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An escapement crank allows a set of points and the associated facing point lock and lockbar to be operated by one lever.
This example was the catch points in the Down end of No 2 Road at Ballarat (the provision of a facing point lock and
lockbar on a set of catch points is very uncommon in Victoria). The catch points were worked by lever 27 in Ballarat B
Box which is situated off to the left of the photograph. The escapement crank can be seen in the left foreground with the
operating rod entering the picture from the left and continuing to the bell crank in the right foreground. The principle
of any escapement crank is simple. The first portion of the motion of the operating lever unbolts the points, the second
portion moves the points, and the third and final portion rebolts the points in their new position. With an escapement
crank, the plunger of the facing point lock and the lockbar are directly coupled to the operating rod and continuously
move with the lever. The escapement crank provides the indirect drive to the points; only operating the points during a
short period roughly halfway through the lever travel. The escapement crank consists of an operating tongue, connected
to the point rodding, and crank with one arm formed into Y shaped jaws. In this photo the escapement crank is shown
in the normal position. When the lever is reversed the initial movement of the tongue does not affect the Y crank. After
a little over half of the lever travel, however, the tongue strikes the righthand jaw of the Y crank. This forces the Y crank
over and closing the catch points. With the Y crank reversed, the tongue is then free to move to the full reverse position
without affecting the position of the Y crank or the catch points. The connections to the facing point lock and lockbar can
also be seen in this photo. The facing point lock is located between the rails at the toe of the catch blade and the lockbar
is on the far rail at the right hand side. The plunger of the facing point lock and the lockbar are operated via the bell crank
in the right foreground and the T crank between the rails on the right. The escapement crank was derived from British
practice and was supplied by McKenzie and Holland. The Victorian Railways also used a switch and lock movement to
achieve the same result. A photo of a switch and lock mechanism is on page 83
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MINUTES OF MEETING HELD FRIDAY JULY 20, 2001,
AT THE SURREY HILLS NEIGHBOURHOOD CENTRE, 1 BEDFORD AVENUE, SURREY HILLS

Present: - N.Bamford, J.Black, W.Brook, G.Candy, G.Cleak, B.Crosby, G.Cumming, C.Gordon, A.Gostling,
K.Lambert, D.Langley,  B.McCurry, J.McLean, T.Murray, A.Ratcliffe, B.Sherry, P.Silva, A.Wheatland &
R.Whitehead.

Apologies: - B.Cleak, A.Hinde, G.O�Flynn, T.Penn & A.Waugh.
Visitor: - J.Gordon.
The President, Mr. David Langley, took the chair & opened the meeting @ 20:14 hours.
Minutes of the May 2001 Meeting: -  Accepted as published.  R.Whitehead / B.Sherry. Carried.
Business Arising: -  It was noted that the use of the term �A� light (as used in the minutes) could have a double meaning

& the term �A� arm or �A� light unit ahould have been used instead when referring to the alterations to
the Up Repeater at St.Albans.

Correspondence: -  Payment for the hire of the meeting room was sent to the Surrey Hills Neighbourhood Centre.
A change of address was received from Brian Sherry.
A change of email address was received from Wilfrid Brook.
An email was received from Eddie Oliver with comments on future tours, a railway signalling museum &
the proposed badge / logo.
An email was received from Andrew Hinde with comments on future tours, future syllabus items, a
railway signalling museum & the proposed badge / logo.
A letter was received from Ross Cropley with comments on a railway signalling museum & the proposed
badge / logo.
Letters were received from Graeme Reynolds with comments on a railway signalling museum & the
proposed badge / logo.
A letter was received from Wayne McSween noting that he will not be renewing his membership this year
& asking to be removed from the membership list.
A letter was sent to Bob Crosby advising Bob of the motion not to proceed with the production of the
proposed badge & thanking him for efforts in this matter.
A letter & cheque was sent to Adrian Ponton as a result of his overpayment of his membership renewal.
A letter was received from Phillip Jeeves, Honorary Secretary of the Railway Heritage Centre of Victoria
at Newport Workshops, along with tho copies of the formal proposal dated December 1999 for the
establishment of a Railway Heritage Centre at Newport Workshops.
Peter Silva took the opportunity to brief the meeting on the progress of the RHCV proposal as it currently
stands. A.Ratcliffe / P.Silva.  Carried.

Reports: - Tours.  Glenn Cumming explained the proposal for the forthcoming tour to be held on Monday 24
September 2001.  The reason for holding the tour on this day is to allow inspections of signal boxes
between St.Albans & Kyneton that are only open on weekdays.  Feedback of members in relation to this
proposal is invited.

Archives. It was noted that the second room has been prepared for painting & it is hoped that this will commence
shortly.

General Business: -  David Langley noted the list of Unattended Train Order Terminal Stations & wondered how
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different the list was from when Train Orders were first introduced.
Alex Ratcliffe noted that LED light units were now being used at road traffic light installations.
Alex Ratcliffe asked if the SRSV had a complete listing of all tours that the society had conducted &
suggested that the society should compile an annual album of the societies activities.
Jack McLean noted that tour notes had been prepared for some tours in recent years & asked how many &
for how long had this been done?  The Secretary noted that tour notes had generally been prepared since
Andrew Waugh had become Editor of Somersault.
Peter Silva noted that at the Annual General Meeting of the Rail Tourist Association, a summary of the
past years tours was presented.
Bob Whitehead agreed that a summary of all tours organised by the SRSV should be compiled & to create
an album for each tour.
Alex Ratcliffe suggested that the proposed album could include �before & after� shots of the locations
visited, especially the forthcoming tour.
Moved Bob Whitehead, seconded Alex Ratcliffe, that the SRSV create a visual archive of activities, espe-
cially tours, past, present & future.  Carried.
Jack McLean is looking for his 1918 Mt. Lyell Railway Rule Book.  Could the person who has it please
return it to Jack.  It is needed for a research project.
Jack McLean described his research into the history of Spagnoletti Block Instruments on the Mt. Lyell
Railway.  Jack noted that the South Australian Railways used Spagnoletti Block Instruments up until 1894.
Did the S.A.R. sell Spagnoletti Block Instruments to the Mt. Lyell Railway?
Jack McLean advised the Abt Railway in Tasmania would be worked under the rules for Train Staff &
Ticket using a Victorian pattern Train Staff.
Keith Lambert reported that he has compiled a list of railmotor services from entries in the Weekly Notice.
Keith Lambert advised that LED signals would be installed between Heatherton - Ringwood soon.
David Langley noted that the new crossovers at Franklin Street were now in service.
Jack McLean commented about the opening hours for Diamond Creek & that Diamond Creek was now
opened by car.
Andrew Wheatland advised that flashing lights & signalling alterations would be commissioned at Old
Monbulk Road at Belgrave at Puffing Billy on Saturday 4 August 2001.
Andrew Wheatland reported that a proposal for a signal box & 40 lever interlocking machine at Belgrave
at Puffing Billy had been approved in principle.
Bob Whitehead noted that while doing some research, he came across an incident where a wagon ran
away from shunting at Thorpdale & came to rest one mile from Moe.
Glenn Cumming advised that signalling alterations at Spotswood would take place on Sunday 5 August
2001.
Chris Gordon reported on the installation of white rings on the target backgrounds of searchlight signals
at Richmond Junction & at locations on the Dandenong Line.  This is being done to improve signal
sighting.
Chris Gordon described the arrangements on the Appleton Dock line including signals mounted on
gantries.  The work is yet to be commissioned.

