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NEXT MEETING
Next Meeting — 3rd April 2008

The next meeting of the RTSA - SA Chapter will be held on Thursday 3rd April 2008 at The
Chapman Hall, Engineers Australia Bulding Bagot Street, North Adelaide commencing at 5.30pm.
The topic of the meeting is:

Seaford Rail Extension
and will be presented by

Gareth Evans
Manager, Public Transport Investment and Planning
Department for Transport, Energy and Infrastructure, Policy and Planning Division

Extension of the Noarlunga Line southwards has been a long term desire of those living in that area.
The South Australian Government recently announced that the rail extension forms part of its long
term infrastructure improvement strategy.

While there is at present no clear decision as to when the line will be built, planning for the line is
progressing.

The presentation describes the development and evaluation of the extension of the Noarlunga rail
line to Seaford to establish its economic and engineering feasibility and its impact on the objectives
in the South Australia’s Strategic Plan.

Prior to the meeting, light refreshments will be served.

Continuous Professional Development (CPD)
Engineera Australia members are reminded that attendance at RTSA technical meetings contribute towards CPD
requirements. Each RTSA technical meeting generally has a value of 1 CPD point.
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LAST MEETING

The last meeting was a presentation by Tony Simes,
Senior Transport Safety Investigator — ATSB on “Level
Crossing Safety and Accident Investigation”. The paper
below is based on the presentation.

The meeting was attended by 26 members and visitors
and Michael Forbes gave the Vote of Thanks.

Level Crossing Safety & Accident
Investigation

Tony Simes
Senior Transport Safety Investigator
ATSB

1. Level Crossing Traffic Control
Level crossings have either passive or active control.
1.1 Passive Control

Passive control relies on the road user detecting the
approach or presence of a train through direct
observation and then reacting accordingly.

Passive level crossing traffic control systems use road
signs only. Passive control is used where the volume of
road traffic is relatively low.

STOP

LOOK
FOR
TRAINS

L

Photo — Typical Passive Crossing Signs

If the driver of a passenger car approaching a crossing
has sufficient visibility to sight an approaching train and
make an informed decision whether to stop or proceed
across the level crossing, ‘Give Way Signs’ may be
appropriate.

If visibility is restricted such that a passenger car could
only sight an approaching train from the stopped
position before making an informed decision whether to
proceed, ‘Stop Signs’ may be more appropriate.
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1.2 Active Control

Active control relies on the road user sighting the
flashing lights, recognising their intended message and
reacting accordingly. Active control removes the
requirement for direct observation of an approaching
train.

Active level crossing traffic control systems use road
signs and devices such as flashing lights, audible
devices, barriers, or a combination of these where the
devices are actuated before and during the passage of
a train.
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Photo — Typical Active Crossing Signs

Active crossings are commonly used when passive
traffic control is not sufficient and/or the speed and
volume of road or rail traffic is relatively high. Boom
barriers provide an additional visual and physical barrier
between road vehicles and trains.

2. Railway Level Crossings in Australia

There are over 9000 public level crossings in Australia.
30% have active control and most are located in areas
of higher population density (Cities, major towns etc.).
The number of fatal level crossing accidents is almost
split evenly between active and passive controlled level
crossings. The higher incident of accidents at active
controlled level crossings probably due to higher traffic
density at active sites.
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Photo — Elizabeth SA .

Of the 18 level crossing accidents, 12 occurred at
passive control crossings and 6 at active control
crossings.

The ATSB does not investigate every level crossing
accident. Over the past 6 years, the ATSB has initiated
(or has been invited to investigate or participate in) 18
significant level crossing accidents. Of considerable
concern was the number of accidents involving trucks.

4. Train vs. Car or Truck

Network Rail (UK) teamed up with the popular TV show
Top Gear (BBC) to illustrate what happens when a
family car is hit by a train. The car was a five star safety
rated people carrier. The train was a single unmanned
107 tonne diesel locomotive. The result was that the
passenger compartment of the car was completely
crushed during the impact.

¥

3. Level Crossings Accidents

The ATSB has investigated 18 significant level crossing k: S
accidents over the past six years. One involved a P et T
passenger bus, five involved cars and twelve involved on with a Car
trucks. Only one involved failed level crossing traffic

control.
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Photo — Typical Rsult of Collision with a Truck

Though light-hearted in tone, the message is serious — “
don't run the risk at level crossings.”

