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Norm George snapped this trio of cars under the silos
at Penong. In all likelihood this will be the last time
a rail vehicle used these lines. The track was abandoned
by Australia Southern Railroad earlier this year: It will
soon be removed.

From the editor - July 2002

My sincere thanks to everyone who has taken the time to
send in articles for this issue of The Update. In particular,
Colin Barry from New Zealand has made available an
article on the history of ‘jiggers’ in that country. We will be
presenting this as a two-part series.

We also welcome another item from across the Tasman, in
the form of Tim Moores’ article on the ATV he has
modified for use on Tranz Rails tracks.

The feedback received by myself and other members of the
committee suggests The Update is heading in the right
direction, and we are committed to continue providing
quality articles of interest to our members.

This is a bumper issue of 16 pages! We ran 75 copies off
for the first run of the first edition, and had to re-run
another 40 to cope with the high demand. This edition will
see 110 copies being done on the first print run because of
demand, as well as the use of the magazine as a
promotional tool.

We welcome many of our brothers and sisters from the US
to ASSCO, and we extend a welcome to our first Northern
Territorian. With only the ACT and Tasmania to go,
ASSCO has grown to be a truly national heritage operator
of motor section cars. Our membership currently stands at
60.

[ hope this magazine reflects that national and international
mix of interest and experience. Your contributions will be

most welcome.

Nic Doncaster - Editor

Quote of the Quarter

“A life without adventure is
likely to be unsatisfying but

a life in which adventure is
allowed to take whatever form
it will, is likely to be short.”

Bertrand Russell (philospher)

Edited by Nic Doncaster on behalf of the Australian Society
of Section Car Operators Inc for the information and use of
members. Editorial comment and content does not necessar-
ily reflect the policies and opinions of the Society.

Information contained herein is provided on the understand-
ing that it is subject to change, and therefore members should
consult with the Management Committee before acting on this
information. Publication of advertisements on behalf of mem-
bers or others in no way constitutes an endorsement or an
assurance as to the quality or reliability of the service or item

advertised . © Copyright ASSCO 2002
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The Far Far West!

Well, you certainly couldn’t go any farther on the 42”
than we did - 504.400 rail kilometres (315 miles) from
Port Lincoln, and somewhere around 900 road
kilometres (560 miles) from Adelaide to what was, in
its day, the end of the South Australian Railways.

The Kevin Penong Section of the former SAR was the
target of our latest SA sojourn and the culmination of a
lot of work in order to get on the track.

The original section between Penong and Ceduna was
built in 1924, and with a growth in gypsum traffic, much
of it was bypassed in the 1960s when a new line was
built along a more direct route to the south. This new
line ran from Thevenard through Moule and Charra to
Kevin. This connected with what was a spur from the
siding of Kowulka down to Kevin. This spur formed part
of the main line we were to use.

Don and I had undertaken a risk assessment and corridor
review back in April, and had worked with two units of
Transport SA to get to use the line.

Firstly, we worked with Helen von der Borche and
Maryann Kuhne to get an agreement to use the line,
because Australia Southern Railroad (ASR) had given
up its operating rights to the line. Next, we worked with
the Rail Regulator to gain a variation of accreditation
so that ASSCO could become an owner in its own right, if
only for a month!

We set the May long-weekend as the date, so that people

M112 standing on the original track for the area looking back
towards Kowolka siding. A cable way used to run from the trees such a state that we could see it deteriorating before our

on the left through to Kevin, carrying gypsum for railing to
Thevenard. Photo: Norm George

Norm gets his back into clearing the main road crossing at
Penong. Photo: Nic Doncaster
had time to travel up from Adelaide.By the time most of
us got on the road, visited a few people and collected some
others, we didn’t get to Wudinna until about 8pm. The
Caltex Road House kindly stayed open and provided us with
a meal.

After a late arrival (0200) and the establishment of a
camp at Kowulka, we had two and a half clear days
of running on the line.

Three cars ran :

. Tan’s wonderfully done ex-QR MT14

. my ex-SAR M19, and

E . a recently acquired M15 that was on loan
to Norm.

