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In Weekly Notice 44/13, issued on 3 November 1913, it was noted that the signals at Shepparton were worked from a
small frame on the platform. This probably marks the installation of platform frame at Shepparton. The 1926 Locking
Sketch shows that this frame was a four lever B Pattern frame with straight levers. On 7 May 1951 the �signal lever
interlocking machine� was moved from the platform into the station office. The new locking sketch records that frame
was still a B Pattern frame, but it now had bent levers. The frame was extended to 5 levers, or replaced, on 2 April 1963
to work a new Up Starting Signal protecting the flashing lights at Hayes Street. The frame was relocated back to the
platform on 17 December 1969. On 12 December 1973 flashing lights were provided at Main and Freyers Streets and
a control panel was provided to work the signals at the Down end of the yard. The frame now only worked the two Home
signals at the Up end of the yard and had been reduced to two working levers. By this time the locking sketch notes that
the frame had been converted to an A pattern frame. A closing lever �B� was provided on 8 March 1990 to allow both
Home signals at the Up end to be cleared at the same time and the frame is still in service in this form.
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MINUTES OF MEETING HELD FRIDAY NOVEMBER 21, 2003,
AT THE SURREY HILLS NEIGHBOURHOOD CENTRE, 1 BEDFORD AVENUE, SURREY HILLS

Present: - J.Black, W.Brook, B.Cleak, G.Cleak, G.Cumming, C.Gordon, A.Gostling, W.Johnston, K.Lambert,
D.Langley, S.Malpass, B.McCurry, J.McLean, I.Michaelson, T.Murray, A.Ratcliffe, C.Rutledge, L.Savage,
B.Sherry, P.Silva, R.Smith, F.Strik, A.Waugh, A.Wheatland, R.Whitehead, R.Williams & C.Wurr.

Apologies: - G.O�Flynn & S.Turnbull.
Visitors: - Judy Gordon.

The President, Mr. David Langley, took the chair & opened the meeting @ 20:14 hours.
Minutes of the September 2003 Meeting: - Accepted as published.  W.Johnston / J.Black.  Carried.
Business Arising: -  Canterbury.  It has been confirmed that a speed proving train stop was provided at Canterbury.

Upper quadrant signals.  Rod Kent has confirmed that 10 upper quadrant signals remain in service on the
Sandringham Line.

Correspondence: -  Completed membership forms were received from Tony Kociuba & Frank Strik and Tony & Frank
were welcomed as our latest new members.
A condolence card was sent to Jack McLean after the recent passing of his wife Ena.
A letter was sent to Adrian Ponton at Freight Australia thanking him for his assistance in allowing the
recent tour to go ahead.
A letter was sent to Bernie Watson in New Zealand thanking him for his membership of the SRSV.
A letter was sent to Mike Ryan at the Department of Infrastructure with our application for funding from
the 150th Anniversary Project Grants.
A letter acknowledging receipt of our application was received from Mike Ryan at the Department of
Infrastructure.
A letter was received from Colliers requesting updated contact details for the SRSV.
The completed contact details sheet was returned to Colliers.
A letter was sent to the Shire of Mitchell asking for their assistance in obtaining a valuation of the rooms
at Seymour. A.Ratcliffe / P.Silva.  Carried.

Reports: - Tours.  Glenn Cumming reported on the successful Signal Box Tour held on Monday 22 September 2003
in Geelong.  All locations were inspected as planned and an enjoyable day was had by all that attended.
Market Street Signal Bridge.  Bill Johnston reported on recent progress.  An inspection and a working bee
have taken place. Volunteers are needed to assist with this project.

General Business: -  Jack McLean thanked the SRSV and members for the best wishes after the recent passing of Ena.
David Langley tabled the latest proposals from the Department of Infrastructure for the track arrange-
ments on the Bendigo Line as part of the Regional Fast Rail Project.
David Langley tabled a copy of a new book from the United States titled Railroad Signalling.
Keith Lambert advised that Willison - Ashburton was resignalled with LED signals last weekend and
Glen Iris - Darling will be resignalled next weekend.
Keith Lambert noted that the remaining Style �VR� signals would be converted to LED signals in Decem-
ber 2003.
Keith Lambert advised that Upper Ferntree Gully - Belgrave would be the next area to be converted to
LED signals.
Keith Lambert reported that a new platform was under construction at Spencer Street on the site of the
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former parcels dock.
Keith Lambert reminded members that the 20th Anniversary of Metrol was approaching.  The last day of
operation of the Flinders Street boxes and Spencer Street No.2 Box was on 25 December 1983.
Tom Murray asked why the two position signals at Ashburton had been converted to three position
signals during the LED conversion project.  The answer given was to make Ashburton consistent with the
rest of the Alamein Line and the metropolitan area.
Rod Smith asked why proposed works at Maldon Junction would cost an estimated $500,000.00.  It was
suggested that this was to provide full power signalling between Castlemaine - Maldon Junction.
It was reported that the new signals between Burnley - Camberwell are still waiting to be commissioned.
Jim Black asked about progress with Volume 3 of the UK signalling history books.  The Secretary advised
that no news about the next volume had been received so far.
Andrew Wheatland reported that approval had been granted for the installation of motor points and
additional signals at Menzies Creek.  The timber bracket post from Clifton Hill has been erected at
Menzies Creek in preparation.
Bob Whitehead advised that he had found a reference in the Correspondence Register of the Engineer for
Existing Lines regarding the erection of a signal at West Footscray Powder Siding for sighting purposes
for enginemen in 1898.
Frank Strik reported on his observations at Ararat.  The diamond crossing is in place but has yet to be
connected to the dock track.  New signals are in place awaiting commissioning.
Chris Wurr referred members to circular SW 1144/2003 concerning alterations as a result of the extension
of selected passenger trains from Bendigo to Eaglehawk.
Jack McLean remarked about a reference he had found to Koriella being opened as a Train Staff & Ticket
station in 1933 for the Commissioners Train to cross a Mixed Train but without the need for detonators
and hand signals.
David Langley was reminded of an occasion when the Board Train overtook the roadsides at Longwood
and the Chief Traffic Manager declared that the roadsides could follow after a period of time had elapsed.
Colin Rutledge reported on a recent level crossing collision on the Eaglehawk - Inglewood Line between a
truck and a tamper machine that left both vehicles on their side.
Bob Whitehead reported on a level crossing collision at Avenel this morning involving the Up Albury
Pass.
Tom Murray asked about the effects on the signalling system as a result of the recent collision and
derailment on the down side of Ballan.  Colin Rutledge provided an answer with a description of the
operation of the track circuits and the directional circuits on the single line system.

Syllabus Item: -  The President introduced member Chris Wurr from Bendigo to present the Syllabus Item.
Chris presented a selection of slides from his collection concentrating on the Western Line from the time
when he was based at Ararat as an engineman.
At the completion of the Syllabus Item, The President thanked Chris for the entertainment & this was
followed by acclamation from those present.
Members might be wondering why this year�s Syllabus Items have concentrated on the Western Line.  On
Friday 11 November 1983, the first stage of the Western Line CTC project was commissioned between
Murtoa - Murtoa Loop - Horsham, meaning that November 2003 is the 20th Anniversary of this event.
Add to this the fact that the Secretary never saw the Western Line pre CTC and you have an excuse for a
year full of Syllabus Items devoted to the Western Line.

Meeting closed @ 22:37 hours.
The next meeting will be on Friday 20 February 2004 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 44/03 to WN 51/03 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.

01.11.2003 Edithvale - Seaford (SW 255/03, WN 44/03)
On Saturday, 1.11., the incandescent markers in the Automatics F1024, F1044, F1059, F1087, F1088, F1107,
F1110, F1130, F1157, F1157P, F1183, and F1184 were changed to 18 dot LED marker lights.

06.11.2003 Spencer Street No 1 Box (SW 256/03, WN 44/03)
From 2100 hours, Thursday, 6.11., the Car Dock was booked out of service. Baulks were provided in the
Car Dock lead on the Up side of Points 172D. Dwarf 168 was abolished. Catch 174 was abolished. Lever
180 which worked the low speed aspect on Home SST178 for moves to the Car Dock was abolished.
Amend Diagram 9/03.

08.11.2003 Sydenham (SW 227/03, WN 44/03)
On Saturday, 8.11., Dwarf 724 was raised 1 metre.

16.11.2003 Riversdale - Alamein (SW 558/03, WN 46/03)
Between 0100 hours, Saturday, 15.11., and 2300 hours, Sunday, 16.11., this line was resignalled. Automat-
ics LA355, LA356, LA371, LA372, LA396, LA397, LA412, LA413, LA434, and LA435 were converted to
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LED. At Ashburton, Homes 4, 6, and 10 were converted from two position signals to 3 position signals
with LED heads. These posts will not, however, display Low Speed Caution. Home 8 was converted to
LED.

16.11.2003 Richmond - South Yarra (SW 228/03, WN 49/03)
On Sunday, 16.11., Automatics B71, B72, B78, F80, and D80 were converted to tri-colour LED signals.

16.11.2003 Narre Warren (SW 259/03, WN 46/03)
On Sunday, 16.11., the Down side Boom Barriers at Cranbourne Road were relocated due to road widen-
ing and the pedestrian boom barrier fencing was altered.

17.11.2003 Narre Warren (SW 259/03, WN 46/03)
On Monday, 17.11., the Up side Boom Barriers at Cranbourne Road were relocated due to road widening.

18.11.2003 Narre Warren (SW 259/03, WN 46/03)
On Tuesday, 18.11., the Up side Pedestrian Booms at Cranbourne Road were removed and the Up side
pedestrian crossing was closed.

21.11.2003 Bealiba (SW 1162/03, WN 46/03)
On Friday, 27.11., Bealiba Intermediate Siding was booked out of service. The Up and Down end main
line points (Points B and D) were spiked normal. The Homes on Posts 1, 2, and 3 will be secured at
proceed.

23.11.2003 North Brighton (TW 19/03, WN 46/03)
On Sunday, 23.11., a new mast was provided for the future replacement of Automatic B387.

27.11.2003 Seymour (TS 1216/03, WN 50/03)
From 27.11., Points 13 (at 97.230 km) were clipped normal due to cabling problems in the yard.

30.11.2003 North Melbourne - Kensington (SW 266/03 & 267/03, WN 47/03)
On Sunday, 30.11., Down Automatic E147 on the Broadmeadows Suburban Line will be converted to a
Style L RX 8 LED head. Down Automatic NME 697 will be replaced by a new mast with a Style L LED
head and an 18 dot LED marker.