The usual result from a collision between a train and a
car is that the car is totally destroyed resulting in
significant injury or death to the occupants. In most
cases, the result is the same for a truck. In all cases, the
risk of derailment, damage or injury to train and crew
increases.

5. Accident Investigation

ATSB investigations do not apportion blame or liability.
The focus of ATSB investigations is on finding why the
accident occurred. Recommendations resulting from the
investigation aim to reduce the chance of a recurrence.

6. Level Crossings Accidents

The primary cause of level crossing accidents is often a
failure by the motorist to stop and give way to the train.
However, there are usually underlying factors that
influenced a motorist’s actions. These may include:

i) Distraction

ii) Expectation

iii}) Fatigue

iv) Driver impairment

V) Failing to drive according to the conditions
vi) Operational aspects of heavy road vehicles

A brief description of some of the level crossing
accidents investigated follow:

6.1 Kalgoorlie (Western Australia) - 14 May 2007

One person injured. Relatively low speed collision.
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Photo — The Kalgoorlie Level Crossing

Main Factors
i) Equipment failure
ii) Temporary wiring
iii) Procedures

Cause - Active protection which failed to operate

Recommendations — Related to signal maintenance
i) Remove redundant wiring
ii) No temporary wiring to prevent level crossing
operating

6.2 lllabo (New South Wales) - 2 Nov 2006

This accident is an ongoing investigation so facts only
presented.

No injuries.

Photo —Aftermath of Illabo Level Crossing Accident
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Main Factors
i) Road accident resulted in a truck blocking
the railway crossing.
i) Human error (vehicle driver).
iii}) Difficulty communicating with train crew to

warn of a level crossing obstruction.
6.3 Albury (New South Wales) - 5 Jun 2006

One person killed

Photo —Aftermath of Lismore Level Crossing Accident

Main Factors
i) Human error (vehicle driver)
i) Environmental conditions

The area was subject to heavy fog. The truck was not
being driven in accordance with the conditions of
reduced visibility that existed at the time and that the
level crossing approach signage. The truck driver may
have been experiencing a degree of fatigue that could
have affected his driving performance. While not

Main factors: contributing, sighting distances were not in accordance
i) Human error (vehicle driver) with the relevant standards.
ii) Drugs - The concentration of cannabis in the . . .
drivers blood exceeded levels where studies It was a result of this level crossing accident that level
have indicated performance impairment crossing accidents started to gain a higher profile in the
becomes truly prominent across all driving media.
related performance measures. 6.5 Elizabeth River (Northern Territory) - 20 Oct 2006

iii) Mobile phone use
) o Two locomotive drivers injured
The investigation concluded that the effect of non-

prescription drugs on driver performance and driver
distraction due to mobile phone operation were safety
factors which contributed to the collision.

6.4 Lismore (Victoria) - 25 May 2006

One person killed (truck driver).
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i) Truck driver did not see the approaching train,
even though it is likely that he looked in that
direction.

ii) The investigation established that an adjacent
road junction, low train conspicuity and a low
expectation of seeing a train probably combined
to mistakenly filter the truck driver’s attention
away from the importance of looking for a train.

iii) Consequently he did not see the approaching
train, even though it is likely that he looked in
that direction.

iv) It had become normal practice for the truck
driver to slow but not stop at the level crossing
‘Stop’ sign.

6.6 Ban Ban Springs (Northern Territory) - 12 Dec
2006

Two significant injuries (truck driver and a train
passenger). Several other minor injuries resulted.

: ik ..- 3 l-_,.
Photo —Elizabeth River Level Crossing Accident — Gravel in
Locomotive Cab

Main Factors Main Factors
i) Human error (vehicle driver) i) Human error (vehicle driver)

ii) Level crossing design . L
iii) Train conspicuity The ATSB mves_tlgatlon found that: _
i) The accident occurred on a passive level
The investigation found that: crossing
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ii) It occurred at a remote area approximately
130km south-east of Darwin

iii) A two trailer road-train (empty) drove into the
path of the Ghan passenger train.

iv) The collision derailed the train, several injuries
occurred including one passenger and truck
driver was air lifted to Darwin.

