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Alan Parkinson has submitted an additional article to cover
his railway career, this time describing the role of the teams
responsible for attending railway accidents, the equipment they
used and the specific accidents in which he was responsible
for supervising the recovery effort between 1965 and 1992. A
number of these, including the Granville disaster in January
1977, involved fatalities. The article is illustrated with images
from Alan’s collection and some from his colleague Brian
Arndell.

Rod Milne’s account of the cross-country line from Katanning
to Donnybrook concludes this month. Part 2 covers the
changes in locomotives and train operations over the years,
winding-up with the closure of the line. The section between
Katanning and Boyup Brook closed in June 1982, but the
remainder to Donnybrook continued for seasonal traffic until
15 July 1987. The article concludes with a brief account of the
heritage railway operations and museums that remain today.
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Brian Woolley submitted the previously unpublished and
amusing account of the September 1974 tour undertaken by
members of the then NSW Rail Transport Museum to explore
the various branch lines of the Cootamundra District written
by the late John Youngman. It is illustrated by photos taken by
Brian during the tour.

Greg Blackwell presents the results of his research into the two
Coombing Park sidings or branches and the train operations to
uplift iron ore from the Coombing Park mine to the Lithgow
iron and steel works. The issue rounds off with readers’ letters.
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“something horrible was at the base of
her bed”. We entered her home to find
a buffer off an ‘S’ type wagon had gone
through her roof! How fortunate was
this lady!

Jack Goodwin arrived with the
Enfield accident gang around 09:00,
so we assessed the disaster scene. Jack
suggested we ‘toss a coin’ to determine
who would re-rail the wagons and
locomotive 4620. Naturally, Jack won
and his crew had more advanced MFD
equipment than mine.

In order to expedite the clearing
operation, I arranged with the Per Way
officials to install temporary points
in the refuge siding and build a track
out to the wreckage, while requesting
a more powerful locomotive to haul
each vehicle from the wreckage. An
AD60 Class Garratt locomotive arrived,
but this was not suitable for the task
as I needed a 45 Class diesel-electric
locomotive. Initially this was declined,
but after conferring with the CME, a 45
Class locomotive arrived and proved to
be most successful in this task.

After surveying the pile of wagons,

I could see that a mobile crane was
also needed. I contacted my old friend
Wilfred Jones, the Works Manager at
Clyde Wagon Works, as he had just
taken delivery of two new 20-ton
capacity mobile cranes. [ used the
excuse that the wagons were his and
the cranes arrived at 14:00 that day,
together with several semi-trailers. The
loading of the derailed wagons then
commenced, while the Enfield Gang
lifted locomotive 4620 and placed

a portable turntable underneath,
thereby enabling it to be moved and
placed on the temporary track prior to
its removal to Enfield in Sydney.

It is interesting to note that one of
these cranes found its way to the Valley
Heights Locomotive Depot some
15 years later. After that depot took
delivery of a new 30-ton crane, the old
mobile crane was transferred to the
Lithgow Depot.

During the second day of work at the
derailment scene it snowed during the
night. On returning to the site, [ found
that a water main had burst under the
weight of the train wreckage, so I was
greeted by the sight of snow covering
the wreck and water shooting skywards
in the centre. In all, it took ten days to
complete the clearing of the site.

Glenbrook, 16 January 1976
Around 23:00 on 16 January, [ received
a call from West Control to advise that
a freight train from Sydney hauled by
a 46 Class electric locomotive had run
into the rear of a four-car double-deck
interurban electric train just outside
the Glenbrook Tunnel.

Following the Wentworth Falls smash,
our breakdown gang had been supplied
with motor vehicles and more MFD
jacking equipment. We arrived on the
collision scene at 00:30 as access to
the site and the tunnel was easy. The
electric locomotive had completely
demolished the rear carriage of the four-
car interurban train, while a number
of four-wheel ‘S’ wagons had become
derailed, some of them in the tunnel.

Operating Trouble Officer Kevin
Chapman and members of the Enfield
breakdown crew arrived around 02:00.
With assistance by ambulance officers
and police, passengers on the inter-
urban train were taken to Glenbrook
Station for further treatment.

I'set about re-railing the vehicles in
the tunnel using the MFD equipment
to enable the freight train and dam-
aged locomotive to be removed from
the tunnel in a ‘wrong line movement’.

The leading vehicles of the freight
train had climbed onto the locomotive
buffers, while the rear carriage of the
inter-urban train was badly smashed.

It was strange that the locomotive rear
headlight, including the glass, was not
broken, although a mark had been made
on the lagging of an oil tank wagon.

With the freight train being pulled
back to Emu Plains, we set about plan-
ning how to handle the ‘crippled’ EMU
motor carriage. Several other senior offi-

POINT OF IMPA!

g

cers had arrived by this time, including
my superintendent, George Tolhurst
and the National Parks and Wild Life
superintendent. We decided to lift the
carriage over the brick wall adjacent to
the Down main line using MFD equip-
ment in order to avoid interference
with the overhead electric wiring. There
was a reasonably flat area on the other
side of the retaining wall to handle

the carriage, but prior to any move-
ment, the Way and Works Gang built
aretaining wall to prevent the carriage
plunging down the mountain side into
the river some 250 metres below.

Using the MFD jacks, the carriage
was lifted up. It was intended that the
bogies would remain on the track, but
the No. 1 bogie was jammed under the
crippled end of the carriage. As the car-
riage was lifted over the brick wall the
bogie went with it. It rolled twice due to
the added weight of the bogie and con-
tinued rolling down the mountain side
smashing all in its path. The 30-tonne
missile finally came to rest some 220
metres down the mountain side. The
bogie detached on the way down!

My supervisor asked: “What was the
nextsolution?” Isuggested climbing
down and stripping the carriage of elec-
trical equipment and seats. Continuing
my ‘suggestion’ I stated: “leave the
carriage there so it could be seen as a
‘Wildlife Motel” with birdlife upstairs
and snakes and similar wildlife below”.
The National Parks superintendent
failed to see humour in the suggestion
and responded: “You have 14 days to
clear it out of the National Park.”

Giving the challenge more thought,

I felt the Air Force could be asked to
make a large helicopter available to lift

CAR TELESCOPED HERE

An aerial photograph from the Daily Telegraph showing the extensive damage to power car
DCF 8004 outside Glenbrook Tunnel on 16 January 1976. ALAN PARKINSON COLLN.
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to cut up the steel frame for the bridge
and, once all the bodies had been
removed, he said: “The site is all yours
now” and walked away.

Evidently, the lack of clear direc-
tion on who was responsible for the
accident site went higher up the chain
of command, for just six weeks later
police rescue teams were sent to DELEC
Locomotive Depot at Enfield to gain
experience in how railway accident
equipment was operated. It needs to be
stated that on the ground, the police,
ambulance crews and fire brigade
worked tirelessly day and night to save
passengers and clear the wreckage of
this tragic accident.