30.11.2003 Alphington (SW 561/03, WN 48/03)
On Sunday, 30.11., Up Automatic S294 was relocated 4 metres in the Up direction and converted to
reverse stagger. Amend Diagram 7/00.

30.11.2003 Tooronga (SW 560/03, WN 48/03)
On Sunday, 30.11., pedestrian gates were provided at the foot crossing at the Up end of the platforms. The
crossing is situated at 9.514 km (Parslow St). Diagram 5/03 (Heyington - Glen Waverley) replaced 55/97.

30.11.2003 Glen Iris - Darling (SW 559/03 & 562/03, WN 48/03)
On Sunday, 30.11., Automatics DG 343 and DG 344 (between Glen Iris and Darling), and Homes 2, 7, and
18 (at Darling) were converted to LEDs. A co-acting signal was provided for Down Home 2 at Darling.
The co-acting signal is placed on a post on the right hand side of the running lines.

05.12.2003 Franklin Street Junction (SW 271/03, WN 49/03)
On Friday, 5.12., Home 532 (Through Country Line) was altered to display a running low speed aspect to
the Carriage Sidings. The controls on Points 432 will be released when the movement has passed the fixed
signal in the rear. The controls on Home 539 (East Suburban Line) were altered to allow allow for earlier
operation of the low speed aspect for movements towards the flyover.

06.12.2003 Somerville - Long Island Junction (SW 269/03, WN 48/03)
From Saturday, 6.12., a radio link will be commissioned to replace the aerial wires connecting the electric
staff instruments at these two locations.

07.12.2003 Laburnum - Blackburn (SW 563/03, WN 51/03)
On Sunday, 7.12., the A light on Automatic L547 was lowered on the mast and the marker light replaced
by a LED unit.

08.12.2003 Spencer Street (SW 277/03, WN 49/03)
From Monday, 8.12., Crossover 418 was installed between No 8 and 8A Tracks. The crossover will be
secured normal.

08.12.2003 Pakenham (SW 275/03, WN 49/03)
On Monday, 8.12., the derails at the Up and Down ends of No 4 Track and the Up end of No 5 Track were
removed. Amend Diagram 13/02.

(09.12.2003) Wodonga (SW 1171/03, WN 49/03)
No 2A Siding was baulked 50 metres on the Up side of Dwarf 9. Amend Diagram 6/97.

09.12.2003 Spencer Street (SW 272/03, WN 49/03)
From Tuesday, 9.12., the heads on Homes 232 and 238 on No 3 Track were lowered one metre.

11.12.2003 Spencer Street (SW 272/03, WN 49/03)
From Thursday, 11.12., the heads on Home 260 on No 4 Track were lowered one metre.

12.12.2003 Spencer Street (SW 272/03, WN 49/03)
From Friday, 12.12., the heads on Home 256 on No 4 Track were lowered one metre.

(Continued on Page 18)
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THE ADOPTION OF YELLOW FOR DISTANT SIGNALS IN VICTORIA

In the previous issue of Somersault the adoption of yellow
as the third position in three position signals was examined.
In this article we will examine the adoption of yellow for
distant signals. Most of the information in this article has
been extracted from the Sectretary�s File 27/18374 �Order
in Council confirming Regulation 82 relative to the adop-
tion of a distinctive light for distant signals� [1].

Attempted introduction in 1920

At the 1920 Commissioner�s and Officers� Conference, the
assembled  Signal Engineers recommended the adoption of
the yellow light for the Distant signal on systems where
trains did not have to come to a stand at a Distant signal
when it was at caution. With the exception of NSW, the as-
sembled Commissioners agreed to the adoption of yellow
in this circumstance and Minute 957 was issued to docu-
ment the decision [2]:

957 Adoption of Distinctive Lights for Distant Sig-
nals.

The tests referred to in Minute 766 of the 1913 Com-
missioners Conference have been made but have not
proved satisfactory.

Recommendation:-
�That, where the Distant Signal is a caution sig-

nal (i.e. where it does not enjoin a compulsory stop),
the yellow light at night be used in lieu of the present
red light�

Note: The New South Wales representative rec-
ommends the use of the yellow light only where it is
used in conjunction with another colour, such as red,
to emphasize the distinction, but considers that the
necessary distinction can be equally well given by
retaining the red distant light and qualifying it by
an upper green light.

Discussion: The Officers� recommendation is ap-
proved. Mr Fraser [New South Wales Chief Com-
missioner] dissents pending futher tests being made
by his Officers.

It is interesting to consider who was behind putting this
proposal forward as a topic for discussion and why. The
topic was irrelevant to New South Wales as they had al-
ready adopted a distinctive light for distant signals (a fixed
green light). The discussion and minute was irrelevant to
Queensland and South Australia as their rulebooks required
a compulsory stop at a distant at danger. This left only Vic-
toria, Tasmania, Western Australia and the Commonwealth
Railways that could be affected by the proposal.

This minute was placed in a file [2] and referred to F.M.
Calcutt, the Victorian Engineer of Signals, for comment.  On
6 July 1920 Calcutt minuted:

Where a distant signal is placed as shown in Regula-
tion 49b [i.e. where the distant was placed under a
home signal], the red light should remain, otherwise
the stop indication at night would be equivalent to a
medium speed indication in three position territory.
I propose to obtain a supply of suitable glasses and
abolish the red lights in isolated distant signals in as
short a time as possible.

Very gung-ho! As will be seen later, Calcutt viewed the
Victorian Commissioners� agreement with Minute 957 as
authorisation to convert to a yellow light. T.J. Molomby, the
General Superintendent of Transportation, however, min-
uted on 22 November 1920:

In addition to the phase [sic] mentioned by the Engi-

neer of Signals in his minute [...] the substitution of
�Caution� for the Yellow Light will be a departure
from the present practice.

At present the distant signal at the normal posi-
tion protects the train standing between it and the
Home Signal and always implies �Stop� but if the
Driver see that the Line is clear ahead of the Distant
he is permitted to proceed cautiously.

Please see alo reply to correspondence �20/10423
[this file, unfortunately, has not been sighted].

The relevant regulation in Victoria could be read sup-
porting Minute 957. Regulation  49d) stated:

When a Driver finds a Distant Signal at Danger, he
must immediately reduce the speed of his train so as
to be able, in case of need, to stop at such Signal; but
if he sees that the way in front of him is clear, he
must proceed cautiously within the Distant Signal
having such control of his train as to be able to stop
it short of any obstruction that may exist between
such Signal and the Home Signal, and must bring
his train to a stand a near the Home Signal as the
circumstances of the case will allow.

The regulation did not require a compulsory stop so the
Minute 957 could be held to apply. This was clearly Calcutt�s
view. On the other hand, a driver had to be prepared to
stop at distant signal at danger and so Molomby consid-
ered a change to a yellow light to be a change in practice. It
would be interesting to know if Drivers actually observed
the letter of Regulation 49d at that time and brought their
train under sufficient control to stop at the Distant when it
was at danger.

After this exchange of minutes the matter appeared to
rest. Possibly this was because Molomby, as head of the
Transportation Branch, outweighed Calcutt who was merely
Engineer of Signals in the Way and Works Branch. It is in-
teresting to note that A.E. Smith, Chief Mechanical Engi-
neer, and head of the Rolling Stock Branch, was not asked
to comment even though the members of his branch would
be most affected by the proposed change.

The discussion resumes in 1924

On 25 March 1924, Calcutt, who was now the Chief Engi-
neer of Signals and Telegraphs and, as a head of branch, the
nominal equal the General Superintendent, wrote to
Molomby:

Following the approval given in Sec. Corres 20/10424
[i.e. Minute 957 discussed in the previous section] to
the substitution of yellow for red lights in distant
signals, where such signals are separated from oth-
ers, arrangements have now been completed for this
substitution to be effected on the Stations between
Castlemaine and Maryborough.

Will you kindly arrange for the insertion of the
necessary instructions in the Weekly Notice at an
early date when the alteration will be effected at
Maldon Junction 2 Up signal, 2 Down signals (co-
acting), Guildford 1 Up signal 1 Down signal,
Newstead 1 Up signal.

Exactly why Calcutt renewed this debate at this time,
and took such a premptory tone is not clear from the file.
Molomby promptly responded on 29 March:

It will be noted that Commissioners approval was
not given on attached correspondence nor has this
Branch agreed to the substitution of the Yellow light
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in lieu of the Red light in Distant signal.

Discussions apparently continued behind the scenes for
on 8 April 1925 Calcutt wrote to the new General Superin-
tendent M.J. Canny (Molomby had been appointed one of
the Commissioners on 1 August 1924):

We have clearly reached a deadlock on this matter.
Your Branch approved of the Yellow Light for

Distant Signals on 28/8/14 and the Commissioners�
approval was given at the 1920 Conference, which
you note on the 11/5/21.

We have the Yellow Glasses on hand and the
Driver�s and Firemans� Association has been agitat-
ing for some time to have them installed. They have
frequently interviewed the Commissioners, and I
understand have been informed that it was intended
to instal the Yellow Light.

I suggest that the papers be now referred to the
Commissioner for direction.

This memo suggests that the renewed push for the in-
troduction of yellow lights in distant signals was coming
from the loco crews and that the Commissioner�s had agreed
to, or supported, the trial. This could explain why Calcutt
was pushing so hard. The reference to the Transportation
Branch having approved the Yellow light in 1914 refers to
the trial of a yellow lens and the subsequent agreement that
the light could not be mistaken for a red light or a broken
lens. The comment about having the necessary glasses on
hand is interesting. A subsequent memo indicates that
Calcutt had already approved the purchase of £980 worth
of yellow glasses.

The file was apparently passed to Commissioner
Molomby around May 1925 who directed that it be referred
to the Rolling Stock Branch for comments - this is the first
indication that that branch had been asked for comments.

In June 1925 the Block and Signal Inspector at Flinders
Street suggested that the next Block and Signal Inspectors
Conference discuss a proposal that a distant signal be dis-
tinguished by a yellow light and a yellow marker light be
fixed low on the post in a vertical line below the main light.
The result would have been similar in aspect to a Repeating
signal. The conference discussed the matter on 20 July, but
the idea  was not agreed to. No reasons were given, but the
Conference suggested that the idea be referred to a commit-
tee that had been set up to examine the whole idea.

On 2 August 1925 one J.J. O�Regan, Motorman, at
Ringwood, wrote to his boss, the Electric Running Superin-
tendent as follows:

The necessity for a distinguishing light in distant sig-
nals is very important where Electric train running
is concerned. Those signals are distinguished by day
with a fish tailed arm. Yet the necessity is more in-
creased by darkness or fog. I would suggest that a
yellow glass be placed in all distant signals where
Electric trains are concerned. I am sure this would
minimise any danger of Drivers mistaking the Dis-
tant signal for the Home signal.