Syllabus Item: -  The President introduced member Keith Lambert to present the Syllabus Item.
Keith presented a collection of 30 slides from Victoria in the form of a �Where is it?� type quiz.  The
meeting was given ample opportunity to view the slides & deduce, estimate or just plain guess the
location of each slide, each slide being met by �oohs� & �ahhs� or just plain �It doesn�t look like that these
days�.  The expected �Oh, isn�t she gorgeous� comment failed to eventuate.
David Langley achieved a perfect score while Keith Lambert could only manage 29 out of 30 from his own
slides because he tried to convince the meeting that a slide of Murtoa was actually Korong Vale!!
The presentation was thoroughly enjoyed by those present at the meeting, probably more for the great
collection of slides rather than being able to identify all the locations.
At the completion of the Syllabus Item, The President thanked Keith for the entertainment & this was
followed by acclamation from those present, along with the promise of a future invitation to do it all again
at a future meeting.

Meeting closed @ 22:35 hours.
The next meeting will be on Friday 20 July, 2001 at the Surrey Hills Neighbourhood Centre, 1 Bedford Street, Surrey

Hills, commencing at 20:00 hours (8.00pm).
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SIGNALLING ALTERATIONS

The following alterations were published in WN 23/01 to WN 31/01. The alterations have been edited to conserve space.
Dates in parenthesis are the dates of publication, which may not be the date of the alteration.

03.03.2001 Ararat (SW 1017/01, WN 24/01)
Clause 82, Section 34, Book of Rules is amended as follows.
82. Ararat
a) General
Ararat is the junction for the Freight Australia line to Maryborough. Goods sidings lead from the
Maryborough line. The Maryborough line and goods yard is the responsibility of Freight Australia.
Access from the ARTC main line is provided at the Up and Down ends of the yard. The Down (Adelaide)
end connection is equiped with a derail and wheel crowder. The Up (Melbourne) end connection is
rodded to points in the Maryborough line.
b) Terminology
The main line is No 1 Track. The Maryborough line is No 2 Track. The Goods Sidings consist of the
Freight Gate siding and the Engineers Siding. The main line points are worked by non trailable ST21 point
machines electrically released by the ARTC Train Controller.
c) Signage
�Start Section Authority� and �End Section Authority� boards (white with black lettering) are provided at
the fouling point of the connections at the Up and Down end of yards. A Stop board lettered �Stop/Obtain
Authority from/Freight Australia Train Controller/Before Proceeding� is located at 273 km on the
Maryborough line.
d) Location of Derails
A rodded Hayes Derail and Wheel Crowder is provided at the Down end of the yard. A hand operated
derail is provided at the Down end of the Goods siding and on the Engineer�s siding. A rodded derail is
provided at the Up end of the Goods siding. The points to the Goods siding are secured by Hand Locking
Bars and Padlocks.
e) Signals and Main Line Point Locking
Down Repeating signal A2115 has been provided at 211.300 km and displays Warning and Proceed
indications. Down Home A2117 has been provided at 212.684 km on the Up side of Ararat. This Home
signal is not controlled and will display Clear Normal Speed, Normal Speed Warning or Stop depending
on the situation at Ararat and the aspect on Down Arrival Home 214/6 at Pyrenees Loop. Down Home
A2117 and Up Home Departure signals 214/10 and 214/12 at Pyrenees Loop will be held at Stop when a
release has been given for the main line points at Ararat.
Should a train be brought to a stand at Down Home A2117 the Driver must contact the ARTC Section
Authority Train Controller who must check that no Point Release commands have been given for Ararat
and with the CTC Train Controller that Up Departure Homes 214/10 or 214/12 have not been operated.
Provided it is safe to do so, the Section Authority Train Controller may then give the Driver verbal
authority to pass Home A2117 at Stop. The Driver must stop and inspect the main line points at Ararat
before passing over them to ensure that they are set and secured for the main line. The Train Controller
must be advised accordingly.
The main line points are released by V5PSW key switches located adjacent to each set of points. The key
switch has three positions: �Centre�, �Accept� (accepts the release), and �Cancel� (cancels the release). Three
indicator lights are provided: �Points Locked� (indicates that the points are set and locked for the main line
and cannot be operated); �Release Available� (indicates that the Train Controller has provided a release);
and �Points Free� (a steady light indicates that the points are available, a flashing light indicates that a 5
minute time release has been activated).
An 18 metre track circuit is provided in advance of each set of main line points and a release for the points
cannot be accepted unless this track circuit is occupied (for moves from the main line) or until after a 5
minute time delay after the release has been accepted (for moves to the main line).
f) Train Operations from Pyrenees Loop or Maroona to Maryborough
Prior to a Maryborough movement departing from Pyreenes Loop or Maroona the Driver must check with
the Freight Australia Train Controller to ensure that the movement can be accepted in the Ararat yard.
The ARTC Train Controller must be advised accordingly and a Section Authority may be issued for the
movement. The Driver must bring the train to a stand on the 18 metre track circuit in advance of the
facing points at Ararat and request a release from the Section Authority Train Controller. When the
�Release Available� light is displayed the V5PSW key can be inserted in the key switch and turned to
�Accept�. When the �Points Free� light is displayed the key may be returned to the centre position and
removed. The hand throw lever on the point machine may then be unlocked and the points reversed.
When the movement is clear of the main line the points are to be restored to the normal position and the
hand throw lever locked. The V5PSW key is then be inserted in the key switch and turned to �Cancel�. The
Train Controller must then be advised and the release will be cancelled. The Driver will then be instructed
to relinquish the Section Authority. After the movement has obtained the Train Staff for the Ararat -
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Maryborough section and the approval of the Freight Australia Train Controller it may depart.
g) Train Operations from Maryborough
The Freight Australia Train Controller will advise the ARTC Section Authority Train Controller of the
anticipated arrival of trains at Ararat. The movement will come to a stand at the Stop board at 273 km and
not proceed until authority is obtained from the Freight Australia Train Controller to enter Ararat yard. If
the train is continuing on the ARTC main line, the train crew will contact the ARTC Section Authority
Train Controller once the train has arrived in the yard and request a Text Test and a Section Authority to
proceed. Once a Section Authority has been received and acknowledged the Driver will obtain a release
for the points as described in clause f, except that a 5 minute time release will run down before the �Points
Free� light is displayed. Operation of the points and cancelling of the release is the same as described for
clause f.
h) Main line trains shunting at Ararat enroute
The train crew of a main line movement requiring to shunt at Ararat must obtain permission to do so
from the Freight Australia Train Controller before departing from Pyrenees Loop or Maroona. The train
crew must advise the ARTC Section Authority Train Controller accordingly who will record the time the
approval for the shunt was given. The main line points are to be operated as described in clause f, except
that the train must remain on the main line during the shunting and the Section Authority not relin-
quished until the train has arrived complete at Maroona or Pyrenees Loop.
i) Failure of Electric Release Locks
Should the electric release locks fail a Signal Maintenance Technician must attend to provide the release.
j) Failure of Signals 214/10 or 214/12 at Pyrenees Loop
Should Up Departure Homes 214/10 or 214/12 at Pyrenees Loop fail at Stop the CTC Train Controller
must confirm with the Section Authority Train Controller that a release has not be provided to operate the
points at Ararat. Provided that all conditions apply for the passage of the movement the CTC Train
Controller will issue a Caution Order authorising the train to pass the signal. The Order must be endorsed
instructing the Driver to stop and inspect the points at Ararat prior to passing over them.
h) Track Machines
Track machines will be operated under the instructions given above when operating into or out of Ararat
yard. Operators of machines stabling in the Engineer�s siding must ensure that the points leading to the
siding are set and locked in the normal position with the derail locked on immediately after use. The
Freight Australia Train Controller must be advised when the machines have been stabled. The points
leading to the Engineer�s siding must not be reversed for machines to enter the Maryborough line unless
authority has been obtained from the Freight Australia Train Controller.