Somehow, following the accident I
received a ‘Bravery Medal’ with Letters
of Commendation from the Premier
and the Leader of the Opposition for
my contribution at the site.

Valley Heights collision,
18 July 1982

During my time managing the former
Valley Heights Locomotive Depot as

an electric locomotive rebuilding and
wagon repair facility, West Control
advised me at 22:00 hours of a major
collision in Valley Heights yard. I
quickly called the shed foreman to
request assistance from the breakdown
gang, ambulance officers and the police.

On arrival at the signal box, I asked
the signalman where the collision had
occurred and was advised it was near
the Way and Works Training Centre.
On arrival at the refuge siding I was
confronted with an unpleasant sight.
Four WH bogie wheat hopper wagons
and a bogie freight van were all derailed
and stacked up against electric locomo-
tives 8505 and 8509 heading a Down
coal train, which had run into the rear
of a wheat train in the refuge siding.
The brake van had mounted locomotive
8505, completely crushing its cabin. I
could see the train guard was trapped
in the van, which was on its side and
on top of 8505. I reported the severity
of the smash to our Superintendent
General, Ray Hull, who resided in Valley
Heights at that time.

Following the arrival of the break-
down gang, we commenced cutting
the guard out of the wreck. When we
finally reached him, a LP gas cylinder
(used for heating the van in winter)
was dislodged from its brackets, so we
removed this and released the guard.

We then entered the crushed cabin

Rescue workers place the hook of a mobile crane to lift damaged wheat hopper wagons
at Valley Heights on 19 July 1982. The tangled mess of electric locomotive 8505’s driving

cabin is evident. Tep DixoN PHOTO

of 8505 where I discovered the body
of the driver still sitting trapped in his
seat. By this time the ambulance crew
had arrived, together with Ray Hull, so
I briefed Ray on the situation. I then
left my crew to assist the ambulance
crew in releasing the body, before
returning to the signal box to inter-
view the signalman. He stated that the
accepting signal was set at stop prior to
the departure of the coal train in the
refuge siding. It was obvious that the
driver of 8505 had completely ignored
the signal, resulting in the collision.
The Traffic Inspector at Katoomba
asked me if we were holding another
guards van in the depot? If so, this
would allow the coal train to be
re-marshalled and dispatched, leaving

clear access to the derailed wagons and
locomotive 8505. The second train was
hauled back to Penrith by a 46 Class
electric locomotive ex-pilot duties after
locomotive 8509 had been certified as
okay to continue.

Ray Hull asked how should we attack
the mess before us? I proposed we
obtain the services of two new 30-ton
capacity mobile cranes that had
been allocated to the Clyde Wagon
Workshops, so Ray asked if we could
get the cranes that day. I agreed to
check this out with the Clyde Works
manager, Jack Gearin, as I had previ-
ously worked with him at the Chullora
Rollingstock Aircraft Workshop and
had his phone number. The cranes
arrived and we quickly lifted all the

The accident gang and mobile cranes clearing the accident site at Valley Heights in July

1982. TeD DIXON PHOTO



















round regular mixed, later goods train, on the Katanning-
Kojonup branch line as early as 1909. By the 1960s, this
number had been upgraded to three digits, 221 and 222 in
accordance with a new numbering system in the district.
Essentially, they were still the old Nos. 21 and 22 rebadged.
Other numbers such as 225 and 229 were carried by inter-
mediate terminating trains, like the Boyup Brook runs.
Traditionally, No 21 (later 221) the Katanning train, was
an all-day run, leaving Bunbury in the morning (7.30am
latterly). Boyup Brook was reached at lunch time and there
was normally a layover there before going on, with Kojonup
being reached in the late afternoon. Arrival at Katanning
was often after dark. Monday, Wednesday and Friday were
the regular running days departing Bunbury, and one train
weekly would normally terminate at Kojonup, leaving only
two trains a week to run on to Katanning and the GSR.
Trains were worked by crews at Donnybrook, Boyup Brook
and Katanning, with the men from the latter depot nor-
mally only working as far as Kojonup. Most of the time, as
was common on WAGR cross-country lines, crews changed
at crossing points, and also swapped their locos there. Thus,
locos returned to their home depot with the crew, ensuring
Katanning’s beloved fleet of locomotives remained intact.
Boyup Brook had a few crews sufficient to deal with the reg-
ular service though in busier months, extra men would be
posted there temporarily. In February 1969, it was reported
two extra crews were based there because of heavy super-
phosphate, railway sleeper, wool and grain traffic.

LOCOMOTIVES

For most of its life, this line was operated by steam locomo-
tives. Only from the late-1960s did diesel locomotives make
serious inroads, and then in the two final twilight decades
of operation.

The line was available for several classes of steam locomo-
tives, which took water en route at Noggerup, Boyup Brook,

Eulin, Farrar and Nookanellup. Earlier years were dominated
by the tiny G Class locomotives which saw use widely across
the state. Loads for O Class 2-8-0 locomotives were issued on
the Boyup Brook section in 1909, and for Ms and Msa Class
2-6-0+0-6-2 Garratt locomotives in 1930. For instance, Msa
No. 493 worked 22 Mixed from Katanning on 11 October
1948. Australian Standard Garratt (ASG) 4-8-2+2-8-4 loco-
motives had worked the railway in 1945 and on test trains

in 1948, but they were not used regularly due to the lack of
turning facilities at Bunbury and Katanning.

Upgrading of rural branches in the 1930s saw the elegant
C Class Baldwin-built Pacific locomotives take over these
services (C 440 hauled 22 Mixed on 27 February 1948), and
in 1951, the even more stylish post-World War Il W Class
4-8-2 locomotives appeared with No. 23 Down worked by
W 956 on 12 May 1953. Alas, by the time W Class locos were
placed in service, diesel-electric power was waiting in the
wings, though the South West remained the last stronghold
of steam power in the state until 1971.

In steam days, attached locomotives sometimes hauled
heavier trains, it being reported in 1940 that a light engine
regularly worked from Katanning to Kojonup to assist the
heavy No. 17 Stock train. On 10 May 1963, a derailment
occurred at Boyup Brook when double-headed W Class
locomotives 951 and 924 worked No. 24 Goods. Only two
years earlier (on 17 May 1961), Msa Class Garratts Nos. 491
and 494 headed a train at Boyup Brook.