The memo was forwarded to Calcutt �for your consid-
eration� and ended up on the Secretary�s file. Clearly, at
least some drivers did feel strongly about the matter. Calcutt
also had another string to his bow: the British had just
adopted yellow for the caution position of distant signals.
Calcutt wrote to Canny on 23 September 1925:

In connection with the papers dealing with the use
of Yellow for warning position of Distant Signals,
please note the following extract from the require-
ments of the Ministry of Transport for Passenger

Lines (1925):
(3) Distant Signals are to be distinguished from

Stop Signals during daylight by Yellow colored arms,
with notches cut out of the ends.

(4) Front lights for all signals to be Red for Dan-
ger, Yellow for Caution (including the warning po-
sition of Distant Signals) and Green for clear.

Canny wrote on 30 September 1925 to C.A. Hodgson
(Chief Traffic Manager, NSWGR), G.J. Smith (General Su-
perintendent, SAR) and C.S. Gallagher (Chief Traffic Man-
ager, WAGR) to see how they were dealing with the issue:

As you are probably aware, the Distant signal on the
Victorian Railways is a Two-position signal, its as-
pects being �Danger� and �Proceed�, and the respec-
tive indications are displayed by a fish-tailed arm at
an angle of 90 or 45 degrees [sic] or by a Red or Green
light. The fact of the Distant signal being a manually
operated two-position signal will be well known to
you, and I refer to this phase [sic] merely because it
would appear that the Distant is sometimes confused
with the corresponding signal (the Repeating Signal)
in use in three-position automatic signalling.

In Minute No 957 of the 1920 Interstate Commis-
sioners� and Officers� Conferences the question of
having some specific characteristic for the night in-
dication of the Distant signal was discussed, and the
Signal Engineers then submitted a proposal to use a
yellow light instead of a red light, which proposi-
tion appears to have been approved at the Commis-
sioners� Conference, but, so far as I can ascertain from
the files, the representatives of the various States were
not unanimously in favour of the alteration.

Apparently the Victorian representatives agreed
to the proposal, but although it has been under no-
tice at various stages, and we have since adopted
Yellow in combination with Red for our Three posi-
tion signals, the original color (Red) is still in use
throughout this State for the Distant signal.

The conditions recently laid down by the Minis-
try of Transport, England, in respect of British Rail-
ways, which specify a Yellow light for the Distant,
has revived the question and as I am not clear re-
garding the attitude of the Australian States, I would
be greatly obliged if you will be so kind as to inform
me briefly of your views and of the existing practice
in your State as regards the use of the Distant signal
and the color of the light shown thereon.

C.A. Hodgson of the NSW railways replied on 9 Octo-
ber 1925. His reply is interesting for those with an interest
in New South Wales signalling:

[...] In the first place, in order to avoid any misap-
prehension, I should make it clear that we do not
recogise any distinction between the indications
given by an ordinary Distant signal in manual block
territory and the indications given by what you re-
fer to as a �Repeating� signal in automatic signal-
ling territory. In this State, the interpretation is pre-
cisely the same in both cases, namely, �Signal at Cau-
tion� - prepare to stop at next signal ahead.

With regard to the use of a yellow light for Dis-
tant signal indication, if you will refer to the minute
quoted, you will see that our Chief Commissioner
disented from the recommendation, and no steps
have been taken in this State to introduce the yellow
light as a Distant signal indication. Whether or not
the other States acted on their recomendation I am
not aware. The view which has been consistently held
by us in regard to the matter is that the yellow light
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is effective only when used in contrast to another
color, namely red or green, and that it should not be
employed as an isolated light. It is further consid-
ered that the consistent indication for a Distant sig-
nal is afforded by a fixed green light above the ordi-
nary spectacle light. This gives an indication precisely
similar to that given by a distant when forming part
of a two-arm Home and Distant signal. The intro-
duction of fixed green lights for marking Distant sig-
nals has been proceeding on these railways for a
number of years past.

It appears to me that the most suitable function
for the yellow light is to give an indication of me-
dium speed and it is, I believe, used in this way in
your automatic territory. We are intending to make
similar use of it in connection with our City and Elec-
tric Railway. I am, however, quite opposed to the
idea of a single yellow light as indicating the caution
position of a Distant signal and I cannot help think-
ing that the Ministry of Transport in England in
making this requirement had not fully considered
the outcome of such an arrangement.

The colonial cringe was definitely dead in New South
Wales! The General Superintendent of the SAR responded
on the 7 December 1925:

[...] In this State if the Distant signal be at the �Dan-
ger� or �Stop� indication, trains must stop and im-
mediately proceed as far as the line be clear, towards
the �Home� signal. The Distant signal functions the
same as a Permissive (Three-position) signal at the
�Stop� indication except that in the latter case, being
a speed signal, the train must wait one minute be-
fore proceeding.

My personal opion is that, where the Two-posi-
tion (lower quadrant) signal is employed as a �Dis-
tant� signal, it should for the night indication, be
�staggered� the same as a �Permissive� signal
(Three-position), to indicate to the approaching train
that it is a �Distant� Signal, the top light would, of
course, show �red� or �green as at present. [...]

So neither state supported the use of yellow in distant
signals. No reply from Western Australia is on file.

Approval of the trial

It appears that the file was lost for a period; eventually Canny
wrote to Commissioner Molomby on 30 March 1926:

In returning the attached file of papers regarding the
question of a distinctive light for distant signals I
would apologise for retaining the papers for so long.
This has been due to the fact that I laid it aside with
other papers and overlooked it.

However, I fully discussed the matter on Satur-
day last with Messrs Carlan, Clark, Beary, and
Edwards of my own branch and Mr S.P. Jones of the
Signals and Telegraph Branch (in the absence of Mr
Calcutt) and have come to the conclusion that, it
would be well to first equip with yellow glasses in
place of the red glasses (for experimental purposes)
the distant signals on the line from Castlemaine to
Maryborough, and after consulting Mr Calcutt, I con-
sider that these distant signal arms should be colored
yellow in accordance with an accepted practice in
both England and America.

You will recollect that complaints have been made
by trainmen in respect of this line because of the ab-
sence of distant signals at certain stations and the
possibility of their accepting the Home signal for the

distant signal at places where a distant signal is not
available.

After a reasonable trial we can determine the ef-
ficacy and advisability of adopting a yellow light and
yellow arm for distant signals generally.

The Castlemaine to Maryborough line was unusual in
that distant signals were provided at two of the non-inter-
locked crossing stations (Guildford and Newstead). Clearly
there was a heightened risk of mistaking a home signal for
a distant signal on this line as the home signals at the other
non-interlocked crossing stations on this line were (as was
normal practice) single armed and situated about a train
length from the facing points.

With this acceptance by the General Superintendent of
the necessity for a trial, the Transportation Branch appar-
ently took over the running of the issue. The papers were
transferred to new secretary�s file which was registered with
the interesting, if long winded, title �Genl Supt of Trans-
portation Submits report in regard to the question of a dis-
tinctive light for distant signals and suggest that the distant
signals on the line from Castlemaine to Maryborough be
equipped with yellow glasses on trial in order to determine
the efficacy and advisability of adopting a yellow light and
yellow arm for distant signals generally�.

The first action was for the Chief Mechanical Engineer
to be asked for his remarks on the proposal. The CME passed
the request on to the Superintendent of Locomotive Run-
ning who responded on 30 April 1926:

This matter has been under discussion for some time
past and it has been our contention that yellow in-
stead of red lights should be in use on distant sig-
nals.

From a running point of view, it will be of great
advantage, especially at night time as enginemen will
be able to clearly and quickly determine distant and
home signals.

I agree with the suggestion that a trial be made
on the section proposed.

This memo is the first on the file from the Rollingstock
Branch, but their views were clearly favourable and had been
for some time. The CME rather laconically noted on the file
�I concur� on the 6 May 1926.

The file was then promptly considered by the Commis-
sioners. On 12 May 1926 the Secretary noted on the file that
the Commissioners had approved of a trial of yellow lights
between Castlemaine and Maryborough and that after a rea-
sonable time they would be glad of a report from the heads
of the S&T, Transportation, and Rolling Stock branches as
to the results of the trial.

Calcutt then noted on the file on 18 May 1926 that ar-
rangements have been mde for the installation of yellow
arms and glasses. None-the-less, the wheels of the Victo-
rian Railways, or perhaps the Signal & Telegraph branch,
grind slowly and it was not until the 6 September 1926 that
Calcutt wrote to Canny:

Approval is given by the Commissioners on the Sec-
retary�s file 26/6141, GST 109/12214, for a trial to be
made, between Castlemaine and Maryborough, of
yellow glasses in place of the red glasses in the dis-
tant signals.

Will you kindly note that yellow arms and yel-
low glasses are now available and it is intended to
instal them in distant signals as under on the 21st
inst:-

Maryborough - 1
Newstead - 1
Guildford - 2
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The introduction of yellow arms and lights at these lo-
cations on the 21 September 1926 was duely noted by Weekly
Notice 37/26.

Note that the distant signals at Maldon Junction and
Castlemaine were not converted. At this time work was
underway for the installation of three position signals at
Maldon Junction. This work was brought into use in No-
vember 1926.

Results of the trial

After a little prompting, four Drivers (McMinn, Wilis, Jones,
and Peterson) at Maryborough put pen to paper about their
experiences with the new yellow distants at the beginning
of October 1926. All were brief, but considered the new lights
a good idea, particularly to �strange Enginemen running on
this line�. One Driver Jones considered �that there are points
in the problem that are not solved by the mere display of a
yellow light�, but what these points were was not discussed.
The District R.S. Superintendent, Maryborough, forwarded
the reports in late October with the laconic memo �Reports
attached re Yellow distant Signal lights. All favourable�.

Two Drivers from North Melbourne also wrote com-
ments on the distants in early October. The value of the com-
ments was rather limited as neither driver saw a distant at
night in the �on� position. Driver O�Donoghue, however,
stated �but a yellow light in automatic signal is an assur-
ance to proceed to next signal it will not be in keeping with
yellow in a distant danger signal, I would rather a purple
light�. This comment was highlighted on the copy in the file
and the Metropolitan R.S. Superintendent specifically noted
this comment in a memo to the Superintendent of Locomo-
tive Running: �Please see report from Driver Donoghue re
the possibility of yellow light being confused with Auto-
matic signal as used by men in Metropolitan Area�.

