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Bowser was situated just north of Wangaratta on the North East main line. It was opened as �Beechworth Junction� in
1875 and closed in 1987 when the branch lines to Bright and Peechelba East were closed. The signalbox was officially a
signalbay, but, as can be seen from this photo the bay was actually much bigger than the remainder of the station
buildings. Bowser had long been closed to passenger traffic by this time and a staff exchange platform leading from the
former entrance passageway had replaced the former passenger platform. This station building had been provided in
December 1959 as one of the first works in conjunction with the provision of the new standard gauge line which ran
behind the platform and through the former site of the former station building and signalbay. The new signalbay
contained the old (1914) A pattern tappet frame which was extended to 25 levers in its new location. The three doll
bracket signal was provided on 5 July 1927 when the Peechelba line was under construction. When this photograph was
taken, in March 1987, the Peechelba East line had been closed, and the Bright line, while not officially closed, had been
severed when the standard gauge crossing was removed.
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MINUTES OF MEETING HELD FRIDAY SEPTEMBER 19, 2003,
AT THE SURREY HILLS NEIGHBOURHOOD CENTRE, 1 BEDFORD AVENUE, SURREY HILLS

Present: - J.Black, W.Brook, G.Cumming, C.Gordon, A.Gostling, G.Henderson, A.Hinde, W.Johnston, K.Lambert,
S.Malpass, B.McCurry, T.Murray, B.Sherry, P.Silva, R.Smith, C.Rutledge, R.Taaffe & R.Williams.

Apologies: - B.Cleak, D.Langley, J.McLean, G.O�Flynn, R.Whitehead & A.Wheatland.
Visitors: - Judy Gordon, Andrew Hayne & Frank Strik.
In the absence of the President, the Vice - President, Mr. Bill Johnston, took the chair & opened the meeting @ 20:08

hours.
Minutes of the July 2003 Meeting: - Accepted as published.  S.Malpass / J.Black.  Carried.
Business Arising: - The item in the minutes referring to Platforms 12 & 13 at Spencer Street should have referred to

Platforms 11 & 12.
Correspondence: - A completed membership form was received from Ray Williams and Ray was welcomed as our latest

new member.
A letter was received from Adrian Ponton at Freight Australia granting permission for the signal box tour.
Various items of correspondence were sent and received in relation to the organisation of the forth-
coming signal box tour. C.Rutledge / B.Sherry.  Carried.

Reports: - Tours.  Glenn Cumming described the arrangements for the Signal Box Tour to be held on Monday 22
September 2003 in Geelong.  All comments and questions are to be directed to Glenn Cumming.
Peter Silva addressed the meeting on the subject of the Market Street Signal Bridge.  An agreement has
been reached between the SRSV & the ARHS to commence restoration.  Drawings & photographs are
being collected but more are required.  A search is being made at Newport Workshops for under cover
workspace to allow work to commence.
Volunteers are needed to assist with this project.

General Business: - The Committee is investigating the purchase of a slide screen to improve the quality of presentations.
The proposed Syllabus Item for the November Meeting is expected to be Chris Wurr from Bendigo with a
presentation on the Ararat District.
Keith Lambert reported on the gradual replacement of the remaining upper quadrant signals on the
Sandringham Line.
Keith Lambert reported on the replacement of signals between Burnley - Kooyong.
Keith Lambert advised that the signals on the gantry at Viaduct Junction are to be replaced by LED
signals.
Keith Lambert referred to a recent article in Somersault that referred to speed proving train stops.  Keith
noted that he had first seen speed proving train stops at Cheltenham in 1972.  Other locations to have
speed proving train stops before the City Loop included Caulfield, Kooyong & Gardiner.  Keith asked if
speed proving train stops had ever been provided at Surrey Hills and Canterbury.
Keith Lambert tabled an old picture of ballast trucks at an unknown location & asked if anybody could
identify the location.  It was thought that the location was somewhere between Fairfield - Riversdale in
the construction era, possibly East Kew.
Keith Lambert tabled a drawing of proposed arrangements at Craigieburn for electrification.
Keith Lambert advised that the future re - signalling at Ashburton will result in all two position signals
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being converted to three position signals.
Rod Smith asked if the problems at Britomart in Auckland had been resolved.
Bill Johnston asked if the Burnley - Camberwell section will have four aspect signalling installed as part of
the re - signalling project.
At Ararat, it is believed that Up Standard Gauge trains will be held at Pyrenees Loop while a Broad Gauge
train is using the Grade Crossing.
It was reported that Rail Infrastructure Corporation no longer performs signal & communications mainte-
nance work for the ARTC in South Australia.
Bob Taaffe gave an update on the ARTC takeover of control of interstate lines in New South Wales from
RIC.
Bob Taaffe gave an update on the Menangle Viaduct and noted that the spans of the Wagga Wagga
Viaduct would be replaced in a three day occupation in two years time.
Bob Taaffe advised that the new signalling arrangements at Cootamundra North are expected to be
commissioned in approximately two months time.
Colin Rutledge reported that commissioning of signalling & level crossings on the Bairnsdale Line would
commence next week.  A possible start up date for the passenger service was given as 19th October.
Graeme Henderson gave an update on signalling works at the Zig Zag Railway.  A somersault Distant
Signal has been provided at Top Points.  An upper quadrant signal is to be provided at Bottom Points.
Clarence is to be interlocked using a 32 lever frame.
Bob Taaffe noted that track & signal alterations are planned for Newnes Junction.  As part of this work,
the footbridge from Beresfield is to be installed at Newnes Junction.
Chris Gordon reported that LED units are to replace lamps on mechanical signals at Colac and
Winchelsea.

Syllabus Item: -  The Vice - President introduced member Roderick B. Smith to present the Syllabus Item.
Rod presented the annual screening of slides from the collection of the late Stephen McLean.
At the completion of the Syllabus Item, The Vice - President thanked Rod for the entertainment & this was
followed by acclamation from those present.

Meeting closed @ 22:32 hours.
The next meeting will be on Friday 21 November 2003 at the Surrey Hills Neighbourhood Centre, 1
Bedford Street, Surrey Hills, commencing at 20:00 hours (8.00pm).

SIGNALLING ALTERATIONS

The following alterations were published in WN 32/03 to WN 43/03 and ETRB A circulars. 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.

30.07.2003 Wodonga Coal Sidings (TS 1139/03, WN 33/03)
From Wednesday, 30.7., Points 18 were booked out of service due to track condition in the Fourth Road in
Sidings B. The points are spiked for the diverging movement.

04.08.2003 Rosanna - Macleod (SW 532/03, WN 32/03)
On Monday, 4.8., Automatic S 488 was converted to reverse stagger.

04.08.2003 Syndal (SW 533/03, WN 32/03)
On Monday, 4.8., the heads on Automatic DG 634 were lowered 500mm to improve sighting.

06.08.2003 Frankston (SW 174/03, WN 32/03)
On Wednesday, 6.8., the new relay room was commissioned. All of the temporary circuits provided after
the fire in the previous relay room were removed.

08.08.2003 Little River (TS 1152/03, WN 35/03)
Commencing on 8.8., Crossover 9 (Down end) is booked out due to approach locking problems with
Homes 8 and 20.

09.08.2003 Sale - Bosworth Road - Bairnsdale (SW 1080/03, WN 32/03)
Commencing from Saturday, 9.8., light engines wil operate to Bairnsdale for crew training. When light
engines are operating on the line Signallers will be in attendance at Sale and Bairnsdale.
A Signaller will be on duty at Bosworth Road each day for the arrival of Train 9461. The Signaller will
route the train into the siding, carry out the reversing of the locomotives and take possession of the Sale -
Bairnsdale Train Staff.
The points to the Bosworth Road siding and at Bairnsdale are equipped with dual control point machines
which are only operated by hand. The Signaller will be responsible for operating these point machines,
and must secure them with an independent padlock when the light engines are operating.
The line between the Down end of Bosworth Road and Bairnsdale will be operated under Construction
Siding conditions. The Signaller must accompany all trains which operate over this section and only one
train may operate over the section at any one time. A maximum speed of 40 km/h will apply and only X
class locomotives and lighter may run.
When light engines are operated for training purposes, the Signaller must accompany each movement
and must be in possession of the Train Staff (the Driver of the movement must sight the Train Staff).
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Should the light engine come from Sale, the Signaller must transfer the Train Staff to Sale and accompany
the locomotive from there.
When movements must pass over Bosworth Road or Ligar Street, the Signaller must manually operate the
flashing light equipment using the test switches.
After the last light engine movement has cleared the section, the Signaller will remain on duty and
perform the signalling and safeworking duties for the departure of the log train.