The light track ensured that when diesel locomotives
appeared on the 131-mile cross-country line, only lighter
types designed for such lines were deployed. In many ways,
engine loads were the key factor in the line’s demise as they
were reduced by heavy grades and sharp curves. The X, XA
and XB Classes of diesel-electric 2-Do-2 locomotives built
by Metropolitan Vickers in Stockton-on-Tees replaced the W
Class steam locomotives from the late 1970. As the XB and
XA types with multiple-unit capability were released from

The locomotive running shed and coal stage at Katanning with a W Class 4-8-2 locomotive in the foreground, October 1968.
A GRUNBACH PHOTO, ARHSNSW RAILWAY RESOURCE CENTRE, 203369
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October 1921, another special ran for
the Katanning Show while on Tuesday
1 November 1921, a special passenger
train ran on the line to convey parlia-
mentarians to Lowden. This working
was a short trip from Donnybrook to
that point and back.

On Thursday 25 January 1926, on
occasion of the Donnybrook Show,

a special car goods train ran between
Donnybrook and Boyup Brook as

No. 23 Goods. Accommodation

was not exactly salubrious, but the
cross-country line residents were used
to fairly basic travel on their line.
Even at Christmas and Easter times,
when services on many lines were
beefed up for increased demand, the
Donnybrook-Katanning line saw few
changes or amplifications. It seems
that the line’s relatively meander-

ing route discouraged rail passenger
services quite early on. Periodically
excursion trains ran in summer to
beach locations like Bunbury: such as
on Sunday 27 February 1927, when one
(numbered D2 and D3) worked from
Boyup Brook to Donnybrook and back
connecting with a through train on
the Bridgetown main line.

For the visit of Queen Elizabeth II to
Busselton on Tuesday 30 March 1954,
a special passenger train was run from
Boyup Brook to Busselton, deviating
from the main line at Boyanup. Traffic
was so brisk on the line that day that
both Ludlow and Elgin, ordinarily
mere unattended goods sidings,
opened as temporary staff stations.

When the WAGR South West Railway

Ms Class Garratt locomotive No. 426 shunts wagons off the mixed train into the goods
siding at Boyup Brook, circa 1940. RAIL HERITAGE WA, Po6125

annual picnic was held, a passenger
train generally ran from Boyup Brook
to Donnybrook to connect with the
main line train. In 1948, this picnic
was held at Busselton, and the usual
train came in from Boyup Brook in the
morning as No. P8. The return service
conveyed picnickers home that eve-
ning, being utilised to convey goods
loading in its ‘Fast Mixed’ timetable.
Arguably the most important
Australian dignatory to travel the
meandering cross country line was the
Prime Minister. Hard as it is to believe
this today, but Stanley Bruce was con-
veyed by a special Mixed Train from
Bunbury to Boyup Brook on Sunday 10
July 1927. Obviously, it was a whistle
stop at Boyup Brook, for departure east

Xa Class 2-Do-2 diesel-electric locomotive 1406 UNGARINYIN and Xa 1411 WEEDOOKARRI
head a train of empty wagons across the steel girder truss bridge east of Boyup Brook.
RAIL HERITAGE WA PHOTO, P11119

to Katanning was timed for 12.05am
on the Monday, reaching Katanning
in the predawn light at 6.15am. Not
to be outdone, the Governor-General,
William John McKell, travelled the
line on Friday 23 September 1949.
Special carriages AN 413 and AN 313
were attached to the regular No. 21
cross-country service as it ambled
slowly from Bunbury to Katanning.

A curious one-off service ran on
Saturday 23 November 1968 for the
Youth Hostels Association. It was
worked by a Wildflower diesel-electric
train (DERC) and conveyed passengers
from Perth to Noggerup via Fremantle,
picking up en route then via Kwinana
and Mundijong. Once the car was
emptied, the trailer was detached at
Noggerup and the DERC ran on to
Boyup Brook to stable. Next day, the
reverse occurred, with the empty DERC
collecting its trailer at Noggerup plus
bushwalkers from the YHA party en
route at Glen Mervyn.

In June 1948, the Wirth’s Circus
train travelled across from the Great
Southern district to Bunbury using
the cross-country line. A stop was
made at Kojonup, where the circus
set up for the night of 16 June, after
travelling over from Katanning. Next
day, the tents were pulled down
and the circus train was on its way
again to Donnybrook. This was no
small train, with a substantial load of
coaches and goods wagons convey-
ing exhibits, performers, and their
animals. Amounting to some 575 tons,
the train included one Z, one ZB, a
Special Carriage, three AP coaches,
one APC coach, three AF coaches,
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After exhausting ourselves pulling the
cow out, it then plunged down the
embankment to the creek bed.

Some very fast running bought us
back into Cootamundra a little early.
A quick wash and a change, and most
of the group adjourned up town to
the Majestic Café where 15 hungry
heads hit the place like a whirlwind,
sending Antonio and his Missus into a
panic. However, with orders like mixed
grills, T-bone steaks, bangers and mash
flying around the café, one could see
the dollar signs in Antonio’s eyelids.
The waiting was worthwhile, as a
good feed followed while Bob Hope
entertained us. After purchasing all
Antonio’s stock of biscuits, we made
our way back to MAM carriage 663 and
then descended on the barracks for
showers. Lucky the MAM was in the
dock closest to the barracks as there
were all sorts of sights returning from
the showers.

Day two we departed early Sunday
morning and on that day we travelled
456 miles (734 km) in one day return-
ing to Cootamundra for the night

in our carriage. ‘CACTUS FLAKUS’
followed for a few hours before Milton
Morris decided to go for a 5.00am walk
and slam the carriage door behind
him effectively waking the whole
MAM sleeper gang with a couple of
exceptions.

By 5.50am, all 20 bods were making
their way up to rail motor CPH 25 for
a 6.00am departure for a marathon
17%: hour, 456-mile tour, a jaunt,
bone-shaking, relaxing, frightening

CPH 25 stands at the small station building at South Wyalong on 17 February 1974.

or whatever type of trip. A good fast
run to Temora saw CPH 25 fuelled to
capacity as this was to be the last out-
post for fuel.

After corn flakes and milk were
successfully spilt all around the floor
in the No. 1 end of the rail motor,
we commenced the long hop to Lake
Cargelligo. Along the way special
stops were made at nearly all stations
with a name board for photography.
An uneventful trip brought us to the
shores of Lake Cargelligo right on
time. Most passengers took a walk
down town for goodies and cold
drinks.

Promptly at 11.40am, our train was
off, bound for Ungarie. The first photo

CPH 25 stands at Temora Station as the tour group has breakfast before setting off on the

long treck exploring the various branch lines to the northwest. The rail motor was refueled

here in readiness for the journey.

stop was at the 412 mile peg, goodness
only knows what for. I think it was
something to do with a guy named
Sperring. After changing the staff at
Tullibigeal, we set off again until the
rail motor began to lose power, becom-
ing slower and slower.

We finally came to a stand about
three miles out of Tullibigeal.
Inspection revealed that a fuel line
had broken in a couple of places and
we looked like being ‘cactus in the
thistles’. Alas though, one bright spark
decided to push the rail motor back to
Tullibigeal on a slightly falling grade.