05.06.2001 Wodonga Coal Sidings (TS 1056/01, WN 24/01)
From 5.6., No 2 Road is booked out of service account rail misalignment.

08.06.2001 Middle Brighton (TS 69/01, WN 23/01)
On Friday, 8.6., Up Automatic B498 was converted from a searchlight to a multi-lens LED signal.

10.06.2001 Newmarket (TS 70/01, WN 23/01)
On Sunday, 10.6., circuit alterations were made to Home 48.

10.06.2001 Kensington (TS 70/01, WN 23/01)
On Sunday, 10.6., Home 20 was converted from a searchlight to a multi-lens LED signal.

13.06.2001 Portland (SW 1046/01, WN 23/01)
From Wednesday, 13.6., the Up and Down end main line points at the Portland Depot Yard were secured
by E Pattern �Fortress� Annett Locks. The Annett Key is normally kept in a duplicate lock on the panel.
Removal of the key secures Homes 11 and 14 at Stop. The Up end points were rodded to a catch point at
the fouling point of the Up end lead and are worked from a point lever on the Down side of the line. The
Down end points were rodded to the existing points leading to the dead end at the Down end and are
worked from a point lever on the Up side of the line. The existing point indicators and detectors on the Up
and Down main line points were retained.

(18.06.2001) Frankston - Baxter (SW 10/01, WN 23/01)
Boom barriers were provided at Robinsons Road (50.100 km) and Golf Links Road (50.917 km). Operation
of the boom barriers is automatic for all trains. The boom barriers are controlled by HXP level crossing
predictors and indicator boards and healthy state indicators are provided.

21.06.2001 Broadmeadows (TS 75/01, WN 25/01)
On Thursday, 21.6., a route indicator was provided on Home BMS 524. It will display E (for Essendon); S
(for Siding); and L (for Jacana Loop).

30.06.2001 St Albans (TS 80/01, WN 26/01)
On Saturday, 30.6., Up Repeating signal M490 was redressed with the signal heads placed to the centre of
the mast.

30.06.2001 Murrumbeena - Hughesdale (TS 73/01, WN 25/01)
On Saturday, 30.6., Down Automatic D441 was converted from a searchlight signal to an Alston Tri-
Coloured LED signal as a trial.
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30.06.2001 Brighton Beach (TS 78/01, WN 25/01)
On Saturday, 30.6., upper quadrant Up Automatic BBH915 was converted to a light signal with multi-lens
LED heads.

30.06.2001 Sandringham (TS 78/01, WN 25/01)
On Saturday, 30.6., upper quadrant Down Automatic SHM905 was converted to a light signal with multi-
lens LED heads.

(02.07.2001) Carrum (SW 14/01, WN 25/01)
SW 5/01 dealing with issue of Caution Orders for Home 18 has been augmented. The provisions of the
Circular will only apply to this Home signal; for all other signals the requirements of the Book of Rules
must be carried out.

02.07.2001 Benalla (SW 1094/01, WN 26/01)
On Tuesday, 2.7., No 6 Track has been booked out of service account track condition.

06.07.2001 West Richmond (SW 508/01, WN 26/01)
On Friday, 6.7., a trial co-acting signal was provided for Up Automatic S70. The co-acting signal was
mounted on the mast of the CCTV screens at the Up end of the platform. Amend diagram 13/92.

08.07.2001 South Kensington (TS 81/01, WN 26/01)
On Sunday, 8.7., Points 693 were converted from Clamp Lock to Claw Lock operation.

(09.07.2001) EM100 Track Recording Car (SW 1052/01, WN 26/01)
Commencing forthwith it will no longer be necessary for EM100 to operate under Absolute Block condi-
tions on lines outside the suburban electrified area. The car will be signalled as a train and may be
followed through an automatic signalling area by other trains. SW 138/00 is cancelled.

