauge loops. The equipment 

at each loop is similar to the Standard Gauge loops between Wingeel and Tatyoon except that 
Approach Automatic Operation is not in use. All points are fitted with Dual Control Point 
machines and are provided with a self normalising feature. The DICE instructions in SW 542/95 
are applicable at Gheringhap, except as noted hereunder. 

3) The points at each end of the Broad Gauge loop were fitted with DICE controlled Dual Control 
Point machines and Point Banner Indicators. New two position light signals were provided on the 
Broad Gauge line: Post 13 (Bracket Post with the Up Home arrival signals into the loop); Post 14 
(Bracket Post with the Down Home arrival signals into the loop); and Post 15 (Up light distant). 'F' 
boards to indicate the Fouling Point were provided at the Up and Down ends of the Broad Gauge 
loop. TAILS was provided at both ends of the Broad Gauge loop. 

4) A Distant signal at 'proceed' only indicates that the line is clear to the Fouling Point at the advance 
end of the crossing loop. 

5) A Voice Annunciation facility is provided at the Up and Down ends of the Broad and Standard 
Gauge loops to indicate to the Driver and Signaller that an arriving train has cleared the Fouling 
Point. This message will be transmitted on Channel 1 of the local radio and is not a Train Complete 
message. 

6) ETAS will be in force for all Standard Gauge trains. 
7) Section Authorities may be relinquished: 1) After receiving the Fouling Point Clear message and 

obtaining a satisfactory Brake Pipe Fluctuating Consistency (Standard Gauge); 2) After receiving a 
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TAILS message indicating that the train is complete (Broad Gauge); 3) After receiving advice from 
the Signaller that the train is complete and in clear; or 4) After conducting a roll by inspection. 

8) All Dual Control Point machines (Standard and Broad Gauge) will self normalise. 
9) V5PSW key switches are provided at all Home signal posts and at the Fouling Points of both 

crossing loops for use during failure of the DICE equipment. Each key switch has three positions 
(MAIN - centre position - LOOP) and a yellow 'route called' light. To select a route, a key is 
placed in the key switch and turned to the desired road. If the 'route called' light shows a steady 
yellow light the requested route has been accepted. The points will operate (if required) and, if the 
route called is into the loop, the signal will clear. After 10 seconds, the light will be extinguished 
indicating that the function has been completed, If the 'route called' light flashes a timer is in 
progress and the requested route selection cannot be selected. 

10) The Gypsum Siding points remain secured by an ST21 Master Key Lock and are electrically 
detected normal through the protecting Home signals. An ST21.Master Key is provided for the 
Geelong - Ballarat Section Authority Corridor specifically for use at. Gheringhap. Whilst a 
Signaller remains in attendance at Gheringhap, the Master Key will be retained by the Signaller. 

11) A Signaller will continue to be in attendance at Gheringhap and will be responsible for the 
operation of the DICE function for all trains. A portable Locomotive Display Safeworking Unit has 
been provided in the station building for this purpose. The Driver of any train approaching 
Gheringhap must advise the Signaller when the train passes the DICE Approach Zone board. For a 
Down train, the Driver must also indicate whether the train is running on the Broad or Standard 
Gauges. The Signaller must then enter the code into the LSDU to activate the DICE. 
Down trains from Geelong 
The DICE Approach Zone Board is located 860 metres on the Up side of Pos.t 2. The running time 
from the Zone Board to Posts 4 or 14 is 39 seconds at 80 km/h and 48 seconds at 65 km/h. If the 
locomotive bas passed the Distant signal before the DICE code is entered, a five minute 'run down' 
will apply before the command is effective. DICE commands to No 2 Road will always be subject 
to the 'run down' time, which will commence immediately the locomotive passes the Zone Board. 
Up trains from Ballarat 
The DICE Approach Zone Board is located 900 metres on the Down side of Post 15. The running 
time from the Zone Board to Post 13 is 29 seconds at 115 km/h and 40 seconds at 80 km/h. If the 
locomotive has passed the Distant signal before the DICE code is entered, a five minute 'run down' 
will apply before the command is effective. DICE commands to No 2 Road will always be subject 
to the 'run down' time, which Will commence immediately the locomotive passes the Zone Board. 
Up trains from Maroona 
The DICE Approach Zone Board is located 3 Ian on the Down side of Post 3. DICE commands 
will be accepted provided the locomotive is between the Zone Board and Post 3 and no conflicting 
movement h.as been selected. If the locomotive passed the Zone Board more than 30 seconds prior 
to the DICE command being entered, a five minute 'run down' .will apply before the command is 
effective. DICE commands to No 2 Road will always be subject to the 'run down' time, which will 
commence immediately the locomotive passes the Zone Board. 
Departures from a Crossing Loop 
Provided a conflicting movement has not been signalled, the points will reverse (indicated by the 
Point Banner Indicator). Fifteen seconds after the train has cleared the track circuit at the Home 
Arrival signal the points will restore to the normal position. Light locomotives or single unit 
Sprinters must not exceed 15 km/h until the train has passed the Home Arrival signal to ensure that 
the interlocking registers the departure of the train. 
Crossing of Trains 
After a cross, the Train in No 1 Road may depart once the relevantSection Authority has been 
received and acknowledged and the Point Banner Indicator on the points indicates that the points 
are set normal. A DICE command is not required for departures from No 1 Road. 

12) Conflicting Movements 
It is not possible to signal simultaneous entry of opposing trains into either No 1 or No 2 Roads and 
all movements into No 2 Road are subject to a 'run down'. If the first train in. a cross is entering No 
2 Road, the train must be detected in clear and the points self normalised prior to the DICE 
command for the opposing train to enter No 1 Road being executed. Similarly, if the train is to 
enter No 1 Road, a 'run down' will occur before the DICE command will be executed for the 
second train to enter No 2 Road. 
A 'run down' will also be activated if an Up Standard Gauge train is. approaching whilst a Down 
train (Standard or Broad Gauge) is approaching from Geelong. 
Simultaneous arrivals of Broad and Standard Gauge trains off the Dual Gauge approach cannot be 
signalled. Simultaneous departures .to the Dual Gauge line is prevented by the Section Authority 
system. 

13) Shunting the Gypsum Siding 
The Gypsum Siding is situated within the North Geelong 'C' - Gheringhap single line section. Up 
or Down trains requiring to shunt the siding must be in possession of the relevant Section 
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Authority. For Down trains shunting the siding, the train must be signalled past Post 14 using the 
DICE code. While a train is shunting at the Gypsum Siding or whilst the siding points are 
unlocked, the Up and Down arrival signals will be secured at Stop. 

14) Operation ofTrackMachines and Vehicles 
Whenever a Road Rail Vehicle is required to "on track" within the Broad or Standard Gauge loops, 
the Train Controller must ensure that no train approaching Gheringhap has authority to enter the 
road on which the vehicle is to "on-track". 
Whenever a Track Machine or Vehicle is to enter the Broad or Standard Gauge loops, the Operator 
must confer with the Train Controller and obtain authority to place the Dual Control Points into the 
Hand operating position. Once this has been done, the Train Controller may issue a verbal 
authority to pass the Home signal at stop. When the Track Machine or Vehicle is clear of the 
points, the Operator must return the Points to the Motor position and inform the Train Controller. 
A cross must not be arranged at either Loop whilst the Loop is occupied by a Track Machine or 
convoy of Track Machines. If the Loop is occupied by a Road Rail Vehicle, arrangements must be 
made to "off track" the vehicle prior to a Section Authority being issued for the trains to approach. 