Geoff Harris, who was close to celebrating his
21% birthday, and Michael Bennet also joined in,
and we all had the pleasure of seeing and operating on
this unique line before being the last people to
travel on it

When completing the risk assessment, Don noted
that the line was in poor condition, but would be

safe enough for us to run. We found that the line was in

eyes.
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Norm enjoys himself while brushing up on skill
development in assessing and accrediting cars. Photo:
Nic Doncaster

On our first run, one car derailed, and though no-one

was hurt, it confirmed that lines can change rapidly in
only a few weeks. Our investigation revealed that the
track had moved in under gauge around 15-20mm
through sleeper creep. We banged the offending sleepers
back into place, and brought the track out to gauge.
Luckily, the only thing hurt was someone’s pride!

It took a couple of hours to get to Penong. We stopped
to properly clean out crossings and to talk to the
landowners over whose property the line runs.
Unfortunately, the slow running led to problems with
plug fouling.

From Penong, we turned and headed back to Kevin,
where we marked the end of our lease with a sign. It
ended up yellow as the red paintcan decided it didn’t
want to work. In the end, we had around 12 km (seven
miles) of track under our lease.

Everyone retired early on the Saturday night, partly
because we were tired: it was a long drive through to
the wee small hours the night before.

We made the most of the track on the Sunday.

The line was divided into two sections so that people
could run to Penong or to Kevin, and meet back at

Kowulka. This gave lan, Geoffrey and Michael the
opportunity to see the gypsum mine, while Norm and
I ran the smaller cars to Penong, after hot-wiring a
failed part of the coil on the M135.

Everyone went to Penong, and after freeing up some
switches, we were able to travel to the endmost point
of the system.

Dinner at the pub brought some inquisitive people
out, all wondering what we were doing. Some
thought that we were the local Telstra work group
doing some drilling.

We did a night run, which proved the lighting issues,
the appropriateness of the vests and the strobes.

Other than one car running out of fuel, all cars ran
faultlessly.After a final farewell run or two on the
Monday, it was back on the road to Adelaide.

There has been some interest in returning to the line
for a run, and this will be pursued. The main issues
that will restrict a repeat run are gaining the re-
endorsement of our accreditation, and the state of
the line.If you are interested, please let us know.

Ian at the Kowolka control point. Kowolka School is in
the background. Cars are: (L-R) Ian’s Ex OR MTI14, Nic’s
SAR M19742, and on loan to Norm, M112, ex Port
Lincoln. Photo: Norm George
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Goomeri-Gympie-Woodford, 3-2-1, Queensland
Adventures

by Darren Lee

The notice went out for a three day run on the Kingaroy
branch, with the base camp of Goomeri over the Queens
Birthday weekend.

Excitement abounded among the Queensland members and
they busily prepared their cars and themselves for a great
weekend of section car fun. As the day got closer, it
was obvious that Goomeri was not going to happen and
negotiations were entered into with Mary Valley, Gympie
for two days of section car fun. The word went out and the
work and preparations continued. Negotiations were
progressing nicely, but unfortunately, with only a few days
to the big event, it too was cancelled.

Nic on his way from Adelaide when the call went out
and thanks to Ken and ANGRMS for organising the venue
at Woodford for one day of section car fun.

On Monday 10th June, all Queensland members were
invited to attend and bring their section cars. The cars
could either be ready for accreditation or needing that
annoying question or problem solved.

M15s were the pick of the day. Alan Greenwood from
Toowoomba brought his M15 along with some very handy
manual handling devices.

o

This nifty device was developed by Alan Greenwood to minimise the
lifting, twisting and turning forces needed to move his M15. Photo:

Ken McHugh

Alan’s car was the first presented for accreditation and
everyone watched eagerly as the car was put through its
paces. The end result was a fully accredited car. Alan
has modified the M15 with a cover that protects the rear
belt and pulley, a cover over the exhaust under the

Jerry gets down to the paperwork related to the McHugh's M15,

Fleet No 365 (Ken to the Left, Jerry to the Right)
carburettor and a jacking point under the car to allow
turning. Although Alan’s car has done many miles under
his command the condition and presentation is very good.
Ken McHugh brought his immaculately presented M15
and this was second up for accreditation. This car
passed with flying colours and the restoration work
was fantastic. Inside, the engine and condensor covers
were dark stained timber with inset amp meter, socket,
handles and cup holders-or are they stubby holders
Ken? The seats were finished in a cushy black vinyl
and were very stylish and comfortable. This car started,
as did Alan’s, without a problem.