(09.07.2001) Diamond Creek (SW 509/01, WN 26/01)
When it is necessary to cross a Down train with the first Up train at Diamond Creek the following instruc-
tions must be complied with. The Signaller who will operated Diamond Creek must collect the Diamond
Creek - Hurstbridge Train Staff from Eltham, but the Eltham - Diamond Creek Train Staff will remain at
Eltham. The Signaller must first travel by road to Diamond Creek to place all of the signals to Stop. The
Signaller will then deliver the Diamond Creek - Hurstbridge Train Staff by road to Hurstbridge and
return, again by road, to Diamond Creek to carry out signalling duties.

11.07.2001 Werribee (TS 82/01, WN 26/01)
On Wednesday, 11.7., a co-acting signal was provided for Home 4. The co-acting signal is located on the
right hand side of the track and is a Style U incandescent signal. Amend diagram 7/01.

11.07.2001 Diamond Creek (SW 514/01, WN 31/01)
On 11.7., a bar and padlock were provided to secure the platform quadrants normal when it is necessary
for the station to be unattended with the signals at Stop.

22.07.2001 South Kensington (TS 91/01, WN 28/01)
On Sunday, 22.7., Points 678U were converted from Clamp Lock to Claw Lock operation.

25.07.2001 Heatherdale - Ringwood (SW 510/01, WN 30/01)
On Wednesday, 25.7, Automatics L728, L740, L760, and L772 were converted to Harmon LED units.

26.07.2001 Heatherdale - Ringwood (SW 511/01, WN 30/01)
On Wednesday, 26.7, Automatics L727, L747, L767, and L777 were converted to Harmon LED units.

29.07.2001 Dandenong (TS 94/01, WN 29/01)
On Sunday, 29.7., a new Boom arm and mast were provided on the Down side of the line at Greens Road.
The flashing lights were converted to LED lights.

29.07.2001 Newport - Altona Junction (TS 93/01, WN 29/01)
On Sunday, 29.7., Automatic signals G416, G457, and GG457 were converted from searchlight signals to
multi-lens LED heads.

29.07.2001 Clifton Hill (SW 512/01, WN 30/01)
On Sunday, 29.7., Up Automatic CHL023 was converted to a tri-colour LED head.

30.07.2001 Victoria Park (SW 512/01, WN 30/01)
On Monday, 30.7., Up Controlled Automatic VPK107 was converted to a tri-colour LED head.

31.07.2001 Sydenham (TS 98/01, WN 30/01)
On Tuesday, 31.7., Up Starting Signal Post 5 was relocated 35 metres in the Down direction and is now 97
metres from the Up platform. Amend Diagram 8/01.

31.07.2001 Victoria Park (SW 512/01, WN 30/01)
On Tuesday, 31.7., Up Home VPK105 was converted to a tri-colour LED head.

01.08.2001 Victoria Park - Clifton Hill (SW 512/01, WN 30/01)
On Wednesday, 1.8., Down Automatic S149 was converted to a tri-colour LED head.

02.08.2001 Jolimont - West Richmond (SW 512/01, WN 30/01)
On Thursday, 2.8., Down Automatic S58 was converted to a tri-colour LED head.

Continued on Page 80
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THE HOLMESGLEN ACCIDENT

The Office of the Director of Public Transport, Department
of Infrastructure has released the report on the collision of
two Connex passenger trains at Holmesglen (Glen Waverley
line) on Wednesday, 26 July 2000. The following report is
based on the final report which is available on the Web at
http://www.doi.vic.gov.au/...

Description of Accident

At 1432 on Wednesday 26 July 2000 Train 2020, the 1422 Up
Empty Cars to Flinders Street, collided with the rear of Train
2018, the 1411 Up service from Glen Waverley, which was
standing in Holmesglen platform. Both trains were formed
of 6 car Comeng sets which were extensively damaged. Ten
passengers and both train drivers were taken to hospital.
Other passengers were treated at an emergency medical
centre established at the adjacent TAFE college.

Location

The line at Holmesglen is a double track equipped with
automatic signalling. Approaching Holmesglen in the Up
direction the line falls continuously and steeply from
Jordanville except for a slight rise on the immediate approach
to Holmesglen platform. The line is straight except for two
short lefthand curves, one on leaving Jordanville and the
second approaching Holmesglen.

After leaving Jordanville the line initially traverses a
lefthand curve of 604 metres radius. Towards the end of
this curve the falling grade steepens to 1 in 30 which lasts
for around 800 metres before gradually flattening out over
the last 400 metres to the Warrigal Road bridge. From the
bridge there is a short uphill section of 50 metres into
Holmesglen platform. This last section is on a lefthand curve
of 604 metres radius (the report states that the curve into
Holmesglen is 2000 metre radius, but this is contradicted by
the grades books).

Trains standing in Holmesglen platform are protected
by automatic signal DG484. This is situated 555 metres from
the platform, on a straight section of line towards the bot-
tom of the 1 in 30 grade. It is was not possible to see a train
standing in Holmesglen platform from DG484 due to the
lefthand curve approaching the platform and encroaching
vegetation.

The signal in the rear of DG484 was automatic DG526.
This was located immediately in advance of Jordanville plat-
form and 1251 metres in the rear of DG484.

Course of the Accident

The weather at the time of the accident was overcast with
intermittent showers. Witnessess recalled rain just prior to
the accident. The temparture was around 8 degrees Celsius.

Train 2018 was a normal suburban service and was
scheduled to depart from Glen Waverley at 1411, although
it departed two minutes late at 1413. The train stopped at
Mount Waverley at 1419 and departed at 1422 (scheduled
1416). As the train was now 6 minutes late, the Driver re-
ported the late running to the Train Controller by radio as
the train arrived in Holmesglen platform. The train came to
a stand at Holmesglen at 1427. After the passengers boarded
the train the Driver made two attempts to close the doors
but failed to receive a �door closed� indication both times.
At 1431 the Driver left the cab to investigate why the doors
had failed to close. Although the train was now 9 minutes
late the Driver did not report this to the Train Controller.

Train 2020 was a set of empty cars which ran from the
stabling sidings at Glen Waverley to Flinders Street to form
a Down departure. It departed from Glen Waverley at ap-

proximately 1423 (one minute late) and passed Mount
Waverley at 1427 at the time Train 2018 was coming to a
stand at Holmesglen.

Train 2020 passed DG526 at Caution and came to a stand
at DG484. Automatic DG484 was being held at Stop by the
presence of Train 2018 at Holmesglen platform, however,
the Driver stated that he believed that the signal had failed
because he could not see a train in the section ahead. In ac-
cordance with Rule 1, Section 3, Book of Rules and Operat-
ing Procedures, the Driver of Train 2020 tripped past DG484
at around 1431.

