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Mossman Mill Com-Eng 0-6-0D locomotives COOK and /VY operating in multiple await another turn of duty in

the mill yard, July 1988.

access is excellent. The ever changing background
of lush green cane fields and high rugged jungle-
clad mountains makes a scenic setting for rail
photography. The large distances needed to be
travelled by railfans from other areas of Australia
is really the only drawback.

There is a trend toward operating fewer and
longer trains into the mill. The most powerful
locomotive in the fleet, DAINTREE, a large bogie
EM Baldwin built diesel, can haul 50-60 loaded
cane bins, giving a pay load of some 500-600 ton-
nes. Combining two of the smaller locomotives can
enable similar loads to be hauled, something which
is now done on a regular basis. One of the
memorable sights to me was that of /VY and
COOK, coupled back to back, hauling 56 cane bins
across the South Mossman River en route to the
mill. Other locomotives engaged in cane haulage
were MOSSMAN, DOUGLAS and
FAUGH-A-BALLOUGH.

One other locomotive still in use but not men-
tioned so far, is MOWBRAY. This 6-wheel diesel
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John Kramer

unit does not appear to be used for cane haulage
these days. It pulls maintenance trains and during
my visit was noted at or nearby the new wharf com-
plex at Port Douglas, coupled to several ballast
wagons and a ballast plough.

Set out below is a table of current locomotives
owned by the Mossman Central Mill. Readers
wishing to know more about the mill, particularly
its earlier history, are referred to John Kerr’s
excellent book, Northern Outpost, published by the
Mossman Central Mill Company Limited in 1979
(copies available from the mill at $5.00 each). The
crushing season is usually from mid to late June
until November each year. The Ballyhooley Steath
Express operates year round.
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THE NORTH MOUNT LYELL RAILWAY, TASMANIA
PART 2: OPERATION AND DECLINE

by Ray Ellis
Introduction

The development of the Mt Lyell mining field and
the construction of the North Mount Lyell railway
were covered in Light Railways No.105. This
article describes the operation of the railway, the
1903 amalgamation of the North Mt Lyell and Mt
Lyell companies, and the subsequent decline of the
fortunes of the North Mt Lyell railway. First, we
review the construction of the North Mt Lyell
smelters which were expected to convert the wealth
of the mine into healthy profits for the fledgling
company.
Crotty Smelters

The extravagant spending of the North Mt Lyell
Company in construction of its railway left it with

in this 1902 scene.

The main street of Crotty stretched from the railway line to the smelters, which offered a rare emission of smoke
Launceston Examiner, courtesy Melbourne University Press

major liquidity problems, but it still did not have
access to a smelter. The company was therefore
forced into the position of having to mine only its
richest ores, bag them, and ship them overseas to
generate a cash flow. High transhipment costs
through Melbourne made this operation uneton-
omic, and the North Lyell company was virtually
forced into the position of having to approach the
Mt Lyell company with a view to smelting its ores
at Queenstown. Understandably, their rival wished
to extract the highest price possible, but after much
haggling, a contract was signed for the smelting of
some 14 000 tons of ore. Unwittingly, this arrange-
ment was of greater benefit to the Mt Lyell com-
pany than first thought, for it was found the the
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Kelly Basin was still an active port when this scene was photographed early this century. The steamers Natone

and Kawatiri are alongside the main wharf.

facilities comprised a pier and inner or breasting
wharf. The 400 ft (122 m) long railway pier was
used for interstate and overseas vessels and was
capable of being berthed two each side. Both this
and the inner wharf were provided with rail lines.
One set of lines on the latter was laid to 8ft (2440
mm) gauge for a 10-ton capacity travelling steam
crane, which was used to feed the ore shed as well
as load and unload ships.

The township at Kelly Basin was officially known
as Pillinger after Alfred Pillinger, a well-liked and
respected Tasmanian politician, who was Minister
for Lands & Works in the 1880s and 1890s. The
township extended from the development to the
west of the railway station for some one to two miles
around the bay to the eastern side. At the height
of North Lyell operations in the summer of 1902-03,
Pillinger had a population of some 1000 people. The
main part of the town was built on a hill overlook-
ing the railway with the usual collection of houses,
stores, four hotels, library, hall and Catholic church.