Two Enginemen�s Instructors, Crowley & Morganti,
were sent to Maryborough on 19 October 1926 to inspect
the Distants, travelling on the 5.23 pm pass to Castlemaine
and then the 8.40 pm from Castlemaine. Not much was learnt
on the journey to Maryborough as it was not yet dark and,
in any case, the distants were at proceed. On the return jour-
ney Morganti arranged with the signalman at Guildford to
leave his distant at Danger so that they could get a good
view. Crowley commented �This light will be an advantage
to enginement generally - as this aspect informs them it is
the Distant Signal at Stop�. Morganti stated �I am satisfied
they are an improvement on the red glass and undoubtedly
a great assistence to men who are not continuously on the
road�.

Guards Woolman, Sheehan, Sheehan, Kennedy, Ryan,
and McAndrew at Maryborough similarly put pen to pa-
per, after prodding, in the middle of November. Their com-
ments were even shorter than the drivers, and four were
very similar, but they made up for this with a letter from
H.R. Jones, Sub Branch Secretary, Maryborough to the Dis-
trict Superintendent:

By direction of Resolution Carried I desire to convey
to you that at a Large + Representative meeting of
the Mary�boro Guards Guild held 22/11/26 consid-
eration was given to the question of the Trial of Yel-
low Arm and Yellow Lights on Distant Signals at
present being conducted on the M.Boro + Cmaine
Line. The question was largely discussed from every
aspect + it was unanimously agreed upon by all
present. That in their opinion the innovation was a
decided improvement + the adoption of same would
lead to minimise the possibility of an Accident
occuring through the misrepesentation of the Dis-
tant Signal.

Further trials

Weekly Notice 52/26 notified that the Up Distant at Drouin
had been equipped with a yellow light and arm at the end
of 1926. The Drivers considered the new light very satisfac-
tory.

On 21 January 1927 all of the Distants at Ringwood were
converted to yellow arms and lights. Again the response
from the Motormen was favourable.

The decision

Canny endorsed on the file on 16 February 1927:

The reports obtained from the Train Crews, which
are attached hereto, unanimously agree that the Yel-
low Light for Danger in Distant Signals is an im-
provement.

Regarding the remarks of Driver O�Donohue, in
his minute dated 4/10/26, that a Yellow Light in
Three-Position Signals indicates a �Proceed to next
Signal�, whilst in a Distant Signal it is subject to clause
(d) of Regulation 49, it can be said that Drivers are
conversant with the position of Distant Signals, and
the same objection exists in connection with the Red
Light of Distant and Two-position Home indicating
a different procedure, i.e. the first subject to the clause
referred to and the second an absolute �Stop� Signal;
in this respect the Yellow Light is a decided advan-
tage.

Before the matter is finally decided, I recommend
that representative Officers of the Signal & Telegraph,
Rolling Stock and Transportation Branches be ap-
pointed to inspect the Yellow Lights at Ringwood
on a night to be arranged. Messrs Clark, Superin-
tendent of Goods Train Services, Edwards, Act�g Safe
Working Officer, and Colson, Senior Metropolitan
Block and Signal Inspector will represent this Branch
and, if you agree, I shall be glad if you will appoint
Officers to represent your Branch, and forward file
to Chief Engineer, Signal & Telegraph.

The Chief Mechanical Engineer nominated Messrs
Stamp, Superintendent of Locomotive Running, and Rist,
Electric Running to be his representatives at the inspection.
Calcutt nominated Messrs Jones and Young. The inspection
occured on the night of 9 March 1927 and their report ran:

We inspected the Distant Signals at Ringwood on the
night of 9th inst. and found them satisfactory. The
color of the light is distinct from that of Street and
other lights, and there is no valid reason for confu-
sion on that account. The Up Distant on the Fern Tree
Gully Line, however, was not showing as good a light
as the others, on account of it being equipped with a
1/4� substitute for Barton Burner, this will be re-
placed with a 3/8� Barton Burner in accordance with
the present policy.

We consider that the Yellow Light for Distant Sig-
nals possesses a marked advantage over the Red
Light in the �Danger� position, as it removes the li-
ability of a Home Signal at �Danger� being mistaken
for a Distant.

The Distant Signals at which Yellow Lights have
been provided have been equipped with Yellow
Arms; this gives an added distinction from the Home
and Starting Signals in the daytime, and with the
Yellow Lights is in accordance with the requirements
of the British Ministry of Transport.

The only disadvantage in this use of the Yellow
Light is that where the Distant Signal is placed un-
der a Home or Starting Signal, the indication is the
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same as that of the medium speed warning of the
three position Signals, as, however, such condition
would always occur outside a two position signalled
section and never at the division point between two
and three position sections, the risk is small, and the
above mentioned advantages far outweighs this haz-
ard.

All reports from the running staff are favourable
with the exception that Driver O�Donoghue draws
attention to the similarity of the new night indica-
tion with that of the three position Signals, and pre-
fers a purple light, this light, however is not satisfac-
tory as a long range Signal, and it is already used for
shunting Signals.

We consider that the trial of Yellow Lights in Dis-
tant Signals has proved satisfactory, and recommend
that the change, including the Yellow Arms be made
general. This will involve alterations in Regulations
47 and 49, which must be approved by the Commis-
sioners and the Governer in Council.

The Acting Chief Mechanical Engineer, General Super-
intendent of Transportation, and Chief Engineer Signals and
Telegrahs jointly endorsed the following on the file:

The joint report dated 14/3/27 is forwaded for the
information of the Commissioners.

We agree with the report, with the exception that
we consider that the red light should be retained as
the �Danger� indication of the Distant Signal in all
cases where a Distant is placed under a Home or
Starting Signal, as described in Clause (b), Regula-
tion 49; if the indication were given by a yellow light
in these cases there would be a possibility of a Driver
mistaking the Signal for a Three-position Medium
Speed Warning Signal, and entering an occupied
Block Section. Whilst the possibility of such a mis-
take occurring is remote, no inconvenience or ambi-
guity would be caused by retaining the red light in
such cases.

We recommend that the red arm on all Distant
Signals be replaced by yellow arms; that the red lights
be replaced by yellow lights on all Distant Signals,
excepting those described in Clause (b), Regulation
49, and that the authority of the Governor in Council
be obtained for the amendment of Clause (c) of Regu-
lation 47 as set out in the attached draft. A draft of
the necessary alterations to the General Appendix is
also attached.

The approval

The amendment to Clause c, Regulation 47, was signed by
Commissioner�s Harold W. Clapp and T. Molomby on 26
September. The Commissioner�s, exalted though they were,
could not directly submit the proposal to the Govenor. First,

the permission of the Minister for Railways had to be ob-
tained. A ministerial was prepared, dated the 26 September
1927, for the Minister�s signature. The ministerial largely
explained what a Distant signal was and the change that
was proposed, but the rational is worth quoting:

The contemplated change in coloring is in accord-
ance with the requirements of the Ministry of Trans-
port, Great Britain, and the results obtained from
extensive tests carried out under actual working con-
ditions in Victoria, together with the favorable re-
ports received from train crews regarding the supe-
riority of yellow indication, have satisfied the Com-
missioners that the adoption of these alterations will
materially improve the railway signaling system.

The Minister clearly approved the change, and on 28
September 1927, the Commissioners minuted:

The Commissioners approve of the adoption of the
recommendation that the color of the arms on dis-
tant signals be changed from red to yellow and the
color of the indication of the signals during dark-
ness altered fromred to yellow, except in the case of
distant signals referredto in Clause (b) of Regulation
49.

A memorandum as per attached copy has been
forwarded to the Honorable the Minister in regard
to the amendment of Clause (c) of Regulation 47.

These papers should be pended until receipt of
the approval of the Governor in Council of the new
Regulation, after which the correspondence should
be referred to the Heads of Branches concerned for
further course.

The amendment was approved by the Governor in Coun-
cil on 18 October 1927 and gazetted on 26 October. A subse-
quent article will cover the conversion of distant signals to
yellow lights.

In closing it is worth highlighting one aspect of the con-
version that was not mentioned once in the file: the cost of
conversion. Curious though this seems to current eyes, it
appears that the cost of conversion was not a factor in de-
ciding to change from red arms/lights to yellow arms/lights.

References
[1] Order-in-Council confirming Regulation 82, relative

to the adoption of a distinctive light for distant signals�. Sec-
retary�s File 27/18374, VPRS 421/P0001/Unit 350

[2] Extract from the Minutes of the Commissioners� Con-
ference held in Melbourne, Secretary�s File 1920/10424 (at-
tached to File 27/18374 loc cit.).

[3] Actg CME, Gen Supt of Trans and Chief Eng of Sigs
& Tel - Submit joint report and recommendation relative to
the question of a distinctive light for distant signals, Secre-
tary�s File 1927/10556 (attached to File 27/18374 loc cit.).
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BROADMEADOWS RUNAWAY

3 FEBRUARY 2003
The Australian Transport Safety Bureau (ATSB) has released
its report into the runaway of the Comeng set from
Broadmeadows on the 3 February 2003 and the consequent
collision of the set with a diesel hauled passenger train at
Spencer Street. The full report can be found on the ATSB�s
Web site: http://www.atsb.gov.au/

In describing the accident it is convenient to separate
the description into two parts: the cause of the runaway at
Broadmeadows, and the subsequent actions leading up to
the collision at Spencer Street.

The actions leading up to the runaway

The Comeng set ran away from Broadmeadows due to mis-
handling of the brake by the Driver whilst changing ends.
This mistake was compounded by limitations in the instruc-
tions in force for changing ends. Tests of the set after the
accident showed that the brakes were working as designed.

The Comeng set consisted of 394M, 1048T and 393M. It
had travelled from Melbourne as Train 5839 and arrived in
No 2 Platform at Broadmeadows at 2113. When arriving the
driver noticed that the passenger information display (PID)
on the platform was showing the next train as a Seymour
service. This led him to believe that the set would be shunted
into the siding to let the Seymour service through before
redocking to form Train 5264 to the city.

After coming to a stand in No 2 platform the driver iso-
lated the controls as per procedures, including closing the
brake valve isolating cock. He then waited a short period of
time anticipating being advised about the shunting move-
ment. When this advice did not occur he alighted onto the
platform and noticed that the PID was now showing that
the next train would be his run back to the city.

Accordingly the Driver re-entered the cab to set up the
train describer number in the data terminal (this controlled
the passenger information displays in each car and the des-
tination boards at each end of the train). In order to do this
it was necessary to re-open the brake valve isolating cock
on the brake stand. Once the train describer number had
been entered, the driver stated that he made a 250 kPa brake
pipe reduction by placing the brake handle in the emergency
position and returned it to the service application zone. He
then closed the brake valve isolating valve and left the cab.
After checking that the destination shown on the rear of the
train was correct he went to the staff toilet.