Conclusions:

i) The investigation concluded that the truck was
driven through the 'Stop' sign at the level
crossing at a speed of about 50 km/h.

ii) The driver of the truck traversed the level
crossing many times during the course of his
'working day' and had been in the habit of
slowing rather than stopping at the level
crossing 'Stop' sign.

iii) Factors influencing this act were the manner in
which the task was normally performed, the
expectation that a train would not be present
and the operational constraints of road-train
vehicles.

iv) It was also found that the ability of the road-train
truck driver to hear the first two soundings of
the train horn may have been compromised by
his severe bilateral hearing loss.

7. Results from Above Investigations

Road-train timing tests were conducted. The tests were
conducted on 53.5 m long B+2A road-trains at the
Fountain Head Road level crossing, Ban Ban Springs.
The tests found that the procedure/standard used to
calculate and/or assess the level crossing sighting
distance was probably inadequate for the truck the
configuration tested. It is likely that sighting distances at
other level crossings controlled by Stop signs, used by
high combined gross mass road vehicles, may be
similarly deficient and more research is needed to
accurately assess this risk.

Different perspectives create challenges associated
with improving level crossing safety.
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The road safety perspective is that less than 1% of road
crash deaths in Australia occur at level crossings. By
comparison, there are more than 1600 road crash
deaths per year in Australia. Funding is generally
directed towards where the majority of deaths occur
which is toward roads.

The rail safety perspective is that level crossing
accidents usually result in death or serious injury. They
generally account for a large proportion of fatalities
associated with the railway industry. The actions of third
parties are largely beyond the control of railway
organisations. Potentially, a collision between a road
vehicle and a passenger train could have catastrophic
consequences if the collision causes the train to derail.

The community perspective is that it recognises that
sharing the road with other road users increases the
risk of collision. By comparison, level crossing accidents
are rare, have a high profile in the media and can have
significant emotional impact on local communities.
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Heightened community focus is directed towards the rail
system, along with vigorous attempts to identify
shortcomings in the railway crossing protection
systems. There is a belief that level crossings needed to
be better protected rather than focus on road rules that
may have been ignored.

It is important to understand some of the underlying
factors that influenced a motorist’s actions.

Driving a motor vehicle is something most of us
consider relatively straightforward. It has been
suggested that the error rate for the average motor
vehicle driver is in the order of 1 error every 2 minutes,
or 30 errors per hour. But we don’t have 30 accidents
per hour. A human has the ability to correct an error and
prevent most accidents.

Research by the Australian Research Council indicates
that human error is a contributing factor in more than
90% of motor vehicle accidents. This would support the
theory that a high error rate for the average driver is
realistic.

8. Heavy Vehicles in Australia

Standard Trucks are usually rigid trucks / trailer
combinations are 12m to 19m long. Semi-trailer trucks
are 19m to 25m long.

Road-Trains can have up to 4 trailers and are 25m to
53.5 m long. Some are up to 175 tonnes in total weight.
Road-trains in Australia are the largest in terms of
weight and length allowed on public roads in the world
and travel on public roads with cars and buses.

Photo —-Large Road Train

The potential for trains to derail, resulting in significant
damage and possible injury/death to train drivers and/or
passengers increases dramatically if the vehicle
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involved in the level crossing accident is one of these
large vehicles.

9. Further Level Crossing Accident Descriptions
9.1 Back Creek (New South Wales) - 10 Mar 2007

One person killed
Two locomotive drivers injured

This accident is an ongoing investigation so facts only
presented.

Photo —Aermath of Back Creek Level Crossing Accident
Main causes - Human error (vehicle driver)

Accident description - A loaded truck/trailer combination
drove into the path of a freight train. The train derailed,
ruptured the locomotive fuel tanks, ignited fuel and
destroyed the locomotives.

9.2 Wingeel (Victoria) - 15 Nov 2006

One person killed (truck driver)
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iv) The truck entered the level crossing and did
not come to a halt at the Stop sign.

v) The driver of the truck was possibly distracted
by the presence of the road-junction ahead and
was probably unaware of the presence of the
train until just before the collision.

vi) The viewing angle in the direction from which
the train approached the crossing was poor.

vii) When coupled with the restricted visibility from
the trucks cab, it would have been difficult for
the truck driver to see the train without coming
to the required stop at the crossing.