State Archives of Tasmania, courtesy Lou Rae

The headquarters of both the company and railway
were located here, with offices near the station,
company houses in the town and on the hill over-
looking the harbour were the stately residence of,
first the Chief Superintendent and, later, the
General Manager. The area to the east served the
company brickworks and sawmill, and most of the
residents in this area were probably employed at
these two facilities.
The Main Line

The main line of the railway left Kelly Basin
station yard and within 20 chains from the station
crossed the Fysh River on a long (114 m) low trestle
bridge. It then skirted the head of the bay, cross-
ing a swamp, for about a mile to an area known
simply as The Brickworks. It was here that the con-
tractors, Baxter (Sadler, had established their main
base camp and built a single road engine shed.

Just before the engine shed, a siding led onto an
800 ft (244 m) long railway wharf which stretched
out into the bay, with a head at right angles to the
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main pier. There was a 12 ft depth of water available
to vessels and the deck was equipped with a dual
3 ft 6in (1067 mm) and 2 ft (610 mm) gauge siding.
The purpose of the pier was to service the company
brickworks and sawmill which were served by a
railway siding from the main line. The 2ft gauge
line, as well as having a small internal system within
the brickworks-sawmill area, provided a more direct
connection to the wharf. It was either horse of hand
operated and crossed the main line on the level to
interlace with the 3 ft 6 in. gauge siding on the
wharf.

The brickworks were equipped with Bradley &
Craven Patent Brick Presses capable of producing
1500 bricks per hour. It is probably bricks from this
works, stamped NML, which are still to be found
in profusion at various sites along the railway
formation to this day. The sawmill was capable of
producing 1000 super feet of timber per hour from
logs felled from the large stands of King William
Pine and White Pine which existed along the railway
route.

After leaving the brickworks, the railway headed
east across fairly flat country for about two miles
to join the northern bank of the Bird River. The
line and river now turned north, with the railway
commencing seven miles (11 km) of continuous
climbing which took it through densely forested
country up to Purgatory Gap and the Divide. There
were some four miles of 1 in 40 grade in this sec-
tion and numerous 5 chain curves. The line followed
the northern bank of the Bird River, in some places
50 ft (15 m) above the stream, through heavy
country requiring some deep cuttings, many 40-50
ft in depth and at the 3 mile to a depth of 100 ft
(30.5 m). It was here that the first tunnel was located
(Part 1, LR.105, p.11), which was later opened out
into a cutting, probably as a result of difficulties
in maintenance. Watering facilities were provided
for locomotives at the 4 mile from three 400 gallon
capacity tanks mounted on a wooden stage. These
were fed from a nearby permanent creek.

At the confluence of the Bird and Nora Rivers,
the line crossed the Bird on a 90 ft (27.4 m) long
trestle. Just prior to this trestle, a deadend siding
turned off to serve a timber loading platform. From
here a 2ft gauge tramway went into the surround-
ing forest.

Ten miles from Kelly Basin was Purgatory Gap
(or The Gap as it was more commonly known) 913
feet (278 m) above sea level. Here there was a short
6 chain siding, probably deadended, for passing
trains. A 70 ft deep cutting here was all that
remained of the 234 ft ‘tunnel’ originally intended
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to pierce the gap. Recent visitors to the site have
found traces of at least three attempts to drive this
tunnel, or possibly deepen the cutting.

The line continued to climb, with 1 in 40 (about
50 chains) and 1 in 50 grades, to the Divide at 11
miles (296 m). Several trestle bridges were crossed,
including one over 600 ft (183 m) and 80 ft high
over the Crotty River. The line then descended
into the valley of the Crotty River.

Darwin (13 m 2Ic) was the first town served by
the railway going north. It owed its existence first
to the sawmill there and later to the nearby
limestone quarries. In 1902-03 the population had
grown to some 150 people, but a larger number were
also scattered in the small camps of wood cutters
in the surrounding forests. Sawmill operations were
responsible for the survival of the settlement and
the railway after the merger. A short 2 ft gauge

This postcard scene is believed to depict the cutting
at Purgatory Gap on the North Lyell Railway.
F Stamford collection
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tramway connected the sawmill with the station.
Geoffrey Blainey, in The Peaks of Lyell, mentions
a railway refreshment room at Darwin, but this is
not supported by other reports.