15) Cancellation of a route 
When it is necessary to cancel a selected route, the Driver must operate the V5PSW key switch to 
the position the route is currently set for. The key must be held in that position for 10 seconds. The 
route will then cancel and restore the Home signal to Stop. The key switch at either Home signal 
may then be operated after a 300 second timeout. 

16) Failure of Home Signals 3, 4, 13, or 14 
Should a train arrive at a Horne signal displaying stop when it is reasonable to expect the signal to 
show proceed, the Driver must contact the Signaller. The Signaller will instruct the Driver to 
operate the key switch for the required route. 
Should the Home signal remain at Stop, the Signaller must ascertain from the Train Controller that 
no Train, Track Machine, or Vehicle is entering or departing the Crossing Loop from the opposite 
end. The Signaller must then place the points in the Hand operating position and operate them to 
the required position. The Signaller must then hand a Caution Order to the Driver of the train. The 
Signaller must ensure the Gypsum Siding points are correctly set before issuing a Caution Order to 
pass Posts 13 or 14. 

17) Signalling Maintenance 
A DICE Local/Remote key switch is provided at each Relay Hut at Gheringhap. When this switch 
is operated, DICE operation will be disabled. 
When it is necessary for maintenance to be carried out on any signal or point work at Gheringhap, 
the Works Leader must first confer with the Train Controller and give advice of the proposed 
maintenance and the time required to complete the work. If there is sufficient time between trains 
to complete the work, the Train Controller must grant the request. The allotted time period must 
expire 10 minutes prior to the arrival of an approaching train at the other end of a single line 
section. Once permission has been granted, the Works Leader must operate the key switch to 
disable the DICE system. If the maintenance work involves point work, the points concerned must 
also be placed in the hand operating position. While maintenance work is being carried out, a train 
must not be allowed to approach Gheringhap. (SW 389/96, WN 26/96) 

22.06.1996 Trafalgar 
Between Saturday, 22.6.96, and Sunday, 23.6.96, boom barriers were commissioned at Loch Creek Road 
(121.288 km). On Sunday, 23.6.96, the boom barriers at Summerlee Road were decommissioned. Amend 
page 114 MTP General Instructions. (SW 399/96, WN 26/96) 

23.06.1996 Gheringhap • Maroona 
As from Saturday, 23.6.96, Wingeel, Berrybank, Vile Vite, and Tatyoon Crossing Loops will no longer 
be attended by a Signaller. (SW 391/96, WN 26/96) 

26.06.1996 Sunshine• Deer Park 
On Wednesday, 26.6.96, the pilot staffs for the North and South lines between Sunshine and Deer Park 
were removed from service. (SW 411/96, WN 27 /96) 

26.06.1996 Albion 
On Wednesday, 26.6.96, Homes 88 and 98 were converted from 'stick' to 'non-stick' operation for 
suburban train movements (i.e. these signals will reclear automatically as the train clears the track 
circuits in advance without the Signaller having to operate the panel). Horne 98 remains full 'stick' 
operation for movements to Broadmeadows. (SW 407 /96, WN 27 /96) 

27.06.1996 PinnarooLine 
From 27.6.96, the Pinnaroo line was closed to traffic beyond 601.511 km (the state border). A baulk was 
provided across the line at the border and a board with the words "Line Closed at Border Baulks 
provided" 100 metres before the baulk. SW 494/95 is cancelled. (SW 419/96, WN 27/96) 
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28.06.1996 Western Lines, Train to Base Radio 

30.06.1996 

As from 28.6.96, the Train to Base Radio channels on .the Western and Portland lines will be: 
Channel 6 Newport - Manor Loop 
Channel 2 Manor Loop - Pyrenees Loop 
Channel 6 Pyrenees Loop - Wolseley 
Channel 5 Maroona - Portland 
Amend page 19, MTP General Instructions (SW 424/96, WN 27/96) 

Yarraville 
On Sunday, 30.6.96, the manually controlled boom barriers and pedestrian gates at Anderson Street were 
converted to automatic operation and the signalbox was abolished. Homes 3 and 15 were converted to 
automatic signals .W.297 and W.302 respectively. The control was removed from automatic signals 
W.293 and W.310 .. The VT220 unit was relocated to Newport signalbox. Diagram 21/96 replaced 21/95. 

(SW390/96, WN 26/96) . 

01.07.1996 Sprinter Cars fitted with Track Circuit Assistors 

01.07.1996 

01.07.1996 

Commencing Monday, 1.7.96, Sprinters 7012-17 and 7022 were fitted with Track Circuit Assistors to 
guarantee the correct operation of track circuits. The remaining Sprinters will be fitted with Assistors by 
August, but until then wiU display a sign on the Driver's control panel stating 'Track Circuit Assistors 
Not Commissioned'. 
Sprinters with Track Circuit Assistors are authorised to operate between Melbourne and Ballarat (via 
Geelong and Bacchus Marsh). Unmodified Sprinters may run in multiple on these lines provided the 
leading car is fitted with an Assistor. 
Protection of level crossings (SW 12/96) will continue on the Bendigo line during weekdays to allow 
unmodified Sprinters to operate. Level crossing protection will not be provided on Weekends and 
modified Sprinters must be used on these. services. 
If one Track Circuit Assistor becomes defective a warning light will be displayed on the Driver's 
console. The Driver must isolate the defective Assis tor, check that the second Assistor is operating hy 
checking the indication on the panel, and advise Control, who must arrange for the defect to be rectified 
as soon as possible. The Sprinter can then continue as normal. 
When both Track Circuit Assistors become defective, the unit must not operate unless the following 
instructions are complied with; or if a modified Sprinter is available to be used as the leading vehicle. 
The Driver must immediately inform Centro! and isolate the defective Assistors. The Sprinter must 
operate under Absolute Block Conditions on all lines outside the electrified area. Should the Assistors 
fail whilst the Sprinter is in a section where permissive signalling is in force (i.e. CTC, ATC, or Absolute 
Block Signalling) the Train Controller must arrange for the Absolute Block Conditions to be immediately 
applied until the Sprinter has cleared the section. If the Sprinter is being followed by another Train, the 
following train must be stopped until the Sprinter has cleared the section. When approaching a level 
crossing outside the electrified area, the Driver must operate the whistle in accordance with the Rules and 
must reduce speed so that the Sprinter can be stopped prior to entering the level crossing if necessary. 
The Driver must ensure that the level crossing protection equipment is operating prior to entering the 
level crossing. 
When a Sprinter becomes disabled in a section where CTC, ATC, or Absolute Block Signalling is in 
force, the Driver must immediately apply the Track Circuit Jumper Cable to the line on which the 
Sprinter is standing. The Jumper Cable must not be removed until the relief train has arrived and has 
coupled to the Sprinter. Placing the Control handle into the Centre position prevents the Track Circuit 
Assistor from operating. (The instructions in italics were deleted in SW 444/96) 

(SW 425/96 & 444/96, WN 27 /96 & 30/96) 