The CCTV system on the station showed that Train 5264
started to roll very slowly out of the platform within three
seconds of the driver exiting the cab.

The brake system on Train 5264

Train 5264 was a Comeng set fitted with a Westcode
Westinghouse brake system. This system provides an inte-
grated rheostatic, electro-pneumatic, and automatic brake.
On this set, the rheostatic brake had developed a fault and
had been isolated. It consequently paid no part in the acci-
dent and will not be considered further.

With the rheostatic brake isolated, the primary brake
mechanism was the electro-pneumatic (EP) brake. When
operated in the EP mode, air from the main reservoir is di-
rectly admitted and released from the brake cylinders on
each car by means of electrically controlled valves. The brake
pipe and triple valves of the automatic brake are not involved
in any way in applying or releasing the brakes. These EP
valves controlling entry and egress of air from the brake
cylinders are directly controlled by electrical signals gener-
ated by the postion of the brake handle.

The brake handle has nine positions. The first position,
�running and release�, releases the air in the brake cylinders
and consequently release the brakes. The next seven posi-
tions (the service positions) directly admit air into the brake
cylinders to apply the brakes. Each position gives a differ-
ent pressure in the brake cylinder ranging from between 20
and 40 kPa in position 1 to between 210 and 230 kPa in po-
sition 7 (full service). The ninth position (�emergency�) is
not used when operating the train normally under the EP
mode.

The electrical signals from brake valve are interupted
when the brake stand is isolated with the closing of the brake
valve  isolating cock. With all brake valve isolating cocks
closed (as would be the case when changing ends), the EP
brake is released and the train is held stationary by the au-
tomatic brake.

In addition to the EP brake, the Westcode brake includes
a conventional automatic air brake. In this mode, operation
of the brake handle reduces the pressure in the brake pipe
which causes a triple valve on each car to pass a propor-
tionate amount of compressed air from the auxiliary reser-
voir on each car to the brake cylinders. An increase in brake
pipe pressure will cause the triple valves to release the brakes
once the pressure in the brake pipe exceeds that of the aux-
iliary reservoir. The automatic portion of the brake does not
have graduated release: a sufficient rise in brake pipe pres-
sure fully releases the brakes and to reapply the brakes a
further reduction in brake pipe pressure must occur.

As mentioned earlier, in normal service with the EP brake
in operation, the automatic brake is partially isolated. Un-
der these circumstances air is not released from the train
brake pipe during service braking. However, air will be fed
from the main reservoir to the brake pipe when the brake
handle is in the �running and release� position and under
certain conditions when the brake handle is in a service brake
position. Feeding air into the brake pipe ensures that the
triple valves are in the release position and that the auxil-
iary reservoirs are fully charged at all times. The only time
that air is released from the brake pipe when the EP brake is
in operation is if the brake handle is moved to the �emer-
gency� position. In this position the brake pipe is directly
vented to the atmosphere and the automatic brake applied.

Handling of the brake on Train 5264

Before the driver first isolated the brake stand he placed the
brake handle in the emergency position and made a 250 kPa
reduction in brake pipe pressure. This applied the automatic
brake on all vehicles. A 250 kPa brake pipe reduction is
slightly higher than a normal full service application. When
the brake valve isolating cock was closed this �trapped� the
brake application and switched off the EP brake.

When the driver re-opened the brake valve isolating cock
to enter the train describer number, the brake handle was
either in a service brake position or in the �running and re-
lease� position. In these positions the brake valve would feed
air to the brake pipe. When the brake pipe pressure rose
about 10 kPa the triple valves would move to the release
position. In the normal course of events this would be irrel-
evant as the EP brake, brought back into operation by open-
ing the brake valve isolating valve, would hold the brakes
on by preventing the release of air in the brake cylinder.

When the driver closed the brake isolating cock for the
second time, a number of scenarios are possible.

If, when applying the automatic brake via the �emer-
gency� position prior to closing the brake valve isolating cock
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for the second time, the driver did not make a sufficient re-
duction in brake pipe pressure the automatic brake would
not reapply as the triple valves would not move from the
release position. It should be noted that for this second ap-
plication the brake pipe pressure would have to be reduced
well below that of the first emergency application as the
application point is always relative to the pressure in the
auxiliary reservoir. At the first application, the auxiliary
reservoirs would have been at the normal running train
brake pipe pressure. At the second application the pressure
would have been depleted by the air necessary to apply the
brake the first time and only a small amount of recharging
would have occurred due to the short time the brake isolat-
ing cock was open.

If the driver did not make a second emergency applica-
tion at all prior to closing the brake valve isolating cock, the
brakes would release as soon as the brake valve isolating
cock was closed as the EP brake was cut out and the auto-
matic brake was in the release position.

In particular, the report notes that in trials after the acci-
dent it was found that when the brake valve was left in the
�running and release� position while the train describer
number was entered, the brakes released every time just as
the tester reached the door of the driver�s cab.

Park Brakes

All Comeng motor cars are fitted with spring operated park-
ing brakes. With these brakes, the spring applies the park-
ing brake and an air cylinder, acting against the spring, re-
leases the brake. Entry and egress of air to the cylinder is
controlled by a electrically operated valve. The parking brake
can be applied and released on all cars in a train from any
cab.  If the park brake had been applied the runaway would
not have occured. However, the procedure for changing ends
did not require the driver to apply the parking brakes be-
fore exiting the cab at one end and release them again from
the other end.

Course of the runaway

Train 5264 commenced to move at 2116:40. At 2118:17 the
train passed over the POTS (Position of Train System) on
the Up side of the platform travelling at 3 km/h. (The POTS
systems is activated when an EMU passes over a transponder
in the track. The train detects this transponder and trans-
mits a message to a computer in Metrol. The message con-
tains the train�s position and speed, among other informa-
tion. This information, however, is not directly available to
the Metrol staff.)

An intending passenger - a very lucky passenger - then
complained to the the station manager about the train�s early
departure. The station manager went on to the platform and
saw the train heading towards Melbourne. The manager
contacted the Signaller, but neither knew whether the driver
was on board. The manager then went back in the station
building and met the driver emerging from the toilet. Upon
being told what was happening, the Driver ran after the
train. At this point the train had been moving for 2 minutes
and 50 seconds and the time was around 2119.

At 2121 the driver contacted the signaller via a post
phone and advised that he had not been able to board the
train. At 2121:30 the signaller notified Metrol that the train
had run away. At this point it was nearly 5 minutes since
the train commenced to move.

Metrol acted quickly, but the train was moving faster.
At 2123 Metrol officers asked the Broadmeadows station
manager to watch for progress of the runaway on the CCTVs
at the stations under its supervision. The POTS data indi-
cates that at this time (2123:20) the runaway was already
passing through Oak Park (halfway down Oliver�s Bank)

travelling at 93 km/h. The Broadmeadows station manager
informed Metrol at 2124 that he had seen the runaway pass
through Glenroy. While true, this was quite misleading as
by this time the runaway was actually in the vicinity of
Pascoe Vale. These delays in indicating the train�s position
were critical in Metrol�s handling of the runaway as they
hampered Metrol�s ability to visualise how fast the runa-
way was actually approaching.

In decending Oliver�s bank the runaway had passed over
three level crossings at Glenroy Road, Devon Road, and
Gaffney Street. Since the �express� operation had not been
selected when the train left Broadmeadows, shortened ap-
proaches would have been in force at all three level cross-
ings. The report noted that at Gaffney Street the speed of
the train would have been such that the pedestrian gates
would have been shut for only one second and the boom
barriers half down when the train entered the level cross-
ing.

At 2125 Metrol officers spoke to the Essendon station
manager requesting him to switch the panel in and watch
for the progress of the train on the CCTV monitors. At
2125:50 the Essendon station manager reported that he had
seen the runaway pass through Glenbervie. By this time,
however, the runaway had actually passed Strathmore (at
2125:01 travelling at 103 km/h) and, in fact, the runaway
reached Essendon platform at 2126:15 still travelling at 75
km/h. The station manager notified Metrol at 2127:35 that
the runaway had passed through Essendon at and that he
could see it at Moonee Ponds.

 Express operation of the level crossings at Buckley Street
(Essendon), Park Street, and Puckle Street (Moonee Ponds)
is automatically selected by a train passing non stop through
Glenbervie. As the runaway was travelling at roughly the
line speed in this section there was no issue with the opera-
tion of the level crossings. At Kensington the boom barriers
are manually controlled and the signaller there, on his own
initiative, ensured that the booms were down well before
the train arrived.

 At 2126 Metrol officers had discussed with Electrol about
isolating the overhead power in an attempt to stop the runa-
way train and at 2127 Eletrol isolated the power on the Up
line between Glenroy and Newmarket. This, of course, had
no effect on the runaway as there are no systems on the
runaway that would apply the brakes in the event of a loss
of power.

At 2126:27 (5 minutes after Metrol had been informed
about the runaway, 10 minutes after it had run away, and 7
minutes before it arrived at Spencer Street), Metrol informed
the signaller at No 1 Box of the runaway train and suggested
that it be routed into Spencer Street. The signaller however
stated that he did not have a free platform for the runaway
until the Overland had left at 2140. This would have been
far too late, especially as the Overland would have taken
some time to clear the broad gauge lines.  The discussion
ended inconclusively, but with the impression that runa-
way would be routed into the country side of Spencer Street,
presumably into No 1 Platform after the Overland had left.
However, Metrol did not inform the signaller at No 1 Box
where the runaway was or when it was expected to arrive
at Spencer Street. It appears that the normal operation of
Spencer Street then continued, including the signalling of
three country trains to depart. No attempt was made to warn
train crews or platform staff of the runaway, or to clear the
platforms. At this time no attempt was made to decide on
where the runaway would be directed when it arrived at
Spencer Street.

 However, appears that a decision had been made at
Metrol to route the runaway along the straightest route.
From Kensington this lead along the East Suburban lines,
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through platform 1 at North Melbourne, towards Spencer
Street. This avoided attempting to route the runaway
through any 40 km/h points (remember at this time Metrol
did not know whether there were any passengers on the
runaway). Unfortunately, this route was already occupied
by Train 5262, the preceeding Broadmeadows - Flinders
Street train with a driver and an estimated 40 passengers.
Train 5262 departed from Kensington at 2127:59 and passed
through Moonee Ponds Creek Junction at 2129:12. At this
time the runaway was one minute and forty five seconds
behind Train 5262 and travelling at 84 km/h.