(19.08.2003) Sunshine - Broadmeadows (SW 1085/03 & 188/03, WN 33/03)
The train description bells between Sunshine and Broadmeadows (for the Albion - Broadmeadows line)
are out of service due to damage to the line wires. The Signallers must use the PABX telephone to commu-
nicate TD number and destination of all trains.

25.08.2003 Long Island Junction (SW 196/03, WN 34/03)
On a new Fortress Annett Lock and key have been provided on the main line points due to the theft of the
existing F pattern Annett Lock and key. The new lock is keyed uniquely to Long Island Junction and the
key is labelled �SP-LIJ�.

31.08.2003 Sandringham (SW 191/03, WN 34/03)
On Sunday, 31.8., the semaphore Up Automatic SHM 917 was replaced by a 3 aspect Style �L� RX8 LED
signal. Amend Diagram 27/88.

05.09.2003 North Richmond (SW 539/03, WN 36/03)
On Friday, 5.9., a co-acting signal was provided for Automatic S 093. The co-acting signal is an Alstom
LED signal. Amend Diagram 03/02.

(09.09.2003) Westall (SW 207/03, WN 36/03)
Commencing forthwith the non vital track circuits at the Down end exit from the Stabling Sidings and
from the Apex line have been restored to service.

14.09.2003 Hampton (SW 199/03, WN 36/03)
On Sunday, 14.9., semaphore Down Automatic B 515 was replaced by a 3 aspect Style �L� RX8 LED
signal.

14.09.2003 Heyington - Kooyong (SW 540/03, WN 37/03)
On Sunday, 14.9., all signals between BLY 280 and Glenferrie Road, Kooyong, were fitted with LED
heads. This involved: Automatic BLY 280, Automatic DG 177, Home BLY 383, Automatic DG 203, Auto-
matic DG 204, and Home 10 at Kooyong.

15.09.2003 Sheep Hills (SW 1100/03, WN 37/03)
This siding was closed to all traffic effective Monday, 15.9. The main line points are spiked normal and
the Intermediate Siding Board was abolished. Sheep Hills is to be deleted from the Network Service Plan
Network Operating Requirements.

15.09.2003 Culgoa (SW 1096/03, WN 37/03)
This siding was closed to all traffic effective Monday, 15.9. The main line points are spiked normal and
the Intermediate Siding Board was abolished. Culgoa is to be deleted from the Network Service Plan
Network Operating Requirements.

15.09.2003 Meatian (SW 1099/03, WN 37/03)
This siding was closed to all traffic effective Monday, 15.9. The main line points are spiked normal and
the Intermediate Siding Board was abolished. Meatian is to be deleted from the Network Service Plan
Network Operating Requirements.

15.09.2003 Kerang (SW 1098/03, WN 37/03)
Effective Monday, 15.9., No 4 Road, No 5 Road, and the Silo Road were abolished. The hand points
leading to these roads were spiked normal.

15.09.2003 Goornong (SW 1097/03, WN 37/03)
This siding was closed to all traffic effective Monday, 15.9. The main line points are spiked normal and
the Intermediate Siding Board was abolished. Amend Diagram 20/01. Goornong is to be deleted from the
Network Service Plan Network Operating Requirements.

(16.09.2003) Castlemaine - Maryborough (SW1093/03, WN 37/03)
The Castlemaine - Maryborough Train Staff, Staff Ticket Boxes, and Master Key No 46 have been with-
drawn and are held at the Office of the Manager System Safety. That office will issue a circular detailing
the safeworking procedures for any movements over this line.

19.09.2003 Colac (SW 1101/03 & 1111/03, WN 37/03 & 38/03)
On Friday, 19.9., the spectacle plate and incandescent light on Post 4 (Up Arrival Home) was replaced
with a two aspect LED unit which will work in conjunction with the signal arm.

21.09.2003 Spencer Street (SW 215/03 & 541/03, WN 38/03)
On Sunday, 21.9., Home 125 (from City Circle Loop Viaduct), 305 (Burnley Loop Viaduct), 567 (Northern
Loop Viaduct), and 707 (Caulfield Loop Viaduct) on the signal bridge over the viaduct were converted to
tricolour LED heads (the low speed light became a �S� 90 dot LED type) and the illuminated letter �A�
removed. The route indicator on Home 305 was replaced by a new type that will show the same indica-
tions as formerly. Controlled Automatic 725 (from Through Suburban Viaduct) was also converted to
tricolour LED heads. Amend Diagram 9/03.
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(23.09.2003) Epping (SW 542/03, WN 38/03)
Amend Operating Procedure 32, Section 34, Book of Rules, to add a new clause (e)
Epping Wash Shed
A signal panel is provided on the wash operator�s control panel. This panel is released from the Epping
signalbox. When switched in, the panel works Dwarfs EPP164 and EPP175 by means of �clear� and �cancel�
buttons. The dwarfs will track cancel.
Irrespective of whether the wash operators panel is switched in or out, the Signaller at Epping is always
responsible for verbally authorising movement past Dwarfs EPP164 or EPP175 if they should fail at Stop.
If the wash operators panel is switched in when the signals fail, the Signaller must confer with the wash
operator prior to authorising a movement past the signals. The wash operators panel must remain
switched in until the failure is rectified.

24.09.2003 Bairnsdale (SW 1109/03 & 1110/03, WN 38/03)
On Wednesday, 24.9., the push buttons to operate the flashing lights at Bosworth Road were abolished.
The flashing lights must be operated from the test switch.

25.09.2003 Ashburton (SW 543/03, WN 39/03)
On Thursday, 25.9., Dwarf 2 was converted to have a LED head.

26.09.2003 Stratford - Bairnsdale (SW 1114/03, 1115/03 & 1116/03, WN 38/03)
On Friday, 26.9., flashing lights were provided at Hillside Road (263.055 km) and Buchanans Lane
(265.874 km). The flashing lights are controlled by level crossing predictors set to the existing line speed
(25 km/h)
Level crossing predictors were commissioned at the existing flashing lights at Lindenow Road (257.301
km). The predictors were commissioned at the existing line speed (50 km/h).

(30.09.2003) Flinders Street - North Melbourne (SW 180/03, WN 39/03)
Diagram 09/03 replaced 35/02 �as in service�.

(30.09.2003) Prahan - Sandringham (SW 218/03, WN 39/03)
Diagram 01/03 replaced 27/88 �as in service�.

04.10.2003 Blackburn (SW 550/03 & 551/03, WN 40/03)
On Saturday, 4.10., the illuminated letter �A� on Down Home BBN 308 was converted to LED. Concur-
rently the control panel was altered. All switches and low speed buttons were replaced by a new type of
switch and button. LED indicators will be provided on the diagram to indicate the position of the points.

05.10.2003 Spencer Street (SW 549/03, WN 42/03)
On Sunday, 5.10., Down Homes 303 and 723 were redressed with LED heads (including the low speed
lights) and the illuminated letter �A� lights removed. Down Automatics 493 and 683 were redressed with
LED heads. Amend Diagram 9/03.

05.10.2003 Epping (SW 547/03, WN 40/03)
On Sunday, 5.10., Home EPP 121 was relocated 292 metres in the Down direction and the heads converted
to LEDs. Amend Diagram 33/01.

05.10.2003 Darling - East Malvern (SW 545/03, WN 40/03)
On Sunday, 5.10., all signals between Darling and East Malvern (Automatics DG 369, DG 383, and DG
388) were converted to LED heads.

05.10.2003 Camberwell - Riversdale (SW 546/03, WN 40/03)
On Sunday, 5.10., Automatic LA 316 was converted to a LED head.

09.10.2003 Bairnsdale (SW 1142/03, WN 40/03)
On Thursday, 9.10., Boom Barriers were provided at Bosworth Road (272.484 km) to protect the main line
and siding track. Operation of the boom barriers is by level crossing predictors for main line moves and
by V5PSW key switches No 7 and 8 for all movements along the siding. The predictors were commis-
sioned at the existing line speed (25 km/h).

10.10.2003 Bairnsdale (SW 1143/03, WN 40/03)
On Friday, 10.10., level crossing predictors were commissioned at the existing flashing light signals at
Princes Highway (270.944 km). The predictors were commissioned at the existing line speed (25 km/h).

19.10.2003 Moorabbin (SW 244/03, WN 41/03
On Sunday, 19.10., Down Homes MRN 704 and MRN 710 were replaced by Style �L� RX8 LED signals.