After reseting the trip and recharging the brake pipe,
the Driver stated that he moved the master controller into
the first notch for about 5 seconds to gain momentum and
then returned the controller to the off position. The train
was then let roll down the grade towards Holmesglen sta-
tion. During this time the Driver stated that he reached into
his bag to obtain a pen and his roster book towrite down the
number of the signal to report it to Metrol.

Marks on the rail indicate skidding 45 metres from the
Down end of the platform at Holmesglen. A  recreation of
the events leading to the collision indicate that a train driven
in this way would have come to a stand some metres short
of the platform. The recreation, supported by the degree of
damage to the rolling stock, indicate a collision speed of at
least 45 km/h and possibly as high as 65 km/h. Train 2018
was pushed approximately 38 metres along the track with
its brakes applied.

The leading set of Train 2018 (647M, 1174T, and 590M)
was not structurally damaged except that the rear coupler
and drawgear assembly on car 590M was damaged beyond
repair. The trailing set (570M, 1135T, and 569M) was exten-
sively damaged. Car 1135T telescoped the rear of car 570M
when an anti-collision post at the rear of 570M collapsed
under the impact of car 1135T. One passenger had to be freed
from the rear end seat of car 570M. Car 1135T was structur-
ally deformed in the collision and the leading bogie was left
suspended above the track. The couplings on all three cars
were severely damaged.

The leading set of Train 2020 (621M, 1156T, and 661M)
was damaged to the extent that it was necessary to lift the
cars from the track. Car 1156T collapsed in the saloon area
away from the doors and was bent upwards at that point.
The trailing set  (563M, 1132T, and 564M) was not structur-
ally damaged except that the leading coupler on car 563M
was damaged beyond repair.

Subsequent tests showed that the signalling system was
operating normally and that the brake system of Train 2020
was operating within specification.

Analysis

The report concluded that:

Evidence shows that the Driver of train 2020 erred
in that he did not comply with Section 3, Rule 1 (De-
tention at Automatic Signal) being unable to stop his
train ahead of the obstruction provided by train 2018
standing at Holmesglen Station.

[...] It is probable, from the evidence, that the
Driver of train 2020 performed a routine violation.

This type of violation involves habitual corner
cutting and is particularly encouraged if the organi-
sation does not check from time to time that correct
procedures are being followed. While there is evi-
dence that CTM [Connex Trains Melbourne] carries
out checks on driver ability in the form of audits and
continuation training, it is possible that compliance
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with the procedure for passing an Automatic Signal
at stop may not have been adequately tested in the
field. The procedure would be tested if a Driver was
required to pass an Automatic Signal at stop in the
course of a journey under audit.
The Driver of Train 2018 did not inform Train Control

that he had been further delayed at Holmesglen. If he had
done so, and had the Train Control notified the Driver of
Train 2020 of the delay, it is unlikely that the accident would
have occurred. The report notes that the rule governing
when a driver should notify Train Control of a delay is open
to interpretation. Section 13, Rule 1 states that

[...] if a train is stopped in a section by accident, fail-
ure, obstruction or from any cause, [...] the Driver
must immediately 1. advise the Train Controller of
all circumstances by train radio. [...] The Train Con-
troller must immediately 1. take action to stop ay
following train [...]

Professional opinions within the rail industry were di-
vided on the intent and application of this rule. The opin-
ions ranged from the importance of immediate advice to
train control to the view that the rule is only intended to
provide protection for disabled trains or obstructions.

Vegetation on the approach to Holmesglen station lim-
ited the distance which the Driver could sight the train stand-
ing at the platform.

The investigation also noted issues concerning the
rostering, the notification of the use of prescribed medica-
tion, ensuring that prescribed glasses are worn, and train-
ing.

Comments

Any system that uses automatic signals must decide how
trains are authorised to pass an automatic signal showing
Stop.

Trains should not pass a signal protecting a train, but if
a train comes to a stand at an automatic signal how is the
Driver to know if the signal is protecting a train or has failed?
If the signal has failed it is necessary for the rules to provide

some mechanism to authorise the Driver to pass the signal,
otherwise the train will blocked until the signal is repaired.

Two approaches have been taken in this situation. The
first approach is to allow the train to pass the signal after
coming to a complete stand at it and waiting for a specified
period of time. While passing through the section the speed
of the train must be regulated so that the train can be stopped
short of any obstruction. This approach is derived from US
rules and, in Australia, was adopted by the Victorian, South
Australian, and Commonwealth Railways.

The danger with this approach is that the driver may
travel too fast after passing a signal and not be able to stop
short of an obstruction. As a regular traveller on the subur-
ban system it is very apparent that drivers interpret �extreme
caution� in very different ways. Most of the time this speed
is around walking pace. Other drivers, however, travel much
faster.

The second approach is to require the driver to obtain
permission from a signaller or train controller before pass-
ing the automatic signal at stop. If the signaller or train con-
troller knows that the preceeding train is still in the section
they can refuse to grant permission to pass the signal. Even
with this permission, the speed of the train must still be regu-
lated so that it may be stopped short of any obstruction.
This approach is derived from UK rules and, in Australia,
was adopted by the Queensland and Western Australian
railways. New South Wales has a hybrid approach where a
train equipped with a trip may pass an automatic signal
equipped with a train stop without permission from a sig-
nalman, but permission must be obtained for trains not
equipped with a trip, or to pass signals not equipped with a
train stop.

The danger with this approach is that the driver may
interpret permission from signaller as confirmation that the
signal has failed and that the section is clear. But the signal-
ler may have made a mistake. Indeed, unless the track cir-
cuits are indicated in the signalbox, the signaller may have
little better idea than the driver that the section is clear. This
was a major factor in the Glenbrook accident in the Blue
Mountains.

(06.08.2001) Newport - Sunshine (SW 1061/01, WN 30/01)
Diagram 14/01 replaced 10/99 �as in service�. The principle alterations are: the abolition of Homes 11, 12,
and 13 at Brooklyn; the provision of Annett Locks on Points G and N at Brooklyn (the Up and Down
points at Brooklyn yard); the spiking of the Up and Down end points at Little Brooklyn; the provision of
an Annett Lock on Points A at Brooklyn (leading to the Apex Siding) and associated crosslock; the
provision of an Annett Lock on the Up end points at the GEB siding at Sunshine; and modifications to the
notes associated with Home TOT/U8 at Tottenham and Homes 6 and 7 at Brooklyn.