Richard Horniblow, although unable to attend, and
Michael Lynch had their M15 along for the fun. Thanks
to Jerry Jirasek for towing it down. The M15 has had
no restoration work done on it and it was great to see a
raw car. The car had been started prior to the run,
but Michael advised there was something wrong with
the carburettor. A few members quickly gathered and
the carburettor was soon removed. The problem could
not be fixed and the carburettor not reattached. (It was
worth a try anyway.)

By this time everyone was hungry and the BBQ was
very popular. The facilities at ANGRMS were great
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people

L-R: Johno Love, George Hames, Jerry Jirasek, Michael Lynch, John Love (snr), Peter Perkins, Alan Greenwood, Ken McHugh
(kneeling), Geoff Bowring, Darren Lee (with the hat), Mick Saffioti, Greg Wagner, Stuart Hames, Nic Doncaster and Michael Wilson.
Present but not in the photo were: George McHugh, Frank Tybislawski, and the wonderful wives and partners of those above!

and we all enjoyed lunch and each other’s company in
the warm winter sun. And yes - it does get cold in
Queensland for us Queenslanders!

After lunch Nic and Jerry used the opportunity to bring
us up to speed on the happenings and negotiations
with Network Access in QR and MVHR (Mary Valley).
Questions about costings, communications and access
on a regular basis were discussed. Nic will present a
report on the questions raised.

The next vehicle for assessment was my own M15.
Basically, it is a stock standard machine with no extra
modifications except as per ASSCO standards and, after
a few adjustments, received the stamp of approval. It
does not look the best, but it runs well.

The next machine that I am next in line to ride in, after
Nic, is Michael Wilson’s Fairmont Tamper TMC2
enclosed cab unit. It is like being inside a small truck,
and it has an electric start and belt to chain drive. Itis a
fantastic machine completely restored by Michael and
a credit to him. This car passed accreditation and is
stock standard and seats two comfortably. Michael said
the next addition will be a CD player and good quality
speakers. (Reminds me of Chuck Lee’s car.)

Mick Saffioti brought along his ST-2 and everyone
gathered around it as Mick was having a few firing
problems. After a few adjustments the car was running
well. Mick has done a great job restoring the ST2 with
a solid canopy overhead as an addition. It was great to
see the big car in attendance and Mick enjoyed the input.
The car also received its certificate of accreditation.

The day was also used for some induction training for
the new members and those that missed out in
November. Jerry completed the accreditation of the last
3 cars and this will be handy as it means Nic will not
have to do them.

The last car rolled out the gate around 5.00pm. I had a
great time and everyone else in attendance seemed to
have enjoyed themselves as well. The attendance was
great, with over 80% of the Queensland members
attending. Many thanks to Nic for making the trip to
Queensland and for the work undertaken to obtain
access. A big thanks to Jerry - after all he accredited my
car! Seriously though, Jerry has done a lot of work in
getting us running in Queensland. To everyone else
thanks for coming, I know it was short notice.

Your continued support of ASSCO will ensure we get
on the rails soon.

%

Jerry finalises some of the paperwork just as
a great day draws to a close.
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Velocipedes and motor trolleys - an introduction

This article was first published in NZ Railfan in 2002.
The editor gratefully acknowledges the generosity of
Colin Barry in making this article available for publication.

These notes have been compiled from a number of sources
including interviews with retired railway plant zone
staff and gangers. A large amount of the detail was kindly
researched and supplied by Mr Bruce Cheeseman of
Tranz Rail engineering staff. File records and drawings of
velocipedes and motor trolleys are difficult to find as
the equipment has largely passed out of use and records were

not retained for posterity.

To understand trolleys the reader must first understand
the system of issue, maintenance and control of mechanical
plant by New Zealand Railways.