20.10.2003 Spencer Street (SW 247/03, WN 42/03)
On Monday, 20.10., awning mounted Homes 232 (No 3 South track), 238 (No 3 South track), 256 (No 4
South track), and 260 (No 4 South track) were replaced by LED signals mounted on cantilever posts
located opposite the insulated rail joints.

22.10.2003 Spencer Street (SW 555/03, WN 43/03)
On Wednesday, 22.10., the points and signals at the Up end of the Parcels Sidings were abolished. Dwarfs
112, 114, and 119 were abolished. Double Compound 012/019 at the Up end of the Parcels Sidings was
taken out of service. Amend Diagram 9/03.

Continued on Page 105
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BOWSER

When the NE main line was completed to Wodonga on 21
November 1873 it bypassed the gold mining township of
Beechworth. The railway line followed the edge of the flat
plains through Springhurst and Chiltern before turning up
the Murray valley to terminate at Wodonga. This was a vic-
tory for the engineer, Thomas Higinbotham, over the politi-
cal influence of George Kerford, MP for Ovens. However,
Kerford had sufficient influence to ensure the early construc-
tion of a branch line to Beechworth. The first section of this
branch line, from Wangatta to Everton, was opened on 7
July 1875, and the line was completed to Beechworth on 30
September 1876.

The branch line junctioned from the main line about 4
miles north of Wangaratta at a place known locally as
�Burke�s Water Holes�, but as �Beechworth Junction� by the
prosaically minded department. The junction was located
north of the shallow valley of the Ovens River and Reedy
Creek, thus avoiding additional bridges or embankments.
According to Turton, the junction came into being on 7 July
1875 when the physical connection was installed.

No station was initially provided at Beechworth Junc-
tion, indeed it is difficult to determine exactly what facili-
ties were provided. The Staff and Ticket system had been
provided on the NE line on 17 December 1873 and can be
assumed that Beechworth Junction was a Staff station from
the opening of the branch, if not before. The new junction
was not interlocked, but presumably home signals, and, pos-
sibly, distant signals were provided. A contract was let to
Langlands Foundary Coy on 24 September 1875 for
semaphores for the Wangaratta - Beechworth railway and
some of these semaphores may have graced the junction.

By 1 December 1879, Beechworth Junction was definitely
a Staff station with the sections Wangaratta - Beechworth
Junction - Springs (Springhurst) and Beechworth Junction -
Everton. Around 1890 it was recorded that the Wangaratta
section was worked by a No 2 Pattern Staff with Red Ticket
boxes, the Springs section by a No 3 Pattern Staff with White
Ticket boxes, and the Everton section by a No 1 Pattern staff
with Blue Ticket boxes. It appears that Beechworth Junction
was not a telegraph station at this time, despite a telegraph
line being provided to Beechworth station in 1878.

Beechworth Junction was interlocked on 1 August 1883
when a 9 lever ground frame was provided (with all of the
levers working). Nine levers, of course, is a dead give-away
when applied to a junction and strongly suggests the lay-
out shown below. The use of a ground frame does not nec-
essarily imply the lack of a signal box. The provision of
interlocking at the junction was probably related to the con-
struction of the Everton - Myrtleford branch line which
opened in December 1883.

Opening for passenger traffic

On 2 February 1891 Beechworth Junction was opened for
passenger traffic. In preparation a contract worth £145/12/
6 had been let to E. Clarksen on 15 August 1890 for the erec-
tion of a booking office and shelter shed. On 17 December
1890 a 15 lever frame replaced the original ground frame.
(Alan Jungwirth�s transcription of the Interlocking Register
appears to be in error here as it states that the original ground
frame was taken out of use on 13 February 1888. This ap-
pears to be a mis-interpretation of the annotations to the
Register.)

There is some confusion, however, about exactly what
was provided at Beechworth Junction at this time. By 1892
Beechworth Junction was open for �light goods� traffic; this
was defined as goods not requiring crane power and no
package was to exceed 5 cwt. It was not open for wagon
load traffic such as chaff or timber. This suggests that a goods
siding was not provided at this time. Consequently the only
change in the layout at Beechworth Junction in 1890 ap-
peared to be the provision of an Down outer home signal to
protect trains standing at the new platform.

However, the Interlocking Register shows that was in-
tended that 14 of the 15 levers would be working and that
an additional three lever ground frame would be provided.
However, the entry has been altered to indicate that the
ground frame was not actually provided and the 1899 In-
terlocking Register states that only 10 levers were working
in the frame at this time; it was quite likely that this was all
that had been originally provided in 1890. The most likely
interpretation of this was that it was intended to provide a
goods siding at Beechworth Junction, somewhat similar to
that provided in the twentieth century, but that this work
did not go ahead.

Towards the end of March 1896 absolute block (using
Winters instruments) was provided between Wangaratta
and Beechworth Junction. This was quickly replaced by No
5 Pattern Tablet instruments on 26 March 1897 on the sec-
tions Wangaratta - Beechworth Junction - Springhurst. On
the branch a No 1 Pattern Lock Staff was provided for the
Beechworth - Everton section on 14 September 1899. By at
least the issue of the 1898 General Appendix, all trains run-
ning on Ticket between Beechworth Junction and Everton
had to be signalled using �Trip� and �Goal� (i.e. Apix and
Acre) messages.

Opening for goods traffic

On 22 March 1901 Engineer�s Diagram 251/01 was issued
and it was recorded in the Interlocking Register that the sid-
ing points in the branch line were interlocked on the fol-
lowing day. This, of course, is delightfully indeterminate

and could mean that the siding was newly provided,
or that it previously existed but with hand operated
points. After 1901, the siding ran parallel to the
branch line and was provided with catch points and
point indicators at each end. These were worked by
an additional four levers in the frame. No signals
were provided for shunting movments.

On 2 March 1911 an additional home signal was
provided at Beechworth Junction, this was probably
the inner home from the branch. In early July 1911
Post 7 (the Up home from Everton) was relocated
85 yards further out. In early September 1911 Post 6
was relocated 35 yards further out. This appears to
be in preparation for the extension of the goods sid-
ing. On 11 July 1912 the Down end siding points
were moved 100 yards further out. The new points
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Looking south along the main line at Bowser on 29 March 1987 (below). The points in the foreground are for the Bright
branch line with the standard lamp room on the left. A close examination of Post 4 shows that only the main line home
on the centre doll was fitted with a lamp; the branch homes were unlit at night. Between the box and Post 4 can be seen
the Down standard gauge home 31/6 and on the right of Post 4 can be made out Posts 2 and 3, both at clear.
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were worked from a two lever ground frame which was
crosslocked from the main frame. As it was unlikely that
the points were too far from the box to be worked mechani-
cally, it is more likely that it would have been too difficult
for the signalman to supervise the shunting around the curve
of the branch line.

In early October 1913 miniature Electric Staff instruments
replaced the No 5 Tablet instruments on the Beechworth
Junction - Springhurst section. About one week later the
Tablet instruments in use between Wangaratta and
Beechworth Junction were similiarly replaced.

Provision of a signal bay

On 29 September 1914 the signalbox was replaced by a
signalbay in the station building. The bay contained a new
20 lever A pattern tappet frame, but no change was made to

the layout or signals.
It appears that in 1919 an up starting signal (worked by

lever 15) was provided. This alteration was not recorded in
the Weekly Notice, nor in the Interlocking Register, but the
amendment for the new signal is clearly shown on the Lock-
ing Sketch and a new litho for Beechworth Junction was
issued in early 1919. I wonder if there was a regretable inci-
dent where an Up train was brought into the platform to
work while waiting line clear from Wangaratta and departed
without the Staff when the platform work was complete.

One regretable incident that is recorded in the
Safeworking Scrapbook occured on 6 August 1921 when the
Down Bright passenger train ran onto Springhurst despite
having the correct Everton staff. Unfortunately the Scrap-
book is silent as to exactly how that happened.

Looking towards the junction from the Peechelba East line on 29
March 1987 (below). The branch line is heavily overgrown and
Post 10 is dilapidated with the spectacle glass having been broken,
probably shot out. The telegraph pole to the right of Post 10 seems
to be very close to the branch line. As it has a different pattern of
crossarms to the other poles in the view, it is possible that it was
added after effective closure of the Peechelba East line.
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Beechworth Junction was renamed �Bowser� on 1
March1922 (Sir John Bowser represented the North East in
the Assembly). In March 1923 a Class 9 Stationmaster was
placed in charge.

In early November 1924 the Weekly Notice informed all
that were interested that the Staff Exchange Box at Bowser
would be in use for an Up light engine that ran after the
passage of the last Down train on Saturday. This probably
marks the provision of the Staff Exchange Box. The instruc-
tion was repeated in 1926, but the Staff Exchange Box was
never mentioned again. Automatic Staff Ex-
changing apparatus was provided in August
1926.

