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Editorial

As the year 2020 ends, it is worth reviewing what has been achieved. It goes
without saying that the year 2020 has been one of the toughest in living memory
that has affected us all in Australia,and those of us inVictoria in particular. Amongst
all the hardships, the LRRSA has been able to continue almost unaftected
thanks to all of our volunteers and the fact that our printer and Australia Post
who have both continued to operate throughout the lock downs.

During the year we have published three books, Rails fo Rubicon (reprint),
Beneath the peak of Lyell, and In the shadow of the Prom and these have all been well
received by our readers and are selling well. There are more books in the pipeline,
and some are in an advanced state and will be published in 2021.

Due to all of the Covid 19 restrictions we have started to use Zoom to
have all Council meetings as well as entertainment meetings and the Annual
General Meeting in October — these have been very successful and will be
continued to be used.

In February 2021 the LRRSA turns 60 and we will mark the milestone in
some form during the year.

I trust you enjoy this edition of the magazine and as you will see, there is
some excellent material for you to enjoy.

On behalf of the LRRSA Council and the editorial team I would like to wish
all of our members and readers a very Merry Christmas and wish you all the
very best for 2021 — let’s hope it is a better year than 2020.. Richard Warwick

Front Cover: Leaving Howells loop on the Farleigh north coast line on the afternoon
of 11 July 2020, 94 class Netherdale heads south with 103 loaded 6-tonne bins and
BVANS. The locomotive is an ex-NSWGR standard gauge 73 class diesel-hydraulic.
Photo: Steven Jesser
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The Luggage Point Tramway,
Brishbane - Part 1

by John Browning

This article is about a 2 ft gauge electric tramway built
from 1914 to assist in the construction of Brisbane’s main
sewer and the sewage treatment works at Luggage Point, near
the mouth of the Brisbane River. After most of the line was
lifted in 1929, its remnants continued in use at the treatment
works for many years afterwards. A variety of records of the
Metropolitan Water & Sewerage Board have survived and
there was also a Royal Commission conducted in 1921 by
Mr C E Oliver as a result of many difficulties and delays in
the construction of the sewer. These records provide much
information about the construction tramway although there
are also many frustrating gaps.

Today, the area has greatly changed as a result of reclamation,
river and drainage works, wartime storage depots, and
industrial and airport development. The once rural nature of
the area has gone forever. The original sewer has long since
been replaced and the treatment works has been rebuilt several
times. There are few traces left of the roadside tramway.

It is often erroneously claimed that the high-profile
former Brisbane City Council Lord Mayor Clem Jones was
responsible for the sewering of Brisbane. This is not true,
because a reticulated sewerage system was being constructed
during the First World War era, with Clem Jones’ reign
occurring only in the final years of the task that extended
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into the 1970s. Alas, Clem Jones was destined to be the mayor
who presided over the tragic decision to close the city’s once
extensive electric street tramways in 1969.

Background

As had occurred in other Australian capital city areas, a unitary
authority with responsibility for water supply and sewerage
disposal across a plethora of local councils was necessary
in Brisbane. As a result, the State Government established
the Metropolitan Water & Sewerage Board (MW&SB) in
December 1909, under an appointed President, Ernest James
Theodore Manchester, a Melbourne water engineer. The
Board also had eight elected members, drawn from across
the various local government areas. In early 1916, the Board’s
name was changed to the Metropolitan Water Supply &
Sewerage Board (MWS&SB). The Brisbane City Council
was formed in 1924 as an amalgamation of twenty local
authorities - two cities, six towns, and twelve shire councils.
The City Council took over the Board’s responsibilities on
1 April 1928.

The outline of a proposed sewerage scheme for Brisbane
was developed in 1911, designed by Gordon Thom, the
newly-appointed Sewerage & Drainage Engineer.' It involved
a main sewer running from Toowong, south west of the city
centre, to Eagle Farm to the city’s north east, with a series of
branch sewers connecting into it. From Eagle Farm the main
sewer would extend further to the north east to a treatment
works to be established near the mouth of the Brisbane River
at Luggage Point, a desolate and swampy area on the northern
bank subject to tidal inundation. The underground sewer



would be a low-level one, meaning that gravitation would
bring the sewage right down to Luggage Point where it
would be at a depth of almost 50 feet below mean sea level.
Here there would be a pump shaft where the sewage would
be raised to above ground level for treatment. An outfall sewer
would lead from the treatment works to the shoreline at the
river’s mouth.

The planned route of the main sewer from the city
coincided with road reserves.This was for ease of access during
construction and to avoid the need to acquire rights over
private land, but it meant that the route was not always direct,
and when unexpected construction difficulties occurred, they
had an adverse effect on the roadways concerned.

In those days, the proposed treatment works site at Luggage
Point was a long way from the urban area, about four miles
beyond the railway terminus of Pinkenba where there was not
much more than a hotel, store, school and railway station by
a wharf, then surrounded by mangroves and empty river flats.
The gazetted roads beyond Pinkenba were largely unformed
and land in this area, known as Myrtletown, was used for
farming and market gardens.

Planning a light railway

The section of sewer from Esker Street, Pinkenba, through
Myrtletown to Luggage Point was to be covered by Contract
No.6.2 Because of the lack of all-weather roadways the
MW &SB Engineer for Sewerage decided that the specification
for the construction of this section of deep level sewer, and
the outfall at the river mouth beyond the treatment works,
should include a temporary 2 ft gauge light railway, 4% miles
in length, to transport materials and to provide access to the
excavation shaft sites and other construction areas.

The route of this section of the sewer and its associated
tramway would commence on Myrtletown Road near
Pinkenba State School at the junction with Esker Street, where
Shaft 39 would be situated,’ and continue on Myrtletown
Road before turning right at John (now Brownlee) Street, at a
location that is now within the perimeter of Brisbane Airport.
It would turn left out of John Street into Beach Road and
continue to the pump shaft near the site of the Luggage Point
treatment works, with the tramway continuing from there
along the course of the proposed outfall sewer, with a branch
to a wharf.

The line would be powered by electric traction, with the
power supply for the overhead wire coming from a temporary
power house to be constructed at John Street, Myrtletown.’
The future treatment works site itself was not suitable as the
location of the temporary power house because it was subject
to tidal flooding and would require building up before the
treatment works could be constructed.

Electricity from the power house would provide current for
the electric haulage gear and cranes used for the excavation of
shafts and tunnels. It was the reticulation of this power along
the route of the sewer that favoured the use of electric traction
on the railway, and most likely made it the most cost-efficient
haulage solution for the many thousands of tons of fill that
were required to build up the site of the treatment works and
the route of the outfall sewer beyond.

A temporary wharf would allow fuel and building materials
for the project to be brought in by water transport. The site
of this wharf is assumed to have been on the riverbank at

§ The numbering of shafts is potentially confusing as many shaft numbers
changed as a result of deviations during the course of the project. Where
it is necessary to mention them, what are believed to be the original shaft
numbers are used.
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Luggage Point at or adjacent to the site of the later wharf
used throughout the construction period.The use of the term
‘temporary’ is potentially confusing but the tramway itself was
also described as ‘temporary’ at this time.

Tenders were invited for the construction of three sections
of the main sewer in May 1913, including for Contract No.6
as follows:

‘Sealed TENDERS will be received until 12 o’clock noon, on
THURSDAY, the 3rd day of July, next,
for the construction of the following works:

1. CONTRACT No. 6/1913.The construction of wharf,
channel, and basin, tramline, embankments, roads, coal silo,
pump shaft, drain and sewer, and all appurtenant works, Shire of
Toombul’. *

The lowest tender for the No.6 Contract, from Lane
& Peters, came in at double the Board’s estimate. Delays
followed, with questions being asked as to whether Luggage
Point was the best place for the treatment works, and whether
a deep-level sewer was the best solution. These matters were
not resolved until November 1913, when it was decided that
the MW&SB would carry out Contract No.6 as planned but
using direct labour. 3

In February 1914, tenders were invited for the plant and
equipment that the Board would need to construct the
tramway, temporary powerhouse and its section of sewer.

‘TO MACHINERY MERCHANTS, IRONFOUNDERS,
AND OTHERS.

SEALED TENDERS will be received for the Supply and
Delivery of New and/or Second-Hand Steel Rails and Side
Tipping Trucks; for the Supply and Delivery of Hydraulic
Plant and Air Compressors; for the Supply and Delivery
and Maintenance of Hydraulic Shields, Locomotive, Cranes,
Concrete Mixer, and Machine Shop Equipment; for the Supply,
Delivery, Erection and Maintenance of Power House Equipment
and Overhead Transmission Gear.

Tenders for Steel Rails and Side Tipping Trucks close at this
office at 12 o’clock noon on Tuesday, 3rd March, 1914.
Tenders for Hydraulic Plant and Air Compressors, Hydraulic
Shields, Locomotive, Cranes, Concrete Mixer, Machine-Shop
Equipment, Power House Equipment and Overhead
Transmission Gear, close at this office at 12 o’clock noon on
Tuesday, 31st March, 1914°.°

Towards the end of March 1914, the MW&SB officially
informed the Toombul Shire” and Sandgate Town Councils
of its intention to exercise its powers to build the tramway.
The alignment would run from near Pinkenba railway station
within the gazetted road reserve leading to Luggage Point.

The tender for steel rails from Gordon Faine Ltd, a local
agency, was accepted on 20 March 1914 at a price of £1581
3s. The tender for side tipping trucks from the Australian
Metal Co Ltd was accepted on 9 April 1914. The tender
from Gordon Faine Ltd for a 550v electric locomotive,
overhead transmission gear and power house equipment was
accepted on 9 May 1914. The tender price for the overhead
transmission gear was £ 1576. Fourteen sets of points in 14 1b
rail and just one in 28 Ib rail, together with a turntable for use
at the wharf were ordered from the Australian Metal Co Ltd
on 9 July 1914 at a price of £118 6s 6d. A large quantity of
timber for sleepers, trestles, transmission poles and wharf piles
had been ordered from local timber merchants A.J. Kirby &
Co on 21 January 1914.%
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Constructing the tramway

Construction work began in April 1914, and by mid-July,
it was reported that only a mile of platelaying remained to be
completed and more than 10% of the poles had been erected,
while good progress had been made with the temporary
wharf, with all the piles to hand. The work included the
provision of a telephone line along the tramway route.’

On 30 July a gang of eight labourers engaged in building an
embankment in mangrove mud below the high water mark
at Luggage Point, walked off the job. They had demanded an
extra 2s over their rate of 8s per day for working in the soft,
slimy mud but were rebuffed and told to hand in their tools
and draw their pay. The rate for this work was increased by a
shilling a day during August.'’

International affairs had deteriorated since the assassination
of the Austrian Archduke Franz Ferdinand in Bosnia on 18
June 1914, and on 4 August 1914, Australia entered the war
along with the other nations of the British Empire. Despite
the international situation, newspaper accounts through to
November continued to give optimistic reports about progress
with construction of the Board’s railway. The reports may well
have reflected the progress of tracklaying, which was completed
in October, but the reality in terms of the electrical fitout was
somewhat different. Under its contract Gordon Faine Ltd was
supposed to have completed the installation of the transmission
gear by 9 November 1914" but relying on overseas suppliers
for timely deliveries was a risky business even in peacetime.
In this case, no fewer than three separate disasters overtook
Gordon Faine Ltd in its efforts to fulfil its contracts.