Robin vale 
Commencing 1.7.96, the locking bars and pins on the Down end points, No 1 Road, and the Up and . 
Down end points in No 2 Road have been removed. (SW 427 /96, WN 27 /96) 
Wodonga A Box - Wodonga Coal Sidings• Wodonga Livestock Sidings 
On Monday, 1.7.96, the Electric Staff system between Wodonga A Box, Wodonga Coal Sidings, and 
Wodonga Livestock Sidings was replaced by the Train Staff and Ticket system between Wodonga Coal 
Sidings and W odonga Livestock Sidings. 
The Electric Staff Instruments, Pilot Staff, and special indicators were removed. 
Staff Tickets will not be issued on this section, and Staff Ticket Boxes will not be provided. A special 
box is provided at Wodonga Coal Sidings Signalbox for securing the Staff when not in use. 
Broad gauge access to the Livestock Sidings is no longer available and Post 102 has been secured at 
Stop. 
Amend page 103 of the MTP General Instructions and delete Operating Procedures 68 to 71 of Section 
34, Book of Rules. (SW 408/96, WN27/96) 
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(02.07.1996) West Tower, NRC Steel Terminal, Gantry Crane Operations 
Prior to commencing operations with the gantry crane, the operator must contact the Shunt Locomotive 
Crew and inform them that operations are to commence and that no rail operations are to occur. The 
gantry crane operator must then secure the area by locking all hand locking bars on all relevant points 
with special 4D padlocks, the keys of which are held by the operator. The Signaller, West Tower, must 
also be informed, and the Signaller must sleeve Points 105 and 125 normal. These points must remain 
sleeved until the advice is received that gantry crane operations have ceased. The Signaller must endorse 
the Train Register accordingly. 
When gantry crane operations have been completed, the operator must advise the Shunt Locomotive 
Crew and the Signaller, West Tower. 
Access to and from the Broad Gauge Holding Roads will remain available at all times, irrespective of 
whether crane operations are in progress. Locomotives may be stabled within the gantry crane area 
during crane operations. 
Insert in Section 34 of the Book of Rules. SW 161/95 (Somersault Vol 18 No 3 Page 50) is cancelled. 

(SW 398/96, WN 26/96) 
(02.07.1996) Ballarat- Warrenheip Loop & Bungaree Loop, Operation of Bank Engines 

Authority is granted for a Bank Locomotive to be attached to an Up Goods train between Ballarat and 
Warrenheip or BungareeLoops. 
The Bank Locomotive must not leave the train except when the train has arrived at Warrenheip or 
Bungaree Loops. The Bank Locomotive must display the appropriate Tail Signal on the rear of the 
locomotive and white marker lights (Rule 26C, Section 11, Book of Rules). The Driver of the Bank 
Engine is responsible for ensuring that a Tail Signal is not displayed on the last vehicle of the train being 
assisted. Prior to departing from Ballarat, both Drivers must ensure that the End to End Radio is 
operating between the locomotives, the Bank Locomotive is coupled to the train and that the appropriate 
Continuity Test has been conducted. 
Ballarat - Warrenheip Loop Section 
The Driver of the Bank Locomotive must confer with the Driver of the leading locomotive and ensure 
that a Current Section Authority has been issued and acknowledged. When the train is ready to depart 
and the appropriate signal has been cleared, the Driver of the leading locomotive must inform the Bank 
engine Driver by means of the Radio or prescribed Whistle Code. 
When the train arrives at W arrenheip Loop and has come to a stand, the Bank engine Driver must advise 
the Train Driver that the train has arrived complete. The rear Section Authority can then be relinquished, 
but Train Controller must not issue a forward Section Authority. The Bank Engine Driver must detach 
the Bank Engine from the train, attach a modified End of Train Marker to the train, and conduct a 
Continuity Test. The Driver of the Goods Train must then be informed. Authority is given for the Bank 
Locomotive to depart from the Up line ofWarrenheip Loop. 
The Train Controller must not issue a Section Authority for the Up train to depart from W arrenheip Loop 
until the Bank Locomotive has been issued with a Current Authority for the return to Ballarat and advice 
has been received that Bank Locomotive has departed WarrenheipLoop complete. 
If a Y class locomotive is used as a Bank Locomotive, a portable Locomotive Safeworking Display Unit 
must be provided. 
Ballarat - Bungaree Loop Section 
The Driver of the Bank Locomotive must confer with the Driver of the leading locomotive and ensure 
that the relevant fixed signals are at proceed. When the train is ready to depart the Driver of the leading 
locomotive must inform the Bank engine Driver by means of the Radio or prescribed Whistle Code. 
When the train arrives at Bungaree Loop and has come to a stand, the Bank engine Driver must advise 
the Train Driver that the train has arrived complete. The Bank Engine Driver must detach the Bank 

oEngine from the train, attach an End of Train Marker to the train, and conduct a Continuity Test. The 
Driver of the Goods Train must then be informed and the train may depart once the Home Departure 
Signal has cleared. 
The Driver of the Bank Engine must display the appropriate Tail Signal on the rear of the locomotive and 
may depart for Ballarat once the Home Departure Signal has cleared. 
Insert in Section 34, Book of Rules. (SW 388/96, WN 26/96) 

(02.07.1996) Procedure to Book Out the Overhead Traction Power during Electric Train Running Times 
Whenever it is necessary to book out the overhead during the time electric trains are running and a 
Signaller is on duty, the following procedure must be followed. 
The Overhead Representative must advise the Signaller of the exact area where overhead traction power 
will be removed. The Signaller must inform the Train Controller. After ensuring that no trains are 
required to travel through the affected area, the Train Controller may then grant permission to book out 
the overhead power. The details of the working must be entered in the TRB across the figure columns 
beginning with the phrase " ... line/track unavailable for electric trains". Both the Signaller and the 
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Overhead Representative must endorse the entry in the TRB. The Signaller must then· sleeve the levers 
leading to the affected area. The Signaller at the opposite end of the affected line must be advised, and 
that Signaller must endorse the TRB accordingly. The Overhead Representative will then liaise with 
Electrol who will, in turn, confer with the Train Controller to check that electric train traffic has ceased in 
the area concerned. After electric train traffic has ceased, Electro! may grant permission to open the 
isolators. The standard operating procedures to prepare the area and issue permits must be carried out. 

If the overhead power is still not available when the Signallers change over, the Signaller going off duty 
must fully instruct the Signaller coming on duty as to the circumstances and the new Signaller must 
endorse the TRB. 
When the overhead power is to be restored and the permits relinquished, the standard operating 
procedures to return the area to a state where Electro! has control and indication of the overhead power 
supply must be carried out. 
Once the Overhead Representative has completed the switching operations, the Signaller must be advised 
that the affected line or track is available for electric trains. The Signaller must endorse the TRB with the 
phrase" ... line/track available for electric trains." Both the Signaller and the Overhead Representative 
must endorse this entry. The Signaller must inform the Signaller at the. opposite end of the affected line 

. (who must endorse the TRB accordingly) and the Train Controller. NOTE: the endorsement in the .TRB 
indicates that the overhead switching is set to allow the restoration of overhead power by Electro!. It does 
NOT mean that Electro! has restored the power. Neither Signaller must route a train to the affected line · 
until advised by Train Control. 
The Train Controller must confer with Electrol to ascertain. when overhead power has been restored. 
When the power has been restored, the Train Controller must give permission to the Signaller to route 
electric trains to the affected area. The lever sleeves may then be removed. 

If the Signaller is not on duty when the overhead is booked back in, the Overhead Representative must 
advise the Train Controller when the work has been completed and the line is available for electric trains. 
The Train Controller must endorse the Train Control Graph accordingly. When resuming duty, the 
Signaller must obtain permission (as described previously) to route trains into the affected area. The TRB 
must be endorsed appropriately. 
Should a Signaller not be on duty when the overhead is booked out, the affected overhead section must 
be protected in the normal manner. The Train .Controller must be advised by the Overhead 
Representative prior to the work taking place and at the completion of the work. 

At locations where voice recording equipment is provided, there is no need for the Overhead 
Representative to go to the signalling location to book out the overhead power, but the Signaller and the 
Overhead Representative must exchange names for record purposes and the Signaller must endorse the 
TRB. . 