The end of the Second World War saw an increasing
amount of mechanical equipment being used to construct
and maintain the Permanent Way. Prior to this there was
very little equipment other than picks, shovels and
horse-drawn scoops. That is not to say that there was
no heavy earth moving equipment being used - after the
war there was a large increase in the use of mechanical
equipment.

Prior to this, the Foreman of Works in each main centre
was responsible for the equipment but with the increase in
mechanisation there was a need for more specialist
equipment control and maintenance. Two mechanical
advisers were appointed to assist the Civil Engineers,
one in each island. From these appointments the two
Plant Zones grew.

These Plant Zones were responsible for all the plant,
from machinery and equipment as small as a track
gauge to a bulldozer, that was used in the upkeep of
the Permanent Way and associated works. These
were located at Aramoho, Wanganui and Bell Street
Addington in Christchurch.

Over and above these was Head Office in Wellington
which controlled the operation. Any purchase of new
equipment from overseas was normally ordered by Plant
Office Wellington, shipped to Wanganui stores and
distributed by Arahomo Plant Zone to both islands.

The Plant Zones hired and maintained equipment to and
for the various Foremen of Works and Inspectors of
Permanent Way, together with some trolleys for the
signals branch,

Prior to the implementation of the Plant Zones, any trolley
construction was done by local workshops. Over the years
the extent to which each Plant Zone took matters of trolley
construction varied. It was not uncommon for a large

The Foreman of Works inspecting his area? This photo, taken back when
ballast was ungraded, shows the earliest design of three-wheeled
velocipede. The rear arm of the outrigger mounts to a single point, the
driver is sitting on a padded leather seat and the other seats are sprung
steel mounted, A good example of an outrigger wheel with a “toe-in"" to
keep the unit on the rail. Photo — Graham Radeliffe Collection.

amount of production work to be done at adjacent workshops,
but I have also spoken with staff who built production
runs of both wooden and aluminium trolleys at each Plant
Zone. Wheels and shaped pipe work were supplied from
Aramoho to the Addington Plant Zone, with the rest of
the construction being done locally.

Each item of plant was allocated a number prefixed with
WW (Ways and Works) and details of each item were
recorded on card files. Depending on the number of trolleys
being built, a consecutive run of numbers could be used at
any one place or, alternatively, only a single number
issued.

Throughout the history of trolley development there was
only gradual change because commonly available
components were used on the next models until phased
out through supply or design changes. Often components
such as wheels and axles would be cascaded down to a
lesser or specialist model. The numbering system was
varied over the years from local area numbers in the early
days to New Zealand-wide numbers in the latter years.

Velocipedes and later, trolleys, were a huge part of the
railway system and the heart and soul of each track or
signals gang. They provided transport for men and materials
for inspection and maintenance from centre to centre
and places in between. There were many more gang bases
then, than there are today with very few motor trucks.
Any medium sized centre may have had one motor truck
but all other transport was by trolley.

The inspection role was a key function for trolleys, with
the inspecting ganger checking his section of the track
for faults on a regular basis. Signal and lines staff and
maintenance fitters also used them. These fitters would

The Update page 7



Velocipedes and motor trolleys cont...

move from centre to centre, living in a hut on a railway
wagon, and commuting to nearby stations on trolleys
where they would overhaul pumps, water vats, track gang
tools and anything mechanical that needed attention.

Velocipedes
The dictionary description of a velocipede is:

an early form of bicycle, especially one propelled
by feet.

The railway jigger fits into this description, as a velocipede is
essentially a push/pull method of transport, where the feet
and hands are used to propel the equipment using a crank
arm arrangement.

In New Zealand there were both three- wheeled and
four-wheeled versions of the push/pull velocipede, but there
are no known records or photos of any American type pump
trolleys.

Three-wheeled velocipedes

Various examples have been built since 1893. Prior
to Plant Zones they were built at local workshops and
there are local variances in design and style. There are
three known drawings of three-wheeled velocipedes.
Two represent equipment issued as early as 1899 and the
other represents a later but very similar version.