SS Birkenfels of the German Hansa line had left New York on
23 July with a cargo that included 25,200 feet of trolley wire,
an almost equal length of feeder return cables, and 2540 rail
electrical bonds for the tramway. As soon as war broke out on
4 August, an intensive British naval hunt took place to round
up the large number of German cargo vessels at sea. In spite of
its best efforts to evade capture, the Birkenfels was seized in 18
August and taken to Cape Town. Totally unprepared for such
eventualities, the various authorities took months to work out
what to do with so many enemy prize ships and their cargoes,
while importers waited with increasing anxiety and mounting
financial losses. It was not until 25 April 1915 that the vessel,
renamed Tandem, berthed in Brisbane with its precious cargo.'?

The remaining materials for the overhead transmission gear
included bracket arms, lightning arrestors, line and feeder
ears, strain eyes, porcelain guard wire insulators, straight and
swan neck return feeder insulators, crossing frogs and insulator
drop forged turnbuckles. This equipment left New York on SS
Norfolk of the Federal Steam Navigation Co on 13 September.
The Norfolk called in at Melbourne and was on its way to Sydney
when it caught fire on 8 November off the Gippsland Lakes.
The vessel burned for days and was destroyed, including
Gordon Faine’s entire consignment.'?

Some materials, including the locomotive that left the
Jeffrey works in Columbus, Ohio, on 17 October 1914, and
also some engines and generators for the power house did
get through, although delayed beyond the time required
under the contract. The triple blow was that after the date
for the completion of the contract and before the dates of
arrival, duties on such equipment had been increased by the
Australian government, imposing a further financial impost
on the embattled importers. The increased duties also applied
to the materials on the Tandem (ex Birkenfels) when they
arrived but by then Gordon Faine Ltd had been forced to
purchase replacement materials locally, at increased cost over
the imported articles.™
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It is little surprise that Gordon Faine and other suppliers
caught up with similar issues pleaded with MS&WB for
assistance in their plight. The Board eventually agreed to allow
some additional payments for increased duty on the locomotive
and power house equipment'® but otherwise there was little
sympathy as, under the contract terms, the suppliers had
undertaken the risks concerned.

At the end of January1915 the Board took the decision
to purchase and install transmission gear between the
power house and the wharf in order to expedite the sewer
construction work, with Gordon Faine Ltd to be charged the
cost in accordance with the terms of its contract. This work
was completed in March at a cost of £657 11s, leading to
turther dissension as Gordon Faine argued that the costs were
excessive. During February sand and gravel bins were under
construction near the Luggage Point wharf, and brackets and
insulators were being attached to the power poles, while the
locomotive had been delivered.'®

On 26 February, the Brishane Courier gave a description of
the works. The distinction made between a ‘temporary’ and
‘permanent’ wharf presumably means that the first was needed
to construct the second.

‘When Pinkenba is reached the work carried out by the board
is more apparent. Poppet heads . . . give way to an electric tram
track for the board has not begun to work underground but has
constructed a long length of five miles of tramway which runs out
to a point a little short of Luggage Point where a permanent whart
will be erected, it being intended to receive there all the supplies
needed by the board - coal cement sand &c. A temporary wharf
has already been constructed. . .

One can appreciate some of the difficulties of tramway
construction across mangrove swamps. Heat and mosquitoes
impose a heavy burden upon the men who work in a region
suggestive of Panama. The tramway has occupied seven months in
constructing and the last mile where it had to be raised a height of
61t on logs, and even then is under water at high tide, constituted
a trying task. The tramway is not working yet but the little electric
15-h.p. engine that is to haul the trucks and the trucks themselves
are lying there, while the single posts at distances of 40 yards apart
bearing brackets to carry the trolley wire are erected, the overhead
gear is being installed and a temporary electric power station to
supply the motive power required on the whole of the work has
been erected and should soon be in working order. It contains
boilers engines and generators for creating electric current, more
also in evidence a large cement shed containing 4000 bags of
cement . ..

... the finished effluent will run along an open channel about a
mile in length, parallel with the tram track, into the river. ..

The electric tramway will have various uses, including that of
hauling the spoil from the sewer excavations and dumping it down
to make walls for the treatment beds high enough to keep out the
inroads of the highest tide’."”

The following day, The Queenslander published a photo feature
entitled ‘Electric Plant in connection with the tramway from
Pinkenba to Luggage Point’. It showed scenes at the unfinished
power house including the locomotive and two jib cranes.
The line stretching away towards Luggage Point was also
shown, the power poles in place, fitted with cross arms for the
telephone lines, and with the brackets and suspenders for the
trolley wire and insulators for the return feed cable in place,
but otherwise bereft of transmission gear.'

On 18 March 1915, the Engineer reported that the overhead
line had been half completed between the power house and
the wharf. On completion, the locomotive, cranes, and cement
mixers would be ready for use. Three electric cranes would be



This scene shows jib cranes and the electric locomotive stored adjacent to the first temporary power house. Power poles have been erected but
stand largely bare because delivery of the transmission gear has been delayed. The location may be the western end of John Street, with the track

turning to the left in the distance.

used to remove spoil from the excavation shafts that were to
be sunk every 220 yards. The tramway between power house
and wharf finally became operational during April 1915 but
Gordon Faine Ltd only completed the section from Pinkenba
to the power house in June 1915."

Early operations

The excavation of shafts had begun by May 1915. Twelve,
including the pump shaft, were underway by January 1916
with sidings in place to allow trucks to be loaded with spoil.
The spoil was taken down to Luggage Point for use as fill up
to the level of the top of the tramway embankments there.?
Sand and gravel for concrete could be craned into tramway
trucks directly at the wharf or loaded from the storage bins
nearby. Coal and cement were also transported from storage
facilities near the wharf. Concrete liner units were being
manufactured for shaft lining, and a tramline was built into the
area where they were stored to enable them to be delivered
by rail.

As early as May 1915, consideration was given to extending
the tramline at the Pinkenba end into the nearby railway
station yard to enable materials and coal to be transhipped
there. It was argued that transport costs were generally cheaper
by government railway than by barge, and quotes for coal
deliveries supported this notion. The Railway Commissioner
was prepared to install a siding oft the apex of the Pinkenba
fork line at an estimated cost of £206 plus annual rental of £20
for land occupied by the tramway. The Board’s Engineer for
Sewerage resisted this proposal, possibly because it would add
considerably to the complexity of working the line, putting
forward the possibly spurious argument that the Board had no
power to build a permanent tramway. No action was taken on
the proposal, but it was to be revived later.

For reproduction, please contact the Society

Photo: The Queenslander 27 February 1915

Headframes were erected to remove spoil from each shaft along the sewer.
Tip trucks loaded with spoil were hauled up the shaft to the platform
on top of the headframe and the contents tipped into the storage bin
below with its prominent chute. This typical example was constructed
by the contractor working in the section at Hamilton in 1914 where a
sutface tramway was not used so spoil would have been removed by
horse and cart. Photo: The Brisbane Courier 13 June 1914
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Construction difficulties

In December 1915 The Metropolitan Water Supply & Drainage
Act was amended and removed any doubt about the Board’s
power to build and operate tramways. It also provided that all
main sewers and shafts should be deemed to be mines. This
affected the sewer construction work in two ways. The first
was that the workers were required to be paid higher wages
as miners, blowing out the estimated costs of construction
and causing delays when further government funding was not
made available promptly. The second was that the supervision
of underground work had to be carried out by certified mine
managers. Getting a mine manager’s certificate involved years
of working in underground mines but did not require any
expertise in tunnelling in wet ground. Competent experienced
men in sewerage works could not get Mine Manager
Certificates. This caused severe management problems as the
work of experienced engineers directing construction could
be interfered with at any time by mine managers who were
totally unfamiliar with the type of work being undertaken.?

By 1916, great difticulties were being experienced with
the shaft excavations because of waterlogged ground. It was
becoming clear that tunnelling would only be only possible
using compressed air with the installation of airlocks and this
would lead to demands for increased wages. In June 1916,
excavation work was suspended, and the opportunity was
taken to do tramline maintenance. In July it was decided
to abandon Shafts 13 to 22, only four of which had been
excavated to the full depth.*

The Board decided to change focus and sink a substantial
shaft near the Pinkenba end of the section. This was to be
in the Water Reserve about 200 yards from Pinkenba State
School and would establish the ground conditions in that
area. Excavation of this Shaft 33A began in August 1916 with
incursions of water very heavy. After a couple of temporary
suspensions of work, each lasting several weeks, the shaft was
bottomed out in mid-1917. Upstream tunnelling work then
immediately began using a shield without compressed air, but
it had to be abandoned after 20 feet in the face of serious
ground subsidence. The attempt, along with the shield, was
abandoned in February 1918.% Little work elsewhere was
being carried out during 1917.

High level sewer

In May 1918, it was finally decided to abandon the low-level
sewer project from Luggage Point back to Shaft 33A. A ‘high
level’ sewer up to 11 feet below ground level would run from
Shaft 33A to the existing No.1 pump shaft at Luggage Point.
A No.2 pump shaft would be put in near Shaft 33A to allow
the sewerage to be raised to the level of the high level sewer.
The high level sewer would take a direct line between Priors
Road and John Street removing the previous ‘dogleg’ in the
route and saving some 12 chains of sewer. The discarded
work included 1531 feet of concrete cylinders that had been
sunk into the abandoned shafts, while enough manufactured
concrete liner units for 8578 feet of sewer were on hand and
surplus to requirements. Some of the concrete liner units
were used on the replacement sewer construction but were
mostly repurposed for the outfall sewer at Luggage Point.*

Construction of the high level sewer was divided into three
sections commencing from the Luggage Point end. The first
and third sections corresponded roughly with the sections
of original sewer route while the centre section covered
the diverted section. Construction of the first section began
in January 1919 and was disrupted by the outbreak of the
Spanish Flu pandemic, which reached its height in Brisbane
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in May and June 1919. This section was completed in April
1921. The second section was started in March 1920 and
finished in September 1921.The third section was also started
in March 1920 and was completed in March 1922. By May
1919, dragline excavators were in use and later a steam shovel
excavator was used. Unfavourable ground conditions made
the work very difficult and the work was closed down on
at least two occasions due to shortage of funds. When this
occurred the ingress of water as a result of the pumps being
turned off put work back even further.”

At the end of September 1918, it was reported that the
temporary power house had been removed from John Street
to Luggage Point for re-erection there. The tram route
between the No.1 pump shaft and the treatment works site
was being relocated, presumably to clear the area where the
works were to be constructed. A new embankment had
almost been completed and the overhead wires taken down
from the old route along with some of the overhead poles. By
the end of October the overhead poles had been put up on
the new alignment, and a shed had been built for the electric
locomotive, presumably near the power house. By the end of
November, the overhead wires on the new route had been
installed. By the end of December, a track had been laid to a
new pipe making plant, and the tramline from the wharf had
been repaired. More cryptic aspects of the December report
were that work was being done ‘laying out cross line from
main line to other side of site’ and ‘spoil from embankment
spread on the old tramline’.*®

The electric tramline between Luggage Point and Pinkenba
was not relocated to the section of new sewer route. However,
a temporary line must have been laid along at least part of the
new sewer easement as machinery, sheet piling and coal had
to be delivered to the excavation sites, and surplus spoil had
to be transported as fill to the site of the treatment works.