Crotty Branch

After leaving Darwin, the line crossed the
Andrews River, before reaching the junction for the
smelters branch at 15m 2lc. The branch made a
triangular connection with the main line. There was
no station as such, just a signal box which con-
trolled the three points and three home signals, one
each on the up and down sides of the junction on
the main line and one controlling the exit from the
branch. The triangle had 5 chain radius curves and
on the main line there was a circular wrought iron
tank of 2000 gallon capacity, on cast-iron columns
and fed from a water supply originating at Mt
Jukes, 2 miles away.

The branch line climbed all the way to the
smelters yard, a distance of 2 m 22¢ (3.6 km). The
smelter site was only half a mile or so from the main
line, but considerably higher. The yard had
numerous rail sidings serving the various parts of
the works.

There were two Howe wagon weighbridges in the
yard, and a travelling steam crane, weighing 7 tons,
running at 60 b boiler pressure and with a 2 tons
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NWIGLR Shay locomotive No.5 (Lima 697/1902) hauling hopper wagons on the trestle at Crotty Smelters.

Winters Studio courtesy IK Winney

lifting capacity, was located here. A loop siding
served a timber loading platform. From here a 2ft
gauge tramway ran around the base of Mt Jukes
for about 1% miles to a sawmill.

Crotty to Linda

From the junction, the main line continued north
to cross Fish River and Baxter Creek before
reaching Crotty station (17 m 30c). Railway facilities
consisted of two loop sidings, a 30 ft long weather-
board goods shed, platform, and galvanised iron
3-room cottage for the maintenance ganger. A loco
water tank also existed here at one time, but may
have been the one from the junction, moved to this
more convenient location.

The town of Crotty straggled up the slope from
the railway station to the west of the Baxter River
to the smelters. There were the usual houses,
cottages, shops, a church, school and two privately
owned hotels. The whole site was dominated by the
lofty buildings of the smelters and their 90 ft (27.4
m) high brick chimney, which in turn was eclipsed
by the mist-shrouded peak of the mountain itself.
In 1902-03 there were some 900 people in the town,
most of them company employees and their
families.

After leaving Crotty, the railway descended
through heavy earthworks to cross the Little
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Railway traffic was in decline when this photograph was taken of Linda station c1918.
State Archives of Tasmania, courtesy Lou Rae

Governor and Governor Rivers on timber bridges,
each about 100 ft long, with three or four smaller
bridges across tributary streams. At the 19 mile the
line crossed the most impressive structure on the
line, the King River bridge, which stands to this day
as one of the most significant monuments on the
railway (see Part 1, LR.105, p.12). The line climbed
again to 800 ft asl (244 m) and crossed button grass
plains, before rounding the northern spur of Mt
Owen, and entering the Linda Valley.

The railway reached Gormanston Junction (26m
26¢) where there was a short loop siding and,
possibly later, a small goods shed. The main line
continued over easy country to cross the Linda
River by a 160 ft (49 m) bridge at the 27 mile, then
ran up a 1 in 43 grade to Linda Station (27m 70c),
which was 930 ft (283.5 m) asl. Railway facilities
consisted of three sidings, with the main building
a weatherboard goods shed, 41 ft 6 in long, with
booking office inside and serving a short high plat-
form. Locomotive facilities consisted of a galvan-
ised iron shed, 101 ft long, with concrete inspec-
tion pit and cleaners quarters attached. Water was
supplied by a 3450 gallon capacity wooden tank
connected to the Gormanston town water supply.
A 45 ft diameter turntable was supplied, but never

installed.
Gormanston Branch

The branch to Gormanston left the main line at
what was originally a single line connection, but
became a triangular junction some time after 1903.
It climbed on a continuous 1 in 30 grade through
heavy earthworks and around a semicircle, to enter
Gormanston station 2m 24c from the junction. Here
there was a loop siding, weatherboard goods shed
with booking office and high level platform out-
side and station master’s office attached. A short
siding curved away to serve ore loading bins 44
chains away at the bottom of the South Lyell mine
haulage.

Permanent Way

The total length of the line is usually given as 27
miles 70 chains 11 links (44.6 km) for the main line,
to which must be added 5 miles 55 chains and 50
links (9 km) for the branch lines. There were also
4 miles 50 chains 20 links (5.4 km) of sidings at
various locations, giving a total permanent way of
38 miles 15 chains 81 links (61.1 km).