The early versions are variously described as three-
wheeled velocipedes, or three-wheeled plate layer
velocipedes. The only major difference between them is
the method of fixing the outrigger to the main two-
wheeled frame.

Some have a forked outrigger that was fixed directly to
the main frame and others had an outrigger that was
fitted to an extension that formed part of the main frame.

A study of the photos will clearly show the difference.
The two earlier versions each had main wheels of
different sizes, one being 20 inches in diameter and the
other 16 inches. They were initially built with sprung
seats but as the strap steel that was used for the spring
wore out they appear to have been converted to
solid unsprung seats. Some had a horsehair-padded seat
for the driver, some only wooden seats.

They were designed for two people so some one got the
hard seat!. When first built, the wheels were wooden
spoked but this changed over the years as the wheels wore
out.

There was a long period when a very nice wooden centred
wheel was used provided by the Buda Co Chicago.

There was a large number of different wheel

A three-wheeled velocipede built to original plan with wooden spoked
wheels and inclined seats for comfort. Note how the outrigger has
been fitted. Photo — John Fitzgerald

manufacturers including the department’s own
workshops. The third version had the two main wheels
of the same size (16 inches) and is depicted in a drawing
issued in 1939. However, it was not until 1933 that a
drawing first showed a brake arrangement on a
“three-wheeler”. It should be noted that these three-
wheeled machines were designed so that the outrigger
could be removed easily.

The most obvious reason for this would be to fit them
through guards-van doors. Any one who has ever used
a three-wheeled velocipede will be aware that it is easy
to re-install the outrigger but more complex to set up
the wheels so that the whole unit stays on the track.

To keep them on the track, the outrigger wheel and
the driving wheel are set at an angle that is not the
angle of travel. In motor car terminology they are
given approximately one eighth of an inch toe in. It
works well but I have never been able to establish how a
three-wheeler in the Greymouth district that had no
flange on one of the main wheels ever stayed on the track.

Some were issued with two outriggers that essentially
converted them to four-wheelers, with each outrigger
wheel opposite the main wheel and connected to each
other by a timber member. These have commonly been
referred to as frost attachments; being used in areas of
frosty and icy rail.

Four-wheeled velocopides

The earliest known record for a four-wheeler is drawing
10.5760, issued in June 1893, showing seating for three
people. This had 20-inch wooden spoked wheels. The
drawings were updated in 1898, 1899, 1907 and last
amended in 1948. They operated on the same principal
as the three-wheeler and like the three-wheeler changed
over the years with updated wheels. It is very common to see
early photos of four-wheelers with steel spoked wheels. A
note in an old file, dated 1946, states:
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“four wheel hand trolleys have not been built for many
years and are regarded as obsolete as they have a low
gear ratio and can only travel at low speeds.”

This does not match with the amendment to the
blueprint in 1948, so perhaps more were built.

Regardless, a good number has survived in collections.

Hand-propelled velocipedes were very useful not

only for their designed use for track and line

inspection, but also for weekend picnics, deer stalking in
remote areas and transport to work.

Even though the majority were constructed of wood, a
large number lasted well in the 1960s, and T am sure there
were some around in the early 1970s. There is a number
restored in private and society hands.

A compact well-designed J.A.P. powered Sfour-wheeled motorised
velocipede with short handlebars. The frame and outrigger arms
are wooden with metal bracing. Windscreens were not fitted to
these machines until after 1943, Photographed at Middlemarch in

1953- courtesy Archives New Zealand — NZR publicity,

While researching this subject, I came across details of
Ganger Creighton who worked a length south of
Dunedin. He had received a thigh wound in the
First World War.

He applied to have a motor installed in his velocipede as
he was finding the pulling on his hilly section
difficult. His request was flatly tuned down together with a
suggestion that he be transferred to a section in Central Otago
where there was aneed for a replacement ganger, Eventually
he swapped with a ganger who worked the adjacent
flatter section.