During February 1919, 925 yards of track were laid, described
as “1060” of 2 ft track laid to supply coal to boilers and run
boilers on. 460’ of tram track laid from between old shafts
No.9 and 10 to run material to the workshop etc and two pass
sidings. 1280” of tramtrack laid from workshop to concrete
drums and platforms for concrete pipes.” In March another
285 yards of track were laid. The exact locations of these track
sections are not fully known, but the total length was more
than enough to traverse the new section of sewer route.”

By January 1919, operations on the tramway were in full
swing once more, supplying construction materials to where
they were needed. Traffic from the wharf at Luggage Point
was sand and gravel to the sewer construction sites and coal to
the power house. Traftic in the reverse direction was cement
delivered by road to Shaft 33A and transported from there
to the cement store at Luggage Point. By February, coal
deliveries by water to the Luggage Point wharf had ceased and
from this time onwards, coal was brought to the power house
by tramway from Shaft 33A. By March, coal was also being
delivered to steam boilers along the high level sewer route.
By July, sand and gravel were being delivered to the treatment
works site as construction work began there. The wharf area
must have been busy with deliveries as in March-April 1919
a ‘loop line’ was built connecting it with the main line and
much effort was reported during the following months to
the ballasting of the track between the wharf and the power
house.” The increased traffic also necessitated the purchase
of a second electric locomotive, which arrived around March
1920.*

Frustration at the slow rate of progress with the High
Level Sewer led the Board at its meeting on 22 June 1920 to
divide responsibility for the works. Superintending Officer
Alfred Upton was to take charge of the construction of the
outfall sewer, and of the power house and electric tramway
operations. Superintending Officer E ] Corless was to take
charge of the construction of the High Level Sewer, reporting
directly to the Board.’* It is clear, reading between the lines,
that this move was not welcomed by Gordon Thom, the
Engineer for Sewerage, and by his ally, Mr Upton. A level of
tension arose and there were several issues upon which the
Board members were called to adjudicate.

Unfortunately, we do not have the reports containing the
rival claims and counter claims but can deduce what some
of them were from the Board meeting minutes. Complaints
centred upon the difficulties experienced by Corless in
obtaining sufficient trucks, in receiving sufficient supplies
such as sand, gravel and pipes from Luggage Point, and the
costs for loading and transport being charged to his works by
Upton. Corless stated that he had 40 trucks in February 1921
but needed 66. It was claimed that work on the High Level
Sewer had been held up for two days in March due to delays
in obtaining supplies. There is the hint of an accusation that
in turn he was deliberately delaying the delivery of spoil to
Upton at the treatment works site. In May 1921, the Board
requested the Storekeeper to report on the number of trucks
available. He stated that there were 80 trucks allocated to
Upton, who was directed to provide to Corless all that he
requested. Upton took a passive-aggressive line and had a
defence in that he was also responsible for the delivery of
materials to works at the Pinkenba end of the line and needed
rolling stock for that task too. It appears that Corless had
use of one of the electric locomotives because in May 1921,
concrete blocks were being loaded at the Treatment Works by
Corless” men and taken to the high level sewer daily by the

‘High Level Sewer locomotive’.”
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Pump Shaft No.2 to the end of Contract Section No.6
The 615 yard section of sewer to be constructed between
Shaft 33A and the end of Contract Section No.6 at Esker
Street, Pinkenba, was served by the electric tramway.
Construction of the sewer beyond Shaft 33A towards the
city was resumed in compressed air in June 1918. Tunnelling
conditions were extremely bad and it was claimed that the
ground was equal to the worst conditions ever encountered
in Australia. Progress was very slow with the tunnel creeping
forward at an average of not much more than 10 feet per
week. This was compounded when it was discovered that
between the final two shafts, due to a surveying error, the
tunnel had been driven almost three feet too high, requiring
170 yards to be reconstructed. It appears that the tunnel was
completed in November 1920. The tramway was reported to
be in constant use conveying sand and gravel to this section
during 1919 and 1920, and many other materials were needed
including timbering, concrete blocks and cement.*

There were many difficulties sinking Pump Shaft No.2,
which was begun in August 1919 and not completed until 1922.
The short length of tunnel from it to Shaft 33A was the last
section of the main sewer to be completed, in March 1923.%

Contract Section No.7 and the Dunlop Deviation

The sewer of Contract Section No.7 was to run towards
the city from the end of Contract No. 6 to the junction
of Nudgee Road and Eagle Farm Road, Hamilton (now
Kingsford Smith Drive).A contract had been let in November
1913 to J Atherton, acting on behalf of contractors Rhys Jones,
McTaggart & Burch Ltd. It appears that the tender seriously
underestimated the difficulty of the work. The very poor
ground conditions encountered were compounded in 1914
by wartime circumstances, leading to difficulties with supplies,
increasing labour costs and bitter industrial action. Major
subsidence at the site of one of the shafts in August 1915 was
another blow. All this culminated in the abandonment of the
contract in June 1916 and legal action being taken by the
contractor against the Board.*

In 1918 the Board determined to adopt a fresh approach
to part of this section. It decided to adopt a more direct 2090
yard cross-country deviation for the sewer from Radio Street,
Pinkenba, to the point where Eagle Farm Road met the QR
Pinkenba branch, bypassing the failed section. This involved
the abandonment of concrete cylinders in 14 shafts.

It seems that the faith of Mr Manchester, the President of
the Board, in the abilities of Thom, the Engineer for Sewerage,
to manage construction work was already in question by this
time. Rather than leave the deviation works in the hands
of the Engineer for Sewerage, the Board decided to take
up an offer from G H Dunlop, an experienced tunnelling
engineer, to supervise construction with a financial bonus for
completing the job in a set period of 18 months. Taking this
step seems to have alienated Thom and other senior staff, and
led to unhappy consequences. A similar situation was to occur
again in 1920 when Thom was in conflict with Corless, as
described previously.

Dunlop proposed to use a tunnelling shield and a patented
type of timbering of his own design. Shaft sinking began in
April 1918 and tunnelling in June Very poor ground conditions
were encountered. The first shaft had to pass through 10 feet
of water before bottoming and a similar situation was found
at the other shafts. The presence of salt water in some shafts
showed that water from the river was involved. As work went
on, it was found impossible to pump out some shafts, water
burst into tunnel drives, concreting was hampered by running
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water, and large areas of subsidence occurred near the shafts,
one as large as 40 square feet in area. There were also industrial
problems.” Unfortunately, knowledge of the promise ofa time
bonus for completion made Dunlop vulnerable to pressures
from both the workers employed on the section, his mine
manager, and his professional rivals within the MWS&SB.
The Board was obligated to provide Dunlop with the track
materials and rolling stock to bring supplies to his section.
Screened sand and gravel were vital for concrete production,
upon which progress of the work depended. It appears that
in September 1918 Dunlop’s initial proposal was to lay a line
1% miles in length to bring sand and gravel to his operations
from a wharf at Pinkenba near the Queensland Meat Export
Co Ltd’s works. However, the President of the Board advised
otherwise and by December Dunlop considered that
materials could be brought from Luggage Point to the end
of the electric tramway and from there hauled by horses over
a line to be laid along the course of his section. In January
1919 Sewerage Engineer Thom stated his objection, saying it
would be impossible to guarantee regular deliveries and the
supplies should be brought from Hamilton by steam wagon.
The Board thought it had resolved the matter later in the
month when it directed Dunlop to hand over 20 to 25 trucks
to Thom — which would give him a total of over 100 on hand
— with a requirement that 150 cubic yards of sand and gravel
was to be delivered in trucks to Dunlop weekly. Tenders
were called for a second electric locomotive in March 1919,
which it was said was needed urgently, but when two tenders
were received in April, Thom recommended that neither be
accepted. Meanwhile, Dunlop had asked for deliveries to be
made to Shaft 41, where it appears that he had erected a power
house, rather than Shaft 39 which marked the initial point on
his section. The Board directed Engineer Thom accordingly.*®
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All this was somewhat beside the point because on 2 May
1919 Dunlop pointed out that the tramline terminated at Esher
Street (Shaft 38) and had not been extended to connect with
his line at Shaft 39. It appears that he had been told that he
could not be supplied with sand and gravel from Luggage Point
to the required specification because there were no screens
there. Dunlop requested E J'T Manchester, the President of the
Board, to direct that the tramline be connected (and said that
he could have it done himself if he was supplied with 6 chains
of rails), that unscreened sand and gravel be approved for use,
and that no later than 12 May no less than 20 cu yards per day
of sand and gravel, and no less than 80 cu yard per week, ready
for use in concrete, be delivered at Shaft 41. In the meantime,
he wanted all trucks to be returned to his section apart from
those needed to deliver the sand and gravel he requested.”

On 12 May, Engineer Thom reported that had advised he had
arranged for Inspector Upton to deliver 80 cu yards per week
to Dunlop in two lots of 40 cu yards. Of the 28 trucks made
available by Dunlop, 26 would be needed and two unsuitable
ones could be returned at any time. Instructions had been given
for a loop line to be constructed near the sand and gravel dump
in Beach Road, Luggage Point, to cater for loading for Dunlop.
Thom understood that Dunlop would build the connection
between Shafts 38 and 39.A week later, Dunlop replied that he
had no rails for the connection, no men to lay them, and that
in any case, it was outside his area of operations. He did not
accept that Thom needed to retain all the trucks. In the face
of this petty disputation, the Board President intervened, and
Dunlop agreed that with the rail and sleepers he had available
he would lay track from Shaft 39 to within about 1 chain of
Shaft 38, leaving the connection to the Luggage Point line to
be made by Thom. On 28 May the President asked Thom to lay
the remaining section without delay.*’



Dunlop reported that he would complete the construction
of the linking tramline from Shaft 47 to near Shaft 38 in the
third week of June. The continuing delays with his project,
and the lack of action on behalf of Engineer Thom led
Dunlop to request to attend the meeting of the Board on 24
June. He rehearsed a whole catalogue of grievances including
that much-needed equipment had been denied to him, that
he had had trucks taken from him with the assurance that he
would receive regular deliveries of sand and gravel that had
not been forthcoming, that the Engineer had unjustifiably
criticised his work, and that he had been given a steam wagon
to obtain sand and gravel from Hamilton but could not use it
as his works extended through grass paddocks. The President’s
response was to have a curt letter sent to Thom on Thursday
26 June reminding him that he had been asked to give the
tramway connection his earliest attention and had been asked
to provide Dunlop with sand and gravel as long ago as March.
Thom was asked to inform the President by no later than
noon on Monday 30 June when he would deliver sand and
gravel to Dunlop. On 27 June, Thom indicated that he would
deliver sand and gravel by loco to Shaft 33A from the next
boat to arrive at Luggage Point. Dunlop was asked to make
arrangements to receive the sand and gravel at 33A, which
was 600 yards short of the end of the electric tramway and
a further 2600 yards from the other end of the Deviation.*