The permanent way was laid throughout with 50
Ib (20.7 kg/m) rails laid on gum sleepers, 6ft 6in
x 9in x 4 in (1980 x 229 x 114 mm) set at 2ft 4in
centres. Curves of less than 10 chains had sole plates

Not for Resale - Free download from Irrsa.org.au



For reproduction, please contact the Society



Not for Resale - Free download from Irrsa.org.au



For reproduction, please contact the Society



Not for Resale - Free download from Irrsa.org.au



22 OCTOBER 89

£ #

North Mt Lyell township in

e

its eday.

tive place in which to live and work at the turn of
the century, the era has a certain charm to today’s
visitor. Important developments in Australia’s
history were being enacted and the artifacts of these
activities now draw tourists eager to see and under-
stand for themselves. While much of the old atmo-
sphere has now disappeared, there is still sufficient
there to remind us of the area’s vigorous past.

The Impact of Amalgamation

When the news of the amalgamation of the two
companies was made public in May 1903, an air of
gloom quickly spread amongst the North Mt Lyell
company employees and through the company
towns. The effect was probably greatest in Crotty,
where the population was reduced from 900 to
around 30 in the space of one month. People just
packed up and left. In July, workmen began
dismantling the smelters and all re-usable material
was either transferred to Queenstown or sold, some
of it going as far away as the copper mines of

LIGHT RAILWAYS

Chillagoe in north Queensland and Broken Hill in
western New South Wales. The material was first
moved to Kelly Basin by rail, from where it was
shipped either to the mainland or, in the case of
material for Queenstown, to Regatta Point for the
rail journey to its new location. Brick buildings at
Crotty were stripped to mere skeletons and wooden
buildings were quickly reduced to firewood.

The impact of the amalgamation was so sudden
that inbound cargoes at Kelly Basin were just aban-
doned, or remained on vessels on which they
arrived awaiting a decision on their new destina-
tion. The harbour town of Pillinger was also drawn
into the net of desertion. The port continued to
function on a reduced scale and the railway main-
tained its headquarters there for the meantime, but
closure of the brickworks and sawmill saw the
desertion of that end of town. At Darwin, the
limestone quarries closed, causing some reduction
in population, but the sawmill continued to func-
tion as a supplier of timber and firewood to the new
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These North Lyell railwaymen demonstrate pride in their operation as they pose besid new Avonside 4-6-0

Locomotive No. 2.

the yard at Kelly Basin. The third engine probably
occupied its time working goods trains as required.
There would have been occasions when all three
locomotives were on line at once (eg the annual
picnic). Little margin was left for breakdown or
overhaul, although there don’t appear to have been
any problems in this area. The arrival of the Shay
geared locomotives in 1902, although not really
suited to North Lyell operations, probably provided
some relief with the goods traffic.
Traffic

Statistics for railway operation under the North
Lyell company are only available for 1901 and 1902.
Only in 1902 was there any real competition between
the rival railways. With nearly 90,000 tons of goods
traffic and 17,000 passengers, this resulted in a
somewhat doubtful victory for the North Lyell
railway. Although the line was seven miles longer
than the Mt Lyell railway, the larger North Lyell
tender locomotives could haul a load (225 tons)
three times greater than the Mt Lyell tank engines
(75 tons) at a third of the cost. Moreover, they could
haul their loads right through over grades no steeper
than 1 in 40, whereas the Mt Lyell trains had to be

Winters Studio, Burnie.

split into sections for the ascent of the Abt rack sec-
tion with grades as steep as 1 in 16.