Peechelba line

The short branch line to Peechelba (East) was
opened on 31 October 1927. This was one of the
last country lines to open in Victoria.

A temporary junction for the new Peechelba
line had been provided in early January 1927
between Posts 4 and 5. The points at this time
were spiked and padlocked. In mid to late Janu-
ary 1927 the points were secured by an Annett
lock and rodded to catch points in the new line
(the A circular was issued on the 27th, while
the Interlocking Register claims that the altera-
tions were made on the 20th). The Annett key
was normally kept in a duplicate lock on lever
7 in the frame. On 5 July 1927 Post 4 was re-
placed by a three doll bracket with the left hand
doll empty.

The full signalling for the new branch was
provided on 26 October 1927. Home and dis-
tant signals were provided from the branch line,
and the levers working the junction were rear-
ranged. The lockbars on the Everton line points
and the goods siding were replaced by a track
circuit, but no reversers were provided on any
of the signals. A interesting oddity was that a
working distant was provided from the
Peechelba line, and the Down distant (No 1)

Looking towards the junction from the Bright line on
29 March 1987 (right).  By this date the standard
gauge crossing had been removed and the Bright line
had been effectively closed. Siding A, the head shunt
for the goods siding, can be seen on the left with the
rod lead to the points in the branch line following the
siding. One rod had been removed from the lead; this
formerly released the ground frame at the far end of
the siding.
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could be cleared for any of the three lines: Peechelba,
Wodonga, or Everton.

The Peechelba line was opened on 31 October 1927, as
already mentioned, and was worked by one section of Train
Staff and Ticket. A No 3 Pattern Lock Staff was provided.

Switch out instruments

The Stationmaster was withdrawn from Bowser on 13 Janu-
ary 1933 and the station henceforward worked by Signal
Porters under the supervision of the SM Wangaratta.

On 12 July 1933 switch out facilities were brought into
use at Bowser with the long section Wangaratta -
Springhurst. A switching instrument (miniature, interlocked,
without train) was provided together with closing lever 6
(the locking alterations had probably been provided on 30
June 1933). Bowser was normally switched in:

Monday - Thursday .................................... 0845-1800
Friday ..................................... 0845-1800 & 2000-2045
Saturday ........................................................ 0845-1800
Assuming a one hour meal break each day, the block

hours gave a total of 50 hours 15 minutes. This was a stand-
ard week (48 hours) with just over  2 hours overtime. Previ-
ously Bowser would have had been staffed with two or three
Signal Porters and a relief Signal Porter from Wangaratta.
With the switching instruments Bowser switched in the
morning for the passage of the Up Mixed from Beechworth
(which was due at Bowser at 0900) and stayed switched in
for a shift. On Fridays it also switched in for the passage of
the Down Bright Through Mixed at 2037 - this train rain on
Fridays only and conveyed guests to the Mount Buffalo
Chalet.

Shortly after the provision of switching instruments, the
following instructions were issued:

Bowser: re balancing of staffs.
[...] The Train Despatcher may arrange for Bowser

to be switched in during other periods and he may
now also arrange for Bowser to be switched out dur-

ing the above mentioned periods for the passage of
certain trains with a view to avoid the accumulation
of staffs at the up end of the short section and the
down end of the long section. When the block hours
of Bowser, specified in WTT page 353, are departed
from the Signalman at the opposite ends of the sec-
tion i.e. Wangaratta for down trains and Sprinhurst
for up trains must instruct the Driver and Guard that
the section for the passage of their train will be
Wangaratta - Springhurst instead of Wangaratta -
Bowser - Springhurst and a suitable entry recorded
in the Train Register Book of each train crew so in-
structed. The Signalmen at Wangaratta - Bowser -
Springhurst should confer daily with each other in
regard to the number of staffs on hand for their re-
spective sections and when it can be forseen by the
train schedule that an alteration in the block hours
of the Signalman at Bowser will obviate the Electri-
cal Fitter to balance staff, Bowser is to be switched
out and the section will be Wangaratta - Springhurst.
This objective can be obtained by their staffs
(Wangaratta - Springhurst) being used during the
altered block hours at Bowser. They are to confer with
each other and the Train Despatcher, Seymour, for
the necessary authority to switch out Bowser. No
delay to be occasioned trains on this account.

The reason for this instruction was the curious imbalance of
working during this period. During the day when Bowser
was switched in there was only one Down main line train

Looking towards the Hume Highway level crossing from the goods
siding on 29 March 1987 (below). Catch 19, with its point indica-
tor, can be seen in the foreground. On the right is the second road
of the goods siding and this junctioned from the branch immedi-
ately before the level crossing. On the extreme right can be seen a
rail stand, this type of infrastructure disappeared quickly in the
subsequent few years.
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(the morning Pass), but there were seven Up main line trains.
Conversely, at night there were far more Down trains than
Up trains. As a consequence of this the short section staffs
tended to accumulate at the Up end of the sections and the
long section staffs at the Down end of the section.

On 25 February 1938 the locking on the Down distant
(1) was altered so that it was only released by the main line
signals. On 25 August 1938 Post 6 was relocated 302 yards
further out.

Boralma Loop

In August 1940 Boralma Loop was provided to divide the
nine mile Bowser - Sprinhurst section. A number of these
emergency loops were provided on both the North-Eastern
and Western main lines around this time to provide against
the eventuality that the defence of Australia would need
large numbers of soldiers rapidly moved around the conti-
nent. The new loop was �provided�, not �opened� as it was
for emergency use only. If it was necessary to open Boralma,
the Electric Staff system would be suspended and replaced
by Train Staff and Ticket sections Bowser - Boralma Loop -
Springhurst. Dividing an Electric Staff section in this way
was fairly common in Victoria and usually involved the use
of a Divided Staff or the issue of Temporary Train Staffs by
the Safeworking Office. The use of a Divided Staff was only
possible in a section equipped with large Electric Staff in-
struments and so could not be applied to the Bowser -
Springhurst section. The issue of Temporary Train Staffs was
normally involved co-ordination by Head Office (although
where the Temporary Train Staffs were used regularly they
were held by a suitable Stationmaster). Perhaps it was felt
that this was too slow, too inflexible, or too insecure where
the loop would be opened infrequently.

For Boralma a special staff exchange box was provided
at Bowser. Based on the normal non-interlocked, with train,
electric staff switch out box, it had three appertures. The
short section Train Staffs were normally secured in the outer

appertures, while the centre apperture was empty. To re-
lease the Train Staffs a long section miniature Electric Staff
was obtained and inserted in the centre apperture. This re-
leased the Train Staffs which, when removed, secured the
Electric Staff in the box.

In addition to the staff exchange box, a Master Key was
provided to release the points at Boralma. The Key was nor-
mally secured in a locked box with a glass front at Bowser.
The ordinary keys for Boralma were also secured in the
locked box and the District Block and Signal Inspector also
had a set.

As far as is known, Boralma was never opened as a Staff
station. It was officially abolished on 24 September 1946 and
the special staff exchange box and Master Key were removed
from Bowser.

Curiously the special staff exchange boxes for these
emergency loops were retained in store for nearly 50 years
and were eventually disposed of through the Reclamation
Depot just before it closed. A number have survived in cap-
tivity.

Despite the War, the block hours for Bowser remained
virtually unchanged. In 1941, Bowser was open as follows:

Monday ......................................................... 0620-1700
Tuesday - Friday ......................................... 0855-1700
Saturday ................................. 0855-1700 & 2030-2100
The early start on Monday was due to the Peechelba line

goods which passed through Bowser at 0640 (and returned
at 1140). On the remaining days Bowser was switched in
when the Up Bright pass arrived at Bowser at 0855. The

Looking from Points 10 in the Bright line towards the junction on
29 March 1987 (below). Notice that the normal position of these
points was towards the goods siding; this formed a trap points
and ensured that any branch line train passing Home 23 at stop
would not collide with a standard gauge line train. On the left can
be seen a grain bulkhead; this was semi-derelict in 1987 and was
clearly out of use.
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switchout time appears to have been calculated to give one
shift operation, except on Saturdays when Bowser was
switched in for the passage of an evening passenger service
to Bright which passed through Bowser at 2047. This branch
service appeared to remain virtually unchanged through-
out the war.

The pattern of switching hours remained the same all
through the War and immediate post war, although the ac-
tual switching hours varied over the years. The train serv-
ice to Beechworth and Bright was recast, however, when
the passenger services on the branches was withdrawn.