Inspector Upton told Thom that 30 trucks containing 20
cu yards of gravel and 10 cu yards of sand would be delivered
to Dunlop at Shaft 33A daily at about 9am and that this daily
supply would continue as long as the trucks were returned to
Shaft 33A empty by 9am the next day. The first sand and gravel
load was 24 trucks and it was brought by electric locomotive
to Shaft 33A at 1pm on 16 July. The empty trucks were
returned on 18 July. In the days that followed, the proposed
schedule broke down. Upton did not deliver the sand and
gravel according to the schedule - on most days there were no
deliveries at all - but had the excuse that the trucks were not
returned within 24 hours. This was perhaps understandable as
the trucks had to be hauled by horses up to almost two miles
beyond Shaft 33A to where material was needed. It appears
that at this point, the electric tramway was only operational
to Shaft 33A, although the wires remained in place to at
least Shaft 37. Dunlop argued that electric haulage could be
restored to Shaft 37 within a week and extended to Shaft 41,
the originally agreed point of delivery, within a month.*

Late in August, the President accepted Thom’s suggestion
that sand and gravel should be delivered to Dunlop at a
point ‘somewhere near Shafts 40 and 41’ on condition that
Dunlop provided suitable sites for two dumps (one for gravel
and one for sand), fix up the necessary tracks and crossings,
and provide 25 more trucks. It appears that this proposal
was never put into action because in early October, it was
reported that Dunlop had not established the required dump
sites, although it appears that some material was left dumped
at the side of the tramline. In the meantime, deliveries of sand
and gravel to 33A were further curtailed, and restricted to
night time, because of the urgent demands for material for
treatment works construction. Dunlop finally capitulated
and arranged for independent sand and gravel supplies to be
delivered to Pinkenba Wharf. This supply arrangement proved
to be satisfactory and by mid-January 1920 a new wharf and
tramline were in use to bring sand and gravel from the river
near Pinkenba Whart to Dunlop’s work sites. This did not
mark the end of Dunlop’s troubles with Thom and Upton.
On 24 November, Dunlop requested the delivery of concrete
blocks from Luggage Point to between Shafts 39 and 41. On
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27 January, Upton reported that on 23 January Dunlop had
requested that deliveries cease but because Upton had already
arranged for two horses to haul blocks to Shaft 38, the blocks
were to be taken there and stacked regardless.”

The practical difficulties that confronted Dunlop in terms of
very unfavourable ground conditions were probably enough
to defeat him, particularly when compounded with industrial
disputation. However, the guerrilla tactics used against him by
his professional colleagues gave him ample cause for complaint
about his treatment. The Board’s inability to appropriately
manage the system of dual control it had introduced, and
particularly its failure to insist upon professional co-operation
among its senior officers, led to the farcical events described
above. The Board terminated its arrangement with Dunlop in
mid-June 1920 with the works in a very poor state and three
shafts needing to be abandoned and replaced. The work was
eventually completed with day labour after many constructional
difficulties had been overcome but all was not well. A major
collapse of the sewer in this area occurred in 1940.*

No further details of the tramline to Dunlop’s Deviation from
the Brisbane River at Pinkenba are known. It would have had to
cross the 3 ft 6 in gauge siding that extended east of the station
to the meatworks. It seems that it would have been worked by
horses. It appears that sand and gravel continued to be supplied to
Section No.7 by tramline from Pinkenba after the termination of
Dunlop’s contract. In October 1920, track was laid from Shaft 51
to 53, right through to the city end of the section.®

Tramway extension to Pinkenba Station

A possible extension of the electric tramway to Pinkenba
station had first been discussed in May 1915. In September
1921, a request for a transhipment platform for coal deliveries
at the station was made to QR, in order to enable transport
to Luggage Point via the tramway rather than the existing
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Myrtletown Road, Pinkenba, in 1921, on the non-electrified section of tramway. The line crosses the road to Shaft 41, at the start of the
Dunlop Deviation (out of the picture on the left) running alongside the line of white posts. The location is approximately where the branch to
the Pinkenba railway triangle later ran off to the right. The tall wireless mast explains the name ‘Radio Street’.

method of using drays. Coal was delivered periodically to the
Board at Pinkenba in 7 or 8 wagons at a time, each loaded
with about 10 tons. The request was amended to one for the
Board’s tramway to be extended alongside the leg of the QR
fork line, approximately opposite Shaft 41, to allow for the
transhipment of goods. On 23 September the Commissioner
for Railways rejected the proposal ‘as it would considerably
interfere with the work of the Department’.*

Undaunted, the President of the Board persisted and pointed
out to the Secretary for Railways that the last 50 yards of the
QR fork line leg were disused and overgrown, successfully
extracting an approval to proceed. Construction work to
bring the tramway in along the west side of the fork line
commenced in November and on 26 January 1922, the QR
Weekly Notice announced that traffic was due to commence.
For the privilege, QR charged 6d to shunt each four-wheel
wagon and 1/- for each bogie vehicle, together with a ground
rent of £5 per annum. The Board members anticipated that
costs would be saved in the transport of coal, timber, cement,
and other materials.”’ It is not known whether the electric
overhead wires were extended to the station yard. From a
contemporary map it appears possible that the fork line was
accessed from a back shunt into sidings in what is the present
day Orient Street with a line crossing Myrtletown Road to
the QR reserve, but this has not been confirmed.*

The same 1925 map shows another branch line into the
station reserve, entering north of the junction of Myrtletown
Road and Radio Street and terminating close to the station.
If this line existed it could have been part of the one built
to bring sand and gravel from a river wharf to Dunlop’s
Deviation, but this cannot be confirmed.

Treatment works and outfall sewer

The first step in the construction of the outfall sewer had
been completed in 1915 with the building of the electric
tramway, partially at least on 6-foot timber trestles, from the
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Photo: C.A. Gilmour, The Queenslander 10 September 1921

treatment works site through the mangrove swamp to the
planned outfall discharge site, with a short branch to the
wharf. Two tidal watercourses towards the end of the line were
crossed on bridges, each 200 ft in length. The tramway was
dead straight for the first half mile and then turned left about
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45 degrees before crossing the second bridge and ran about
a quarter of a mile straight to the discharge point. The short
branch to the wharf diverged to the right just after the second
bridge. As excavation work on the main sewer progressed, the
tramway was used to tip spoil to provide an embankment for
itself and for the outfall sewer that was to run alongside it.
The 5 ft diameter sewer pipe was laid on a hardwood base and
crossed the watercourses on concrete bridges. By July 1920,
the outfall sewer had been completed over half its length
although its bridges had still not been completed by February
1922.% The tramway was used for all official inspections of
the outfall sewer as the construction of a roadway beyond the
treatment works was not practicable.

Following the relocation of the tramline within the site,
construction of the treatment works commenced in January
1919.The treatment works required not only the construction
of buildings and other structures but also extensive filling
operations to ensure that the site, and the concrete treatment
ponds in particular, would not be inundated by high tides.The
schedules indicate that about 75,000 tons of fill and 14,000
tons of concrete were required for the treatment works and
outfall sewer. It is believed that all this was transported to and
within the treatment works precinct by narrow gauge railway.
It is little surprise that the capacity of the railway was so much
stretched during 1919-1920, and that no less than 80 trucks
were allocated to the treatment works in May 1921.%°

By November 1923 the works had reached a stage where
the pumping of sewage could commence.’' The state-of-the-
art treatment plant had been equipped to utilise an activated
sludge treatment process but this was never implemented.

To be continued...
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“H.W.Garratt’s Patent” the builder’s plate stated. Maybe Beyer, Peacock were hedging their bets on the Garratt locomotive — if the whole
project turned out to be a ‘lemon’ everyone would know it wasn’t their idea. However, within a few years BP were extolling the virtues of
Garratts and building them in the dozens. By then the works’ plate proudly stated “Beyer-Garratt Locomotive”! From heavy mountain
slogging on tortuous winding tracks, to express passenger trains between cities, Garratts were quickly found to be the most versatile articulated
locomotive. Here we see BP 5292/1909, steam tests and trials done, plates affixed, posing in ‘photographic grey’ to have its official photos
taken, prior to final painting, dismantling, packaging and despatch to Tasmania. Who could have guessed that in 38 years K1 would be back

at Gorton.

Memories of Garratts on

Tasmania’s West Coast
by Les Motley

Introduction

I reside on the west coast of Tasmania, in Zeehan, a town
redolent with the history of the mining and timber industries.
Another thing for which it is known is its railway history
particularly as this was where the world’s first Garratt
locomotives ran. There were two of them, known as K1 (Beyer,
Peacock builder’s number 5292 of 1909) and K2 (builders
number 5293 of 1909) with a wheel arrangement of 0-4-0 +
0-4-0.1 know that a lot of history has been written on these
two Garratts but my story is somewhat different.

In the mid-1940%, as a young boy, I saw them stored in
the old Zeehan railway sheds, but unfortunately there was
only one complete. By this time most of the mines had well
and truly closed, as had the North-East Dundas Tramway
(NEDT), which had been owned by the state government.
The line ran from Zeehan to Williamsford, a distance of
approximately 18 miles (29 km) and I have walked the whole
length from Zeehan.

In 1947 I saw a strange occurrence, when I noticed that the
railway workers were at the old railway sheds. As an inquisitive
young kid, I wondered what was going on, so I wandered over
to have a look — this was in the days of freedom when nobody
worried about kids wandering around railway yards! They
were building a pigsty ramp with railway lines attached to the
top and joined, on a slope, to the existing two- foot gauge
tracks. I asked Mr Canduft, the boss of the gang (everybody
knew everybody in Zechan at the time!), what they were
doing. He said “Young Tom”, (that was my late father’s name),
“They are taking the old Garratt back to England”.

16 For reproduction, please contact the Society

Photo: Beyer, Peacock & Co Ltd., courtesy Alon Siton/Historical Railway Images - Flickr

So I watched this project with great interest. They had
taken one of old Jim Howard’s crawler tractors that was fitted
with a winch at the rear, as the tractor was used to pull logs
out of the bush. Old Jim once owned a large sawmill adjacent
to the railway yards, that had closed down about twenty years
ago. They ran a rope out and hooked it onto the front of the
old Garratt and pulled it up the ramp onto an EBR flat truck
that had railway lines and sleepers fitted on the deck. Once
loaded it was taken by a C-class Beyer Peacock 2-6-0 engine
down the railway yards and attached to the goods train that
was getting ready to go to Burnie the next day. I got up early
the following morning to see the Burnie goods train take
the old Garratt away — as a kid I played on her and had many
imaginary trips, pulling the levers and making all these strange
engine noises and running up to Williamsford. I reckon she
ran a hundred miles and never left the shed!

2ft-gauge K-class Garratt locomotives

Kl and K2 were the forebears of all the Garratt locomotives
built over the last hundred and ten years. The concept was
conceived by Herbert W Garratt, a British locomotive engineer
who, after a career with various British colonial railways,
was the New South Wales Railways’ Inspecting Engineer in
London. Garratt first approached Kitson & Co, but his idea
for an articulated locomotive was rejected, presumably because
that company were already committed to the Kitson-Meyer
type. He then approached Beyer, Peacock and Company, who
were only marginally more interested.