The signals had been cleared automatically by the Metrol
computer for the passage of Train 5262 through North Mel-
bourne Junction. At 2128:24 the signaller at Metrol cancelled
the route with the intention of rerouting Train 5262 through
Crossover 464 onto the Main Suburban Lines clear of the
runaway. As Train 5262 was already on the approach track
circuit for Home NMA 566 when it was restored to stop this
caused the approach locking to become effective to lock the
route.

As Train 5262 came to a stand at Home NMA 566 at
around 2130, another Metrol official contacted the driver
and informed him of the runaway. At this time the runa-
way was running through Kensington platform travelling
at 84 km/h. The signaller at Kensington reported the pas-
sage of the runaway to Metrol at 2130. The runaway was
about a minute from North Melbourne Junction and the ten-
sion at Metrol must have been very high.

The approach locking on Home NMA 566 released at
2130:03 and the signaller immediately set the route to the
Main Suburban Line. Signal NMA 566 cleared at 2130:17
and the driver immediately accelerated his train, the head
of his train passing the Home at 2130:29. As the train accel-
erated, the driver informed Metrol that he could see the runa-
way in his rear view mirror and that it was travelling at
speed. The runaway passed over the POTS sensor at Moonee
Ponds Creek Junction at 2130:57 travelling at 87 km/h. The
driver later told investigators that he was sure the runaway
would hit his train. Under these circumstances the driver of
Train 5262 ignored the speed restriction over the points and
it was estimated that the train achieved a speed of around
62 km/h when travelling through the crossover.

The signaller at Metrol keyed Points 464 as Train 5262
traversed the crossover so that it would begin to normalise
immediately the train cleared the track circuit. The head of
the runaway passed Home 566 at 2131:02, 33 seconds after
Train 5262. At Metrol the panel showed all tracks occupied
and the train radio was crackling. Metrol staff urgently tried
to contact the driver of Train 5262, but initially without suc-
cess. After a short period the driver responded and told them
that the runaway had passed his train on the East Suburban
line at speed and was passing through North Melbourne
station.

Points 464 are 158 metres from Home NMA 566 and,
travelling at 80 km/h the investigators later calculated that
it would take about 7 seconds for the runaway to reach Points
464 after passing Home NMA 566. Points 464 detected nor-
mal at 2131:09, exactly 7 seconds after the runaway passed
the Home.

This was extremely close. If Metrol had not been able to
contact the driver of 5262 there would have been a rear end
collision with that train while it was standing at Home
NMA566, or while it was traversing the crossover at low
speed. If the runaway was travelling a bit faster the signal-
ler would not have been able to restore the points and the
runaway would have followed Train 5262 onto the Main
Suburban Lines with a resulting rear end collision. Alterna-
tively, the runaway could have derailed as the points moved
underneath it.

While this high drama with Train 5262 was unfolding,
other Metrol officers had contacted the signaller at No 1 Box
at 2130 to confirm that the runaway would be routed into
the country terminal. Agreement was hurredly reached to
route the runaway onto the Country Line at Franklin Street
Junction.

At this time the situation at the country terminal was as
follows:

Plat- Train Scheduled
form Departure

Time
1 Overland (SG) 2140
2 8141 Bacchus Marsh train 2135
3 stabled Kyneton engine & carriages
4 Geelong Sprinter 2135
5 stabled engine & carriages
6 Kyneton Sprinter 2140
7 stabled Warrnambool empty cars
8 empty
The report does not discuss the occupancy of the non

platform roads at Spencer Street, but does note that with
some (Tracks 1A and 2A) there was the possibility of the
runaway sideswiping a loaded passenger train.

The ATSB report states that it was not appropriate to
route the runaway towards the suburban side of Spencer
Street due to the risk of derailment or collision as the runa-
way proceeded towards Flinders Street. Equally, routing it
into Platforms 7 or 8 was not appropriate as the runaway
would collide with other rolling stock or  collide with buffer
stops. A buffer stop collision could lead to the body of the
runaway separating from the bogies and �spearing� onto the
concourse. In making these comments, the ATSB appears to
be applying a curious logic. These two consequences were,
of course, exactly the same as would result from routing the
runaway into the country side of Spencer Street.

At No 1 Box, the signaller had set the routes for the Over-
land to depart via the Standard Gauge Line, the Bacchus
Marsh train to depart via the East Country Line and the
Geelong Sprinter to depart via the Through Country Line.
The Kyneton Sprinter was to follow the Geelong Sprinter
on the Through Country Line. It appears that the signals for
these trains were restored after the conversation at 2130,
however the routes continued to be held by the approach
locking. This locked most of the points in the throat of the
yard and prevented the signallers from having any control
over the route the runaway would finally take.

At 2131 the signallers at Spencer Street telephoned Metrol
and were told that the runaway would arrive almost imme-
diately. Because the Overland was still standing at No 1 Plat-
form, the signallers told Metrol to route the runaway down
the East Country Line (instead of the Country Line) . At this
time the runaway was entering North Melbourne station
and travelling at 78 km/h. The Metrol signaller managed to
reset the points at Franklin Street Junction to reroute the
train. (It is worth noting that in making this change, the runa-
way was routed over two 40 km/h points.)

At 2131:28 and 2131:52 overlapping conversations took
place between the Metrol officers and the two signallers at
No 1 Box. The signallers were advised that the arrival of the
runaway was imminent (the signallers first sighted the runa-
way during this conversation). The signallers protested that
they did not have a clear road, but Metrol responded that
there was nothing they could do. As the yard was still elec-
trically locked by the approach locking, one of the signal-
lers at No 1 Box attempted to try and force the electric lock
to reset the route.

The runaway ran down the East Country Line, trailed
through Points 77 onto No 2 Road and collided head on
with the Bacchus Marsh train on Platform 2. The collision
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occurred around 2133 at an estimated speed of 75 km/h.
The report notes that if the runaway had been routed down
the Country Line it would have collided with the Overland
in Platform 1. If it had been sent down the Main Country
Line it would have collided with the stabled Kyneton en-
gine and carriages in Platform 3. If it had been sent down
the Through Country Line it would have collided with the
Geelong Sprinter.

The Bacchus Marsh train consisted of N463, BTH167, BH
147, BIH 187, and BCH 127. The train was driven back 22
metres and the leading cab of N463 was seriously damaged.
Fortunately, the driver and the other occupant of N463 saw
the runaway and managed to jump clear seconds before the
impact.

Fortunately it turned out there were no passengers on
the runaway. Eight passengers on the Bacchus Marsh train
suffered minor injuries. It was extremely fortunate that the
runaway collided with a locomotive hauled train; a colli-
sion with the Geelong or Kyneton Sprinters could have been
far more serious.

At 2132:15, approximately one minute before the colli-
sion, a signaller at Metrol telephoned the Connex control
room at Spencer Street (situated on platforms 9/10) to ad-
vise that there was a runaway train heading into the unwired
platforms at Spencer Street and to get everyone clear. The
Connex employee taking the call did not understand the
message, but this was irrelevant as the employee could have
done little in the short time before the collision.

No other warnings were transmitted to the platform staff
at Spencer Street or the train crews operating in the yard.

ATSB Recommendations

As indicated earlier, the report concluded that the primary
cause of the runaway was mishandling of the brakes by the
driver whilst changing ends at Broadmeadows.

The ATSB recommended that (among other things):
* all Comeng trains be modified so that the park

brake is automatically applied whenever [all of]
the drivers controls are isolated

* that the procedures for changing ends require the
application of the park brake.

* that the procedures for changing ends requre the
drivers to completely exhaust the brake pipe when
applying the automatic brake in emergency.

Once the runaway had occurred, the ATSB notes that it
was essentially uncontrollable.

In the analysis of the options available to Metrol, the
ATSB considered that there was no option for stopping the
train that was without risk. Divergence from the most di-
rect route would have meant the runaway traversing
40 km/h turnouts with the consequent risk of derailment.
Setting a route beyond Spencer Street would have risked
derailment on the viaduct or collision with another train at
Flinders Street. Setting a route into an unoccupied road at
Spencer Street would have meant a collision with a buffer
stop with a consequent risk of the carriages separating from
their bogies and �spearing� onto the concourse. Setting a route
into an occupied road meant, of course, a collision with the
vehicles standing there.

Further, Metrol�s ability to plan was hampered by a lack
of appreciation early in the runaway of just how fast the
runaway was approaching the city. They were also ham-
pered by an expectation that the runaway would be halted
by removal of the power or tripping past a signal at stop.

The ATSB recommended that (among other things):
* an evaluation be made of giving Metrol a visual

indication of the position of trains on the
Broadmeadows line.

* Metrol officers be trained in the characteristics of
suburban electric trains (and other rolling stock
as required)

* employees be trained in implementing the �Emer-
gency Response Plan Trains Division�

* the �Emergency Response Plan Trains Division�
be revised to include generic guidelines for deal-
ing with a runaway train

* the voice communication system and associated
protocols be reviewed

Other Runaways

An interesting section of the report lists three previous runa-
ways of suburban electric trains in Melbourne.

The first occurred on 9 August 1975 and involved a two
car Tait suburban set (almost certainly the Alamein shuttle)
which ran away from Camberwell when the driver and
guard were changing ends. The runaway was due to both
the driver and guard failing to apply the handbrakes. The
handbrakes were required to be applied on any unattended
train except where the train was to depart or be shunted
within five minutes. In addition the Guard had to apply the
handbrake whenever he left the van irrespective of the time
he would be away. The set ran all the way to Flinders Street
and was stopped when it was boarded by an employee when
travelling through No 2 Road. There were no passengers on
the train and no damage was caused by the runaway. Both
the driver and guard were fined.

The second runaway occurred on 2 August 1977 when a
Harris train ran away from the main line platform at Gowrie
at 0440. The train had been left unattended (both the driver
and guard thought the other was still in attendance) with
the electro-pneumatic brake applied, but the handbrakes off.
The EP brake released when the motor generator had tripped
causing the loss of control power. The train ran for 12 kilo-
metres, eventually coming to a stand at Dawson Street be-
tween Brunswick and Jewell. In its progress it ran through
and destroyed seven level crossing gates. Again, both the
driver and guard were fined.

The final runaway occurred on 17 April 1996 when a
Hitachi train ran away from Platform 14 at Flinders Street
during a crew change over. In this case it was not clear if the
previous driver had applied the train brake when stopping
and handing over to the relief driver. The relief driver sub-
sequently vacated the driving cabin shortly afterwards and
did not ensure the train brake was applied, nor did he ap-
ply the park brake. The train ran away for 200 metres before
back tripping on a Home signal. The relief driver was sus-
pended from duty for three months.
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SHEPPARTON - KATAMATITE LINE

The line from Shepparton to Dookie was opened on 1 Octo-
ber 1888. The line ran almost due east from Shepparton for
17 miles and two intermediate stations were provided at
Pine Lodge and Cosgrove.