Mechanisation of velocipides

In 1896 the Railways Department imported a small
gasoline engine inspection velocipede from the Sheffield
Car Company of Michigan. It did not prove reliable in
the hills area of Auckland and was replaced by the
manufacturer in 1901 with a more powerful unit. Very
soon afterwards motor trolleys were being constructed in the

A three-wheeled motorised ‘Penrose’ velocipede at Shantytown.
It appears to be a standard push-pull velocipede with the frame
extended to accomodate the motor. The outrigger wheel is a
replacement from a later era. Photo — Ian Tibbles.
department’s workshops. The engines used were imported
motor cycle engines. This eventually led to the
construction of the ‘Penrose’ engine at the
Maintenance Branch workshops in Penrose Auckland. In
1901 a large four-wheeled motor trolley capable of
carrying six persons was imported from Fairbanks Morse
and Co of Chicago. This vehicle was reported as being
able to reach 33 mph on level track. This test was between
Christchurch and Rangiora,

These two units began a period of experimentation with
internal combustion trolleys. In 1902 tests were carried out
in the Invercargill yard with a standard velocipede fitted
with a 3 horse power engine. This must have proven
successful, as in 1903 three small motor trolleys were
imported from Fairbanks Morse at a cost of sixty-four
pounds ($128) eachln 1907 an English Alldays and
Onions inspection car fitted with flanged wheels was in
use in the North Island and three years later a French
Darracq in the South Island.

From 1928 motor velocipede motor velocipede development
began in earnest, replacing the hand jigger crank with
JAP 350cc and 500cc engines. 350cc and 500 cc AJS
motorcycle engines were also used with the Briggs and
Stratton KI. model engine making an appearance in 1933.

A 9hp Harley Davidson engine was used on some
Gisbome district velocipedes. The motor velocipede
followed the basic layout of the three-wheel velocipede, with
the driver, main frame engine/gearbox seated over one rail
and outrigger wheel (or two) on the opposite rail.

The driver would place his toolbox or a length of rail on
the outrigger for stability and after careful tuning could
run the machine at some quite good speeds. There are
stories of Way and Works staff travelling at up to 60
mph on long straights, lying prone along the frame to
reduce drag.

The signals branch in 1934 (. drawing 46459) used an
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In a photo taken at the turn of last century on the Flat Stream Bridge on the Otago Central line, this four-wheeled push-pull is fitted with
“Donovan’ pressed steel wheels and shows how four men fitted on such a small unit with the fourth man's seat vacant whilst he took the
photo. Prominent is the red safety flag. Photo Courtesy Archives New Zealand — NZR publicity.

inspection velocipede fitted with two outrigger wheels and
a seat on the outrigger. It was powered by a 350cc AJS
engine and Burman gearbox with electric lights and horn
powered by a magneto.

Windscreens were not fitted until 1943. The last
production for a motor velocipede was number
68150 dated 1954.

They were built mainly with wooden frames but
there were some steel-framed machines also in
existence. These were the official motor velocipedes but
there were also the semi and the unofficial
machines,

There are file reports of men being allowed to engine
their velocipedes with their own engines and there are also
stories of the unofficial conversions. A friend of mine who
collects vintage motorbikes has a motor from a
velocipede that the Morven ganger had converted together
with an old cut-down 44-gallon drum painted white for a
weathershield.

Permission was officially granted in 1950 for Surfaceman W J
E Churchill at Oamaru to run velocipede number 147 with
motor attached. However, there were twelve conditions; one

of which was that he supplied his own petrol and oil.

This was not as bad as the twenty-four conditions in the
“Instructions for the operation of motor trollies(sic) by
line gangs” with which he was also issued. Then there
was ganger E ] Dow of Dunback who, in 1953, appears to have
taken the road wheels of a motor bike and mounted them in his
velocipede, together with handlebars.

When the four-wheeled push/pull was motorised it was
commonly referred to as a Catamaran.

Motor trolleys

The New Zealand Railway’s Magazine July 1928 has a
photo of a Fairmont section trolley, which recently
underwent trials in the Weka Pass. It was equipped with a
6hp engine and successfully hauled a material trolley at speeds
of 18 and 20 mph. This trolley marked a milestone in the history
of trolleys in New Zealand as it was the forerunner of the
motor trolley that saw service until replaced by Suzuki
light inspection vehicles.

To be continued...