He conceived the idea after seeing two huge boilers
suspended between two bogies and thought to himself,
why not build a locomotive suspended from each end?
After several designs he applied for a patent on this type of
steam locomotive power. As luck would have it, in 1908 the
Tasmanian Government Railways (TGR) was in the process of
looking for a locomotive that had good pulling power and could
handle steep grades on a line full of tight curves. It was intended
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for use on the NEDT, that climbed continuously around bends
to and from Williamsford with curves as sharp as 99 ft radius
(1% chains) and 1 in 25 gradients. The NEDT’s current largest
locomotive, the J-class Hagan’s semi-articulated 2-6-4-0T was
proving a bit too heavy and cumbersome and something agile
was needed.

Beyer, Peacock was duly approached by the TGR who had the
idea of obtaining compound Mallet locomotives. To summarise,
Garratt heard about the enquiry and decided to offer his
design to Beyer Peacock who put the proposal to the TGR
who then accepted his idea. One proviso was that they be
built as compounds, similar to the Mallet. Two locomotives
were built in 1909, which became the K-class with locos
numbered K1 and K2. With this new style and workings of
the Garratt locomotive it introduced a new era in articulated
steam motive power. Beyer Peacock built the two ‘test’ units
and they were shipped to Tasmania in parts, then transported
to Zeehan to be assembled in the railway workshops.

One was ready on 7 January 1910 when K1 ran on the
Comstock line. Being a new design, it had a few teething
problems that was to change the workings and design of all
Garratt locomotives from that day on. The biggest problem
was that the rear cylinders were situated under the driving
cab.This in turn caused the cab floor to get very hot. For the
driver and fireman this was okay on a cold West Coast day,
but unbearable in the summer. The crew used to lay sleepers
on the floor so they would not burn their feet. I know this as
my late grandfather worked on the EBR and often saw the
Garratts on the North-East Dundas line. Additionally, the use
of compounding was only ever used on one other Garratt —
for Burma in 1927. All others were built as simple engines
with the cylinders at the outer ends, which also solved the
‘hot floor’ problem. The two main railways in Zeehan (the

EBR, and the TGR on 2ft and 3ft 6in) often associated with
each other — indeed they needed to as they shared the one
central railway station and goods yard.

The two K-class Garratts often hauled trains of between 120
and 150 tons from Williamsford to Zeehan carting ore from
the Hercules Mine, which was up on the mountain that was
reached by a haulage (see my reminiscences in LR261). They
also hauled from other mines on the field. This was the way
till the mining boom was over and it started to decline, but the
Garratts were still working along with other two-foot rolling
stock. By 1929 the gloss had gone, plus the EZ Company,
that owned the Hercules Mine had plans to erect an aerial
ropeway between Williamsford and Rosebery and this took
the trade away from the North-East Dundas line.

In about 1932, with mileage of 8000 on Kl and 10,000
on K2, both locomotives plus the other rolling stock of the
two-foot gauge had been sold off or put in storage. I never
saw two Garratts together but I found out later that KI’s boiler
had been scrapped and cut up and it was a composite loco
that was sent to England. Over time one engine had been
cannibalised to keep the other going so it was K2’s boiler and
cradle, together with K1’s engine units that went overseas and
was re-numbered K1. The composite locomotive (now known
as Kl) was sent back to the Beyer, Peacock Ltd works near
Manchester in England. The company restored her externally
and put her on display at its locomotive works. Later, when
Beyer Peacock closed down, KI was sold to the Festiniog
Railway who lent it to the National Railway Museum in York
until in 1995 it was transferred to Porthmadoc in Wales for
the Welsh Highland Railway (Rheilffordd Eryri). This railway
is set in hilly North Wales and is a huge tourist attraction, so
following full restoration Kl was enjoying a new life miles
away from Zeehan.

Beyer, Peacock and Co Ltd, having never built an articulated locomotive, nor a 2ft-gauge locomotive, developed Herbert William Garratt’s idea
and then built a pair of 2ft-gauge articulateds, the forerunners of hundreds of Garratts around the world. Costing around £ 6500, the two
engines were tested in mid-September on a specially laid ‘corkscrew’ track at the Gorton works, and then shipped to Hobart on the RMS Ionic,
arriving on 27 October 1909. One presumes the TGR inspected the packages in Hobart as the first loco did not arrive in Zeehan until 1
December. K1 was assembled during December and steamed on 7 January 1910 for a run on the Comstock Tramway. (K2 was erected during
January/February.) Here we see K1 ready for its trial run to Williamsford on 12 January 1910, a mild and sunny West Coast day. The
TGR’s General Manager, Engineer for Existing Lines, Chief Mechanical Engineer plus other officials, travelled up from Hobart especially for
the trial; James Stitling, the EBR’s General Manager came along for a look as well. Photo: Henry W Judd, Tasmanian Mail 22 Jan 1910
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God’s own articulated locomotive, a K-class Garratt pauses at Kapi Siding, about 8%z miles from Zeehan, with a string of ore trucks heading
for the smelters south of the town. With the original paintwork lining still apparent and carrying its original ‘Phos’ patent acetylene headlight,
one suspects this photo dates from around the time of the Great War. Photo: W H King, Tasmanian Libraries LPIC147-6-20
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In 2019 Kl was transferred to the Statfold Barn Railway
in England on a 10-year loan. The loco again needs boiler
attention and is not really powerful enough for the lengthy
WHR trains and is again under restoration. Why don’t they
send it back to Tasmania where it belongs and re-build the
NE Dundas line? What a tourist attraction that would make!

(For a more detailed list of disposals of NEDT locomotives
and rolling stock, readers may wish to refer to a letter from
Mr Ralph Proctor in Light Railways 148, August 1999 — Ed.)

EBR 3ft 6in-gauge Beyer-Garratts

The next railway to run Garratts to Zeehan was the Emu Bay
Railway (EBR) that once had three of these large locomotives.
These Garratts were obtained by the railway for the purpose
of moving the concentrate ore from the Electrolytic Zinc
Company (EZ Co.) mines at Rosebery for at the time the
company was in the middle of the development of a processing
mill and other construction and wanted locomotives that had
the power to move the concentrates. At the time the company
had huge plans for Rosebery and the railway did not have
suitable locomotives to move the ore concentrates expected
from future production. The EBR’ largest locomotives at
the time were four 4-8-0 tender engines, three from Diibs &
Co, Glasgow and one built by Diibs’ successor, North British
Locomotive Co.

An agreement between the EZ Company and EBR was
reached concerning the transport of the concentrates to Burnie.
The EZ Co duly placed an order with Beyer, Peacock and
Company Limited, at its Gorton Foundry near Manchester for
three locomotives, these being builders numbers 6580, 6581
and 6582 of 1929.The wheel arrangement was 4-8-2+2-8-4
and they were given EBR numbers of 12, 13 and 14. The

design was a copy of some Garratts built the previous year
for the metre-gauge Kenya-Uganda Railway. They were to be
capable of supplying a minimum of about 1000 tons a week to
the Burnie wharf to be then transported by ship to the Zinc
Company at Risdon near Hobart, plus 200 tons to the smelters
at Zeehan. As the EBR was in financial difficulties, the EZ
Company purchased the locomotives and leased them back to
the EBR on an agreement that they would be paid for over
15 years. The EBR believed that with mining at Rosebery on
the move, the railway’s finances would recover. Unfortunately,
no one had a crystal ball to see what the future held!

The locomotives duly arrived at Burnie on the ship MV
Port Alma in mid-February 1930 in knocked down form.
Each loco weighed 137 tons and had a total length of over
82 feet. The first one, No.12, was assembled within ten days
and given a trial run to Guildford on 2 March and proved a
success. On a second trial run, to Zeehan, it derailed between
Guildford and Bulgobac siding. Having finally got it back on
the line it continued southwards. Unfortunately, as it pulled
into the Zeehan Station it took the front edge off the station
verandah. Not bad for its second trial run! What a pity no one
took a photo of K1 and No.12 next to each other. After this
little adventure No.12 was put to work and the other two,
numbered 13 and 14 followed after being assembled. In early
April, No.12 was used on a well-patronised excursion train
to Rosebery — around 200 persons taking the opportunity.
According to one newspaper report “ . . . the Garratt locomotive
created a new record for speed on the line”” No.14 was given its first
trial run, to Guildford, on 28 August 1930. After this run it was
returned to the loco sheds and the boiler drained, all moving
parts were oiled and greased up and the Garratts were put into
storage. The Great Depression had affected EZ’s plans.

A brand-new Beyer-Garratt, EBR No.12 at Burnie station ready to depart. This is clearly an important occasion as evidenced by the assembled
personages and the presence of the EBR’s long-time general manager, James Stirling (in_flat cap, leaning out of cab window). Precise details are
lacking but Stirling’s presence leads one to believe that it is the first trial load of the newly-assembled Garratt. As such it may well be the 2nd
March 1930 when the big Garratt was taken to Guildford Junction (37%2 miles distant and over two thousand feet in elevation), and return.
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Above: Finally doing that for which it was bought. EBR’s No.13, purchased from Beyer, Peacock by the EZ Company in 1929, and
mothballed for six years due to the depression, finally got a chance to haul ore concentrates from Rosebery to Burnie in 1936. The next few
years leading up to the war were fairly good for the EBR, enabling some of the monies owing to EZ to be paid off. Our photo, taken on 3
February 1937, shows No.13, less than a year into its working life, at Primrose Siding, Rosebery and about head for Burnie. Those small
driving wheels, 3ft 7in in diameter, together with _four cylinders, 16%2in x 22in and a boiler pressure of 180 Ib/sq in., developed over 42,630 Ib
tractive effort — just the thing for hauling heavy ore trains on the EBR’ 61 Ib/yd rail. Photo: J L N Southern
Below: EBR No.12 has just over a year to go until its date with the scrapper’s torch. Assembled during the last ten days of February 1930,
No. 12 was first steamed at the end of the month, run around Burnie yard on 1 March and ran a trial to Guildford on 2 March. More testing
Sollowed including a trial to Zeehan on Sunday 9 March; the Burnie Advocate noting “The residents of Rosebery were scattered along the
line all through the district to admire the new locomotive, and exhibited great interest in its unusual appearance”. Such was the interest in
Burnie at the time, No.12 was used on a special Garratt excursion train to Rosebery on 6 April. Within a_few months it was starting six years’
hibernation, along with Nos 13 and 14. In our photo, taken on the twentieth of May, 1963 — a cool West Coast afternoon _finds No.12 doing
that for which it was bought — blasting out from Primrose with an ore concentrates’ train for Burnie.

Photo: Weston Langford, courtesy: www.westonlangford.com /images /photo /103027
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During this period metal prices were declining, which in turn
delayed developments at the EZ Company and at the end of
October 1930 the company dismissed 80 per cent of its work
force leaving only a skeleton crew working. This put the EBR
in another bind for now its freight revenue was dramatically cut
and it also took to retrenching some of its work force and cutting
costs by reducing wages by one-fifth. All three Beyer-Garratts
had been withdrawn, as there was not the tonnage out of the EZ
Company.The Garratts were only steamed once every six months
to keep them in working order. The little freight and mineral
cartage available was handled by one of the Diibs locomotives.