A thorough inspection then followed
to see what could be done. With the
help of the assistant station master’s
tool box, plus a little help from some
of the travelling overseers, namely
‘Spanner’ Smith. ‘Wrench’ Robinson,
‘Mechanic’ Morris and ‘Sudsy’ Siddens,
repairs were somehow completed on
CPH 25, which was by now enjoying a
well-earned rest in the shade of the old
oak tree. The loop was in constant use
by that cleaning man, namely ‘Harpic’
Harper and his band of followers play-
ing on a four-wheel fettlers’ trolley. A
long-distance phone call to the RTM
Enfield was put through, but to no
avail as no one answered due to the
possibly of a shortage of staff and the
switchboard unattended.

We finally departed Tullibigeal 90
minutes late and it was now a matter
of ‘bore it to her’ driver as we decided
to keep to the table as far as possible.
We literally flew down to Ungarie,
where a very quick reversal took us
out onto the pioneer standard branch
line bound for Naradhan. Just before
Kikoira, a photo stop was held at the



Naradhan is the terminus of the branch line from Ungarie. CPH 25 stands at the lonely

station during its three minute stopover there.

tin mines. Very severe speed restric-
tions were in force along this owing to
heavy rains earlier in the month.

Most of the track is laid straight on
the ground with no ballast except dirt
and no soleplates on the rough sleepers.
One would think he was on the East
Hills line! Nevertheless, CPH 25 did not
have much trouble cutting time from
the table. At Naradhan a turn around of
three minutes occurred, being enough
time for a family portrait.

Then off again slicing time from the
table in our little jumping jack, we
literally flew back to Ungarie where we
returned to the Lake Cargelligo line for
the quick hop down to West Wyalong.

Another quick turn around and the
Burcher pioneer branch was being
broached upon. A number of level
crossings are crossed as we leave the
town, and the noise from the whistle
aroused many of the inhabitants who
could not believe their eyes seeing a
rail motor heading out on the line
and on a Sunday, too. The rails were
particularly shiny on this line owing to
a 2000-ton wheat special travelling on
the line the day before, hauled by two
48 Class branch-liners.

It was now evident that the full table
would be regained at the present rate of
progress so a few photo stops were availed
of. Arrival at Burcher was welcomed by
large ominous dark clouds gathering
over the south. After family portraits we
departed the quiet ‘City of Burcher’ right
on the tabled time of 6.45pm.

After a couple of photo stops we ran
into the rain which came down heav-
ily for a while. Just past Lake Cowal the
line was practically covered with only
the tops of the rails out of the water. It
was apparent that the thunderstorm
had just passed through here and that
we missed the full brunt of it. All the
paddocks were flooded and the railway
embankments banked-up huge lakes of
water in numerous places, there being
no drainage on this pioneer branch.
Even the telephone lines were down
in many places having been that way

for some time. Emus were noticed on
the Up side much to the amazement of
one elderly passenger who thought we
were having him on. A demonstration
of fast running near Clear Ridge helped
as we were back in West Wyalong by
7.45pm, where we were tabled to stand
for a meal break until 8.40pm.
Everyone braved the light rain for the
walk into town where Luigi’s Food Bar
was visited. This became the scene of
the town’s first near riot as 20 hungry
hotheads were ready to devour every-
thing in sight in competition with the
locals, who realised they did not have
a chance! After frantic ordering and
mad dashes by Luigi to his store room,
things quietened down somewhat as
the smell of steak sandwiches began
to momentarily quell our appetites.
Luigi then told us that there was good
money in his Hamburger Bar, but
wouldn’t agree to any free samples.

By 8.40pm, everyone had found their
way back to CPH 25 to the welcome
of mosquitos that were also hungry.
Off we went to Wyalong Central the
first staff station. From here a series of
different drivers brought twitches of
anxiety to most passengers that were
aware of it. We only just managed to get
into Temora on the advertised where
the motor was fuelled and watered.
Departure was right on time and most

CPH 25 stands at the lonely terminus station at Burcher on 17 February 1974. Both the
station and the former SM’s residence in the background are pre-cast concrete structures.



heads on board began to nod off for the last hour’s run to
Cootamundra. At Stockinbingal, an empty wheat special
train was supposed to be waiting for us, but it had not arrived
so off we set for Meemar where the crossing was successful.
Finally, Cootamundra loomed up and arrival was near
enough to time. A quick search for the MAM sleeping car
found it in the south dock heading for Tumut according to
the indicator. Bad news followed in that Train 320 express
goods was running 90 late from Albury. Also, Train Control
would not allow us to attach to the Spirit Of Progress train,
as the Canberra car was in the road at Goulburn or some
excuse to that nature so it appeared we would have to wait
for 320’s arrival after all. After showers and pots of tea, most
passengers flaked in their cabins for a well-earned rest and a
sleep-in the next morning.

Sometime during the early hours of the following morning,
MAM 663 was swinging along attached behind the EHG
brake van of No. 320 express freight headed by a 44 Class
Goodwin Alco locomotive.

By Moss Vale, all the passengers had seen the light and we
were racing along in front of the Southern Highlands Express.
A good run to Liverpool gave passengers time to work out if
they would front-up for work that day or not. Half a dozen
bods alighted at Liverpool much to the astonishment of
the locals.

All too soon Granville Platform 1 loomed up and only a
slight encouragement was needed to stop the train, while
regular passengers were all eyes as 14 derelict-looking
scruffy gentlemen emerged from one small sleeping car
swinging on the backside of a long goods train, the loco-
motive of which was in Clyde Station. The announcement
“All Change” was heard which is only too familiar at this
station. Thus ended a most successful and unusual tour
and true to performance on a lot of tours ended a little late
although only by a couple of hours.

At Granville, the tour passengers quickly faded into the
general scene as they all headed off in their respective
directions.

I hope you have enjoyed John’s story, it has brought back
pleasant memories to me.

John concluded his story with a list of “Recommended
Merit Awards for Noted Personalities’ as follows:

e RAY JOHNS: For his superb handling in stopping 48109
in the centre of Wereboldera Creek photo run.

e BRIAN COKER: For his successful balancing of accounts
after passing the hat round on Sunday night.

e JOHN SMITH: For his outstanding sense of humour and
self-control while returning from Batlow and Tumut.

e JEFF KELLY: For his faithful service to the KP crew on
Friday evening ensuring the RTM mail had preference.

e PETER JOHNSON: For his determination in insisting
that he had the flu from Saturday to Monday. Both days
inclusive.

* BRIAN WOOLLEY: For his superb effort in littering the
floor of CPH 25 with crushed corn flakes and milk.

e GRAHAME THURLING: For his fitness in standing up
to a periodic thumping received for making a general
nuisance.

¢ JOHN YOUNGMAN: For the unsuccessful takeover bid
of the West Wyalong Hot Food Bar and failure to get a
free hamburger.