Insert as a new instruction in Section 33-12 of the Book of Rules. 

(02.07.1996) Shepparton 

(SW 404/96, WN 26/96) 

The track and signals at the Down end have been altered as follows 
1) The direct connection between No 1 Road and the Dookie line (Points C and G) has been 

abolished, together with the Loco Siding (Points E). Post 11 (Down Home signal) and the left hand 
signal on Post 12 (Up Home) have been abolished. . 

2) The Plunger Locked Points D have been relocated 60 metres in the Up direction and renamed 
Points C. The points leading from the Main Line to No 2 Road have.been equipped with a Plunger 
Lock and named Points D. 

3) Posts 6 and 8 (Dwarf signals) have been abolished. 
Amend Diagram 6/88 and page 273 of the Book of Signals (SW 403/96, WN 26/96) 

04.07.1996 St Albans 
Commencing 4.7.96, Homes 9 and 34 are not to be operated for stopping trains until station work has 
almost been completed. This is to prevent unnecessary operation of the level crossing equipment and 
delays to the road traffic. (SW 442/96, WN 28/96) 

05.07.1996 Coburg 
On Friday, 5.7.96, Post 48 (the Down starting signal) was abolished. The signal arm and wire run were 
removed. The repeater was disabled. Lever 39 was sleeved normal. 
Amend Diagram 29/88 and page 64, Book of Signals. (SW 438/96, WN 28/96) 

07.07.1996 Burnley, Camberwell, Riversdale 
From 7.7.96 the block hours will be: 

Burnley 
0430 hours Monday till 0110 hours the following Sunday 
0720 hours Sunday till 0030 hours Monday 

Camberwell 
0430 hours Monday till 0105 hours the following Sunday 
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0720 hours Sunday till 0025 hours Monday 
Riversdale 

0435 hours Monday till 0100 hours the following Sunday 
0725 hours Sunday till 0020 hours Monday 

Amend page Al O of the Metro WTT Appendix 
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08.07.1996 Gheringhap 
(SW 401/96, WN 26/98) 

(SW 460/96, WN 29/96) From Monday, 8.7.96, TAil . .S was provided in the Broad Gauge Loop. 
(09.07.1996) Manor Loop - North Geelong C & Gheringhap- Maroona 

The instructions in SW 361/96 dealing with the failure ofETAS equipment have been amended. The 
Driver may (instead of must) relinquish the Section Authority after the Section Foul Command has been 
applied, and the reference to the Rule dealing with a relief locomotive has been changed from Rule 6, 
Section 19, to Rule 16, Section 19. (SW 412/96, WN 27/96) 

11.07.1996 Long Island Junction 
From Thursday, 11.7 .96, an Annett lock was provided on the small point lever working the junction 
points at Long Island Junction. The Annett key can only be withdrawn after the points have been 
unlocked (using the Electric Staff) and reversed. Withdrawal of the key secures the points reverse and the 
Electric Staff in the lock. The Driver must retain possession of the Annett key whilst shunting the 
sidings. 
This arrangement only applies to Trains 9555 and 9552. For all other trains, the main line points must be 
restored to the normal position and the Electric Staff withdrawn from lock once the train is in clear in the 
siding. 
Insert in Section 34 of the Book of Rules. (SW 458/96, WN 29/96) 

(16.07.1996) North Melbourne• Macaulay 
Diagram 9/96 replaced Diagram 5/94. 

(16.07.1996) Footscray- Spotswood 
Diagram 21/96 replaced Diagram 21/95. 

(16.07.1996) North Shore, North Geelong & Fyansford 
Diagram 24/96 replaced Diagram 54/90. 

(16.07.1996) Geelong 
Diagram 26/96 replaced Diagram 46/89. 

(16.07.1996) Ararat 

(SW 431/96, WN 28/96) 

(SW 440/96, WN 28/96) 

(SW 428/96, WN 28/96) 

(SW 432/96, WN 28/96) 

The derail block previously located at the Down end of No 6 Road has been relocated 30 metres in the 
Up direction. Amend Diagram 6/90, (SW 421/96, WN 28/96) 

(16.07.1996) West Footscray - Tottenham 
Diagram 17 /96 replaced Diagram 17 /95. (SW 429/96,WN 28/96) 

(16.07.1996) Glenbervie- Somerton 
Diagram 7/96 replaced 9/91. (SW 430/96, WN 28/96) 

19.07.1996 North Geelong C 
From Friday, 19.7.96, Post 17 was replaced by a two position colour light signal situated 3 metres closer 
to the North Geelong Yard. Amend diagram 24/96. (SW 464/96, WN 30/96) 

19.07.1996 Horsham 
From Friday, 19.7.96, a hand operated Derail Block was provided in No 4 Road to protect contractors are 
loading or unloading vehicles. The Derail Block is secured by a 4D padlock, the key of which is retained 
by the OiC, Horsham Freight Centre. The OiC, Dimboola Operations has been provided with a duplicate 
key. The Block must be locked on the rail prior to loading or unloading operations commencing and 
removed when work has ceased. Amend Diagram 10/91. (SW 461/96, WN 30/96) 

(23.07.1996) Frankston 
Permission is granted to use the Electric Staff issued to an Up Stony Point passenger train at Somerville 
for the next Down Stony Point passenger train from Franks ton without being placed through the 
instrument at Frankston. The Staff may only be used in this way provided traffic patterns permit and the 
authority of the Train Controller has been obtained. 
Insert in Section 34, Book of Rules. (SW 457/96, WN 29/86) 

(23.07.1996) Somerville - Long Island Junction• Hastings 
The instructions in SW 107/96 (Somersault Vol 19 No 3) have been amended. 
The Master Key at Somerville is now secured in a circuit controller located in a cabinet in the station 
building locked with a V5PSW padlock. When the Master Key is removed from the circuit controller, the 
electric circuits between the Staff instruments at Somerville, Long Island Junction, and Hastings are 
disconnected. The Master Key must not be released unless permission has been granted by the Train 
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Controller in conjunction with a Train Authority; Once released, the Master Key must only be replaced 
by a Signal Maintenance Technician. Upon return from Long Island Junction, the Master Key is to be 
retained by the Driver and handed up to the Signaller at Frankston. When the Technician arrives to repair 
the failure of the Staff instruments, the Master Key must be obtained from the Signaller at Frankston. 
A number of minor amendments have been made to the instructions dealing with the failure of the Staff 
instruments at Somerville, Hastings, or Long Island Junction. These include: 1) Allowing Train 
Authorities to be issued for trains from Somerville during failure of the instrument at the junction; 2) 
Any Staff in the instrument at Long Island Junction is not to be transferred until the fault has been 
rectified; and 3) The Driver is to cancel the Train Authority at Somerville if no Signaller is on duty. 

(SW 448/96, WN 29/96) 

24.07.1996 Brighton Beach 
On Wednesday, 24.7.96, the boom mast and mechanism at South Road was renewed. 

(SW 450/96, WN 29/96) 

25.07.1996 Cowangie - Pinnaroo 
On Thursday, 25.7.96, between 0800 and 1600, the Train Staff and Ticket section Cowangie - Pinnaroo 
was replaced by the section Cowangie - Panitya. (SW 474/96, WN 30/96) 

25.07.1996 Dysart - Seymour 
From Thursday, 25.7.96, the following signalling alterations were brought into service: 
1) Illuminated '65 km/h' indicators were fitted to Down Automatic signal Post 2 and Down Home 

Post 4 at Dysart. 
2) Illuminated Route Indicators were fitted to Down Home 36. When the route is set for the Goulburn ,· · 

Valley line, the letters 'GV' will be displayed in conjunction with the Normal Speed indication. 
When the route is set for the NE line, the letters 'NE' will be displayed in conjunction with the 
Medium Speed indication. The route indicators were fitted to the top of the mast above the signal 
lights. 