9.3 Kerang (Victoria) - 5 June 2007

Eleven people killed and 14 people injured.

Photo —Aftermath of Wingeel Level Crossing Accident

Main Factors - Human error (vehicle driver)

Accident Description:

i) The truck stopped with the drivers cab
obstructing an Adelaide to Melbourne
passenger train.

ii) The train neatly removed the truck’s cab.

iii) Had the trucks load of large rocks obstructed
the train, the potential for injury/death to train
crew and passengers would have been
significant.
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Results of the investigation:

i) Likely that the truck did not come to a halt at the
Stop sign controlling the crossing.

ii) The driver was possibly distracted by the
presence of the road-junction ahead and/or a
preoccupation with arriving at his destination on
time, which may have diverted his attention
from the risks associated with negotiating the
level crossing.

iii) The viewing angle to the north-west of the
crossing was substandard and coupled with
restricted visibility from the truck drivers cab
would have made it difficult for the truck driver
to see the train without coming to a complete
halt at the stop sign.

9.5 Two Wells - 6 August 2007

Photo —Aftermath of Kerang Level Crossing Accident

Main Factors - Human error (vehicle driver) One person injured (truck driver)

ATSB assisted the Victorian State Governement with The investigation is ongoing.

the investigation. 9.6 Virginia - 16 November 2007

Accident Description:

i) The accident occurred at an active controlled crossing
(Flashing lights). The investigation is ongoing.
ii) The truck/trailer combination drove into the side of a L

passenger train resulting in 11 passengers killed and 14 9.7 Virginia - 13 December 2007

Two people killed (road vehicle)

injured. One person injured (truck driver)
Results of the accident: _ The investigation is ongoing.
i) Increased media coverage regarding level
crossing accidents. 9.8 Birkenhead - 5 March 2008
ii) The State and Federal Governments look at

strategies to reduce risk at level crossings. Minor injury to truck driver.

9.4 Tailem Bend - 4 Oct 2006

One person injured (truck driver)

Photo —Aftermath of Birkenhead Level Crossing Accident

The investigation is ongoing.
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10. Level Crossing Safety Improvements
(Investigation outcomes)

The aims of the investigations are to improve level
crossing safety by the following:

i) Public awareness and law enforcement

ii) Re-design of the road / rail interface (layout,
road signals etc.)

i)  Re-assessment of bus / heavy vehicle routes

iv)  Closure of the level crossing and grade
separation

V) Restricting access (truck size limits)

vi)  Improving conspicuity of trains (flashing ditch
lights)

vii)  Recognition of the risk posed by large, long,
heavy vehicles

viii)  Ensuring sighting requirements are suitable
for all vehicles

11. National Safety Initiatives

The following national safety initiatives to improve level
crossing saftey have been developed:

i) Australian Level Crossing Assessment
Model (ALCAM)
ii) National Railway Level Crossing

Behavioural Plan (Australasian Railway
Association)

iii}) National Rail Reform Package — includes
management of safety risks at the road/rail
interface (All State Transport Ministers,
National Transport Commission ).

12. State Safety Initiatives

The state safety initiatives include:

i) Safety education campaigns in most
Australian states
i) Some states have initiated major

infrastructure upgrade programs to improve
safety at railway level crossings

Other initiatives both national and state based have
been developed.

13. Description of Safety Initiatives
13.1 ALCAM

ALCAM is a process that objectively assesses,
evaluates and prioritises the safety risks at railway
crossings and can also be used to test treatment
strategies aimed at improving safety risk at specific
sites.
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13.2 Behavioural Strategy

In 2005, the Australasian Railway Association (ARA), in
concert with Government agencies, initiated the
Australian Railway Level Crossing Behavioural
Strategy. The Strategy proposes that stakeholders can
reduce this risk through collectively developing
education and enforcement programs, aimed at
modifying vehicle driver and pedestrian behaviour. The
strategy is aimed to be delivered in all jurisdictions.