* GRAHAM HARPER: For his constant appearance at the
number two end dicky seat of rail motor No. 25.

e MILTON MORRIS: For his brilliant successful move in
waking up 19 fellow passengers at Sam by slamming the
centre door, in the dead quiet of a Sunday morning.

e DAVE SIDDENS: For his outstanding ability in waking
up sleeping off duty crews whilst showering in the
Cootamundra barracks.

e PHIL ROBINSON: For his expert workmanship in the
repair of CPH 25 and thus saving it from the fate of the
thistle.

* GRAHAM BELL: For the outstanding material which his
yellow hat was made of, and the amusement it caused.

e ALAN ROBINSON: For his untiring efforts in sleeping
throughout both day trips and thoughtfulness for sup-
plying a pillow.

The rest of the passengers for their hardiness and determi-

nation in keeping up with the events and trials endured.
John Youngman, 31 March 1974

Coming up in Australian Railway History

The October issue of ARH features an article by
John Beckhaus and Ross Willson to mark the
Centanary of the opening of the Trans-Australian
Railway. Part 2 of David Matheson’s ‘From Steam
to Diesel and Electric’ article provides a detailed
account of the changes that occurred on the Tas-
manian, Commonwealth, South Australian and
New South Wales Railways between 1951 and
1975.

The November issue marks the Centenary of the
opening of the North Coast Railway to Kempsey

on 28 November 1917 by Rod Milne, while Les
Morley covers the 1917 Campania Accident
on the Tasmanian Government Railways. Jim
Longworth rounds off the issue with his article
‘Laundering rthe Railways Dirty Linen; on the
history of laundry services on the New South
Wales Railways.

December brings the conclusion to David
Matheson’s account of the transition from steam
locomotives on the Victorian, Queensland and
Western Australian Railways.
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Two Coombing Park Mine sidings and their train

Greg Blackwell

‘Retracing The Coombing Park Mine Branch’ in

the March 2017 issue of Australian Railway History, 1
investigated the train working aspect further and found that
a short, dead-end siding named Coombing Siding pre-dated
the branch siding that is the subject of Michael’s article.
Ore from the Coombing Park mine was loaded at this siding
before it was superseded by the much longer siding to the
mine. Initially, the ore was carted to Carcoar railway station
as indicated by the following newspaper report:

Q fter reading Michael Jensen’s very interesting article

On the Coombing Park Estate, about two miles from Carcoar, there
is an immense lode of iron fully 150 feet wide. Messrs. John Links
and Son, who have leased the land, have six men raising rich ore.
Orders have been received for some hundreds of tons, and teams are
carting the ore to the railway station at the rate of 100 tons weekly.!

As would be expected, the methods by which the two very
different sidings were worked were themselves remarkably
different and, as Michael mentioned, train operations varied
over the years relative to the output of the mine.

1. THE ORIGINAL COOMBING SIDING

The first Coombing Siding was a short, dead-end type,
facing for Down trains, with room for 12 D wagons, situated
at 185 miles 14 chains between Carcoar and Lyndhurst and
constructed by the Railways Department at a cost of £212.2
It was brought into use on 12 February 1900 for: ‘goods
consigned to or by Mr Link’. This siding had a loading stage,
the dimensions of which prevented the Baldwin-built ] and O
Class locomotives from shunting on it.* The instructions for
working it were as follows:

This siding is situated on a falling grade towards Cowra of 1 in 66
on to a 1in 40, and it must not be shunted by trains, but by an
engine from Blayney or Carcoar. When there are loaded trucks to
be lifted and empty wagons to be put in the siding, the empties
must be left at Carcoar and the engine, propelling the brake-van,
run out to the siding. On arrival, the engine will lift the loaded
[wagons] and return to Carcoar, where it will detach the traffic
and return to the siding with the brake-van and the empties and
place the latter in the siding.*

The 7 May 1905 and 15 October 1905 timetables allowed
for the following working between Blayney and the original
Coombing Siding:

27 Conditional Goods, conveying loading for Carcoar and/
or Coombing Siding, departed Blayney at 4.42pm and arrived
Carcoar at 5.27. It made two trips from Carcoar to Coombing
Siding, leaving Carcoar at 5.40 and 6.25 and leaving Coombing
Siding at 6.05 and 6.50. The first trip to the siding was to collect
any loaded wagons and stow them temporarily at Carcoar; the
second trip was to deliver the empty wagons to the siding.
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24 Conditional Goods, conveying the loaded ore wagons and,
if necessary, other loading from Carcoar, departed Carcoar at
7.05pm and arrived Blayney at 7.55pm, where the ore wagons
were attached to another goods train for transport on to Eskbank.

The 1 January 1906 Local Appendix permitted
Coombing Siding to be shunted in two trips from Carcoar
while whole trains paused during their journey to place or
lift ore wagons. It specified three methods of working the
siding that took into account the falling grade on both the
siding and the main line. They were so concise they lacked
what I consider to be important details. I have expanded the
descriptions, hopefully accurately, to make them clearer.
The three different methods of shunting the original
Coombing Siding were:

1.1: When there were loaded wagons on the
siding and empty wagons at Carcoar

This was the preferred method which required the empty
wagons to have been deposited at Carcoar by a Down goods
train and the siding shunted later by a locomotive and

van sent from Blayney. After arriving, they stopped on the
Carcoar side of the points and the van was uncoupled. The
locomotive moved forward along the main line to allow the
brake-van to be gravitated onto the siding, but not attached
to the empty trucks, before collecting the brake van from
the siding and placing it back on the main line on the Cowra
side of the points, where the guard secured it by means of the
hand-brake and sprags.

A much simpler method would have been to uncouple the
brake-van, run the locomotive onto the siding, and then
gravitate the brake-van forward to its required position on
the main line. This was presumably not permitted due to the
chance of the brake-van ‘running away’ along the main line.

The locomotive then hauled the loaded ore trucks out of
the siding and attached the brake van before proceeding to
Carcoar where the loaded trucks were temporarily stowed.
The empty wagons and attached brake van were hauled
to the siding where the locomotive ran forward along the
main line, allowing the empty wagons to be gravitated onto
the siding by the guard using the brake-van to control their
speed. Finally the locomotive collected the brake-van and
took it back to Carcoar where it would be attached to the
loaded wagons for haulage to Blayney en-route to Eskbank.

1.2: When there were loaded wagons on the sid-
ing to be lifted by an Up Goods train

An Up Goods train stopped with the brake-van on the
Cowra side of the points and the van was secured by using
the hand-brake and sprags, then uncoupled from the train.
All the wagons would be drawn forward then backed into
the siding and coupled to the loaded ore wagons which were



hauled out of the siding and lowered back onto the brake-
van. The now-heavier train would then resume its journey.

1.3: When the siding was empty and a Down
Goods train was to place empty wagons on it

In this situation, the brake-van could not be used to shunt
the wagons onto the siding as it would become trapped
there, so either the wagons had their own hand-brakes, or
sprags would be used to control them.