SW 485/96 is cancelled. Amend Diagram 32/95. (SW 488/96, WN 31/96) 
26.07.1996 Ballarat -Ararat 

On Friday, 26.7 .96, the Miniature Electric Staff Instruments at Ballarat, Trawalla, Buangor, and Ararat 
were removed from service. (SW 480/96, WN 31/96) 

26.07.1996 Yarragon 
From Friday, 26. 7 .96, a new crib crossing was commissioned at the Down end of the platforms at 
Yarragon (112.216 km). The crossing is provided with standard signs, red warning lights, and local 
audible alarms. (SW 475/96, WN 30/96) 

(30.07.1996) North Geelong C 
Before clearing the signals for a Broad or Standard Gauge train .to pass over Separation Street level 
crossing, the Signaller must operate the level crossing test switch in the signalbox. 

(30.07.1996) Ballan - Warrenheip Loop 
Diagram 42/96 replaced 2/94. 

(30.07.1996) Kensington (Goodman and Fielder Sidings) 
Rail Tractor Operations 

(SW 477/96, WN 30/96) 

(SW 462/96, WN 30/96) 

A Rail Tractor is provided at the 'Goodman and Fielder' Siding (Sidings A) for use by the employees of 
the company. 
When it is necessary for Rail Tractor operations to be carried out within th.e sidings, the company n 

employee must inform the Signaller at Kensington. Prior to authorising the movement, the Signaller must 
ensureJhat no train is operating within the sidings, sleeve Points 9 normal, and record the details in the 
TRB. When the Rail Tractor operations have been completed, the company employee must ensure the 
Rail Tractor has been secured on the siding spur at the Down end and inform the Signaller. The Rail 
Tractor is not permitted to proceed past Dwarf 10 towards the main line .. 
Train Operations 
When it is necessary for a train to operate within the sidings, the Signaller must activate the siding 
warning lights and, during darkness, operate the yard lighting. When. shunting operations have been 
completed and the train is clear of the siding, the Signaller must switch off the warning lights and yard 
lighting. Test switches for the yard lighting and warning lights are provided in a cabinet adjacent to the 
signalbox. The cabinet is secured by a lP padlock. 
Loaded wagons must be placed in the Storage Road with the first vehicle at the Notice Board lettered 
"First Loaded Vehicle to be left at this point". Clearance of empty wagons will be.from the Unloading 
Road. A Notice Board lettered ''Train Examination Point" is provided at the Down end of the Unloading 
Road. 
Train Examination Procedures within the Sidings 
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When Train Examinations are conducted by a Train Examiner, the examination will be conducted in the 
Storage Road. A hand locking bar is provided on the WSa points at the Down end of the sidings. The bar 
is secured with a Train Examiner's padlock. When it is necessary to examine a train, the Train Examiner 
must obtain the permission of the Signaller to work within the Siding, inform the company employee, 
and apply the hand locking bar to prevent entry of vehicles to the Storage Road. The Signaller must 
record the details in the TRB. When the examination has been completed, the Signaller and the company 
employee must be informed and the hand locking bar unlocked. 

Insert in Section 34, Book of Rules. (SW 466/96, WN 30/96) 

04.08.1996 Portland 
From Sunday, 4.8.96, a motorised 'Cable Tram Grip Car' will undergo trial operations on the main line 
within the station limits at Portland. The trials will be limited to the track between the Julia Street level 
crossing and Post 3. During the trials the line between Posts 3 and 14 must be kept clear of train 
movements. Levers 5 and 14 must be sleeved normal. The Home signals on Posts 11 and 12 must be 
operated normally for the trials. (SW 486/96, WN 31/96) 

(06.08.1996) Hand Operated Flag Derail (Section 27, Book of Rules) 
The 'Hayes' Hand Operated Flag Derail consists of a hinged Derail attached to a reflective disc (flag). 
The flag may be red or white and has the word 'DERAIL' painted on it. 

The flag operates in conjunction with the operation of the Derail and has two positions. When the Derail 
is placed over the rail, the flag is elevated to the vertical position. Whilst the Derail is 'off the rail, the 
flag is lowered flat onto the ground between the rails. 
It is only necessary for the Flag Derail to be placed on the rail and locked on when vehicles are to be 
stabled in the road concerned. When not in use, the Flag Derail must be locked off the rail. 

Insert the above following Section 27, Book of Rules. (SW 484/96, WN 31/96) 

(06.08.1996) Dunolly 
A Flag Derail has been provided in the Down end extension of the Standard Gauge line, 38 metres from 
the baulk. The Flag Indicator is provided with a white reflective disc. 

Amend diagram 30/96. (SW 487/96, WN 31/96) 

09.08.1996 Clifton Hill 
From Friday, 9.8.96, software modifications were carried out to the SSI to correct faults currently 
associated with signals CHL.104 and CHL 108. (SW 492/96, WN 32/96) 

(13.08.1996) Donald 
During the periods that Donald is unattended (i.e. is an Unattended Crossing Loop), its status must not be 
changed to an Intermediate Terminal Station until any outstanding Train Order issued to the location has 
been fulfilled. (SW 489/96, WN 32/96) 
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THE CLAPHAM JUNCTION ACCIDENT 

Andrew Waugh 
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At 0810 on Monday, 12.12.1988, the 0614 Poole to 
Waterloo train collided with the rear of the 0718 
Basingstoke to Waterloo which was standing on the Up 
Main Through line at signal WF46 at the entrance to 
Clapham Junction station. The first carriage of the 
Poole train was deflected foul of the adjacent line and 
struck the second coach of the 0803 Waterloo to 
Haslemere empty cars. Thirty five people died in the 
accident, including the Driver of the Poole train. Sixty 
nine people were seriously injured and 415 people 
received minor injuries. 

The immediate cause of the accident was a wiring 
error made 15 days earlier during stagework for the 
resignalling of Clapham Junction as part of the 
Waterloo Area Resignalling Scheme (WARS). The 
underlying cause of the accident, however, was the 
poor testing practices adopted on the Southern Region 
when commissioning new or altered signalling. 
Underlying this cause, however, was poor management 
practices within the S&T department in the Southern 
Region. These poor practices included a lack of training 
and supervision of staff. 

Most of the information in this article has been 
taken from the official report in the accident conducted 
by Anthony Hidden, QC [1]. 

The Layout 
The accident occurred on the four track section of line 
between Clapham Junction and Wimbledon; part of the 
main line between Waterloo and Southampton. Figure 1 
shows the releviµit tracks and signals. At the point of 
impact the lines are in a cutting and are located on a 
2000 metre radius lefthand curve. Forward visibility on 
the Up Main Through line (on which the accident 
occurred) is consequently restricted. 

Four position signalling between Vauxhall through. 
Clapham Junction to Malden had been commissioned 
on 17.05.1936 [2]. By the late 1970s the age and 
deteriorating condition of the signalling system was 
reducing reliability and threatening safety. 
Authorisation for the Waterloo Area Resignalling 
Scheme was given in December 1984. By April 1988, 
WARS had reached Stage 7; which included the 
resignalling of the lines controlled from Clapham 
Junction signalbox. 