The Update page 10



ATYV on the rails

These notes were sourced via an article on the New
Zealand E news site “Scoop”. The Queensland
Regulator, Greg Ford, provided a copy of an article that
appeared in “Rails ", which in turn led to contact with
the developer, Tim Moore, who also provided the photos.

I work for an Australian company called Transfield
Services. They have very recently taken over the track
maintenance contract from Tranz Rail. Tranz Rail was
my previous employer where I was a Line Inspector
for eight years. In this role I got to use a number of
different trolleys over the years and adapted them to my
personal requirements.

My first vehicle was a Fairmont two-man inspection
trolley. I man-handled the vehicle on my own and covered
a good part of the lower North Island of New Zealand.
The vehicle was similar to the Australian cars, with
an aluminium frame, three speed with reverse. Not all
of our trolleys had reverse! It had a small Briggs and
Stratton with a pull-start. For a long time I operated the
vehicle side-saddle, but as you will know doubt be
aware, it’s hard on the back.

I then decided to look at a seat, mounted off the left side
running-board. Wanting a cushy ride I mounted a swivel
seat (so I could face the rear), with a gas strut beneath
it to soak the jarring. I also cut the front wooden panel
and window in half so I had a better view of the track.
The next modification was a hand brake to stop rolling
when I was off the vehicle looking at the rail.

The next motor trolleys the company purchased came from
the UK. Called Alumi -carts, they were manufactured
by Bance and cut down in width to suit our 1068 gauge.
The only modification to my machine was to put a roof
on the unit for sun protection.

Photo: Tim Moore

These vehicles are still in use here but have proved costly
to maintain with gearbox and wheel problems over the
years. It was because of my history of trolley use and the
knowledge that the Alumi-carts were at the end of their life
that led me to look at other options for transport.

Being a rider of four-wheeled motor bikes (ATVs), I have
always seen the possibilities of converting one for rail

use.

Pr: rmr :
Here are a few facts on the project:

. A new Alumi-cart now ex Bance and Co in the
UK landed in NZ approx $21,000.00 vs the
ATV at approx $11,000.00 plus dolly wheels.

' The conversion took approximately six months
to complete, the engineer working on the project
part time.I worked with Tim Day Racing at

Palmerston North to modify the cart.

. I tried to contact Polaris R&D to get their
assistance and advice, however I never recieved
a reply to my emails. I had thought that with all
the Polaris attachments that they offer,along with
the potential market in the rail industry, subject
to gauge, they might consider producing something
commercially.

. My original design had the dolly wheels
electrically actuated by a button on the handle-bars.

. The bike has ‘on demand’ four-wheel drive
and is very comfortable to drive.

C The dolly wheels were cast especially for the
project.

. The bike is road legal, so returning to your start
point can be other than on rail.
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. I originally thought I would have to change the
knobbly tyres for a squarer road type tyre.My
thought was that the knobbly tyre could suffer
premature wear on the rail-head and prove
difficult in braking. Finding a suitable
replacement tyre proved difficult as the Polaris
had unusually sized wheels. Due to the
four-wheel drive capability, the overall diameters
of the front vs the back had to remain in the
same ratio.

O The front rims were spaced out 25mm each
side and the rear rims, 100mm each side.

) The dolly wheels have a trick suspension bush
in them to remove the jarring but still give a
positive load on the rail wheels. Most of the
research went into this component of the
design. Luckily we got it right almost first
time.

. The bike will cruise at S0km/hr with ease and
has thefacility to travel at the same speed in
reverse.

Tranz Rail National Manager Infrastructure Phil
McQueen says the company was keen to support the
idea and invest about NZ$12,000 in the project as it
offered safety, functional and cost advantages. Mr

McQueen says the company encourages staff to come
forward with ideas and, where possible, will assist with
those ideas.

Tranz Rail’s mechanical, engineering and design office
in Wellington helped in the project, checking and
providing details on how to adapt the ATV for rail.
The bike performed above our expectations and is
proving to be a valuable and flexible tool for use on and
off the rail tracks. It has so many advantages. With the
motorbike you can physically drive it up to the rail, lower
the wheels and then away you go. It’s got good lights, a
comfortable seat, space for carrying equipment and
provides shelter from the weather.