The Down Goods train stopped with the empty wagons
clear of the siding points. The brake-van was uncoupled
from the ore wagons and secured, then the rest of the train
was uncoupled from the wagons and eased forward along
the main line to allow the ore wagons to be gravitated onto
thesiding. The train reversed and re-attached the brake-van
before resuming its journey to Cowra.

The 19 May 1907 Working Timetable included a train that
appeared to be compatible with Method 1.1:

24 Conditional Goods originating from Carcoar at 3.50pm,
conveyed loading from Coombing Siding and Carcoar to

Blayney.

This timetable did not include any information referring
specifically to the delivery of empty ore wagons to Carcoar
or Coombing Siding, but showed that No. 19 Conditional
Goods, ex-Blayney 1.10pm to Harden was permitted or
required to ‘lift or leave at all stations,” so perhaps this was
the train involved.

B. THE NEW COOMBING BRANCH

The new line to the mine, constructed at a cost of £4000
($570,700 in 2016 terms), was, at least initially, named
‘Sandford’s Branch Line at Coombing’.’ It was connected to
the main line via the existing points for the original siding.¢
Oddly, 1 did not find a reference in the Weekly Notices to
the bringing into use of this new siding, so we may never
know the exact date.

Circular A109, dated 27 May 1907, announced that: ‘A
branch has been constructed commencing from the exist-
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ing points on the main line at Coombing and terminating
at the iron ore mine, a distance of 1 mile 7 chains ... ’, but
Michael Jensen (using McKillop as his source), states that
the first loaded train departed from the mine at the end of
this new branch siding on 10 April 1907, so it must have
been brought into use before or on that date.

Circular A109 states that: ‘Traffic to and from the mine
will be worked by an engine sent from Blayney, the engine
travelling tender first; also that the existing interlocking
arrangements (Duplex and Bracket Lock) at the ‘junction’
would remain unaltered’.

The 20 October 1907 Working Timetable included the
following trains between the mine and Blayney:

No. 36 Conditional Goods originating from Carcoar at 3.53pm,
conveyed ore traffic from Coombing Mine to Blayney.

No. 24 Conditional Goods originating from Carcoar at 4.48pm,
conveyed ore traffic from Coombing Mine to Blayney.

This diagram was attached to Circular A109, dated 27 May 1907,
and shows the new branch line that may have been an exten-
sion of the original short siding. Note the temporary loading
stage beside the No.2 Loop Siding, and the initial section being
labelled as: Coombing Siding.

There does not appear to be any reference to correspond-
ing engine and van movements from Blayney to shunt the
branch siding before working either of these trains; nor
is there any information about the delivery of empty ore
wagons to Carcoar or the mine loading area.

Weekly Notice 34/1909 advised that B Class locomotives
or lighter type only are to be allowed on this siding until
further advised. This instruction was cancelled in Weekly
Notice 41/1909, which advised that T Class 2-8-0 Standard
Goods locomotives may be run on this siding.

On 7 July 1910, the Duplex and Bracket Lock at the ‘junc-
tion’ was replaced by a Lever & Bracket Lock.” Commencing
either before, or with the introduction of, the 28 May 1911
Working Timetable, the branch siding began to be worked
by many regular trains dedicated to that traffic:

* No. 37 Conditional Goods, conveying empties for Coombing
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Siding, departed Bathurst at 11.52pm (Fridays and Saturdays
excepted) and arrived Blayney at 2.23am.

* No. 37 Empty Trucks departed Blayney at 2.55pm and
arrived Coombing Siding at 3.50pm, formed No. 82 Goods

* No. 55 Goods, conveying empty coal hoppers [sic] for
Coombing Siding, departed Eskbank at 2.00am (Saturdays
excepted) and arrived Bathurst at 6.08am.

* No. 115 Empty Trucks, conveying empty coal hoppers [sic] for
Coombing Siding, departed Bathurst at 7.40am and arrived
Blayney at 10.23am. It then departed at 11.30am for Coombing
Siding where it arrived at 12.25pm and formed 38 Goods.

* No. 38 Goods departed Coombing Siding at 1.20pm
week-days and arrived Blayney at 2.23pm where it became
38 Through Goods that departed Blayney at 2.25pm and
arrived Eskbank at 11.12pm. (It reduced speed at Gemalla to
pick up a mail bag for Tarana.)

* No. 82 Goods departed Coombing Siding at 4.40pm week-
days and terminated at Bathurst at 8.59pm. (It stopped at
335m 56c between Carcoar and Stanfield to set down school
children when required. They would have been travelling
home from school at Carcoar).

These six trains were listed in the 15 October 1911 Working
Timetable, but their departure and arrival times differed by
up to ten minutes. No. 38 Goods no longer picked up the
mail bag at Gemalla, but No. 82 Goods still conveyed school
children from Carcoar.

The 14 February 1915 Working Timetable listed only four
trains to and from the mine:

* No. 115 Goods (Empty Trucks) departed Bathurst at 7.00am,
stopped at Blayney 9.28 to 10.10, arrived Coombing Siding
at 11.22am, probably formed 118 Goods

* No. 117 Conditional Empty Trucks departed Blayney at
2.45pm and arrived Coombing Siding at 3.52pm - basically
the former 37 Empty Trucks renumbered, probably formed
82 Goods

* No. 118 Goods departed Coombing Siding at 12.02pm,
stopped at Blayney 1.29 to 3.50, arrived Bathurst at 6.18pm
replaced No. 38 Goods, but departed from the mine more
than one hour earlier and terminated at Bathurst

* No. 82 Goods departed Coombing Siding at 4.40pm, arrive
Blayney at 5.43, departed as 82 Conditional Goods at
6.30pm and terminated at Bathurst at 8.48pm. It no longer
conveyed the school children from Carcoar. They caught an
earlier train No. 36 Pick-up goods.

The same four trains were included in the 30 May 1915

Working Timetable and ran to similar times, the greatest

difference being 30 minutes:

e No. 115 Goods (Empty Trucks) departed Bathurst at 7.00am,
stopped at Blayney 9.28 to 10.10, arrived Coombing Siding
at 11.22am

e No. 117 Conditional Empty Trucks departed Blayney at
2.35pm and arrived Coombing Siding at 3.30pm

e No. 118 Goods departed Coombing Siding at 12.02pm,
stopped at Blayney 1.26 to 3.35, arrived Bathurst at 6.09pm

e No. 82 Conditional Goods departed Coombing Siding at
4.10pm, stopped Blayney 5.13 to 6.30, and terminated in
Bathurst at 8.42pm.

From 14 November 1915, only slight alterations were made
to the times for 115 and 82, while a significant alteration was
made to the working of 118 Goods. The four trains ran as
follows:

e No. 115 Goods (Empty Trucks) departed Bathurst at 7.00am,
stopped at Blayney 9.19 to 10.00, arrived Coombing Siding

at 11.05am.