200 
yds 

557 yds 200 323 yds 200 
yds yds 

The lines being resignalled were among the most 
heavily used in the UK. To minimise disruption to 
normal train services, short sections of track were taken 
out of service each weekend, new signalling 
commissioned, and the track brought back into service 
for the following week. The new signalling was 
operated from the existing signalboxes until the box 
was replaced. 

On Sunday, 27.11.1988, the Up Main Through line 
between Wimbledon and Clapham Junction was 
resignalled. This involved the replacement of the 
existing track circuits and the replacement of some 
signals. 

In particular, signal WA125 was replaced by a new 
signal WFl 38, located slightly further from Clapham 
Junction, and the existing low frequency AC track 
circuits replaced by audio frequency track circuits. The 
control circuit for WA125 was used, with minor 
alterations, to control the new. 

In the relay room at Clapham Junction signalbox, 
these alterations consisted of inserting two relay 
contacts in th.e control circuit. The first was for DL 
TRR (Track DL Track Repeat Relay) which repeated 
the new track relays. The second. was 132 ECPR 
(Signal 132 Lamp Proving Relay; Signal 132 did not 
apparently yet exist). The new circuit is shown in 
Figure 2. 

In uie week prior to the 27"', a team of technicians 
led by a S.enior Technician had run the new wiring in 
the relay room. The task on the Sunday was to 
commission and test the new wiring. 

The commissioning work was also done by the 
same Senior Technician. In performing the work, the 
Senior Technician made two major mistakes in dealing 
with the old wire leading from the DM TRR to the 
external fuse. First, he did not disconnect the wire at all 
from the fuse terminal .. The other end of the wire was 
simply disconnected and pushed aside. This wire is 
shown in Figure 2 as the 'rogue wire'. While this rogue 
wire was held aside the signalling worked correctly. It 
continued to work correctly for two weeks. 

On Sunday, 11 December, relay DM TRR was 
being replaced. In doing so, the wiring was disturbed 
and the 'rogue wire' was freed to spring back to make 
contact with the terminal. This cut track circuit DL out 
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of the control of signal WF138. This signal would no 
longer revert to stop when a train was between WF46 
and WF138, but would be controlled solely by track 
circuit DM and the aspect of signal WF46. 

The effect of the 'bridging out' of this contact was 

r 

,-

r ----

C 
0: 

0 

" .. 
L..-----

- -------, 

~ 

.; 

~ 

;. 

e 

X 
z 

- -

- 7 

~I 
.=:;; 

i ~ I 
HI 

I 

- J 

7 

_j 

Q 
w z 
1i5 
~ 
0 u 
0 :~ 
N J ,l) ., 
s:t· :, 

~ Cl 

(/) 
:e. 

~ 0 0 --, C 

:r .2 .... ·;;; 
~ 0 

~ 

(,!) Cl 
z C 

a: "i 
~ 

0 
J:. 
(/) ... 

0 
w .... 
et .... 
(/) 

00 
M ...... 
u.. 
~ 
_J 

<{ 
z 
(!) 

en 
a: 
0 u.. 
en 
f-
::, 
u 
a: 
u 
_J 

0 
a: 
fz 
0 u 

that while a train ·was on track circuit DK, WF142 
would be showing red, WF148 yellow and WF152 
double yellow. As the rear of the train left DK (200 
yards in advance of WF138) WF142, WF148, and 
WF152 would all clear (to green provided WF46 was 

not showing anything more restrictive than single 
yellow). As the head of the train passed WF46 and 
entered track circuit DM, WF138 would drop back 
from green to red, WF 142 from green to yellow, 
and WF 148 from green to double yellow. 

The sequence of events immediately prior to the 
accident is shown diagrammatically in Figure 3. 

The first train involved was the 0606 
Bournemouth (Driver Christy). As this train 
approached Earlesfield, WF142, WF148, and 
WF152 all cleared to green at the same time (i.e. the 
preceding train was completely on DL). WF142 
went back to yellow as the train approached it (i.e. 
the preceding train had occupied DM). Driver 
Christy braked hard and passed WF138 and WF46 at 
yellow. 

The following train was the 0720 Guildford 
(Driver Priston) which had a similar run. All signals 
were at green, until WF142 dropped back to yellow, 
and then he passed WF138 and WF46 at yellow as 
the preceding Bournemouth train stopped at 
Clapham Junction and left. (Figures 3a to 3d). 

The third train was the 0718 Basingstoke (Driver 
McClymont), the first involved in the collision. It 
had a similar run, passing WF148 and WF142 at 
green (while the Guildford train was moving slowly 
towards WF46 on track circuit DL) (Figure 3e). The 
Bournemouth train, moving away from Clapham 
Junction platform, eventually moved sufficiently far 
to allow WF46 to change to double yellow, and this 
allowed WF138 to clear from double yellow to green 
(Figure 31). However, as the Basingstoke train 
approached WF138 the Guildford train passed WF46 
and occupied track circuit DM. This returned 
WF138 to red (Figure 3g). Driver McClymont made 
an immediate emergency brake application, but as 
the train was only 30 yards or so from the signal 
there was no hope of stopping at the signal. Under 
the regulations governing Signals Passed at Danger 
(SPAD), Driver McClymont was required to report 
to the Signalman. The quickest method to do this 
was to proceed to WF46 and report from there. 
Driver McClymont accordingly released the brakes 
and ran slowly ahead and stopped at WF46. There he 
left the Driver's cabin and attempted to report to the 
Signalman. As he did so, WF46 changed from red to 
yellow (Figure 3h). 

The first telephone he tried was not working, and 
he then climbed up and used the new telephone to 
report what had happened to the Signalman at 
Clapham Junction. This surprised the Signalman as 
his indicators showed that there was nothing wrong 
with the signal. Driver McClymont was a little 
aggrieved and said he was going to report the signal 
at Waterloo. 

While Driver McQymont was reporting to the 
Signalman, the preceding (Guildford) train had left 
Clapham Junction. Signal WF46 had been 
successively clearing from yellow to double yellow 
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to green, and this was causing WF148, WF142, and 
WF138 to clear to green. (Figure 3i) 

Down Main Through. The 0803 Empty Coaching Stock 
from Waterloo (Driver Alston) was just passing on the 
Down Main Through line. The leading end· passed just 
as the collision occurred; debris, including a brake 
handle, came through the Driver's window. The second 
carriage of the ECS hit the leading carriage of the Poole 
train and ripped it open. Most of the casualties were in 
the first carriage of the Poole train. 

The following train was the 0614 Poole (Driver 
Rolls). Unfortunately, Driver Rolls lost his Hfe in the 
collision, but the evidence was that the train was 
running at normal speed (estimated at 60 mph) 
approaching Earlesfield. A 201b reduction was then 
made to reduce speed to 50 mph for the curve. Fmally 
an emergency brake application was made, but the 
estimated impact speed was 35 mph. 

The collision forced the first carriage of the Poole 
train up into the air and to the right where it fouled the 

Driver McClymont immediately telephoned the 
Signalman at Clapham Junction to report the accident. 
The Signalman immediately restored all controlled 
signals to danger (Figure 3j). This included WF46, 

I ,,.-,, I 
I 
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which in turn returned WF138 to yellow and WF142 to 
double yellow. 

The accident also tripped the circuit breakers 
supplying traction power to the Up and Down Main 
Thr9_ugh lines. The supervisor at Raynes Park Electrical 
Control Room suspected a derailment at Clapham 
Junction and isolated the electrical power on his own 
initiative. 