By 1935 the worst of the depression was over and things
picked up at the EZ Company. The mine works had been
completed under difficult conditions and it commenced
operations in February 1936.This in turn put the tonnage up
and the three Garratts that had been in storage were pulled
out and finally put to work again hauling concentrates from
Rosebery and other mines on the West Coast along with
freight. It was No.14 that had the honour of hauling the first
load of concentrates to Burnie, on 3 March 1936. Production
quickly increased — for the 1937 calendar year, the Garratts
hauled over 68,000 tons of concentrates to Burnie.

These three large and powerful Garratts worked the Emu
Bay line for many years carting concentrates, freight and even
did passenger duties on occasions. I saw them many a day, not
only in the yard but along the line. Years later when I was
working for the Public Works Department putting guide
posts on the Rosebery road over the Argent tunnel, between
Rosebery and Zeehan, I could hear them roaring up the valley

heading for the tunnel — they sounded marvelous. One never
forgets the sound with the noise echoing up through the valley.

After a long working life on the EBR, sadly No. 13 was
scrapped in May 1962. No.14 was scrapped in June 1964,
and No.12 was scrapped in September 1964. I could never
understand why one was not kept for preservation as other
steam locomotives with less history than these have been
saved and look less impressive. In my opinion they were the
ultimate steam locomotive in Tasmania. I later found out they
contained a lot of copper particularly in the fireboxes, and this
is where the scrap value was.

EBR 3ft 6in-gauge Australian Standard Garratts

Another Garratt class that visited Zechan was the ASG
(Australian Standard Garratt), also with a wheel arrangement
of 4-8-2+2-8-4. The ASG was built during the Second
World War as an emergency, as most 3ft 6in-gauge railways
in the country were running short of rolling stock due to the
demands of the war. They were built at various workshops
like Midland Junction, Islington, Newport and Clyde. They
disappeared from the 3ft 6in-gauge railways of WA, SA and
Queensland within a decade or so of the end of the war
because of unpopularity with crews, derailments and chronic
maintenance issues.

The first one was completed in September 1943 at the
Victorian Railways’ workshops at Newport and was given the
number G 1. As the Garratts came into use they had initial
favourable results for they had good pulling power and could
make a good speed. However, the icing soon melted off the cake

Stylish from all angles. EBR No.16 Burnie locomotive shed 28 January 1963 — a wonderful photograph inside a very clean shed at night.
The ASG was designed in Melbourne by the Commonwealth Land Transport Board under lead designer Frederick Mills, the WAGR CME
on secondment. The first rolled out of the shops just twelve months after design work started — a major achievement considering the more than 100
separate sub-contractors involved. The actual locomotives were assembled in WA, SA, Victoria and NSW. No.16 had been assembled at the SAR’s
Islington Workshops in Adelaide in August 1944. It quickly entered service with the Queensland Railways only to be withdrawn in September
1945, when the war ended. The EBR, sensing a bargain (and being cash-strapped) obtained G16 in 1950, did the necessary modifications
and put No.16 to work in mid-1952. Photo: Weston Langford www.westonlangford.com /images /photo/ 102483 (Colour changed to B&W)
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Primrose, near Rosebery, 28 January 1963. No.18 with a string of loaded ore concentrate wagons in tow, on a damp West Coast afternoon,
departing for Burnie. Emu Bay enginemen were divided as to which Garratt class they preferred — each had its good points but both classes were
hard yakka for the firemen! Amongst the visible modifications made by the EBR, the ‘hungry boards’ on the bunker, and the large sandboxes and
ladders on the front tank are the most obvious. But underneath and out of sight, a good deal of frame strengthening was carried out along with
dozens of other modifications. It is unfortunate that they were designed and built in great haste but when the enemy is heading towards your shores
speed is of the essence. Just one loco survives, G33, ex-Fyansford, currently being restored at Queenscliff on the Bellarine Peninsula Railway.

Photo: Weston Langford www.westonlangford.com /images /photo/ 102467

as complaints started to come forth. This was due to various
design faults, poor workmanship and high coal consumption.
Most of the time, under heavy loads, they needed two firemen to
keep up the pace and later some crews refused to work on them.
The Queensland Railways withdrew all the ASGs from its
system by 1949.The TGR, with 20 ASGs, had more success
after certain modifications were carried out but by the late
1950s they were withdrawn and remained in storage at Conara
Junction till the mid-1960s to be then cut up for scrap.

After the war the EBR recorded increased freight along with
passenger traffic. Additionally, the new paper mill at Burnie
was increasing production and wished to transport logs. This
put a strain on the existing rolling stock. Production had also
increased at the EZ mine at Rosebery. This put the railway in
an awkward situation for it never had the capital to purchase
new rolling stock. Seeking a solution, the EBR inspected and
purchased two ASGs that had been in storage with several
others at Rocklea Siding in Queensland. The inspection took
place and the EBR took an interest in three of the 15 in
storage. Once the deal was struck G16, G23 and G24 were
earmarked but in the end G24 was not accepted due to the
price — the EBR, not having the finance to cover the cost of
three locomotives. The two that made the deal were slightly
modified and arrived at Hobart in mid-September 1950.

It seems the two Garratts were landed at Hobart for they
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could not be unloaded at Burnie at the time due to their
85-foot length, which implies they had been shipped in one
piece. They were unloaded at the Hobart wharf, dismantled,
and loaded onto TGR flat trucks. It was then found that the
boilers would not fit through Rhyndaston tunnel and had to
be transported by road to Launceston, then railed to Burnie.
Why they weren’t simply towed from Hobart to Burnie, in an
assembled state, is a mystery! Following further modifications
at Burnie, No.16 was steamed in mid-November 1951 and
entered service in July 1952. No.17 followed in September
1953.The various modifications are thought to have increased
their weight from 119 tons to about 127 tons.

Both of these Garratts served the EBR for a number of
years and had to be well maintained. Over time EBR had five
ASGs — 16 and 17, followed by G17 (which became EBR 18),
then G25 from the Tasmanian Railways (EBR 20) and finally
G12, also from the TGR (EBR 20A).In 1962 No.20 derailed
and was written off and replaced by No.20A later in that year.
20A, and 18 were scrapped in 1964, whilst 16 and 17 were
scrapped in 1966.

The Burnie accident

The reason why EBR No. 20 was written off in 1962 was
because on 20 February of that year this Garratt had a most
spectacular accident after midnight as it got away on the return
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trip to Burnie with a load of concentrates from Rosebery.
The Garratt suffered a brake failure on the steep grade into
Burnie. It left the tracks with the trucks following down
the embankment. The driver and fireman sustained minor
injuries but the ASG was later written off. This is one of many
derailments and accidents that the EBR had over the years.
No.20 had only been purchased in 1961. Traffic demands
required another loco and it was replaced by ex-TGR G12,
which became No. 20A on the EBR roster.

This was the second time an accident happened on the
incline into Burnie. In July 1950 a Beyer, Peacock Garratt
derailed and turned over near Brooklyn Crossing, dragging 18
trucks with it. None of the crew were hurt but a few trucks
were wrecked. The Garratt was later repaired and put back in
service.

The Emu Bay Railway’s ASGs were the last to run on any
railway as a class though one loco at Fyansford cement works
in Victoria remained on standby until 1966. Their reputation
helped to give them a short life as far as steam locomotives go
but the Emu Bay persevered with them and they remained in
service until overshadowed by the diesels. Many enginemen
on the EBR claimed them to be the railway’s best locomotives.

Editor’s Notes: Captioning and additional background research:
Phil Rickard.

It is ironic that all three classes of Garratts for the West
Coast were ordered in expectation of increased traffic. The
NEDT’s K-class in anticipation of increased ore traffic from
the Hercules mine at Williamsford; the EBR’s 12, 13 and 14
in anticipation of new traffic in ore concentrates from EZ’s
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Rosebery mine, and the ASGs in anticipation of log traftic for
the new paper mill in Burnie. All incurred delays in entering
normal traffic — indeed the log traffic never came and the
ASGs essentially replaced the ageing Beyer-Garratts.
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Below: In the early 1960s, the West Coast of Tasmania was a
Sfavourite destination of mainland railfans, cognisant that the use of
steam on the Emu Bay Railway and the Mount Lyell Abt rack
railway were not going to last for much longer. An added attraction on
the EBR was the use of Australian Standard Garratts. Where once
there had been 57 of these wartime locomotives on six railways, by
the early Sixties there were just four left in service, all on the EBR.
Fortunately for us, Weston Langford made several visits to the Apple
Isle to record for posterity rail operations on the West Coast before
they changed forever. Here we see No.18 on a Burnie-bound ore
concentrates’ train near the 50 Miles. 28 Jan1963. Photo: Weston
Langford www.westonlangford.com/images /photo/ 102474
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South Australian miscellany

South Australia had a wealth of light railways across the State.  Museum (NRM) in Port Adelaide. Below is a small sample
The former convener of the SA Group of the LRRSA, thelate  of some of the many light railways used on various activities
Arnold Lockyer, had an extensive collection of photographs  throughout the State. We gratefully acknowledge the NRM
and records of light railways across South Australia, which has  for the images. Any comments or further information from
now been digitised and is managed by the National Railway  readers are welcome.
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1. Kangaroo Island

Kangaroo Island’s longest railway was constructed by the Commonwealth Salt Refining Co. It was of 2 ft 6 in gauge, about nine kilometres
long, was finished in February 1910 and was initially operated by horses In 1930 the Australian Salt Company took over operations. Until
1938 the main motive power was a pair of Kerr, Stuart 0-4-2Ts. Here we see KS B/n 1053 of 1909, known as Fanny, in the 1930s at
Salt Lake, the location of the crystallisers and refinery. The locomotive is waiting at the sheds with a load of bagged salt prior to departing for the
Jjetty at Muston. Note the stockpile of prepared salt in the open at the front of the locomotive. Photo from the NRM, Arnold Lockyer collection —
courtesy Jeremy Wainwright

2. Kangaroo Island

In 1938, a Day’s Engineering
0-4-0 kerosene locomotive was
introduced. Our photo, dated 1948,
shows the Day’s locomotive, minus
its original all-over roof; coming out
of the store shed at the Salt Lake
refinery with a load of bagged salt,
presumably heading for the jetty at
Muston. The entire operation was
closed in 1954. Readers wanting
to know more of these interesting
operations are referred to Light
Railways No.117 (free  pdf
available at www.lrrsa.org.au ) for
a pair of complementary articles by
Norman Houghton and the late
Arnold Lockyer. Photo from the
NRM, Arnold Lockyer collection
— courtesy Miss N Scherer.
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3. Lead Smelters at Port Pirie

At Port Pirie a lead and zinc smelter was established in 1889 and was developed to become one of the largest in Australia. In 1915 the
smelter was taken over by the Broken Hill Associated Smelters Co Ltd (BHAS) and an extensive railway system was developed. This undated
view shows 3 ft 6 in-gauge Andrew Barclay and Sons 0-6-0 tank locomotive Peronne, (B/n 1545 of 1918), that was one of five operated
by the BHAS on shunting duties at the smelters. This locomotive is now preserved in working order at the National Railway Museum in Port
Adelaide. A sister locomotive, Pozieres, is in working order at Queenscliff, Victoria on the Bellarine Railway, whilst Passchendaele and Port Pirie
are both in static preservation in S.A. Photo from the Arnold Lockyer collection - Photo — BHAS Co Ltd courtesy David Mack

4. Mount Bold dam construction

The Mount Bold reservoir is the largest water storage in SA and is located on the Onkaparinga River, 23km south of Adelaide. The reservoir
took six years to build between 1932 and 1938, the head contractors being Essery and Cartledge Pty Ltd. During construction several tramways
was used across the site. The longest line was about one km in length, from a crushing plant run by Linwood Quarries, to the concrete mixing plant.
This view shows a train of crushed rock arriving at the latter site. Note the presence of a horse, possibly for shunting purposes. The locomotive,
probably of 3 ft gauge, is an 0-4-0 that bears many of the hallmarks to those built by Day’s Engineering, South Melbourne, though some sources
say it was built by Linwood themselves. A low resolution copy appeared in LR130, October 1995 in an article ‘Mount Bold Dam Tramway’
by “Vic Harbour”. Any further information would be welcome. Photo from the Arnold Lockyer collection — Photo SA EW & S Department
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Light Railways 276 — a milestone ...