No. 117 Conditional Empty Trucks departed Blayney at
2.35pm and arrived Coombing Siding at 3.30pm.

e No. 118 Goods departed Coombing Siding at 11.45am,
stopped at Blayney 1.26 to 3.10, arrived Bathurst at 5.48pm.
It was scheduled to lift fruit from Orton Park and small lots
of livestock and perishables from Perthville.

e No. 82 Conditional Goods departed Coombing Siding at
4.10pm, stopped at Blayney at 5.13 to 6.15, terminated at
Bathurst at 8.10pm.

From 28 May 1916, the working was exactly the same
except that No. 82 Conditional Goods departed Blayney 20
minutes later, at 6.35pm, and arrived Bathurst at 8.43pm.
From 9 June 1918, only one return trip per weekday was
timetabled from Bathurst.

From 10 November 1918, the same return working from
Bathurst was timetabled, but, due to extra time spent at
Stanfield and Carcoar, No. 115 took an extra 12 minutes to

travel from Blayney to the mine:

e No. 115 Goods (Empty Trucks) departed Bathurst at 7.00am,
stopped at Blayney 9.16 to 9.48, arrived Coombing Siding at
11.20am

e No. 118 Goods departed Coombing Siding at 12.00 noon,
stopped at Blayney 1.26 to 2.17, arrived Bathurst at 4.10pm.
It continued to lift fruit from Orton Park and small lots of
livestock and perishables from Perthville if required.

From 13 July 1919, No. 115 was altered slightly and No. 118
was held at Stanfield for 16 minutes less than previously. A
significant change was the introduction of the option to
have empty trucks shunted from Carcoar to the mine by
the locomotive off No. 66 Goods from Cowra, and to have

loaded trucks taken by this train as far as Blayney:
e No. 115 Empty Trucks departed Bathurst at 7.05am, arrived
Blayney at 9.22am

e No. 115 Conditional Empty Trucks departed Blayney at
9.48am and arrived Coombing Siding at 11.20am then
formed 118 Goods

. No. 66 Conditional Goods departed Cowra at 9.05am,
arrived Carcoar at 11.40 and stowed its loading. The engine
and van then departed at 12 noon for Coombing Siding,
conveying if required any empty ore trucks that had been
left at Carcoar by a previous Down train. Loaded trucks were
then attached and this train departed the mine at 12.50pm.
Back at Carcoar it added its original loading and resumed its
journey to Blayney where it arrived at 2.00pm

e No. 118 Goods departed Coombing Siding at 12.00 noon,
stopped at Blayney 1.10 to 2.05, and arrived Bathurst at
3.58pm. It continued to lift fruit from Orton Park and small
lots of livestock and perishables from Perthville if required.

On 12 August 1919, intermediate electric train staff work-
ing was brought into use in the section Carcoar-Lyndhurst
with the provision of an intermediate staff instrument in a
hut at the mine siding junction and a telephone connected
to Carcoar railway station.® This, I believe, enabled other
trains to traverse the section while an ore train was on the
branch siding. I wonder if this ever occurred?

On 26 August 1919, a standard interlocking frame replaced
the Lever and Bracket Lock at the ‘junction’ and new pattern
point indicators were provided roughly four years later.’

November 1919, the only significant alteration involved
No. 118 Goods. It ran, as before, from Coombing Siding to
Blayney, but terminated there and the ore trucks were conveyed
towards Eskbank by No. 120 Goods that departed Blayney at
6.10pm and arrived in Bathurst at 8.24pm. No. 66 Conditional
Goods ex Cowra continued to be an alternative means for lift-
ing the loaded trucks from the mine.

From 30 May 1920, a change made was for No. 115 Empty



Trucks from Bathurst to Blayney to convey school children
from Gresham to Newbridge when required.

From 31 October 1920, a puzzling alteration was made
whereby, according to my interpretation of the timetable,
the empty trucks were taken past Carcoar and Coombing
Siding to Lyndhurst. An Up Goods from Cowra arrived at
Lyndhurst five minutes before the Down Goods that con-
veyed the empty trucks. These trucks were added to the Up
Goods which then continued on to Carcoar where a Down
train was formed consisting of the engine, empty ore trucks
and brake-van.

The train crew had 33 minutes in which to do this before
the locomotive and van off the Down Empty Trucks at
Lyndhurst passed through Carcoar to Blayney. Why didn’t
it assist the Up Goods through this section? Did the engine
need to be turned at Lyndhurst first? With the section to
Lyndhurst now clear, the Down empty trucks proceeded to
the mine and returned to Carcoar with the loaded ones.

The rest of the loading was attached and the Up Goods
completed its journey to Blayney. The specific trains
involved in this odd sequence of events were to lift fruit from
Orton Park and small lots of livestock and perishables from

Perthville if required.

e No.115 Empty Trucks that departed Bathurst at 7.05am and
arrived Blayney at 9.17. (If required, it still transported school
children from Gresham to Newbridge);

e No. 115 Conditional Empty Trucks departed Blayney at
9.48am and passed by Carcoar and Coombing Siding to ar-
rive Lyndhurst at 11.14, formed No. 118;

e No. 118 Engine and Van departed Lyndhurst at 12 noon,
crossed No. 66 at Carcoar at 12.18, then crossed No. 19
Pick-up at Stanfield 12.31-45, arrived Blayney at 1.03pm;

¢ No. 66 Conditional Goods departed Cowra at 9.05am, arrived
Lyndhurst at 11.09, attached the empty trucks off No. 115, de-
parted at 11.20, arriving Carcoar at 11.45am. After the passing
No. 118 locomotive and van, this locomotive and van took the
empty trucks out to the Coombing Mine and returned with
loaded ones. No. 66 Goods was then reassembled and, after
the arrival of No. 19 Blayney to Cowra Pick-up, No. 66 departed
Carcoar at 1.00pm and arrived Blayney at 2.01pm;

e No. 120 Goods, conveying the loaded ore trucks, departed
Blayney at 6.10pm and arrived in Bathurst at 8.24 pm.

If I have interpreted this timetable correctly, the train
workings raise several questions. Why didn’t No. 115
proceed directly from Carcoar to the mine with the empty
trucks given that it was not scheduled to convey any loading
for Lyndhurst? Is it because this would require tender-first
running with the empty trucks between Blayney and
Carcoar and this was not permitted? Moreover, why didn’t
No. 115 terminate at Carcoar and deposit the empty trucks
there for the engine and van off No. 66 to deliver to the
mine, and allow the locomotive and van off No. 115 to
return to Blayney? Was it because there was insufficient
room for stowing the empty trucks at Carcoar?