The final train involved was the 0653 Waterloo to 
Waterloo (via Hounslow, Staines, and Weybridge). As 
it passed WF152 (at green) at about 65 mph traction 
power was lost. Driver Pike thought there was a fault 
with the train and decided to attempt to coast into 
Clapham Junction (where following trains could 
overtake his defective train). He passed WF142 at 
double yellow. Approaching WF138 (at yellow) he saw 
the Poole train on his line about 600 yards away and 
made an emergency brake application. His train 
completely passed WF138, and came to rest 187 feet 
from the rear of the Poole train. Driver Pike instructed 
his Guard to protect the rear of the train and rechecked 
the aspect being shown by WF 138: still yellow. Pike 
contacted the Signalman to inform him of this. The 
Signalman informed Pike that it should be showing red. 
Pike responded "Red aspect be damned. There are three 
trains standing in front of it, and it is still showing one 
yellow." 

The Senior Technician's Errors 

In rewiring the control circuit for WF138, the Senior 
Technician made a number of errors. Although the 
Senior Technician was responsible for the immediate 
cause of the accident, the underlying reasons for his 
errors were poor management in the S&T branch on the 
Southern Region. 

When removing a wire in a relay room from service, 
it is normally impossible to physically remove the wire. 
Instead standard signalling practice is to cut about a 
foot off the end of the wire, insulate the end, and secure 
the free end to prevent it touching anything. Following 
this practice would have prevented the accident. The 
Senior Technician's standard practice, on the other 
hand, was to insulate the free end, often with 
secondhand insulating tap, and just push the end 
amongst other wmng. The Senior Technician 
considered this to be perfectly adequate; be had never 
been taught to do anything else, nor bad he seen any 
other technician do anything else. As this was far from 
'good practice', but had never been noticed or 
commented on, Hidden considered that this reflected 
very poorly on the state of training, supervision, and 
inspection on the Southern Region. 

Although the Senior Technician's treatment of 
redundant wires did not conform to good signalling 
practice, the accident would not have happened if be 
bad disconnected both ends of the wire and insulated 
them. Instead, he only disconnected one end of the wire 
and, it is thought, did not insulate the free end at all. 
This was an uncharacteristic error for the Senior 
Technician. All of bis supervisors agreed that be was a 
careful and contentious worker. Hidden speculated that 
he had been distracted just as he disconnected the wire 
from the relay terminal and simply forgot that he had 
not completely finished the job. Hidden considered that 

this was due to the excessive amounts of overtime 
being worked by the Senior Technician under WARS. 

Stagework for WARS had been planned in late 
1986. Very little "fall-back" time had been allowed in 
the plan. For example, between the commencement of 
Stage 7 in July 1988 and the commissioning of Stage 
8B in August 1989, there were no spare weekends at 
all. Worse, the plan bad been based on the staffing 
levels of late 1985 and early 1986. The plan was not 
reviewed despite a subsequent loss of skilled staff. 

The result was that there was plenty of overtime 
available for those staff that wanted to work it, and 
some, such as this Senior Technician took advantage of 
this. However, despite an acknowledgment that 
constant seven day weeks would blunt the best worker, 
the management in the S&T department did not attempt 
to manage or monitor who was working overtime or 
how much overtime was being worked. 

The Senior Technician would have discovered his 
error if he had performed a final wire count at the end 
of the work. The concept of a wire count will be 
described in the next section. The Technician, however, 
performed his wire count as he finished each step of the 
job. This meant that he did not come back and recheck 
his work. Again, he had never been instructed that he 
should perform a final wire count, nor had he been 
taught the reason for performing this final check. 

Failures of Immediate Supervision 

Everyone makes mistakes. Where mistakes may have 
disastrous consequences, independent checking and 
testing is adopted to reduce the chance of a mistake not 
being corrected. At Clapham Junction there were 
supposed to be at least one independent check made of 
the Senior Technician's work. This check could have 
been performed by either his Supervisor, or by the 
Testing and Commissioning Engineer (or, preferably by 
both). 

Testing new or altered signalling circuitry normally 
involves two phases. The functional test is a 
complicated procedure and involves checking that 
every contact shown on the circuit diagram is in the real 
circuit and is effective. A functional test, however, will 
not necessarily detect extraneous wiring (such as the 
rogue wire at Clapham Junction). 

Extraneous wiring is detected by a wire count. This 
simply involves counting the number of wires on each 
terminal affected by a change and comparing the result 
with the number of wires shown on the circuit diagram. 
A wire count would have detected that the Senior 
Technician had failed to disconnect the redundant wire 
from the fuse and prevented the accident. An 
independent wire count is one which is performed by 
someone other than the technician who originally made 
the changes. 

Performing an independent wire count is considered 
standard practice when commissioning new or altered 
wiring and was required by the testing instructions in 
force on the Southern Region at the time. However, 
neither the Supervisor nor the Testing and 
Commissioning Engineer performed a wire count. 
Worse, neither understand why it was so important to 
perform an independent wire count. 

The supervisor bad worked with the Technician for 
a number of years and trusted him to do a careful and 
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thorough job. He expected the technician to perform a 
wire count as part of bis work. The Supervisor did not 
consider wire counts to be a requirement for WARS 
and had never known a wire count to be done in a relay 
room on a commissioning day. 

It was the responsibility of the Testing and 
Commissioning Engineer to thoroughly test the altered 
work. He too, however, did not understand the 
importance of a wire count nor did he understand that a 
wire count was required when commissioning new or 
altered work. The Testing Engineer was only acting in 
the position. He had previously been the Site Engineer 
at Ashford, but that depot had been closed in a re
organisation. After applying for 5 or 6 unsuccessful job 
applications he had been temporarily given the job of 
Testing and Commissioning Engineer at Wimbledon. 
He had been offered.the job permanently, but he did not 
want it as it involved too much travelling. As he was 
considered to be. only a temporary appointment he had 
been given no real induction training in his new job. 
The · previous Testing and Commissioning Engineer 
also did not understand the importance or purpose of a 
wire count and so, even if he had remained in the job, a 
wire count would not have been performed. 

Hidden makes it quite clear that he considers that 
none of the middle managers involved in supervising 
the technician . or testing his work thoroughly . · 
understood their job. He then turned his attention to the 
upper levels of management to see why this was so. 

Failures of upper levels of management 

Major accidents are usually preceded by a series of 
minor accidents or incidents caused by the same fault. 
Managing safety, therefore, is largely concerned with 
carefully investigating and correcting the causes of 
minor accidents . .In the case of Clapham Junction, the 
underlying cause was the poor knowledge and training 
of the testers. This had indeed caused a series of 
incidents and accidents on the Southern Region over 
the previous couple of years. Senior management had 
correctly identified the problem, but had not shown 
much drive in correcting the problem. had not allocated 
sufficient resources, and had not checked that their 
proposed solutions were working. 

Prior to the 1980s, Testers had learned by watching 
other Testers. Towards the end of 1982, the Regional 
S&T Engineer instructed that a set . of formal testing 
instructions be drafted. In May 1983, he again 
instructed that a set of testing instructions be prepared. 
The engineer instructed to prepare the instructions, 
however, understood that they were important, but not 
top priority. In July 1985 a draft had finally been 
completed and it was decided to issue provisional 
copies to all staff carrying out testing. The document, 
known as 'SL-provisional', was dated 1 October 1985. 
All those who received copies were aware that it was a 
draft document. SL-provisional required that a wire 
count be performed on all new or altered circuitry. 