13.3 National Rail Reform Package
This strategy was announced on 20 Feb 2008.

It is an interface Agreement. The strategy requires rail
operators, rail infrastructure managers, road authorities
and the owners/managers of private roads to jointly
identify, assess and manage safety risks at level
crossings and other road-rail interfaces.

The intention is that legislation will be effected by mid
2008 with a three year transitional period. Priority to be
given to higher risk crossings.

14. Further Information

Further information may be obtained from the ATSB
website at
www.atsb.gov.au
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Chairman’s Chatter — Duncan McLeod

A number of current trends are coinciding to present a
very attractive outlook for the growth and development
of the rail industry over coming years.

Escalating fuel prices are increasing the
competitiveness of rail against road freight transport,
because of the lower friction and greater efficiency of
the steel on steel interface, in comparison to rubber on
bitumen. So far, at least, and somewhat surprisingly,
there does not appear to have been a detectable
resurgence in coastal shipping, an even more energy-
efficient mode. But as fuel costs escalate at a higher
rate than prices in general, the advantage of rail over
road increases.

Another trend is the continuing population growth in
cities, with a corresponding increase in car use.
Unfortunately, until now, investment in public transport
is not keeping pace with this rising demand. This
results not only in overcrowding on public transport, but
also congestion on roads. In parts of our major cities,
road congestion is approaching intolerable levels.

It is interesting to note that, to alleviate pressure on its
trains, Connex in Melbourne is experimenting with
discounted fares for those who complete their journeys
before 7:00 am. Out on the roads, the West Gate
bridge is carrying 160,000 cars a day, up from 48,000
when it opened in 1978, making the journey to work
increasingly frustrating.

As an outcome of this road congestion, trucks trying to
access the Port of Melbourne are diverting through
suburban streets, raising the ire of local residents. It
both Sydney and Melbourne, the development of rail
shuttles from “inland ports” has evolved and will
increase further. We have our own example of this in
Adelaide, with the successful and expanding
development at Bowmans.

Community protests delaying new proposals for urban
roads are leading to increased consideration of rail
projects. A new east-west road tunnel has been
mooted for Melbourne, but the planning and approval
process is likely to take over 10 years. Is there any
certainty over the availability and price of petrol, and
thus usage of the facility, so far ahead?

Coupled with all of this, our rate of economic growth is
straining the supply of labour. One of the effects is that
the road transport industry is finding it increasingly
difficult to attract and retain drivers. A Saturday
“Advertiser” lists vacancies extending over multiple
columns. The uncongenial hours of work and time
away from home associated with interstate line haul
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make it difficult to attract younger people into the field.
Combined with an ageing demographic, it would seem
that existing staffing problems are only going to get
worse.

These trends are encouraging a transition from road to
rail for long distance freight.

However, rail is not exempt from crewing difficulties.
But given the input of labour required to move a
container of freight on rail in comparison to road, the
overall situation must surely favour the steel wheel.

All of these aspects give rise to a situation where
sustained growth in the rail industry, for both freight and
urban passenger, seems inevitable.

THE OBSERVATION POST — Max Michell

(Editors Note — The Observation Post and the article by
Alex Stoney has been reproduced from the RTSA NSW
Chapter Newsletter with due acknowledgement.)

This month we are fortunate to have received an
interesting and provocative article from Alex Stoney,
which | have used as the regular Observation Post
commentary piece. Alex is an active retiree with a
penchant for seeing past the accepted to the sometimes
blindingly obvious.

Back in 2000 he promoted and idea for a short direct
route between Hexham and Stroud Road running up the
Karuah Valley. While he may not have been to first, his
item (in the then equivalent of RTSA’s Rail Horizons)
was probably the first time this proposal was published
in the public domain.

Alex has been active yet again and compiled an article
that challenges the accepted wisdom surrounding the
near complete Chatswood to Epping line — the line that
has managed to get half way to its original destination
for something like 50% more than the original full line
cost.

Alex writes with considerable passion and has a no
holds barred style — something that is likely to incite
reactions in his readers one way or another. But read
past the immediate in this article and Alex is pointing
directly at a style of decision making that is prevalent
here in NSW, which over many years has allowed
distraction by simple single option solutions rather than
keep an open mind and a clear focus on the end goal.
More than one transport project in this state has come
to a less than glorious conclusion as a result of this
narrow vision.