The Mixed service to Bright last ran on 13 June 1952 and
the Mixed service to Beechworth last ran on 10 April 1953.
The resulting reduced service had a significant effect on the
block hours. In July 1958 (the next WTT in my possession)
the block hours were:

1st Monday in period ....... 0720 til No 72 clears (~1453)
2nd Monday  in period ..... 0845 til No 72 clears (~1453)
Tuesday .............. 0935 til No 16 ex Bright clears (~1510)
Wednesday ......................... 0930 til No 72 clears (~1453)
Thursday ............ 0935 til No 16 ex Bright clears (~1510)
Friday ......... 0845 til No 18 ex Myrtleford clears (~1550)
The hours at Bowser were now quite clearly tied to the

branch line services. This represented around 26 hours per
week (assuming 1 hour meal breaks), nowhere near the
standard 40 hour week. It would appear likely that solitary
signal porter at Bowser made up his time at Wangaratta or
Springhurst.

It should not be thought that Bowser was only concerned
with the branch trains, however. It was possi-
ble for main line trains to cross or be overtaken
at Bowser by shunting onto the branch lines.
By 1950 permission had been granted in the
WTT for X class (and lighter) locomotives to run
onto either branch for shunting purposes at a
maximum speed of 10 mph. The trains con-
cerned could only work sufficiently far to clear
the main line.

Shunting main line trains in this fashion was
subject to the normal block working rules on
the branch lines. This would have meant that
the Peechelba East line would have been pre-
ferred as the Signalman at Bowser would nor-
mally have been in possession of the Train Staff
for the branch (with the Staff the Signalman
could shunt a train to the branch at any time).
When the Peechelba East goods ran on alter-
nate Mondays, that branch could not be used
to shunt main line trains as shunting outside
the home signal without the Staff required the
Signalman to obtain permission from the Sig-
nalman at the other end of the section and
Peechelba East was unattended.

On the Bright line, the existance of the outer
Home 19 meant that trains up to 286 yards long
could stand on the branch at any time (albeit
blocking the Hume Highway). This distance

could accommodate trains up to 29 vehicles, van, and loco-
motive which would not have been terribly useful as the
maximum train length on the main line was 74 vehicles and
van. In the absence of the Train Staff at Bowser, standing a
train on the Everton line outside Home 19 would require
the Signalman to obtain permission from the Signalman at
Everton using the �Agni�, �Audi� and �Awak� messages. This,
of course, could only be granted if the section was unoccu-
pied or occupied by a train proceeding away from Bowser.

The standard gauge

The construction of the standard gauge required a number
of changes to Bowser. The new standard gauge line was
located on the east (Up) side of the broad gauge line and
consequently crossed the Bright line on the level and passed
behind the passenger platform. Construction of the stand-
ard gauge line consequently required a re-arrangement of
the junction and goods siding, and a new station building.

On 12 December 1959 the layout at Bowser was rear-
ranged. The Bright line was slued between the main line
and the Hume Highway. Part of the former branch became
part of the siding and was extended to form a head shunt
(known as Siding A) behind the platform and parallel to the
future standard gauge line. Points 10 leading to this
headshunt provided trap protection for the standard gauge
line. Post 7 was relocated 125 feet further out and a disc
provided on the post for movements into the headshunt.

The future standard gauge would pass closely behind
the passenger platform and the existing station building was

Post 7 on the Bright line (right) on 19 March 1987.
The disc applied to moves to Siding A (the goods
siding head shunt). Post 7 was relocated beyond the
Hume Highway level crossing in 1971 when flash-
ing lights were provided. The goods siding was
shortened at the same time and the outer points
worked by a CCW lever and secured by a hand lock-
ing bar and padlock. Neither of the two signals on
Post 7 detected these points in any way, even though
the facing points were just over the level crossing.
Neither signal is fitted with a lamp.
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abolished together with the signalbay. A new station build-
ing and signalbay was provided at the Down end of the
platform. As the photos show, perhaps this should have been
described as a signalbox with station building attached. The
existing 20 lever A pattern frame was relocated to the new
signalbay and extended at the right hand end to 25 levers.
The levers working the points and signals on the Bright line
were rearranged.

Construction on the standard gauge continued and on
23 August 1961 signalling was commissioned to
control construction trains on the standard gauge.
Up and Down light signals Homes 20 and U20
were provided. These two signals were both
worked by lever 20 at Bowser and this lever was
interlocked with the broad gauge signalling via
pilot lever 18. These were two position signals and
advance warning (in the form of distant signals)
was not provided. At the same time Post 5 was
replaced by a new post 21 yards further out.

The standard gauge line was opened for goods
traffic on 3 January 1962 and Diagram 23/61 was
issued. The Working Timetable shows that the sec-
tion between Alumatta Loop (Wangaratta) and
Chiltern Loop was worked by Train Staff and
Ticket. Bowser was not a safeworking location on
the standard gauge and merely worked the two
home signals protecting the broad gauge cross-
ing.

In preparation for the introduction of passen-
ger services on the standard gauge (introduced
on 16 April 1962) three position signalling was
brought into use on 18 March 1962 on the stand-
ard gauge north of Alumatta Loop. At Bowser this
involved the conversion of Homes 20 and U20 to
three position Home signals and the provision of
Automatics ES7805 and ES8022 to provide ad-
vance warning of the Homes. The standard gauge
line was worked by ATC from control panels at
Alumatta Loop and Chiltern Loop. The Home sig-
nals at Bowser remained locally controlled by le-
ver 20.

On 21 January 1963 the CTC panel at Spencer

Post 8 looking towards Bright on 29 March 1987 (right).
A telephone was provided at the foot of the post for train
crews to communicate with the signalbox. Beyond the
post can be seen more of the infrastructure which can
no longer be found: the local gang shed complete with
trolley.
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Street took over control of the standard gauge line between
Alumatta Loop and Wodonga Loop. The standard gauge
signals at Bowser were now worked from the CTC panel
which also released the broad gauge crossing to provide
access to the Everton line. Homes 20 and U20 were renum-
bered 31/6 and 31/8 and illuminated �A� lights were fitted.
At Bowser, lever 20 became spare and pilot lever 18 became
the standard gauge acceptance lever. To pass a broad gauge
train over the standard gauge, the Signalman at Bowser re-
quested a release from the standard gauge Train Control-
ler. Once granted this allowed lever 18 to be restored to re-
versed which released the main line Points 8 which, in turn,
released Points 10 and thence Homes 4 or 23.

On 20 February 1965 the branch line distants on Posts 9
and 11 were fixed.

By 3 May 1965 the Bright and Beechworth lines were
converted to diesel operation. This resulted in a significant
recasting of the timetable where the locomotives were now
stabled at Benalla and worked out to Bright or Beechworth
and back again. This, in turn, required alterations to the
Bowser block hours. In the 1966 WTT the block hours are
given in the table at the foot of this page. As can be seen, the
Bowser block hours were quite explicitly tied to the opera-
tion of the Bright and Beechworth branch lines. (The line to
Peechelba East continued to be worked every alternate Mon-
day and the train passed through Bowser on the Down at
1259 and on the Up at 1644.)  Bowser was shunted, inciden-
tally, by the Down Beechworth goods on Tuesday and
Thursday between 0557 and 0617 and on the Up by the same
goods between 1103 and 1123 (shunting on the Up was prob-
lematic as the Up Beechworth goods only ran as required,
normally it reversed at Everton and ran a trip to Myrtleford
and return).

Flashing lights

The final alterations at Bowser concerned the provision of
flashing lights in 1968.

The first set of flashing lights was provided on the Up
side of Bowser at Boorhaman Road (148 miles 15 chains) on
8 August 1968. This, however, did not require any signal-
ling alterations at Bowser.

On 18 July 1968 Post 5 was relocated 120 yards further

out to be on the Down side of the Three Chain Road. On 14
August 1968 Post 7 was relocated 303 feet further out on the
Down side of the Hume Highway and Post 8 was relocated
a similar distance further out to match.