Useful/Useless Web links:

TransfieldServices:
http://www.TransfieldServices.com.au/rail.asp

Tranzrail:
http://www.tranzrail.co.nz/

Scoop E news service:
http://www.scoop.co.nz/

Polaris:http://www.polarisindustries.com/

Alumi-cart: http//:prospermarketing.co.uk/bance

The Update page 12



News Shorts

Defects

Despite the best efforts of Naomi and myself, a few minor
errors got past us in the last Update.

These included:

Dress — the standard for high visibility clothing is AS 4602,
not any of the multiple variations I referred to in the last
Update.

Wandering the West Coast - Rachael Kirkham did not geta
mention - Rachael also came over to Lincoln with us for the
sausage sizzle. Her help was most important and greatly
appreciated by the whole team,

Email - Chucks email is cwlee@post.harvard.edu

Names

A few suggestions for the name of this publication have been
received. These include; The Two-stroke Tattler, The Quad
Quipster, The Gang Shed, The Fuel Line, Lineside, Trackside,
The Section House, The Flangeway Whisper, Flange Talk,
Track Talk, The Inspector, Rattler Prattler, Tri-quad ,ASSCO
News, and *“Something in the Air” (though the ABC might
not like that one).

No firm decisions have been made, so it is still open for
you to put in your two cents worth. We hope to re-name
the publication shortly.

Insurances

The Management Committee has put in considerable effort
to attain a policy for the group so that a broader scope of
operations can take place. In particular, we were aiming for access
on the corridor managed by ARTC, and QR, for which we
required $20million.

Within days of sending out the last edition of The Update,
we received advice from our broker that a policy could be
bought, but that the policy would cost $17500 per annum.
This was cost that the committee could not commit, nor could
it reasonably expect the membership to sustain, at this point.

In the short term, our operations will be limited to heritage and
select commercial operations, which puts further onus back
onto the membership to support our current scope of
operations.

The base premium has been paid, so that operations can
continue with $10million of coverage. With the scheduled
runs this year, the group is in a position to easily renew
next year, and have funds accumulated towards a greater
policy.

Our Queensland liaison, Jerry, has been working hard to
source extended cover under the Government scheme there, so
that operafions on the QR network can commence.

As Norm noted in his letter in the last edition, it is
important that members continue to support the group through
this short-term hurdle, to ensure we are in a strong position
to continue to grow. Indeed, the current committee is
extremely humbled by the loyalty and support shown to
date.

Email addresses

A recent posting confirmed a number of dud addresses. Please
email the group coordinator if you change, obtain or update
your email address or ISP,

CHRTSA Conference

ASSCO, as a member of the Council of Historic
Railways and Tramways of South Australia, was
represented by the Group Coordinator who gave a thirty-
minute presentation on the hobby and the group.

There were seventy people present, representing all of the
museums and heritage operators in SA. It was also great to
see many of our SA members present.

The theme for the day was very much about moving on, and
taking a professional approach and attitude to the industry.
Many of the presentations were inspiring and motivating,
prompting many to look forward.

One common concern was the age of many involved in the
hobby, and the gradual decline of volunteer numbers.
Of course, the main concern at present is public liability. The
member organisations of CHRTSA have put a lot of work
into addressing this issue, work that has been supported by
the main industry broker.

Risk management training

At its last meeting, the CHRTSA body discussed risk and
hazard management as related to the current climate of
insurance and organisational management.

It has been proposed that Saturday, September 21 will be set
aside for a day focusing on this important area. Speakers have
been contacted and planning is continuing. The response to
date from many of the CHRTSA member organisations
has been outstanding.

If you are interested in attending, and it is recommended that
you do if you are interested in a role in the
management of ASSCO or any other community based
group, please let Nic Doncaster know via email.

Meetings, meetings and more meetings

Whilst in Queensland, the opportunity was taken to meet with
the regulator and with QR Network Access Group.

The main purposes to the meetings were to maintain open
communication with both parties, as well as explore and
address a few minor themes and issues.
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