19.08.2001 Coburg (TS 101/01, WN 31/01)
On Sunday, 19.8., Home COB 542 was converted to a multi-lens LED head.

SIGNALLING ALTERATIONS

(Continued from Page 78)

AUSTRALIASIAN SIGNALLING MAILING LIST
A email list has been set up for the discussion of signalling within Australia and New Zealand. An email list is simply a
method by which a group of people can have a discussion about a common area of interest. Any email message sent to the
list is automatically resent to all of the subscribers. The list was founded on 23 August and already has 30 members. The
charter states:

Just the place for discussing everything you wish to discuss concerning signalling and safeworking in Australia
and New Zealand. But we will not limit ourselves to just these countries, anything around the globe that takes your
fancy provided it is signalling and safeworking related.

The Web page for the new list can be found at
http://groups.yahoo.com/group/SignallingAustralasia

People who have access to email, but not the Web, can subscribe by emailing a message to
SignallingAustralasia-subscribe@yahoo.com
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VICTORIAN SIGNALLING SYMBOLS

PART II - POINT AND TRACK SYMBOLS

Locking Bars.
A Staff, Annett, Tablet, or Master Key Lock is shown by

a black square (Figure 2b). The lock is always shown on the
side of the line the actual lock is located. The type of lock is
always written out in full on official diagrams (e.g. �Staff
Lock�), but diagrams in Somersault diagrams the abbrevia-
tions �SL�, , �AL�, �TL� and �MKL� are used. The pattern (if an
Annett Lock) or whether it is a large or miniature lock (if a
Staff or Master Key lock) is shown if known.

A plunger lock is represented by a cross adjacent to the
toe of the points (Figure 2c). Again, the plunger lock is shown
on the side of the line the lock is found, however for older
installations where the plunger lock was installed in the 5
foot between the rails the side shown is purely nominal.

A switch lock is shown by a black triangle (Figure 2d)
which, again, is shown on the correct side of the line.

A number of other methods have been used to secure
points. These include Annett Locks or Wedges mounted on
the levers, and chains to secure levers. These have no spe-
cial symbol but are usually noted on the diagram where they
occur. A very small number of hand points were secured by
means of a lockbar or plunger worked from a frame. The
lockbar or plunger was shown by the standard symbol
shown in Figure 5.

This is the second part of a series that will explain the sym-
bols used on Victorian signalling plans. Part I, in the May
2001 issue, covered the symbols used for signals. This part
will cover the symbols used for apparatus associated with
points and track.

Hand Points

The symbols associated with hand points show an interest-
ing diversity of practice. Figure 1a shows the most common
symbol and is generally used for points in sidings. The point
lever symbol - a small stroke terminated by a circle - is used
for any point lever which cannot be used to operate a rodded
connection to a catch, derail, or another set of point. It is
always shown on the side of the line the actual point lever is
located. However, the point lever symbol may be omitted,
particularly on older diagrams. The diagram does not show
the normal lay of the points even if the point lever is
weighted to normally lie in one position.

Figure 1b is used for hand points in running lines. The
running line is emphasised by making that line continuous.
Traditionally these points were Plunger locked points at Staff
stations, but in the last thirty years these points have be-
come common at intermediate sidings. Again, the point le-
ver is of a type which cannot be used for a rodded connec-
tion and rollout protection from the siding is usually pro-
vided by a hinged Hayes derail..

Figure 1c is the symbol for a set of points worked by a
small point lever. These levers are typically on main line
points which are rodded to a set of safety points, a catch
point, or derail in the siding. The points are normally se-
cured by a Staff or Annett lock. Figure 1d is a set of points
worked from a ground frame. Figure 1e is a set of points
worked from a non-trailable point machine. These are a re-
cent innovation and are essentially the gear box of a dual
controlled point machine. These point machines can be
rodded to rollout protection in the siding. There is no sym-
bol for trailable point machines: these are indicated on the
diagram by a switchstand symbol.

Rollout Protection

�Rollout protection� is the modern name for devices that
prevent vehicles from moving from sidings onto running
lines.

The simplest, and oldest, such device is the Scotch Block
(Figure 3a). This is a baulk of wood secured across one rail.
Few scotch blocks remain in service. The symbol shown in
Figure 3a is also used for the hinged Hayes type derail which
has largely replaced the old scotch block. Scotch blocks and
hinged derails are never rodded to points.

Figure 3b shows the two symbols used for catch points;
note that the throw-off is always away from the main line.
Catch points are usually rodded to a set of points, but a few
are hand worked by a point lever. For some reason it is com-

Locking Devices for Hand Points

A number of devices may be used to secure hand points in
position. The simplest mechanism is the Hand Locking Bar
and Padlock. These may be provided on main line points or
in sidings. These are indicated in diagrams in Somersault
by the abbreviation �HLB� (Figure 2a), but on the official
signalling arrangement diagrams the full name is written
out. Signalling diagrams (those issued to Drivers) do not
normally indicate that a set of points are fitted with Hand
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mon for diagrams to explicitly label catch points with the
word �Catch� as if the symbol is not clear enough (derails
are similarly treated).

Figure 3c is a rodded Derail. The simple line at 45 de-
grees to the track is normally used where the derail is rodded
to the point lever which works the main line points. Figure
3d is the symbol for the modern derail and crowder. The
crowder is a piece of metal fitted opposite the derail which
forces a flange away from the rail, increasing the derailing
effect of the derail. These are usually known as �Hayes� de-
rails and crowders after a US manufacturer.

Interlocked Points

The basic set of mechanically worked points is shown in
Figure 4a. The continuous line is always the position of the
points when the operating lever is normal. Points worked
by double wire have a special symbol shown in Figure 4b;
the symbol is a representation of the double wire point
mechanism.

Point machines are shown by the symbol in Figure 4c,
although they were not shown on diagrams drawn before
the early �60s. The symbol is a representation of an electric
point motor: the circle is the motor and the attached rectan-
gle is the gear box. The circle should consequently always
point towards the heel of the points. Dual control point
machines have a representation of the hand operating lever
on the side away from the track (Figure 4d). Signalling dia-
grams do not distinguish between electric point motors,
electro-pneumatic point mechanisms, and electro-hydrau-
lic point mechanisms. However, there is a symbol for an
electro-hydraulic or electro-pneumatic point mechanism
(Figure 4e) which is supposed to be used on signal arrange-
ment drawings. The type of motor is indicated by the ab-
breviations �EP� and �EH�. This symbol is not commonly
used.