The extension from Dookie to Katamatite came about in
an interesting way as it was not built by the Victorian Rail-
ways. The extension was built by the then Yarrawonga shire
council as a Tramway. According to the 1908 Municipal
Directory he Victorian Government lent the Shire
£32985/12/1 to construct the line and the bill included a
provision for the government to �nationalize� the tramway
upon payment by the Council of six years interest (£7,800)
(other sources differ slightly in theamount lent). The coun-
cil apparently had no intention of running the tramway over
the long term and repayment of the loan was funded by a
special tramway rate of 2s in the pound (i.e. 10%) on the
area benefited. The total cost of the line was £38627.

The Katamatite Tramway was opened on 13 May 1890
with three intermediate stations: Yabba South, Yabba North,
and Youanmite.

The Shire ceased working the Tramway on 22 August
1892. The VR commenced running over the line on 15 Octo-
ber 1892, but regular services did not commence until around
18 December 1892. Ownership of the line was not transferred
until around 1898. The 1908 Municipal Directory notes that
the Tramway loan had been paid in full.

The Route

The railway line through Shepparton runs roughly north
east for around one mile before turning northwards again
to Numurkah and Tocumwal. The junction of the Katamatite
line is at the station and the branch parallels the main line
to this curve. In this stretch there are two private sidings on
the branch: the SPC siding and the Shell Siding. The history
of these two sidings will not be considered in this article as
they really a part of Shepparton. After diverging from the
main line, the branch curves towards Mount Major.

Campbell�s Siding is situated at 115 miles 15 chains just
before the Lemnos North Road. This siding served the large
Campbell�s soup factory to the south of the line. The siding
is intact but has been out of service since 1992.

The first station on the line is Pine Lodge which is situ-
ated at 121 mile 5 chains. This was an original station on the
line and the loop siding is still in use to serve the silo. There
was no settlement at Pine Lodge; in 1938 the Municipal Di-
rectory could say nothing about the locality beyond the fact
that it was a �station�.

The Lamrock private siding was situated just west of
the curiously named Lane Road at 124 miles 39 chains. The
quarrywas situated just to the north of the line. It appears
that the siding was provided in 1899 to supply ballast for
the upgrading of the line beyond Dookie. It then appears
that it was closed again until reopened in 1905. The siding
had a long life being finally removed in 1972.

Shortly after the site of Lamrock Siding the line curves
northwards to head towards Dookie. At Cosgrove (126 miles
69 chains) the branch crosses the Shepparton - Dookie Road.
There was no settlement at Cosgrove; the 1938 Municiple
Directory states that Cosgrove was a �station� with a �post
and telegraph office, wine cafe, and hall�. Today the siding
is still intact and serves the silo.

At Cosgrove the line commences a gentle climb to Dookie
which is situated in a low saddle between Mount Major and
an un-named hill to the north. Dookie station is situated at
129 miles 78 chains. In 1938 Dookie was described as an
�Agricultural township and centre of a large agricultural

district, with post, telegraph, and money-order office, State
school, savings bank, branch of bank, three churches, court-
house, A.N.A. private hall, stores, two hotels, newspaper,
municipal quarry and stone crushing works�. The popula-
tion was given as 250. Today the former site of the station is
almost bare; only a siding serving the silo remains. The rail
focus of the town is the large grain terminal about 500 me-
tres to the west of the former station. The line beyond Dookie
was formally closed in January 1987.

Katamatite is almost due north of Dookie, but to get there
the railway had to swing around the hill to the north of
Dookie township. The final portion of this was a bank about
one mile long with a falling gradient of 1 in 69 as the line
came off the hill onto the flat plains.

From the bottom of the bank the line runs almost dead
straight due north towards Katamatite. The first station on
the former Katamatite Tramway was Yabba South at 133
miles 69 chains and just north of McCormack Road. There
was no settlement or township at Yabba South and the sid-
ing had been closed as early as 1969. In the early days water
was available at Yabba South.

Yabba North was situated just beyond the Katandra Road
crossing at 138 miles 17 chains. In 1938 Yabba North was
described as a �station� with a post and telegraph office. In
later years it had a silo and this ensured the siding�s sur-
vival until the line was closed.

Youanmite was the final intermediate station on the
Tramway and was situated just south of Youanmite Road
at 142 miles 8 chains. In 1938 Youanmite was described as a
�farming and dairying district,with post and telegraph of-
fice, State school, three churches, hall, creamery and butter
factory, store and smithy�. No population was given, but
the erection of a silo ensured the sidings survival until the
line was closed.

The terminus at Katamatite was situated about a kilo-
metre south of the town to avoid building a bridge across
Boosey Creek. The station, at 146 miles 73 chains, was situ-
ated in the V between the Benalla - Tocumwal Road and
Shepparton - Katamatite Road. In 1938, Katamatite was de-
scribed as an �agricultural centre [...] with post, telegraph,
and money-order office, State school, mechanics� institute,
two churches, police station, branch of bank, hotel, two stores
and creamer.� Its population was slightly smaller than
Dookie at 200 souls.

Train Services

At the opening of the Dookie line in 1888 two return serv-
ices were provided each day into Shepparton. Both were
mixed trains and were worked from Dookie. The morning
trip connected with the morning trains to and from Mel-
bourne; the afternoon trip connected with the afternoon train
from Melbourne and the evening trip to Melbourne.

When the Katamatite Tramway opened in 1890 two re-
turn services were made from Katamatite to Dookie using
the Shire�s engine which was based at Katamatite. The first
trip connected with the early morning Government trip to
Shepparton (and thence Melbourne). The second trip from
Katamatite connected with the midday arrival from
Shepparton.

The WTT does make any comment about the
safeworking, if any, used on the Tramway. Probably none
was provided as the Shire had only one engine.

The Tramway engine was historical interest. Locomo-
tive No 12 was the original Victorian Railways No 1. Built
by George England, London, as a 2-2-2 passenger engine, it
was placed in service on the VR in January 1859. It was re-
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numbered 12 around July 1860 and was subsequently re-
built as a 2-4-0. It was sold to the shire in May 1890 to work
the tramway. No 12 was eventually repurchased by the VR
from the Shire in July 1893 and renumbered No 528. It was
subsequently sold to the Rouden & Baxter for work on con-
struction of the South Australian Outer Harbour where it
ended its days.

By May 1894 the service had been reduced to one Mixed
train a day to Dookie and thrice weekly to Katamatite. The
service was now worked from Shepparton. The Down con-
nected off the morning train from Melbourne and left around
midday. The return working was timed to connect with the
evening train to Melbourne. This basic form of service was
to remain for around forty years. Over the years the times
varied slightly, as did the number of days the service ran to
Dookie and to Katamatite.

By 1901 an early morning Goods service ran, as required,
to Dookie and return. In 1901 this left Shepparton at 0700
and had returned by 0900, well before the Mixed left
Shepparton. This service, too, was of long standing and was
withdrawn sometime between November 1932 and Octo-
ber 1933.

By October 1927 the Mixed had been reduced to three
days a week. On Thursdays it had been replaced by a Postal
Motor (Sheffield Gang Motor) which ran to Dookie. On
Tuesays it had been replaced by a Railmotor. This railmotor
was based at Numurkah and lived a peripiatic life, running
a Tocumwal service Monday night, returning to Numurkah
on Tuesday morning. It then ran to Shepparton later on Tues-
day morning before running a return trip to Katamatite and
returning to Numurkah in the evening. On Wednesdays it
made a return journey to Picola before running to Cobram
in the evening. The return from Cobram was made on Thurs-
days. Fridays it made a second return trip to Picola before
running to Tocumwal in the evening, returning to
Numurkah on Saturday morning. Turning back to the
Katamatite line, a second postal motor made the return jour-
ney from Katamatite to Dookie on Saturdays to connect with
the Mixed. The railmotor service had been withdrawn by
December 1930, as had the Saturday Katamatite Postal Mo-
tor. The service then consisted of three return Mixed trains
per week (Mon, Wed, Fri) to Katamatite and a return Postal
Motor to Dookie on Thursday.

Probably with the issue of the September 1937 WTT pas-
senger services on the line were considerably improved by
the replacement of the mixed with a Passenger Mail Motor.
This ran daily  with the time honoured connections from
the morning Melbourne train and to the evening Melbourne
train. On Monday evenings the Passenger Mail Motor made
a second run to Dookie from whence it returned on Tues-
day morning; these runs also connected with the Melbourne
trains. Freed from the need to connect with the Melbourne
trains, the Goods now ran three days a week (Mon, Wed,
Fri) preceeding the Passenger Mail Motor in each direction.
The excitement of having two trains on the line at once must
have been immense and Yabba North joined Pine Lodge as
an Intermediate Telephone Block Post to keep the Passen-
ger Mail Motor moving if the Goods was slow.

The Passenger Mail Motor was still running in October
1941, however the Wednesday goods had been truncated to
only run to Lamrock Siding. The Lamrock Goods followed
the Passenger Mail Motor and, of course, returned before
the Mail Motor. Since Lamrock Siding was not a Staff sta-
tion, presumably the Mail Motor ran on Ticket on the Down

and a Line Clear Report on the Up.
On 9 March 1942 the producer gas Passenger Mail Mo-

tor was replaced by a producer gas AEC Railmotor. The AEC
was slightly slower than the Mail Motor. Later in 1942 the
Goods was retimed to run earlier and the Up Goods now
crossed the Down AEC at Dookie; the first timetable I have
that shows a cross on the branch. The 1941 WTT was in force
until 1948.

On 13 September 1949 the AEC Railmotor had been re-
placed by a 102 HP Walker Rail Car. By the next WTT in my
collection, 10 July 1950, the standard daily return service to
Katamatite was provided, but on Tuesdays and Fridays an
additional two return trips were made, one in the morning
and the second in the evening, to give the line three passen-
ger trains each way on those two days.

This level of service did not last for long. It appears that
the extra services on Tuesday and Fridays were withdrawn
in January 1951. The service was reduced to four days a
week later in 1951 (one of these services ran on Tuesday
evening). On 1 July 1952 the service beyond Dookie was
cancelled, but this was restored for a three month trial on 18
August 1952. The Dookie - Katamatite service was finally
withdrawn on 28 February 1953. The Shepparton -
Katamatite service only lasted until 28 April 1953 (or the
29th, if the WTT is to be believed).