This edition of Light Railways marks the milestone of having
the same number of editions of the magazine in A4 format as
all of the previous formats.

‘Whilst this may not be significant to many, it is significant
in the history and development of the Society and the
magazine since they were both first established in 1961. The
milestone also validates the decision by the LRRSA Council
in 1997 when it made the very brave strategic decision to
combine two magazines (Light Railways and Light Railways
News), produce a commercially designed format and make the
magazine available in newsagents across the country. The rest,
as they say, is history as the magazine continues to go from
strength to strength and is currently thriving in a market that
continues to shrink.

Early editions were produced on stencils and printed on an
1890s Gestetner flat-bed duplicator. The page size was 8 x 13
inches. The next phase was with hand drawn covers and a page
size of 6.5 x 8 inches. Then the Society’s entire funds were
invested in a second-hand rotary duplicator, and inserts of offset
printed pages containing photographs were used. In 1968 (from
LR 26 onwards) the quality improved markedly by using offset
printing and then later even further with art quality paper. The
next 110 or so editions were all offset printed and from LR 45
measured 6.5 x 9 inches. PDF copies of all the early editions
(and indeed all of them up to LR 262) are available on the
Society website free of charge and readers are encouraged to
have a look and download them for further reading.

In 1977, following an offer from John Browning, Light
Railway News commenced publication as a separate booklet
from Light Railways and contained details of what is essentially
now Industrial Railways News and the Heritage and Tourist
sections of the current day LR. This publication was sent to
members together with LR and continued until 1997 when
it was merged back into LR.

In 1997 membership was steadily falling, and it was
considered that for the future of the Society something needed
to be done to change things. At the national conference of
the Society in Sydney in 1997 plans for the new A4 LR to
incorporate LRN were hatched. The plan was for a “new
look” and more up market magazine that would incorporate
the historical articles together with IRN and H&T, all in the
one magazine. Also, for the first time, LR would be sold in
newsagents. The new Editor was Bruce Belbin who was ably
assisted by both Bob McKillop and John Browning.

LR No. 139 was published in February 1998 and the
new magazine was readily accepted by both the LRRSA
membership — which almost doubled in numbers — and many
new readers who purchased it at their local newsagents.

We have now reached edition number 276 and the magazine
is still going strong. So, we have now published 138 copies of
the new A4 size — exactly the same number as all the other
early versions combined.

Well done to all those involved in the production of the
magazine over the years.

26 For reproduction, please contact the Society
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Industrial Railway

NEWS

Please send contributions to:

Industrial Railway News Editor, Christopher Hart
15 Dalrymple St, Ingham, QLD 4850

Phone: (07) 47766294

e-mail: industrial@Irrsa.org.au

Special thanks to contributors to the Sugar
Cane Trains/Navvy Pics 2ft Facebook page.

QUEENSLAND

Note that the various mills and their railways are
now listed geographically below from north to
south.

FAR NORTHERN MILLING PTY LTD,
Mossman Mill

(see LR 275 p.20)

610 mm gauge

On 27 August, during a mill maintenance period,
the bridge gang took Com-Eng 0-6-0DH Mossman

(B1719 of 1957) out to the South Mossman
River bridge to carry out some remedial work
following a derailment there a few days before.
On the same day, Clyde 0-6-0DH Habana (60-
215 of 1960) was spare alongside the loco shed
while cabless Clyde 0-6-0DH Marian 11 (56-104
of 1956) was parked behind the shed. On 16
September, Com-Eng 0-6-0DH multi-unit locos
Faughy (AL4190 of 1965) and Douglas (AL2562
of 1963) with a rake of fulls was involved in
a level crossing collision with an apparently
stationary truck in the centre of Mossman. Both
locos and a number of cane bins were derailed
with the locos being spun around more than 90
degrees. Faughy took the brunt of the collision
and sustained damage to its hood and cooling
system. After rerailing, it was towed away by
EM Baldwin B-B DH Daintree (7303.1 7.77 of
1977). Douglas was seen working by itself on
28 September. Anichs wooden road rail bridge
is to be replaced with a new single lane road
rail bridge load rated at 44 tonnes. Half the cost
will be funded under the Australian Government
Bridges Renewal Program.

John Browning 8/20; Fab FM Radio 90.9 & 107.1
16/9/2020; Newsport 16/9/2020, 30/9/2020;
Chris Neilan 9/20; Gregorio Bortolussi 9/20

MSF SUGAR LTD, Mulgrave Mill

(see LR 275 p.20)

610 mm gauge

Hambledon Mill 6 wheeled brake wagon 11 (built
using the frame of Baguley 2514 in 1990) has
had extra steel plates added to the headstocks.
EM Baldwin 0-6-0DH 11 Maitland (4413.2 8.72
of 1972) and Clyde 0-6-0DH 16 Kamma (56-96
of 1956) have had Allison transmissions fitted

at some time. The latter has had its number
painted on the front and rear ends as has Com-
Eng 0-6-0DH 9 Meerawa (FC3473 of 1964). The
cab on 16 Kamma was originally fitted to Com-
Eng 0-6-0DH 17 Deeral (AD1453 of 1962). Clyde
0-6-0DH 18 Barron (64-379 of 1964) was based
at the Redlynch Depot while Clyde 0-6-0DH 13
Hambledon (64-316 of 1964) which had suffered
an axle breakage, was being repaired at the mill.
The latter returned to Redlynch on 16 September.
Com-Eng 0-6-0DH 3 (A1003 of 1955) is said to
be destined for the Atherton-Herberton Historic
Railway. On 16 September, the short branch
across Peets bridge was observed to be out of use
with a concrete block placed on the line just past
the junction points. Beyond the junction, the Little
Mulgrave line terminates nearby at Poppis Loop.
The Little Mulgrave line is intact beyond this but
not in use. There are truck dump sidings at Frizzo
and Singh. The northern line beyond Redlynch
appears to now terminate on the southern side of
the Cook Highway underpass.

John Browning 8/20; Gregorio Bortolussi 8/20;
Carl Millington 9/20; Mick Brianese 9/20; Chris
Stephens 9/20; Andrew Sues 9/20; Iron John
Woodrow 9/20

MSF SUGAR LTD, South Johnstone Mill
(see LR 275 p.20)

610 mm gauge

Locomatives based at Silkwood on 25 August
were Com-Eng 0-6-0DH multi-unit locos 6 (C2234
of 1959) and 7 (AD1239 of 1960) and 1 (A1821 of
1957) and 10 (A2027 of 1958) but on 28 August,
1 and 10 were back at the mill. Clyde 0-6-0DH
12 (55-60 of 1955) was working on the line to
the south of the “Silver Bridge” on 25 August

South Johnstone Mill's Com-Eng 0-6-0DH multi-unit locos 4 (AD1138 of 1960) and 5 (AH2460 of 1962) run light loco over the Russell River bridge on 28 August.
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although it was in the mill yard the next day.
Clyde 0-6-0DH 14 (63-288 of 1963) is stationed at
Mopo in the Babinda area and marshals together
loads destined for both South Johnstone and
Mulgrave Mills although on 28 August, Com-Eng
0-6-0DH multi-unit locos 4 (AD1138 of 1960) and
5 (AH2460 of 1962) left a load gathered from the
Mirrawinni area at James Loop for collection by
a Mulgrave loco. Sometime this year, Clyde 0-6-
ODH 13 (59-203 of 1959) was stripped and the
remains were seen dumped on mill grounds near
the “silver bridge” in mid September. It has been
stripped down to the bare frame with just the
front end of the hood remaining above footplate
level. Apparently, it had not been in a fit state to
run for over a decade. Some ex Moreton Mill 4
tonne bins are still in use here along with others
that were new built to the Moreton design. Late
in August, the Japoon Range section of the old
South Johnstone main line was observed to be
intact but appeared disused.

John Browning 8/20; Jason Sou 9/20; Carl Millington
9/20; Gregorio Bortolussi 9/20; Bill Horton 9/20

TULLY SUGARLTD

(see LR 274 p.38)

610 mm gauge

Com-Eng 0-6-0DH multi-unit locos 10 (AD1341
of 1960) and 14 (AK2663 of 1963) are in regular
use standing in for the Walkers B-B DH locos
when one is being serviced or is out of action.
Supposedly, none of the other Com-Eng locos
are on regular cane hauling duties yet 0-6-0DH
multi-unit locos 11 (AD1347 of 1960) and 16
(AH4484 of 1964) had been fitted with Willison
couplers by 5 October. Com-Eng 0-6-0DH 17
(AH52100 of 1966) is now out of use, being
replaced on navvy duties by Com-Eng 0-6-0DH
18 (A0B0113 of 1977). 17 along with Com-Eng
0-6-0DH multi-unit locos 12 (AD1351 of 1961)
and 15 (AK3574 of 1964) were seen stored in
the mill yard on 25 August and 19 September.
18 was seen with the herbicide spraying unit at
0Old Loop on the line to El Arish on 28 September.
The Plasser KMX-12T tamping machine (433 of
1997) was at the El Arish Depot with one of
its bogies removed in late August and by mid
September, both had been removed. EM Baldwin
0-4-0DH 2 (6/1082.2 2.65 of 1965) was seen
parked next to Rockingham Road in the Euramo
area on 28 September. It was coupled to a 4
wheeled flat truck which was being used to
move the Shifang Railway-Helper Machinery Co.
XYD-2 NTO spot tamping machine (109 of 2012)
from job to job. EM Baldwin 0-4-0DH 3 (6/1082.1
2.65 of 1965) was in the navvy area at the mill on
19 September. The frame of Walkers B-B DH (586
of 1968) was seen in the loco shed on 25 August
and 17 September. This loco was originally
Queensland Railways DH4 and has been stored
at the mill since purchase from Mackay Sugar in
2009. The Willison couplers on Walkers B-B DH
locos 3 (643 of 1970 rebuilt Tully Mill 2013), 4
(622 of 1969 rebuilt Walkers 1996) and 5 (650 of
1969 rebuilt Walkers 1993) had been converted
to pneumatic operation by 5 October.