The diagram book contains a symbol for spring oper-
ated points. As far as is known, these have never been used
in Victoria.

Locking Devices for Interlocked Points

The basic locking device for mechanically interlocked points
is the lockbar and associated plunger (facing point lock).
The standard symbol for a lockbar is a dash in advance of
the points (Figure 5a). Figure 5b shows the symbol used
when the lockbar was mounted on the straight point blade
(only), Figure 5c where the lockbar was mounted on the
curved point blade, and Figure 5d where lockbars were pro-
vided on both the curved and straight point blades. (The
last was a selectable lockbar).

A short dash in advance of the points (Figure 5e) indi-
cates a set of points secured by a plunger (facing point lock)
without a lockbar. Early diagrams, particularly Locking
Sketches, normally emphasised that no lockbar was pro-

vided by including the words �Plunger only� on the diagram.
One curious feature of Victorian symbol practice is that the
plunger symbol has never been shown on points worked
by point machines, or secured by plunger locks, Staff locks,
Annett Locks, or Tablet Locks even though these all have
facing point locks. On the other hand, the plunger symbol
was used on the trailable points on the Cressy line.

Figure 5f indicates a clamp lock. In theory, a clamp lock
could be driven by an electric point motor or even mechani-
cally, however all Victorian examples have been driven by
an electo-hydraulic point motor.

Associated Point Symbols

The symbols for equipment commonly associated with
points are shown in Figure 6.

The standard mechanical point indicator is shown in
Figure 6a. Point indicators are always shown in their cor-
rect geographical position. The symbol for the old style point
indicator (abolished in 1898) is shown in Figure 6b.

The mechanical point detector is shown in Figure 6c. The
number of signal wires that detect the points is indicated by
the number of horizontal dashes through the body of the
detector. Signalling arrangement drawings often include a
table listing the types of detector fitted to each set of points;
this is not included on signal diagrams. The symbol for an
electric point detector (circuit controller) is shown in Figure
6d. This symbol is only used for separate electric detectors
(point machines also have electric detectors). Electric point
detectors are only shown on signalling arrangement draw-
ings.

Three separate symbols have been used to indicate switch
stands. Figure 6e represents the switch stand used on Dou-
ble Wire points. Figure 6f represents the switch stand in-
stalled in the late �60s on the Gheringhap to Maroona line
and in the �80s on the Portland and Maryborough lines. Fig-
ure 6g represents the modern type of switch stand installed
since the late �80s on the Gheringhap - Maroona, Maroona -
Portland, and Ballarat - Mildura lines.

Plunger indicators were uncommon. They were small
white discs connected to the plungers of plunger locked
points to show when the points were locked. Their symbol
is shown in Figure 6h.

The two symbols shown in Figure 6i and 6j indicate that
one mechanical lever works both the set of points and the
associated plunger/lockbar. Figure 6i is used to indicate the
older escapement device, while Figure 6j indicates the newer
US derived Switch and Lock movement. Switch and Lock
movements are also indicated by the abbreviation �SLM�.
Switch and lock movements never work lockbars.
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Auxiliary Track Symbols

The symbols for equipment associated with plain track are
shown in Figure 7.

Figures 7a and 7b show the symbols used for treadles.
Treadles detected the presence of a train by the flexing of
the rails. A directional treadle (Figure 7a) was only oper-

ated by a train travelling in the direction of the arrow. A
non-directional treadle (Figure 7b) was operated by all trains
irrespective of travel. The upper diagram is the older.

A TAILS indicator (Figure 7c) is provided at some
trailable crossing loops and detects the passage of the end
of a train by detecting a specially modified end of train
marker.

Train stops are provided at all three position signals in
the suburban electrified area. Figure 7d is used if the train
stop is normally raised (i.e. the associated signal is normally
at Stop, such as a Home signal). Figure 7e is used if the train
stop is normally lowered which occurs if the associated sig-
nal is normally at clear (e.g. an automatic signal).