On 1 October 1968 flashing lights were provided at Three
Chain Road (149 miles 19 chains) on the main line and Hume
Highway (149 miles 18 chains) on the Bright branch. As part
of this work the Hume was realigned; probably to straighten

1966 Block Hours
Day In For Out When
Monday 0340 No 75 to Bright ~1730 No 70 ex Bright clears
Tuesday 0535 No 81 to Beechworth ~1630 No 78 ex Myrtleford clears
Wednesday 0535 No 75 to Bright ~1915 No 80 ex Bright clears
Thursday 0535 ~1350 No 74 ex Beechworth clears
Friday 0535 No 111 to Myrtleford ~1130 No 108 ex Myrtleford clears

Table of Locking 1968
Lever Released by Locks
1 2, 3
2 7, 10 when 8R 23, 13 when 6N, 24 when 8R
3 7 8, 9, 13 when 6N
4 7, 10, 11 13, 23, 24
5 7, 9 13
6 1, 11, 17 CtoR 18, 19, 24
7 8BW, 9BW
8 18 9, 19
9
10 8
11 10BW
12 (Space)
13
14 9 7
15 (Space)
16 8, 9, 7 when 6N
17 13, 16
18
19
(20) (Space)
21 (Space)
22 11, 19
23 7, 10, 11
24 11 19BW
25 (Space)
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the road alignment. It appears that the goods siding was
shortened with the outer points now being immediately on
the Up side of the level crossing and within Post 7. The two
lever auxiliary frame was abolished and the points were
worked by a CCW lever and secured by a hand locking bar
and padlock. These points were not detected or secured in
any way by Home 23 or Disc 22. A scotch block was pro-
vided in the siding, but this was not shown on the locking
sketch or signalling diagrams. A pushbutton to control the
flashing lights was provided at these hand points.

On the main line Home 16 and Distant 17 were fitted
with reversers, probably to ensure the correct warning time
for the Three Chain Road level crossing if an attempt was
made to clear the Home with a train approaching the Home.

On 13 October 1971 the modified three throw points in
the main line that formed the branch line junctions (Points 8
and 9) were replaced by two simple turnouts. Points 8 were
moved 63 feet in the Up direction. Bowser was closed to
passenger traffic on 1 October 1972 and the 156 metre pas-
senger platform was subsequently removed in either July
1976 (according to the Weekly Notice) or on 23 June 1977
(according to the Chronological Index).

Closure

The scheduled goods service was withdrawn from the
Peechelba East line on 30 April 1973 and trains were subse-
quently run on this line only when required. The last
Beechworth Goods ran on 30 December 1976, after which
the line  was closed. The scheduled goods service on the
Bright line was withdrawn on 6 April 1978 after the open-
ing of the Wangaratta freight gate.

The next issue of the WTT issued in May 1979 shows
that Bowser was now switched in �as required�, presum-

ably only when trains ran on the Peechelba East and Bright
lines.

The existing level crossing for Three Chain Road (149
miles 19 chains 14 links on main line) was closed on 16 March
1981 and a new crossing provided further out at 149 miles
33 chains. The new crossing was also equipped with flash-
ing lights. Posts 5, 6, and 31/8 were relocated 274 metres
further out.

Notification of the closure of the Peechelba East line oc-
curred in  January 1987. Notification of the closure of the
Myrtleford line occurred in the middle of April 1987 and
Bowser was formally closed to goods traffic at that time.
However, an inspection in March 1987 showed that the
standard gauge diamond had been removed by that date,
isolating the Myrtleford line.

Bowser was abolished on 10 September 1987. The
signalbox, interlocking frame, points and broad gauge sig-
nals were abolished. The flashing lights on the Hume High-
way were removed in 1988.

The standard gauge signals 31/6 and 31/8, however,
remained in service together with the associated automatic
signals. The two Home signals were converted to Automatic
signals (but not renumbered) on 22 October 1987. The two
signals were renumbered BWR/6 and BWR/8 in late De-
cember 1987. On 4 April 1989 alterations were made to the
CTC system and panel to formally abolish the grade cross-
ing. BWR/6 and BWR/8 were then renumbered ES7919 and
ES7922 respectively. They remain in service today.

References
Six and a half inches from destiny, Keith Turton, ARHS,

1973
The Ovens Valley Railway, Wal Larsen, 1983

SIGNALLING ALTERATIONS

(Continued from Page 95)

24.10.2003 West Richmond (SW 556/03, WN 43/03)
On Friday, 24.10., the co-acting lights for Automatic S 070 were relocated from the old SPOT monitor mast
to the new monitor mast.

25.10.2003 Seaford - Frankston (SW 252/03, WN 43/03)
On Saturday, 25.10., the marker lights in Automatics F1257, F1257P, F1264, F1281, F1286, F1306, F1315,
F1330, F1352, and F1368 were replaced by 18 dot LED heads.

25.10.2003 Balaclava (SW 223/03, WN 42/03)
On Saturday, 25.10., the existing mounting bracket on Down Automatic B 251 was replaced by an ex-
tended bracket.

26.10.2003 West Richmond (SW 556/03, WN 43/03)
On Sunday, 26.10., Automatic S 070 was relocated to the position of the old SPOT monitor mast.

(28.10.2003) Chelsea (SW 253/03, WN 43/03)
The signalbox was permanently switched out. Points 7 were booked out of service. If the illuminated letter
A fails, operation will be in accordance with Rule 12B, Section 2, Book of Rules.

29.10.2003 South Dynon (SW 1153/03, WN 43/03)
On Wednesday, 29.10., the red light in Up Dwarf 194 (on the Broad Gauge Flyover at the TR point) was
replaced by a purple LED unit for trial. The incandescent yellow light will remain.
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SELECTION OF YELLOW FOR CAUTION IN THREE POSITION SIGNALLING

During 1914 the question of the appropriate colour for the
caution indication of a distant signal was exercising the Vic-
torian Railways. This was primarily related to the selection
of a �caution� aspect for the three position automatic signal-
ling that was to be introduced in conjunction with the elec-
trification of the Melbourne suburban network, rather than
with the colour of distant signals per se.

At that time two alternative approaches had been
adopted in displaying three aspects on automatic signals.
Both approaches originated in the United States, but only
one had been adopted in Britain.

The older approach was to provide a home and a dis-
tant on each post. The home controlled the entrance to the
section immediately in advance and the distant provided
advance warning of the next home. The caution aspect was
given by the home at clear and the distant at danger (green
over red). It appears the first use of this scheme was in 1893
on the US Lehigh Valley Railroad using Hall �banjo� enclosed
disc signals [1]. Power operated lower quadrant automatic
semaphore signals were introduced in the US in 1897 and
were used as Home/Distant pairs. The technique had been
introduced on the British London and South Western Rail-
way in 1902 and on the North Eastern Railway in 1903 [2].
New South Wales introduced this style of automatic signal
on 27 April 1913 on the Illawarra line and shortly after on
the main line between Illawarra Junction and Petersham [3].

An alternative for indicating a third aspect was to adopt
a third colour for the caution indication. Unfortunately, sig-
nal engineers were restricted in their choice of colour by the
requirement that the night aspect had to be bright enough
using an oil lamp to be visible over a long distance and suf-
ficiently distinctive in colour from other lights that train
crews might encounter.

The first three position automatic signal was put in use
by the US Pittsburgh, Fort Wayne & Chicago Railway. The
first installation was in 1897, however it appears that the
first practical installation was put in use in 1900. These sig-
nals operated in the lower quadrant and showed red for
stop, green for caution, and white for clear. The problem
with white, of course, was that ordinary lights by the side
of the line could be mistaken for a clear signal.

It appears that yellow was first adopted by the New York,
New Haven & Hartford RR for (two position) distant sig-
nals in 1899 as a result of an collision at Whittenton Junc-
tion, Mass, due to a train crew mistaking a white lantern on
a highway crossing gate for a home signal whose lantern
was extinguished.

One problem in generally adopting yellow as a caution
indication was the lack of uniformity of hue or saturation of
the light signals. The yellow spectacle plates gave colours
that ranged from a reddish-yellow, which was easily con-
fused with red, to a greenish-yellow which was easily con-
fused with green. In 1904 the Corning Glass Works estab-
lished an optical laboratory to research the colours and op-
tics of signal glassware. By 1906 methods had been estab-
lished for testing the color of glassware and new
manufacting techniques had been developed to reliably pro-
duce distinct green, yellow, and red spectacles. The Rail-
way Signal Association adopted standard colors for red,
yellow, green, blue, purple and lunar white in October 1908
and by 1910 the use of yellow for caution had been gener-
ally adopted in the US.

The three position upper quadrant semaphore arm was
invented in 1903 by Loree and Patenall in the US, but still,
of course, with green for caution. The first three position
upper quadrant semaphore signals were installed on the

Pennylvania Railway on 25 September 1906 and these used
yellow for caution. In October 1906 the Railway Signal As-
sociation recommended changing the semaphore arm so as
provide three positions by an upper quadrant arm and this
was adopted as �standard� in 1908.

The first use of the yellow light in Britain was for the
electrification of the District underground line in 1906 when
automatic signalling replaced block working. On the Dis-
trict two position automatic signalling was provided, and
distant signals (really repeaters) were only provided where
sufficient sighting distance of the home could not be ob-
tained [4]. This subsequently became standard on the Lon-
don underground lines.