Throughout this period the Goods ran on Mondays only,
and indeed this was the day the goods ran until the last
scheduled service ran on 4 September 1978. Various condi-
tional services were flirted with over the years, but these
never lasted. The goods service was a lesuirely affair with a
return trip to Katamatite taking the entire day. This was
mainly due to the poor track. In 1960 the speed limit was 30
mph over the branch, but by May 1965 the track beyond
Yabba North had been reduced to 20 mph.

Around the same time the line was dieselised. Previous
WTTs gave loads for J, K, and D3 locos. The May 1965 issue
gave loads for J, K and Y class locos, and the next issue only
gave loads for Y class locomotives, although T class loco-
motives were allowed to run to Yabba North. To protect the
track the speed limit between Shepparton and Yabba North
had been dropped to 25 mph, with 20 mph beyond. Loads
for the T class did not appear until the 1969 WTT, however
they were still prohibited from proceeding past Yabba North.
With metrification, the speeds became 30 km/h to Yabba
North and 25 km/h beyond.

On 8 December 1986 the whole line was closed; the sec-
tion to Dookie temporarily to allow the line to be upgraded,
and the section beyond Dookie permanently. The line was
reopened in December 1987.

After the upgrading any class of locomotive except C,
G, BL and H could run to Dookie and the speed limit was
increased to 65 km/h. By 2002, however, the speed limit
had been dropped to 45 km/h again. All Freight Australia
locos could operate on the line, with the exception of G class
logos, however N, EL, S, X, and B class locos could not MU
with other locos.
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KIA ORA INDUSTRIES (CAMPBELL�S SOUP) SIDING (115 MILES 51 CHAINS)
23.11.1961 Siding opened for traffic for Kia Ora Industries (Campbell�s Soups (Aust) Pty Ltd). Siding situated at 116 miles

51 chains 30 links. Siding consists of loop siding 450 feet clear and 600 foot spur siding. Points secured by Staff
locks and rodded to catch points (Up end) and safety points (Down end). (WN 49, ACTM 21/77/1, A 1879/61,
SLR III)

(18.12.1962) May be opened as a Temporary Train Staff and Ticket station for special traffic. Sections Shepparton - Campbell�s
Siding - Dookie. The Temporary Staffs, secured in a locked box, and the Staff Ticket Boxes will be held by the
SM Shepparton. No fixed signals are provided. This was Temporary Staff working was not mentioned
subsequently in the Weekly Notice or General Appendix. (WN 51, A 1542/62)

10.06.1982 Up Home signal, Post 18, provided on the Down side of Campbell�s Siding. Home is fixed at stop and a
telephone to Shepparton provided. Trains may shunt on Katamatite line at Shepparton to the SPC Siding,
(new) Total Oil Siding, and Campbell�s Siding while a Katamatite train is running and in possession of the
Staff. When the Up Katamatite line train arrives at Post 18 it must stop and the engineman must obtain
permission from the Signaller at Shepparton to pass the signal. Permission must not be granted unless the
Signaller has possession of the D Pattern Annett Key (to work the Total Siding) and Master Key (to work
Campbell�s Sdg). (WN 25, SLR III)

25.11.1987 Rodded connections abolished. Rodded Derail at Up end replaced by a hinged derail. The safety points were
provided with a WSa lever and secured by a Hand Locking Bar and Padlock. The small point lever on the
Down end points was replaced by a WSa lever. Staff locks retained. Amend Diagram 25/82. At some time
later Up end points were similarly treated. (WN 47, O437/87)

11.06.1992 Points secured normal and Staff Locks removed. (WN 22, O2759/92)
06.02.1997 Reflectors replaced the signal lamp on Post 18. (WN 6, SW 18/97)

PINE LODGE (121 MILES 5 CHAINS)
01.10.1888 Station opened with line. Initially open for passenger traffic only, but had carriage dock. (Victorian Railways

to 62, Harrigan, CI, WTT, A1364)
(11.08.1890) By this date open for light goods. Had railway telegraph (WTT)
20.08.1897 Up and Down Home signals removed (WN 7)
23.11.1909 Three staff locks provided on main line points (one on dock). Main line points not rodded to any derails or

catches. (SLR 1, WN 48)
12.07.1917 Two Derails provided. By this date the Dock had been removed; probably when derails were provided (see

Cosgrove). (SLR 1)
(06.04.1927) May be opened as an Intermediate Telephone Block Post. Guards to work. Train Register Book to be kept.
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(A994/27, WN 16*)
01.09.1928 To be worked under no-one-in-charge conditions. Supervised by Shepparton. Cancelled following week. (WN

34, 28/11676)
17.09.1928 To be worked under no-one-in-charge conditions. Supervised by Shepparton. (WN 37)
c1929 Had single loop siding on Down side of line (identical to 1950 diagram) (Track Charts)
29.04.1953 Last passenger train (DRC) ran on this day (WTT)
26.05.1971 Staff lock removed from points at Up end. These points now secured by hand locking bar and padlock and

worked by CCW lever (SLR 3)
04.07.1978 Last regularly scheduled goods train ran (WTT)
(15.12.1987) Siding extended to 325 metres in length. Silo can now load 10 VHGY waggons. Siding points now secured by

hand locking bars and padlocks. Rodded derails replaced by hand operated Hayes derails. (WN 49)

LAMROCK SDG (124 MILES 39 CHAINS)
19.07.1899 Man placed in charge (WN 4)
20.07.1899 Lamrocks Ballast Siding (10 miles from Shepparton) temporarily opened as a ballast siding. Siding opened as

a Train Staff and Ticket station with the sections Shepparton - Lamrock Siding - Dookie. Telegraph instrument
provided. Up and Down Home signals provided 200 yards from main line points. From this day, a ballast
train will be working between Lamrock Siding and Katamatite under Acting Inspector Burns. SM Dookie to
arrange running. (WN 4)

27.11.1900 Home signals removed. Siding probably closed as not mentioned in 1903 WTT. (SANP)
12.06.1905 Opened for outwards stone traffic in truck loads. Also known as �Healy�s Siding�. Supervised by Shepparton.

Points in main line secured by Staff locks, but not rodded to any roll out protection. Daylight trains only to
shunt. (WN 24, SLR 1)

12.07.1917 Two Derails provided in siding (SLR 1)
(01.03.1927) Siding owned by Deane and Runge (Goods Rates Book)

c1929 Had single loop siding on Down side of line (identical to 1950 diagram) (Track Charts)
01.10.1965 Down end connection removed. Siding shortened to 264 feet clear. (WN 4/66 issued 25.1, ACTM 22/178/4)
13.07.1972 Remaining points and rodded derail removed (SLR 3, CI)
(01.07.1973) Still listed in Goods Rates Book, owned by Deane & Runge (GDR Vol 1)

COSGROVE (126 MILES 69 CHAINS)
01.10.1888 Station opened with line. Opened for passengers and goods (light goods). Had carriage dock. (VR62, CI,

A1364)
(11.08.1890) By this date open for light goods. Had railway telegraph (WTT)
20.08.1897 Up and Down Home signals removed (WN 7)
01.07.1903 Woman (Caretaker) placed in charge. Shepparton to supervise. Closed as telegraph station. (WN 26)
(07.12.1903) Reopened as an ordinary station with a man in charge for grain season. Telegraph instrument restored. (WN

49)
19.04.1904 Woman (Caretaker) placed in charge. Closed as telegraph station. (WN 16)
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13.12.2003 Caulfield (SW 284/03, WN 50/03)
On Saturday, 13.12., hand locking �flaps� will be installed on clamp lock points 622D, 642U, 662, 677D to
secure the points normal or reverse as required.

14.12.2003 Footscray - Middle Footscray (SW 273/03, 276/03 & 283, WN 49/03)
On Sunday, 14.12., Automatics M247, M256, and M257 were converted to Style L LED signals.

14.12.2003 Narre Warren (SW 280/03, WN 49/03)
On Sunday, 14.12., Down Automatic D1295 (on the Down side of the platform) was relocated 95 metres in
the Up direction and converted to LED. Amend Diagram 13/02.

15.12.2003 Gardiner - Glen Iris (SW 564/03 & 567/03, WN 51/03)
From Monday, 15.12., Down Home 8, Up Home 10 at Gardiner and Automatics DG313, DG316, DG329,
and DG334 were converted to LED. A co-acting signal was provided for Post 10 at Gardiner. This co-
acting signal is provided on the right hand side of the line. Amend Diagram 5/03.

(16.12.2003) Macaulay Stabling Sidings (SWP 9/03, WN 49/03)
Clause 8d), Section 34, Book of Rules and Operating Procedures has been replaced.
This clause deals with the motorised operation of the security gates across the sidings. These are normally
worked by the Signaller at Metrol. A local control panel is provided to allow manual operation of the
gates if the remote control fails.

20.12.2003 Seddon - Yarraville (SW 250/03, WN 51/03)
On Saturday, 20.12., the GRS automatic train stops at Up Automatics W286 and W292 were replaced by
JAE type.

21.12.2003 Ringwood - Ringwood East (SW 566/03, WN 51/03)
On Sunday, 21.12., pedestrian gates were provided at the foot crossing at 26.923 km (Hill Street) between
Ringwood and Ringwood East. Diagrams 27/03 (Blackburn - Ringwood) & 25/03 (Ringwood East -
Ringwood) replaced 15/99 and 01/01 respectively.

23.11.1909 Three staff locks provided on main line points (one on Dock points). Dock was at Up end of platform with
points facing Down trains. No rodded derails provided. (SLR 1, WN 48)

08.04.1914 Staff lock on Dock points probably removed (SLR 1)
12.07.1917 Points to dead end siding at Up end rodded to main line points. Rodded derail provided at Down end. Points

to No 2 Road spiked. Note on Signalling Arrangements at this time reads �GST agrees that Dock may be
removed�, so Dock probably removed at this time. (SA F529, SLR 2)

(01.06.1927) By this date No 2 Road removed (W&W Track Chart 10F212)
29.04.1953 Last passenger train (DRC) ran on this day (WTT)

09.07.1972 Staff locks removed. Points now worked by CCW levers and secured by hand locking bars and padlocks.
Scotch blocks were provided in siding. Dead end extension at Up end removed. (WN 20, SLR 3)

(09.11.1976) Caretaker withdrawn. Now no-one-in-charge (WN 45*)
04.07.1978 Last regularly scheduled goods train ran (WTT)
(15.12.1987) Siding length unchanged. Silo can load 5 VHGY waggons. Scotch blocks replaced by hand operated Hayes

derails. (WN 49)

SIGNALLING ALTERATIONS
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