A switch and lock mechanism. Like the escapement mechanism illustrated on the front cover, a switch and lock mecha-
nism operates a set of points and a facing point lock by one operating rod. The operating rod, which enters the picture
from the lower right is connected to a flat cam plate which works in the box at the upper right. The cam plate has two
slots in it. One slot operates the plunger, while the second slot operates the points. The inital movement of the cam plate
withdraws the plunger. As the movement continues the points are reversed. The final portion of the movement relocks
the points. The white box at the lower right is a Herbert and Wion L1 point detector which detects the position of the
points and the plunger. The facing point lock can be seen between the switch movement and the point detector.
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(Above) Pira, on the Piangil line, is
an example of a siding with points
secured by Hand Locking Bar and
Padlock. Rollout protection is pro-
vided by hinged derails in the siding.
All the stations beyond Swan Hill on
this line are protected in this way. The
Hand Locking Bar is the white bar
lieing holding the straight point blade
against the curved stock rail. The
hinged Derail Block can be seen on
the right hand rail of the siding just
below the curve. There is no connec-
tion between the points and the de-
rail; the train crew must remember
to operate both when shunting the
siding and then to secure both when
departing. Current policy is that the
use of a Hand Locking Bar and Pad-
lock and Hand Derail Block may be
used on goods only lines where the
maximum line speed is 50 km/h, sub-
ject to a 30 km/h speed restriction over
the points. Right) A Hand Locking
bar is simplicity itself. A short steel
bar is pivoted on a spike in the point
timber. When closed (and properly
fitted) the bar keeps the point blade
closed against the stock rail. The bar
is kept in position by a keeper, the bar
of which is locked by a V5PSW pad-
lock.
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(Above)  South of Swan Hill the line is used by
passenger trains and the policy is to secure
points on such lines with a lock and provide
rodded rollout protection in the sidings. This
set of points at Raywood is worked by a Small
Point lever and secured by a large Staff lock
(known, these days, as a large Master Key lock
as the station is situated in a section worked by
Train Orders and the points are unlocked by a
Master Key not a Staff). The Staff Lock can be
seen on the point timbers between the track and
the point lever. The points are rodded to a De-
rail in the siding. Current policy is to provide a
Crowder in conjunction with the Derail on lines
on which passenger trains operate. (Centre) A
Large Staff Lock (also known as a Large Mas-
ter Key Lock on those lines worked by Train
Orders). The Train Staff, Large Electric Staff,
or Large Master Key is inserted in the tube at
the right and turned. A screw operated by the
Staff or Key withdraws a bolt from the lock bar
and frees the points. The Staff or Key cannot be
withdrawn from the Lock when the points are
unlocked. (Bottom) A Miniature Staff Lock (also
known as a Miniature Master Key Lock). The
Miniature Staff or Master Key is placed in a
drawer at the front of the Lock (not shown in
this view) and the drawer closed. The handle
seen at the right hand side of the Lock is then
pulled towards the operator. This proves the
presence of the Staff or Master Key in the
drawer, locks the drawer in the Lock, and with-
draws the bolt from the lock rod. Once again,
the Staff or Master Key cannot be removed from
the Lock while the points are unlocked.
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(Above) A traditional Annett Lock with the Annett Key in position. An Annett Lock is simply a large robust version of
a standard house lock. Turning the key in the lock withdraws the bolt from the lock rod. One difference to an ordinary
house lock is that the key cannot be removed from the lock while the Annett Lock is unlocked. As several Annett Locks
are provided at a station and one key; it is clear that only one of these locks can be unlocked at any one time. A typical
use is for one Annett Lock to be provided to secure a set of points with duplicate Annett Locks provided to secure the
protecting signals at Stop. The type of Annett Lock shown above is the large traditional type which come in four
patterns: A, B, C, and D. The pattern refers to the key that operates the lock; an A pattern lock can only be operated by
an A pattern key and so on. (Below) New installations of  Annett locking use a commercial security lock. This is known
as a �Miniature� or �Fortress� style Annett Lock. These too have patterns: E and F are currently used and, no doubt,
others could be used if necessary. Annett locks are normally found at interlocked or at plunger locked stations. On a
number of branch lines, however, the  points at intermediate sidings were secured by Annett Locks. The matching
Annett Key was secured to the Train Staff.
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(Above) A set of Plunger Locked points at Dingee. The plunger lock can be seen on the point timbers to the immediate
right of the toe of the points. The points are worked by a WSa lever, painted white, and there is a quadrant lever next to
the WSa lever to work the protecting Home signal. At the extreme right there is a mechanical point detector. This
detects the points normal and the plunger in when the Home signal is worked from the quadrant at the platform.
Plunger locked points were provided at Staff stations although these days most such stations are intermediate sidings.
This is a plunger lock applied to a modern Y layout set of points. In older installations the plunger lock was situated
between the rails requiring the Signaller to stand on the track when operating the plunger. There are very few of this old
style of plunger lock still in service - perhaps none by now. (Below) Mechanically, a plunger lock is simple. It is,
essentially, the standard facing point lock provided at interlocked points but the plunger is directly hand operated. The
plunger (or bolt) is directly coupled to the long arm of a bell crank. The outer end of this arm is shaped to form a handle
which is used to withdraw the plunger from the lock rod and free the points (but the plunger has been operated by a boot
most of the times I�ve seen it operated). A catch is provided to hold the arm of the bell crank in either the locked or
unlocked position and the catch can be secured by a padlock. The other arm of the bell crank is connected to the detector.
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(Left) A scotch block. This consists of two baulks
of wood running parallel to the rails and secured
to the sleepers. Hinged to one of the baulks is a
cross piece which, when closed, lies across the
rail. At very low speeds the cross timber acts as
a baulk and stops the wheels of a vehicle. At
higher speeds a wheel would tend to roll over
the top of the block so a steel insert is let into the
top of the cross piece. This serves two functions.
It protects the wooden cross piece from damage
from the wheel flange and it diverts the flange
across the rail into the cess derailing the car.
The cross piece can be locked on the rail by a
padlock. (Below) A hand derail block; these are
also known as hinged derails. These replaced
scotch blocks and derail vehicles in exactly the
same way. Hinged derails consist of a cast steel
block which can be padlocked either on or off the
rail. When the block is on the rail, a ridge in the
block guides the flange across the rail towards
the cess to derail a car passing over it. The block
is supported by a steel casting (or fabrication in
more modern examples) spiked to the sleepers.
Scotch blocks and hand derails are provided
where the main line points are operated by ordi-
nary point levers incapable of operating a rodded
derail. Traditionally, most examples were at staff
stations where both they and the vehicles could
be supervised by the station staff. Where super-
vision could not be provided rodded derails, catch
points, or safety points were preferred. However,
scotch blocks and hinged derails could be found
on VERY minor lines, such as the Kerang to
Stony Crossing line beyond the NSW border.
Modern practice applies them more widely. They
are applied in goods yards and freight centres to
protect loading and unloading operations. They
are also, as mentioned earlier, provided on Goods
only lines with a speed limit of 50 km/h or lower.
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(Above) A roddend derail. These derail vehicles in exactly the same fashion as the hand derail shown in the previous
photo but they are operated by rodding in conjunction with the main line points. This is an older design and the curved
cast steel derail block is shown to advantage in this photo. The first known reference to rodded derails is at Narracan and
Coalville (the intermediate sidings on the Thorpdale line) where they were installed on 1 June 1910. Large scale instal-
lation commenced in 1912 and they were widely provided on the then new mallee lines. This set, on the car dock at
Rochester, was installed in 1916. These derails are usually known as �Hayes� derails after the US manufacture which
supplied many of them. (Below) A rodded derail and crowder. The derail is a modern cast steel version of the derail in the
previous photo, and the base is fabricated from steel plate instead of from cast steel. The crowder, on the right, is a hinged
lever that acts like a short point blade. In the derail position (shown here) it forces the righthand flange of a vehicle away
from the rail at the same time as the lefthand flange is being lifted across the rail by the derail. Crowders increase the
�stopping� power of derail blocks. This particular example appears to be the Westinghouse Signals Australia D150
Derail and associated C150 Crowder, but is still often referred to as a �Hayes� derail in official publications.
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(Above) There have been at least three designs of switch stand used in Victoria. The initial design was used on double
wire points between Geelong and Ballarat and on the Eastern line. The second design was provided on the trailable
crossing loops installed on the Gheringhap - Maroona in 1967/8. This example is at Inverleigh. The design was subse-
quently provided on the trailable crossing loops on the Maroona - Portland line and between Ballarat and Maryborough.
If the points are set and locked for a facing movement two circular yellow targets are shown, but there is no indication
if the points are set for the straight or the curve. (Below) The modern type displays a yellow arrow when the points are
set and locked for a facing movement. The arrow points in the direction the points are set. The first example of this
switchstand was provided at Jacksons Loop around 1988, and I believe that all switchstands are now of this type. Notice
the compact trailable mechanism. Designed in the US it does all of the functions of the older Cressy style in a compact
mechanism.