In Victoria, yellow lights in distant signals had been
trialled commencing 20 June 1907 at Malvern and Spencer
Street, clearly without success. In 1909 the Victorian Rail-
ways tried a second time. At the beginning of July 1909
Coligny-Welch lamps were provided at Dudley Street and
Armadale in July 1909. These lamps showed an illuminated
white angle at night that resembled the end of a distant arm.
The Coligny-Welch lamp was removed from Dudley Street
on 8 September 1909 and replaced by a lamp showing a red
and a green light when the arm was at danger and two green
lights when the arm was at clear. Given the specific men-
tion of a single lamp this was probably a Carter lamp where
the two lights were next to each other. The normal lamp
was restored to use at Dudley Street in early October 1909
and the �double Distant Signal Lamp� transferred to
Armadale where it replaced the Coligny-Welch lamp. On
26 November 1909 the experiment ended with the restora-
tion of the normal lamp at Armadale. In late October 1910 a
trial was made of a flashing light at Richmond. This showed
the normal indications, but the light flashed around 40 times
each minute. The trial ended in mid December 1910.

In New South Wales, Coligny-Welch lamps had been
provided between Redfern and Ershineville in January 1904,
but were removed between 1909 and 1913. Yellow lights
were trialled at Canterbury and Belmore in March 1909.

In May 1913 the Commissioners� Interstate Conference
held in Sydney apparently considered the issue of a distinc-
tive light for the distant signal but without agreement. The
Commissioners� Conferences were periodic meetings of the
Commissioners of the Australian and New Zealand railways
in order to agree upon common practices and standards. It
appears that these were preceeded by meetings of the ap-
propriate branch heads, whose deliberations would be rati-
fied by the Commissioners (or not). The issue of distinctive
lights for distant signals was held open pending the results
of trials that were currently under way. These trials appeared
to involve at least New South Wales and Victoria.

 In New South Wales, a flashing light, probably a
Boucher lamp, was trialled at North Strathfield from De-
cember 1912 until August 1913. This used a clockwork
mechanism to cause the normal distant aspect to flash
around 50 times each minute. On 11 March 1913 further tri-
als started at North Strathfield. One distant was altered to
have a fixed upper green light, and a second distant was
altered to show a fixed green light to the right of the normal
red/green moveable spectacle (almost certainly a Carter
pattern lamp). These trials were concluded in February 1914
(upper green light) and May 1914 (Carter pattern lamp).

In Victoria, New South Wales pattern distant lamps were
trialled in the Down splitting distant at Footscray Junction
from 26 March 1913. These showed a fixed upper green light
over the normal red/green moveable spectacle. It is inter-
esting to note that the Weekly Notice quite clearly described



SOMERSAULTVol 26 No 6 Page 107

them as �two distinguishing Distant Signal lamps of the New
South Wales pattern� although this style of distinguishing
distant signals did not become the standard technique in
NSW until four years later. From 26 May 1913 the upper
fixed green lights were replaced by Carter pattern lamps.
These showed a fixed green light 11 inches to the right of
the normal red/green moveable spectacle. From late July
(probably the 26th!), Boucher lamps were trialled. The trials
were finished in early October 1913 when the Boucher lamps
were removed and standard lamps were restored.

On 23 February 1914, William Fitzpatrick, Chairman of
Commissioners wrote to the SAR Commissioner Alex
Moncrieff:

Adverting to the question of the adoption of a dis-
tinctive light for distant signals, you will recollect
that the recommendation of the last Inter-State Of-
ficer�s Conference was �That, as several tests are in
progress and contemplated this matter be again con-
sidered at the next Conference� and that
recommendationwas approved by the Commission-
ers� Conference, vide, minute No 766.

On a recent visit by Messrs Calcutt [Engineer of
Signals] and Blazey [Superintendent of Goods Train
Service] of this Department (and who happened to
be the Victorian representatives on the Committee
appointed to investigate the question of obtaining a
distinctive light for distant signals) to Great Britain,
Canada, and the United States, they gave consider-
able attention to the matter, and I personally made
enquires, and kept my eye open with a view to as-
certaining what the practice is in those countries.

Our enquires and observations disclosed that in
England the whole of the Tube lines, and the under
and over connections therewith, use a yellow light,
and as far as these particular line are concerned, there
remains no question whatever that it is the proper
thing to do. We did not find the steam lines outside
of London using the yellow light, but in Canada and
the United States it is the light which is coming into
general use, not only for steam lines, but also for the
electrified lines, whilst the same remark applies to
German. There does not, therefore, seem to be any
doubt that the use of the yellow light for distant sig-
nals has proved to be eminently satisfactory.

In Victoria, owing to the decision to introduce
the automatic system of signalling, in connection with
the electrification of the Melbourne Suburban lines,
it is necessary that we should come to an early deci-
sion on the question, and we are firmly of opinion
that it will be found necessary to resort to the yellow
light, but, before taking any action in that direction,
and as the question constitutes a Conference Matter,
we would like to see a Committee of Officers ap-
pointed to investigate the question, and meet, say,
in Melbourne at the end of April next, so that Messrs
Calcutt and Blazey may place before the Committee
the result of their observations abroad, and in order
to ascertain what has been the effect of the tests which
have been carried out by the different States.

I shall be glad if you will communicate with the
other States in the matter, and let me know whether
all are agreeable to having the various Officers meet
in Conference as proposed [5].

The committee duely met in Melbourne on the 29th and
30th of April. The committee consisted of:

* G.R. Steer (General Traffic Superintendent,
Queensland)

* F.G. Nevill (Signal and Light Engineer, Queens-

land)
* C.A. Hodgson (Superintendent of the Lines,

NSW)
* C.B. Byles (Signal Engineer, NSW)
* F.M. Calcutt (Engineer of Signals, Victoria)
* E.C. Blazey (Superintendent of Goods Train Serv-

ice, Victoria)
* J. Moncrieff (Chief Engineer, SA)
* B.F. Rushton (Chief Mechanical Engineer, SA)
* S. Mann (Traffic Superintendent, Tasmania)
and reported that:

(a) The Committee has failed to agree on a suit-
able distinctive distant signal light to meet existing
conditions in all cases.

(b) The Victorian, Queensland, and Tasmanian
representatives consider that the yellow light is the
best of those tested.

(c) The New South Wales and South Australian
representatives consider that of the lights hitherto
tested the yellow light is the least unsatisfactory.

(d) All States agree that the yellow light is the
least expensive to install and involves no additional
cost for maintenance [5]

The South Australian opposition to the use of a yellow
light in April 1914 to indicate caution is interesting as a lit-
tle over a year later Adelaide yard was resignalled using
three position upper quadrant semaphores. This installa-
tion, brought into use on 18 July 1915, used yellow for the
caution aspect and was the first in Australia to do so perma-
nently. It is to be noted that C.G. Pilkington, the SAR signal
engineer, was not at the meeting.

At the same time as the meeting was held, W.E.B. Jones
(the acting Secretary for the Victorian Railways) was in Eng-
land discussing the electrification of the suburban railways
with the staff of the consulting engineers Merz. In the notes
of a meeting held on 23 April it was noted:

Mr Jones stated that the question of yellow lights was
under consideration but that so far the opinion was
rather against them. Being a surface railway there
was considerable risk of yellow lights being confused
with other lights bordering on the Commissioners�
property, and it was also found that under certain
conditions of fog a yellow light was liable to be mis-
taken for a red. The matter was, however, not yet
decided and was being further investigated. Mr
Prescott [of Merz] pointed out incidentally that an-
other method which obviated the use of identical
light indications for �stop� and �caution� signals was
the adoption of the Coligny Welsh lamp showing a
white fish tail beside a red light; he, however, con-
sidered this inferior to the yellow light [6].

When W.E.B. Jones wrote to the VR Chairman of Com-
missioners on 26 April he stated:

Prescott further wished to know if you had decided
anything definitely about the use of yellow lights,
which matter was discussed whe you were in Lon-
don, and it is noted in the minutes of the discussion
that you have in the file. Up to the time I left I don�t
think the point was raised and perhaps you will have
it looked up before Prescott comes out. As your know,
they use yellow lights on the London Electric Lines
for repeating signals and it seems to me that yellow
would be alright for us only if our sections were made
short. Even in the tunnels of the District the yellow
and red are not easily distinguished at any distance
or so it seemed to me in a number of trips we rode in
the Drivers� cab. We will keep this in mind to have
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further observations [6].