John Browning 8/20; Luke Horniblow 9/20; Carl
Millington 9/20; Robert Shepherd 9/20
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Top: Mossman Mill's Com-Eng 0-6-0DH Douglas (AL2562 of 1963) running solo at Nolis Loop on 28
September while its multi-unit partner Com-Eng 0-6-0DH Faughy (AL4190 of 1965) is out of action.
Photo: Gregorio Bortolussi Centre: South Johnstone Mill's Clyde 0-6-0DH 14 (63-288 of 1963) pulls a
rake of fulls out of the siding at Lloyd Road, Mirriwinni on 25 September. Photo: Gregorio Bortolussi
Above: Tully Mill's EM Baldwin 0-4-0DH 2 (6/1082.2 2.65 of 1965) and Shifang Railway-Helper Machinery
Co. XYD-2 NTO tamping machine (109 of 2012) stowed beside Rockingham Road, Euramo on 28
September. Photo: Luke Horniblow
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Macknade Mill's EM Baldwin B-B DH Darwin (6171.1 9.75 of 1975) and Com-Eng 4 wheeled brake wagon 1 (PA101 of 1967) pose for the photographer on
the bridge over the Herbert River near the mill on 20 September. Photo: Luke Horniblow

WILMAR SUGAR (HERBERT) PTY LTD,
Herbert River Mills

(see LR 275 p.20)

610 mm gauge

From 23 August, EM Baldwin B-B DH Rynne(5423.1
9.74 of 1974 rebuilt N+P 2009) and EM Baldwin 6
wheeled brake wagon 2 (7065.5 6.77 of 1977) took
over the running of the Victoria Mill sugar train
from Walkers B-B DH Clem H.McComiskie (605
of 1969 rebuilt Walkers 1991) and EM Baldwin
6 wheeled brake wagon 3 (4692.1 4.73 of 1973).
The Clem H.McComiskie has transferred onto
cane runs at Victoria. New sugar bin frames began
appearing at Macknade Mill early in October.
Editor 8/20, 10/20

Macknade Mill's EM Baldwin 0-6-ODH Hobart (4413.1 7.72 of 1972) heads out past the mill golf

course on 31 August. Photo: John Browning
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WILMAR SUGAR (INVICTA) PTY LTD,
Invicta Mill, Giru

(see LR 275 p.22)

610 mm gauge

The Invicta Mill 0-6-0 brake wagon of 1985 (ex
ComEng C1015 of 1957) that previously ran with
Walkers B-B DH, the old Jarvisfield (601 of 1969
rebuilt Tulk Goninan 1994), is now paired with
Walkers B-B DH Clare (655 of 1970 rebuilt Tulk
Goninan 1995) and carries a nameplate to that
effect. In late August, seven gray painted bogie
ballast wagons with hydraulically operated
doors were noted parked in the siding at the
old Clare navvy depot, together with a ballast
plough that incorporates the hydraulic pump for

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

operating the ballast wagon doors. The Bruce
Highway is being raised across the Haughton
River floodplain and road overpasses are
under construction over the main line and the
Shirbourne line to replace the existing level
crossings. Because of the extensive sandalwood
plantings in the area, the last section of the
Dalbeg line beyond the reversing triangle,
including Dalbeg 4 siding, has been removed.
John Browning 8/20, 9/20

WILMAR SUGAR PTY LTD,

Pioneer Mill, Brandon

(see LR 275 p.22)

1067 mm gauge

The area that was once Pioneer Sugar
Mill's cattle stud is where decommissioned
locomotives and those awaiting rebuilding have
been stored. Com-Eng 0-6-0DH locos Oakenden
(FB3169 of 1963) and D8 (FC3777 of 1964),
Clyde 0-6-0DH 11 (65-383 if 1965) and Walkers
B-B DH locos 7309 (668 of 1971), 7336 (698 of
1972) and MA1861 (713 of 1973) were noted
here late in August. “The Stud” is now to be the
base for the navvies and these locomotives are
expected to be moved to a new storage area
close to the mill workshops where Clyde 0-6-
0DH D1 (56-101 of 1956) had been placed on
its arrival from Plane Creek Mill. Four 40 tonne
Walkers B-B DH locos are to be rebuilt in the
Pioneer Mill workshops to enter service in the
2021 season. 7347 (709 of 1973), DH22 (604 of
1969) and the ex-Jarvisfield (601 of 1969) were
in the workshops and will become Jourama
for Victoria Mill and Kilrie and Rita Island for
Invicta Mill respectively. The frame of the ex-
Scott (669 of 1971) was outside the workshop
and will become the Cairns for Victoria Mill.
Late in August, all the mill's Clyde locomotives
were noted in use.

John Browning 8/20, 9/20
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WILMAR SUGAR (KALAMIA) PTY LTD,
Kalamia Mill

(see LR 275 p.22)

610 mm gauge and 610+1067 mm dual gauge
On 23 August, Com-Eng 0-6-0DH Kalamia (A1409
of 1955) which has been stored out of use for many
years, was seen to have been gutted with the hood
completely removed. Missing also were the rods
and some of the cranks. The Gardner 8L\WW motor
has been obtained by a local and was being fitted
to a home built road vehicle in October. The new
motor in Westfalia B-B DH Strathalbyn (13863.1
8.91 of 1991) is an MTU 2000, a replacement of
the same type that was previously in there. 1067
mm gauge Walkers B-B DH 5803 (682 of 1972) is
stabled near the sugar loading area and used for
positioning molasses tankers. Cut down bins with
the wheelsets welded or chained up are used to
brake rakes of empty bins at sidings, removing
the need for the rake to be re chocked each time
empty bins are taken for filling. The cut-down bin
at Airdale 4 has been given a “Thomas” identity.
John Browning 8/20; Lee Cannavan 10/20;
Kieran Koppen 9/20

WILMAR SUGAR PTY LTD,

Inkerman Mill, Home Hill

(see LR 274 p.40)

610 mm gauge

Late in August, EM Baldwin 0-68-0DH Carstairs
(6/2715.1 9.68 of 1968) was confined to the loco
shed while Com-Eng 0-6-0DH A/ma (FE56110 of
1975) was still stored in the mill yard.

John Browning 8/20

Kalamia Mill's EM Baldwin B-B DH Burdekin (10215.1 7.82 of 1982) about to traverse a sinuous level
crossing on the dual gauge Airdale line on 15 August. Photo: Luke Horniblow

WILMAR SUGAR (PROSERPINE) PTY LTD,
Proserpine Mill

(see LR 275 p.22)

610 mm gauge

On 20 August, newly rebuilt EM Baldwin
B-B DH 9 (6626.1 7.76 of 1976) was noted in
service. It is similar to EM Baldwin B-B DH

10 (9816.1 10.81 of 1981), rebuilt in 2019 but
the cab incorporates more glass with a single
windscreen facing forward and a window in the
lower section of the cab doors. Clyde 0-6-0DH 5
Canberra (65-433 of 1965) was seen at Foxdale
early in September.

John Browning 8/20; Bruce Baker 9/20

EM Baldwin B-B DH 9(6626.1 7.76 of 1976) on Proserpine Mill's Kelsey Creek line with a rake of fulls from Mau siding on 13 September. Photo: Luke Horniblow
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Eimco B-B DH Farleigh (L254 of 1990) approaches Marian Mill from Mirani on 9 September. Photo: Carl Millington

MACKAY SUGAR LTD, Mackay mills

(see LR 275 p.23)

610 mm gauge

The old link from the Racecourse main line to
the former Pleystowe Peri line along Stockroute
Road has been erased by the new Mackay Ring
Road built over its alignment and replaced by a
new link which junctions from the Racecourse
line at Schmidtke's Road. After completion of the
new link, the first rake of bins was delivered by
a Racecourse Mill Clyde 0-6-0DH on 13 August.
By September, Clyde 0-6-0DH St.Helens (61-
234 of 1961) had joined the roster of locos
working out of the Pleystowe loco shed. Early
in September, locomotives securely stored at
North Eton were as previously reported with
the exception that Walkers B-B DH 7304 (663
of 1970) has gone, presumably scrapped after
its bogies were removed in 2016. Parked in a
siding at North Eton was Com-Eng 0-6-0DH,
the former 25 Eton (FB3170 of 1963) with a rake
of loaded ballast wagons. The two Plasser rail
jack units (226 of 1980 and 256 of 1982) were
noted lying derelict at Marian Mill. The Plasser
PBR-201 ballast regulator ex BREG3 (431 of
1997) was noted parked up at Chelona Loop on 4
September. The construction of the Walkerston
bypass road has caused the realignment of the
line between Palmyra 7 and the Walkerston
Homebush Road. Construction commenced late
in September.

Mackay Sugar 8/20; John Browning 9/20, 10/20;
Steven Jesser 10/20

LIGHT RAILWAYS 276 DECEMBER 2020

WILMAR SUGAR (PLANE CREEK) PTY LTD,
Plane Creek Mill, Sarina

(see LR 275 p.23)

610 mm gauge

The new bogie brake wagon built by Proserpine
Mill this year has been numbered 1 and is paired
up with Walkers B-B DH Allan Page QR1 (594
of 1968 rebuilt Bundaberg Foundry 1995). The
former 1, an Anderson Rea bogie brake wagon
(20/7/95 of 1995), has been renumbered 4 and is
paired up with Walkers B-B DH Carmila QR4 (676
of 1971 rebuilt Bundaberg Foundry 1996). The ex
Victoria Mill Chinese built bogie brake wagon
built in 2015 is said to be numbered 5. Seen at
the mill on 3 September were 8 x Herbert 8 tonne
bins, the Plasser KMX-08 tamping machine (415
of 1995) and the Plasser TC50 line car (built in
1982). The bins have had railings fitted to the top
of each side, probably to fit more snugly in the
tippler.

John Browning 8/20; Bruce Hills 8/20; Anthony
Morris 8/20; Peter Canning 8/20; Carl Millington
9/20

BUNDABERG SUGAR LTD, Bingera Mill
(see LR 275 p.23)

610 mm gauge

Com-Eng 0-6-0DH Sharon(A1935 of 1959) was in
the back of the loco shed at the Fairymead Depot
on 18 August and looking out of use. Fairymead
based Bundaberg Foundry B-B DH Booyan (001
of 1991) hit a cow early in September, putting
it out of action for some time. Its place at the
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Fairymead Depot was taken by EM Baldwin B-B
DH Miara (8988.1 6.80 of 1980) with reserve
loco EM Baldwin 0-6-0DH Manoo (3875.1 7.71
of 1971) being pressed into service at the mill
to at least the end of September. EM Baldwin
B-B DH Fairydale(100048.1 6.82 of 1982) was on
loan from Millaquin Mill by 5 October and based
at the Fairymead Depot. At 4pm on 17 August,
Com-Eng 0-6-0DH /nvicta (A1513 of 1956) was
noted on the Mcllwraith side of Church Bridge
and Com-Eng 0-6-0DH Burnett on the Wallaville
side. After parking up /nvicta in Church Loop,
the loco crew boarded Burnett (AH2967 of
1963), which made its way back to Wallaville
light engine. /nvicta was seen again at Church
Loop on 5 September but by late September, it
was back at the mill, leaving just Burnett based
at the Wallaville Depot. This is contrary to
the practice of many years standing of having
two locos based at Wallaville. A car and train
collided at Raines Road bet