The official statistics for the North Lyell railway
operations in 1901 and 1902 were as follows:

1901 1902

Receipts
Passengers 15,577 16,878

Revenue £2411/5/1 £2183/9/3
Rents (Revenue) £47/7/- £9/2/6
Goods, minerals & parcels 38,186 tons 89,625 tons

Revenue £10,464/4/8 £14,823/-/9
Total Revenue £12,923/6/9 £17,015/12/6
Expenditure
Maint., works & stations £4280/2/5 £4431/8/11
Locos, carriages & wagons £3319/11/4 £5625/8/4
Traffic expenses £2471/19/8 £2572/7/6
General charges £411/3/5 —
Total Expenditure £10,482/14/10 £12,269/4/9
Miles open 33 33
Total cost of railway £316,638 £321,290
Cost per mile £9,595 £9,736/1/3
Train Miles run 38,548 45,544
Engine miles run 53,779 67,893
Profit £2,440/11/11 £4,746/7/9
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Avonside 4-6-0 locomotive showing tender wheel arrangement. Note the wood fuel.

would require a light engine for daily use, while the
Crotty gang would cover the remaining 11 miles and
could use a hand-operated trolley. These two gangs
were considered adequate to maintain the line in
fair condition for the light traffic proposed and,
in the event of a major slip occurring, temporary
assistance could be sent from Mt Lyell.
Management

In the railway management area, Locomotive
Superintendent Eyles and Assistant Railway Super-
intendent Bray were both given notices and made
redundant. The stationmasters at Kelly Basin and
Crotty and Sub-Stationmaster at Linda were
retained for the time being until reduction in train
services was made in late 1903 and they would also
be declared redundant.

The Railway Superintendent, JM Sinclair, was
considered a most valuable person in the light of
his experience and knowledge of the railway and
its operations. He was well liked and adapted to the
changeover easily. It is certain that his hard work
was a major contributing factor in keeping the
railway open and running in a satisfactory manner.
Operations

A driver and fireman were required for the weekly
train, and the driver was considered capable of
operating the light engine single-handed at other
times, whilst the fireman remained on shed duty
doing cleaning and light maintenance. The light

IK Winney collection

loco was to be steamed daily so that it was always
available in the case of an emergency. The guard
on the weekly train would act in lieu of a station-
master at Kelly Basin and an officer from the mine
could be sent down to Linda and/or Gormanston
on train day to perform the railway duties. His
wages on such a day would therefore be debited to
the railway department. To handle any major
maintenance on the locomotives a fitter could be
sent from My Lyell as required.

The railway continued to be fairly busy after
amalgamation, although most of the traffic was
now in the Down direction as residents and their
belongings were moved out. Driffield’s recommen-
dations were followed and the daily service ceased
at the end of July 1903. Thereafter thrice weekly
services operated on Mondays, Wednesdays and
Fridays until September 1903. Special goods trains
were run at least twice a week to transfer machinery
and furnace materials from Crotty to Kelly Basin
for onforwarding to Queenstown.

From September, the Gormaston and Crotty
smelters branches were closed and the weekly ser-
vice, running on Wednesdays, was instituted.
Although this service was considered sufficient to
meet most requirements, provision was made to run
specials — passenger or goods — as required.

The Avonside 4-6-0s were the main motive power
and it seems unlikely that the Shays did much work
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from 1903 to 1924 for the carriage of mining timber
for the company’s use and firewood for domestic
use. Although the timber industry had begun to
decline after 1918, timber was still carried on the
line, if in decreasing quantity, right up to closure.

The remaining portion of the line from Darwin
to Kelly Basin was now mainly used by the railmotor
twice a week for the carriage of mails and supplies
to the remaining few residents at Kelly Basin. Even
this service was discontinued from July 1924 after
the company had purchased one of the remaining
properties at Kelly Basin in an attempt to close the
line.

In 1924, the Public Works Department held an
enquiry into the company’s request to close the
North Lyell railway. Eventually the government
agreed to close the Kelly Basin to Darwin section,
and this was ratified by The North Mount Lyell and
Macquarie Harbour Railway Act: 1924, passed on
13 January 1925. The company began assembling
railway equipment, including locomotives and roll-
ing stock, at Kelly Basin so that it could be sold
or transferred elsewhere. Track lifting began and
rails from Kelly Basin to 9 Mile were taken back
to the harbour. Along with two Avonside loco-
motives and other rolling stock, these were shipped
in lighters to Strahan and then taken to Queens-
town. The rails on the section from 9 Mile to

The Riley rail motor on a scenic stretch of line beside the Bird River.
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Courtesy F Stamford
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Darwin were lifted and taken to Linda, from where
they were roaded over the Gap to Queenstown.