In one week in November 1985 there were three 
accidents/incidents on the Southern region due to 
inadequate testing of new or altered work. At Oxted 
new signalling was commissioned on 2 November and 
one signal had a wrong side failure due to an 
extraneous wire on a relay terminal. No wire count had 
been done. At East Croydon two trains were involved 

in a side on collision - fortunately without loss of life -
and at Northfleet a signal showed irregular aspects. The 
eventual internal report, issued 10 February 1986, 
highlighted the lack of resources for testing, and that 
testers were not performing wire. counts. However, the 
lack of correct testing procedure must have been 
apparent very quickly as a letter was sent on 15 
November 1985 giving SL-provisional the status of an 
official instruction and · so bringing its provisions into 
full force. Not all staff received this letter. 

In addition, a Regional Testing Engineer was 
appointed early in 1986. His primary task was to "raise 
the standard of testing on the Region and particularly to 
attempt to avoid some of the failures that had occurred 
at or just after commissioning." To do this task, the 
RTE was given two engineers, one of which required 
considerable training. In .addition, the new unit was also 
responsible for most of the testing in the Region which 
left few resources for developing training programs to 
raise the standard of testing. In fact, the new unit had so 
little resources that the testing of WARS was left to cme 
of the WARS engineers. Although SL-provisional had 
been in effect since November the previous year, 
internal communications in the S&T department was so 
poor that the new RTE was unaware of this and thought 
that the document was still a discussion document. The 
RTE did make written comments on SL-provisional and 
drafted a checklist for the replacement for SL
provisional. In drafting the · checklist, the new RTE 
omitted any reference to a wire count, indicating that 
he, too, did not understand its importance. His superior 
added the wire count to the checklist but did not raise 
the issue with the RTR 

The replacement for SL-provisional was issued in 
May 1987 and was known as SL-53. The new 
document also required a wire count. The RTE received 
a copy of SL-53 in the middle of 1987, but did not 
consider it to be in force. He believed that it had been 
agreed that a trial of the new testing procedures would 
be carried out at the commissioning of Forest Hill; this 
had still not occurred in the middle of 1989. Hidden 
stated: 

9.44 It is a matter which the Court can only look 
upon with both alarm and horror (a word not 
usually suitable for the dispassionate analysis 
which is required for an Inves):igation such as 
this) that the man in overall charge of the testing 
of new works for the whole of Southern Region 
could have arrived. at a conclusion that a 
Departmental Instruction which had as its very 
title ''TESTING OF NEW AND ALTERED 
SIGNALLING" and had been formally and 
properly issued, was not in force, and that he 
c.ould have persisted in that view for a period of· 
one and half years between the issue of the 
document and the accident. That such a situation 
could have. arisen is both alarming and 
surprising enough, but that it should have been 
allowed to persist in an organisation whose 
proper and avowed ain is "absolute safety" 
almost beggars belief. 

If the Regional Testing Engineer was confused 
about the status of SL-53, it is not surprising that other 
testers were confused. The Testing and Commissioning 
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Engineer responsible for WARS testing throughout 
most of 1988 had never read SL-53, he was too busy. 
The temporary Testing and Commissioning Engineer 
simply ignored SL-53; no instructions were issued that 
he should do anything with it, he had no staff to 
implement it, nor was his superior implementing it. 
Hidden concluded that when Testers received SL-53 
they either did not read it, or assumed that it was 
merely stating best practise which they assumed that 
they were following. 

53: 
Worse, there were problems with implementing SL-

11.34 The new instruction SL-53 was therefore 
issued with no accompanying explanation by 
management, and no seminars or training in how 
it should be implemented. The relevant 
documentation, the checklists etc., were never 
issued or even printed. Nor did management 
monitor the introduction of SL-53 to ensure that 
the workforce was complying with its 
provisions. It would seem that they confined 
themselves to a false belief that the instruction 
was being implemented in spirit. Such a belief 
had about it little more than a pious hope and 
had nothing to do with good management. 

In particular, although the Regional S&T Engineer 
had correctly recognised the problems with testing after 
Oxted and had issued instructions designed to correct 
the problem, he had failed to adequately follow up 
these instructions to check if the solutions adopted were 
effective. 

Conclusion 

The immediate cause of the accident at Clapham 
Junction was that the Senior Technician only partially 
disconnected a wire when making a circuit alteration on 
27.11.1988. The free end of the wire re-made contact 

with the terminal on 11.12.1988 during unrelated work. 
This wire cut out track circuit DL from the controls of 
signal WF138. The accident occurred the next morning. 
In performing the original alteration, the Senior 
Technician failed to follow good wiring practice in that 
he: 
1) Did not shorten the redundant wire to prevent it 

from re-making contact with the terminal 
2) Had probably not insulated the free end of the wire 
3) Did not secure the free end of the wire 
4) Did not perform a wire count. 

Apart from insulating the free end of the wire, this 
reflected the normal practice of the Senior Technician; 
he had never been taught any differently, nor had any 
of his supervisors commented on this aspect of his 
work. 

The underlying cause of the accident was poor 
testing practice on the Southern Region. The wiring 
error would have been easily and quickly detected by 
an independent wire count. None of the middle level 
managers involved understood the importance of 
performing such a check. This included the Supervisor, 
the Testing and Commission Engineer (and his 
predecessor), or even the Regional Testing Engineer 
responsible for the standard of testing in the Region. 

The senior management in the S&T Department on 
the Southern Region knew that there were problems in 
testing new works and had identified the correct 
solutions. They did not, however, adequately resource 
these corrections. Nor did they monitor the situation to 
ensure that the solutions were effective. 
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JOHN FARLEY SINNAIT 

Roderick Smith 

John Farley Sinnatt, author of Clear normal speed, died 
on Sunday 30111 June at the age of 72. 

John had been a brilliant scholar, with an inquiring 
mind, which he turned to his hobbies and his 
profession. He attended Caulfield Grammar, and was 
dux in 1939. He had a year there as a teacher in 1941. 
At this stage he had met many contemporary railway 
enthusiasts (eg Roger Jefferies and Jack McLean,· both 
current SRSV members), and attended the public open 
day. for H220. He had already developed an interest in 
railway signalling, and wrote a letter with technical 
questions which was published in VR News Letter. 

He entered. the army, and was involved in radar 
operations. After WWII he completed a BSc Hons at 
Melbourne University, then worked for PMG/I'elecom 
from 1948 to 1987 in the areas of transmission, 
installation and .capacity planning. He became Senior 
Engineer and Principal Engineer. 

Through these years he was a prolific contributor to 
railway journals, covering signalling changes and 
capacity improvements. Two major areas which he 
reported were the rebuilding of the Glen Waverley line, 
and the reduction of the inner circle. His book was 
published by ARHS in 1966, to .make the principles of 
three-position signalling (as used by VR since 1915) 
clear to all. 
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With the formation of Signalling Records Society 
(Victoria), he became an active member and researcher. 
Although he attended meetings rarely when they were 
relocated from Windsor to Mont Albert, he continued 
his research work. He . wrote three major articles for 
Somersault. The first covered single line automatic 
signalling in six parts commencing in May 1982. The 
second covered level crossing protection in eleven parts 
commencing September 1988. His major compilation 
on the history of track layouts and signalling at Princes 
Bridge. (covering much hitherto unpublished 
information) appeared in SRSV Somersault earlier this 
year. 

John was a lover of music, and was a self-taught 
organist. His Richmond flat contained a pipe organ, 
with the pipes bent to fit the confined space (replaced 
with an electronic organ when he shifted into a house). 
He was organist at Saint Bartholomew's Anglican 
Parish Church (Burnley) for many years, retiring about 
five years ago. 

In recent years, John was a computer user, preparing 
material for railway magazines and for his church work 
on his own PC. 

John's writing is a lasting legacy to the hobby. 
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