The above workings were identical in the 29 May 1921
timetable except No. 115 Empty Trucks was renamed No. 123
Empty Trucks. The only alteration made in the 16 October
1921 timetable was that No. 66 Conditional Goods left
Lyndhurst at 11.25am, five minutes later than previously.

In the 1 June 1924 Working Timetable, according to the
instructions on p9, empty hoppers could be conveyed
to Coombing Siding by train number No. 123. I suspect
this must be an error because there was no train with this
number either for the Eskbank to Blayney timetables or the
Blayney to Harden ones.

There was a No. 117 Conditional Goods running to the
same times as the previous Nos. 115 and 123, and it may
have shunted off the empty ore trucks at Lyndhurst, but it
continued on from Lyndhurst to Cowra at 11.30am, rather
than terminating at Lyndhurst as previously. This creates
something of a mystery because No. 118 Engine and Van was
once again listed as departing Lyndhurst for Blayney at 12
noon and was included as one of the three trains by which
loaded trucks could be conveyed from Coombing Siding.
How did the engine and van come to be at Lyndhurst? How
were the empty trucks conveyed back to Carcoar? Was an
engine and van, not listed in the timetable, sent from Cowra
to Lyndhurst as No. 118 on these occasions?

No. 66 Conditional Goods was again included in the 1
June 1924 timetable, again appearing as one of the trains
that could convey empty trucks to, and loaded trucks from,
Coombing Siding, possibly attaching, as previously, the
empty trucks off No. 117 at Lyndhurst.

A third option was available in this new timetable for
working Coombing Siding, namely No. 58 Conditional
Goods. It was scheduled to depart Cowra at 3.30am, stop at
Lyndhurst from 5.33 to 5.50 (where it was crossed by No. 1
Mixed), arrive in Carcoar at 6.15, shunt Coombing Siding,
depart Carcoar at 7.45 and arrive in Blayney at 8.46am. Did
it attach the empty trucks at Lyndhurst or were they already
waiting at Carcoar and how were they conveyed to this
place? The workings in the 19 October 1924 timetable were
the same.

Coombing Siding was not included on any of the pages
for the Blayney to Harden Branch [sic.] in the 30 May 1926
Working Timetable, nor were Nos. 118 Engine and Van
and 66 Conditional Goods, so the Coombing Park Mine
mine had presumably ceased production by that date.

The Railway authorities waited a while before deciding to
disconnect the branch siding from their main line. On 10
August 1927, the interlocking gear at the junction at 193m
60%42c was removed and the points were spiked, clipped and
locked.' The points and crossings were scheduled to be
removed and the main line straight-railed on 11 October
1927.1

Editor: G & C Hoskins commenced development of the much
larger iron ore deposits at Cadia from 1916. Following completion
of an 11% mile standard gauge branch line from Spring Hill on the
Main Western Line between Blayney and Orange to the mine by
the company in February 1919, mining at the Coombing Park Mine
wound down in favour of the new operation. All the company oper-
ations at Coombing Park were shut down in January 1920. Source:
Bob McKillop, Furnace, Fire and Forge, LRRSA, Surrey Hills Vic, 2006,
pp186-196.
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Letters

Short Letters around 250 words and submitted by email are preferred

Katanning-Donnybrook cross-country line

hank you for the July edition of

the magazine. I am very interested
in the history of the Katanning-
Donnybrook cross country line. I first
became acquainted with this line in
the late 1950s.

My wife’s grandfather took up land
in the Dinninup and Kulikup areas
about the same time that the railway
was being built. A few years later one
of his sons took up land adjoining
Maltrup ‘siding’—the local name for
all the stops. He called the property
Maltrup, in all the years he was there
until the railway stopped running, he

Green Over Red

am writing in response to Paul
Nicholson’s article ‘Reflections on
Green Over Red. 1 was a subscriber to the
magazine from its inception through
to its demise and I have bound all my
issues into two volumes. I recall two
issues relating to the magazine that
reinforce the points made by Paul in
the article, namely:
1. InJanuary 1968, a letter appeared
by Frank Stamford criticising rail-
way enthusiasts for not speaking

Reader’s Request

I am seeking a response from any
reader who may be able to assist with
the following query:

In W A Bayley’s book. Picton-
Mittagong Loop Line, the following
statement appears:

Major A C Anthill, the father of Picton
or Stonequarry Creek, believed that
Picton would become a railway terminus

was dependent upon the train coming
through from Boyup Brook to bring
him his bread and other requirements.

Kulikup was noted as a sleeper depot
and as a rule many hundreds of sleep-
ers could be seen waiting to be moved.
At Kulikup, Rod Milne, mentions the
town consisted of a couple of houses
general store and school. This is cor-
rect, what was not mentioned is that in
1955, a Seventh-day Adventist church
was built just up from the railway and
is still in use.

On the 25 July 1962, around mid
-afternoon I was standing in the

out about rail closures and other
issues. He said that enthusiasts
were frightened that steam trips
would be cancelled and concluded
his letter by stating that the societ-
ies may have their steam locomo-
tives, but not the railways to run
them on.

2. In the October 1968 there was
an exhibition at Spencer Street
Station to celebrate S0 years of
electric traction in Melbourne.

because the surrounding hills were all
too steep for a railway to climb out! He
bent his effort to ensure that Picton was
not by-passed by the railway, putting

an end to Shone’s plan to go direct to
Bargo. Anthill’s death in 1852 prevented
his finally ensuring that the railway did
reach Picton but his successors ensured
that it did.

30 - September 2017 - Australian Railway History

ARH 956, June 2017

church next to my wife of about five
minutes having completed our vows
and been formally told ‘we were man
and wife’, when a steam whistle called
for right-of-way at the crossing. I
turned to look out the window to sight
the train when my wife dug me in the
ribs and whispered: “pay attention”.
She has however been much more
cooperative of my train spotting in the
55 years that have followed.

Thanks once again, and I look for-

ward to the conclusion of the article.
Peter Williams, Eagleby QLD 4207
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The railway societies had a com-
mercial stand and Green Over Red
was being sold. A senior official of
a Victorian society told the people
selling the Green Over Red maga-
zine to remove it, which alarmed
me, due to the hostility by the
older Victorian societies towards
the magazine. There was only one
local society that continued to sell

Green Over Red.
Lindsay Sounds, Carnegie VIC 3165

Can any reader advise when Anthill
said this and the source of the com-
ment? Does this imply that Shone’s
route to Picton was for a branch line
connecting with an eastern main line?

Please reply through the ARH Editor.

Don Hagarty, St Ives NSW 2075






The Kojonup Tourist Railway has restored 12km of track to the west of the town, together with the railway station, yard crane and mainte-
nance facilities for its operations. The restored station building and yard crane were photographed on 1 September 2011.
BoB MCKILLOP PHOTO

Australian

RAILWAY
HISTORY

www.arhsnsw.com.au

Recording Australia’s Railway History