The railway saw only sporadic use until, at the
end of 1927, the company made application to the
government for final closure. Once again, they had
preceded this by purchasing the final properties
which could have prevented closure from taking
place. Approval was forthcoming, covered by an Act
with an identical title to the one above and dated
1928, which received assent on 15 January 1929.

Avonside 4-6-0 No.2 was steamed and was used
to perform the demolition duties as the last remain-
ing engine on the line. The track was lifted back
to Linda and rail and equipment either stored there
or taken over the Gap to Queenstown. Eventually
most of the reusable equipment was shipped out
over the years. One of the last and largest items to
go out was the 4-6-0. It was dismantled in 1935 and
taken over to Queenstown, en-route to new owners
in Queensland.
The Area Today

Most of the railway has remained in remarkably
good condition, helped by the fact that the Hydro
Electricity Commission has reopened some 27 km
of the formation as a road to give access to the
Franklin River area. The HEC road branches off
the railway formation just south of the confluence
of the Nora River and Purgatory Creek and heads
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away south-east.

The railway formation was open to motor
vehicles as far as Bird River, but recent landslides
may have blocked the formation prior to this.
Certainly, from Bird River to Kelly Basin the
journey must be undertaken on foot. Whilst this
part of the journey can be accomplished in one day,
it should not be undertaken lightly and any walk-
ing party should be well equipped. To get the best
of the trip, it requires two days with an overnight
stay at Kelly basin. It is pleasing to know that a
number of enthusiasts have made this trip and,
therefore, provided valuable information about the
railway and on its current state.

NATTRASS RAIL TRACTORS: LR.70, 75
AND 80

When browsing through the April 1928 edition
of Meccano Magazine, 1 came across a brief
article titled ‘Logging in the Australian bush’ which
may be of interest to LR readers. It refers to a
bush walk at Mount Macedon, 44 miles north of
Melbourne, by a Jack Jones who describes coming
across a group of loggers. The article mentions logs
being transported by a water chute to sawmills.
There a ‘special apparatus’ lifted the logs from the
water, which were hauled by steam power to ‘a huge
circular saw 7 ft in diameter’. The sawn timber was
transported by tractor to sidings three miles away.
The accompanying photograph of the tractor was
said to be taken by the writer.

Possibly, readers might be able to identify the
tractor and the tramway involved.

Bruce Douglas
Hawthorn, Vic
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Rail tractor at Mt Macedon c1927.
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EAST GRETA COAL MINING COMPANY NO.9

East Greta Coal Mining Company’s locomotive
No.9 was built by the Avonside Engine Company
of Bristol (B/No. 1481/1904), the second of two
standard gauge 0-8-0ST units built for the Com-
pany. It worked on the South Maitland coalfields
until its sale in 1935 to the Mount Kembla Colliery.
After sale of the colliery to Australian Iron and Steel
(AI&S), it also worked at various other AI&S
collieries on the South Coast. Laid aside in 1950,
the locomotive stood at Cringilla until scrapped
in 1956.

The late Gifford Eardley first documented the
locomotive in his Railways of the South Maitland
Coalfields (ARHS, 1969) and made the comment
that ‘it has been claimed that this engine was named
ASCENSION NO.I when first built, but unfortu-
nately the reason is now obscure’. Such a comment,
given the normal tenor of Giff’s writing, indicates
that he was somewhat uncertain of the correctness

Avonside 1481/1904 stored at Cringilla.

Back Cover: Operating statistics, North Mt Lyell Railway.
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of the information.

I was reminded of this comment when recently
reading an article by Frank Jux, ‘Some Notes on
Medway Industrials’ in Industrial Locomotive
No.45. One of the locomotives there detailed was
named ASCENSION (Avonside 1480/1904) and
worked on an Admiralty railway on Hoo Ness
Island. The coincidence of the name and builder
sent me back to the South Maitland history to find
that East Greta No.9 had been the next locomotive
constructed by Avonside.

A builder’s photograph of B/No. 1480 also
appears in an earlier article on the Hoo Ness Island
railway (Narrow Gauge No.111) in which it is clearly
named as ASCENSION NO.I. It seems at some
point there was a transposition of detail between
the two locomotives and that No.9 therefore never
carried the name ASCENSION NO.I.

Craig Wilson
Pennant Hills, NSW

"‘ LS ‘“:“s
ARHS Archives
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