These two letters from Jones were forwarded for com-
ment on 30 July 1914 to Calcutt and Blazey. It appears that a
trial yellow light was set up in the Melbourne Goods Yard
as Blazey subsequently minuted:

On Monday, 24 [August] Messr Beary, Cook, Pettitt,
Stevens, Patrick and myself inspected the yellow sig-
nal light which had been fixed for test purposes at
the North end of the Inwards General Shed. The light
was tested at varying distances up to a quarter of a
mile and at each distance the Officers were unani-
mous that it was satisfactory and could not reason-
ably be mistaken by Enginemen for either a red light
or for the light that would be shown from the Sema-
phore lamp in the event of the Red spectacle being
broken [6].

All of the gentlemen mentioned, except Pettitt, were
listed in the 1913 as Block and Signal Inspectors. Pettitt was
the Examining Officer.

Calcutt further minuted on 28 August 1914:

From experience gained abroad and tests which have
been conducted here for some time past we consider
that the yellow light for Distant Signals is satisfac-
tory and is preferable to the Carter, Coligny-Welch
or Boucher lights, or the combination of green above
red proposed by the New South Wales representa-
tives [6].

The Chief Engineer of Way and Works and the General
Superintendent of Transportation agreed with these views,
but the Acting Chairman of the Electrification Committee
proposed on 2 September 1914 that the matter should pend
until the arrival of Mr Prescott whose departure from Eng-
land had been delayed due to the war.

Faced with such divergent views, Commissioner
Fitzpatrick had, in the meantime, written to F. Potter, Gen-
eral Manager of the Great Western Railway on 3 August
1914 to ask his advice as to the introduction of yellow lights.
Apart from the underground lines, no British railway in 1914
was using the yellow light, but the GWR was planning to
install three position upper quadrant signals on the new
Ealing and Shepard�s Bush Railway. This line formed an
extension of the Central London tube line and the yellow
light for caution was a natural extension of the use of yel-
low repeaters on the Underground. Construction of the
Ealing and Shepard�s Bush had commenced in 1912, but the
war seriously delayed completion. It was open for goods
traffic in 1917 (using conventional signalling), and for elec-
tric (tube) trains on 3 August 1920. The upper quadrant, three
position, signalling was brought into use on that date. It
was still the first installation of three position automatic sig-
nalling in Great Britain. [7, 8]

Unfortunately the letter to Potter is in poor condition,
but enough is readable to determine that the reason for
adopting a three position signal over a home and distant
combination was the obstruction to the view of the signals
that would be caused by the catenary and overhead bridges.
The letter continues with what appears to be the core of con-
cern with introducing upper quadrant three position sig-
nalling (the missing text has been suggested in square brack-
ets):

Up to the present our system of signalling has been
based on British practice, and the Commissioners are
adverse to introducing any radical change until it
has had the sanction of the Board of Trade, or, at any
rate, until the Board of Trade has expressed a favour-
able opinion, as they might probably do in connexion

with your contemplated introduction of three posi-
tions [signals].

Can you let us know whether you have ap-
proached [the Board] of Trade in connexion with the
introduction of three [position] signals, and, if so,
with what result. If not, would we [impose] on your
kindness too much to ask you to get an expression
[?] from Major Pringle as to whether he does not con-
sider [under the conditions] we have to meet here
the three-position [signal] the one to adopt. [6]

Major Pringle was one of the three Inspecting Officers
of the Board of Trade. At this time he was not the Chief
Inspecting Officer, though he was to become so in 1916. Until
1913 the Chief Inspecting Officer had been Lt-Col Arthur
Yorke after the which the role was filled by Lt-Col P.G. von
Donop until 1916 [9]. Both Yorke and von Donop retired at
65 and it may be that Pringle, only 51 in 1914, was the young
blood entrusted with considering these new ideas.

Potter responded promptly on 13 November 1914:

I duly received your letter upon the subject of the
system of signalling to be adopted on your proposed
electric railway and in reply have to say that in con-
nection with the Ealing and Shepherds Bush Rail-
way, now in course of construction, it is proposed to
install three-position signals and a plan of the sug-
gested arrangements has been submitted unofficially
to the Chief Inspecting Officer of the Board of Trade,
who has expressed his personal approval of such sig-
nals, but he regards it as probable that the Board of
Trade may, as a matter of form, require the installa-
tion to be regarded as esperimental for a period of
six months.

On the section of line referred to which is really
an extension to the Suburb of Ealing of the Central
London �Tube� Electric Railway it is inteded to run
electric passenger trains at high speeds at intervals
of five minutes and in addition steam passenger and
goods trains will be worked over the line.

I have asked our Signal Engineer for an expres-
sion of opinion upon the signalling arrangements set
out in the blueprint which accompanied your com-
munication and he informs me that the provision of
three-position signals on an electrified line using an
overhead conductor appears to him to be a most suit-
able arrangement but you will appreciate that the
expression of opinion is not based upon actual expe-
rience of the three-position signal on the Great West-
ern and in given simply as a result of an examina-
tion of the system in America.

I have pleasure in sending you a plan shewing
the signalling proposed to be provided on the Ealing
and Shepherds Bush Railway. At the moment cir-
cumstances arising out of the War are holding up
the equipment of this line and we have no so far
placed any contract for the signalling. [10]

This letter was passed to Calcutt who commented on 21
January 1915:

I have perused the letter from Mr Potter [...] on the
subject of three position signalling with great satis-
faction.

The signalling plan which he forwarded show-
ing the proposed signalling on the three position
system between Ealing and Shepherds Bush is prac-
tically on the same lines as we are proposing to adopt
for the Suburban lines - as it is an over-ground line
anc carries a five minute service of mixed steam and
electric trains our running conditions are equal.
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The distant signal reading over two or three sig-
nals was found useless in England with a frequent
service since it was seldom possible to clear it [i.e it
was not possible to clear the distant signal under
heavy traffic with the traditional block signalled lay-
out of distant, home, and starting], therefore fish-
tailed repeater arms were installed under each stop
signal which only repeated the next signal in advance
- the three position signal gives the same indication
as the �stop and repeater� arrangements given above
but in a simpler form for sighting by the Driver and
with less first cost and maintenance.

The advantages of the latter system are so obvi-
ous that it is only the difficulty of setling on a satis-
factory light for �Caution� indication that has caused
any hesitation in adopting it. Now that yellow has
been proved so satisfactory under all conditions this
difficulty has disappeared. [...]

The advantages of a three position system of sig-
nals for our conditions on the Suburban lines are as
follows:-

1. There are only half the signal mechanisms to
instal and maintain that are necessary in a
�Home and Repeater� system - this means a
large saving in captial cost and annually a less
mainenance bill and less mechanism to get
out of order.

2. Overhead structures and over-bridges make
it very difficult to get good sighting of two
arms or lights at a sufficient distance - but the
problem is simplified with only one arm and
one light and Drivers are not confused by a
multiplicity of arms and lights.

3. It may be taken as an axiom that the purpose
of a signal system is to give a driver the full-
est information neessary to enable him to
properly control his train - the three position
system possesses may advantages in this
repect - one of the main ones being that every
signal gives an indication of the state of the
next signal in advance without extra mecha-
nisms or power consumption.

On account of the many advantages referred to
above, I consider that the three position system more
suitable for the work in hand than the two position
and I therefor recommend its adoption in the electri-
fied area. [10]

Calcutt further wrote on 8 May 1915 to the Chief Engi-
neer of Way and Works:

Since the Conference of Officers of various States held
on 29th and 30th April 1914, South Australia has
adopted yellow light in connection with three posi-
tion signals.

In fact, the South Australian installation at Adelaide yard
was not brought into use until 7 July 1915. Calcutt presum-
ably meant that the SAR had decided to adopt yellow. Ap-
parently Prescott, from Merz, had arrived in Australia as

Calcutt continued:

Mr Prescott is in favor of the yellow light and with
everyone in agreement on the subject I see no reason
why a decision should not be given to adopt it in
order that we can order the necessary material [10].

The first installation of three position signalling in Vic-
toria was at South Yarra and was brought into use on 3 Oc-
tober 1915. The three position signalling at South Yarra was
unusual in several respects, and it is possible that some of
these oddities were due to the lack of certainty as to whether
the yellow aspect was to be adopted. Certainly, it would
appear that a change from a single arm with three positions
to a home/distant combination would imply a significant
redesign and considerable additional equipment. The pro-
curement of this additional equipment in five months from
the USA would be challenging. In preparation for the com-
missioning of South Yarra C8/15 was issued in September
1915 and showed the Warning indication as a yellow light.

I�d like to thank Michael Guiney for bringing the files
that form the backbone of this article to my attention.
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