Whether the Chatswood — Epping railway will be able to
live up to its justification is yet to be seen, although
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arguably the objective to free up peak capacity on the
Western line will be rather difficult to achieve. Equally
any downgrading of services north of Chatswood (to
provide trains for the new line) is hardly likely to be seen
as progressive by the upper North Shore community. If
nothing else it is hoped that you feel challenged by
Alex’s contribution. And so to the words of Alex: ---------

The news (ABC TV News, Friday 7 December
2007), that the Epping-Chatswood railway cannot be
used by the existing Tangara trains, was followed by the
headline (Northern District Times, Wednesday,
December 12, 2007 page 3) “Gradient turns link into
lemon - - a transport planning ‘debacle’™. Which
perhaps invites a critical look at this project.

Brief History of the Project.

On Sunday 5 July 1998, the Hon Carl Scully, MP, then
Minister for Transport issued a Media Release
“‘PARRAMATTA RAIL LINK. The State Government has
given in-principle approval for the construction of a new
28 kilometre heavy rail link from Parramatta to
Chatswood via Epping by 2006, the Minister for
Transport, Mr Carl Scully, announced today. This link,
estimated to cost $1.4 billion, - - .

The project was quickly subject to criticism. The
Northern District Times, Wednesday,8 July, 1998, said,
under the headline

“‘LINE HONOURS LOSING GLOSS” “Some of the shine
has been taken off this week’s $1.4 billion rail link
announcement with accusations of political stalling and
disappointment that the line will bypass West Ryde.- - -
- Council had previously campaigned that the line
should travel via both areas, allowing a 16-minute
journey between Parramatta and Chatswood, instead of
the 30 minutes it will take via Epping. - - - The people of
western Sydney were hood-winked in 1995 when Bob
Carr told them he would begin construction of the link in
Labor’s first term of government. - - - It's been almost
four years since that promise was made and not a sod
of earth has been turned.”

In the Sydney Morning Herald, Saturday September 26,
1998, the New South Wales Department of Transport
advertised for consultants for the preparation of the
Environmental Impact Statement (EIS), and on 26
November 1998, the Executive Director (on behalf of
the Director-General) of the NSW Department of Urban
Affairs and Planning wrote to the Director-General of the
NSW Department of Transport, setting out requirements
for the EIS.
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The NSW Transport Department, on its website,
advertised “Action for Transport 2010” on or before 6
January 1999. In this document the major reason for
deciding to build the railway from Parramatta to
Chatswood, was to relieve the coming congestion on
the western suburban main line from Strathfield to
Central, by diverting 14 trains in the morning two-hour
peak period, thus freeing up capacity to accept the
anticipated traffic growth on this Western line to
Blacktown, Richmond, Penrith and the Blue Mountains.
This priority now seems to have been forgotten, as the
line does not now go to Parramatta, and it is rumoured
that it will not be built at all.

On 12 January 1999, | submitted my report
recommending a number of improvements, particularly
the correction of the route from Carlingford to
Macquarie University, from a sharply-curved “S” bend to
a near straight line. A similar straightening from Delhi
Road to Chatswood was recommended, with a bridge
over Lane Cove River (south of the Fullers Bridge and
well outside the National Park), an underground
Chatswood platforms roughly at right angles to the
existing surface ones, with the line joining the North
Shore line just north of Artarmon, as shown in the
attached Diagrams 1 and 3. These improvements
would have shortened the distance from Epping to
Chatswood from 13 km to 10 km, with massive energy
and time savings. Also that Epping station should be
placed entirely underground, with four platforms on the
North-South lines and two platforms on the East-West
(i.e. Parramatta to Chatswood) lines, below and
approximately at right angles to the four tracks above,
as shown in the attached Diagram 2. This would
remove the unnecessary connection to the Main North
line at Epping, whose inclusion was a very poor
decision, since the main purpose of the Parramatta-
Chatswood line was to serve commuters from west of
Parramatta.

Making trains go to every possible destination is of
course impossible, but to send some trains to one
destination and others to a different destination, so that
those passenger will not require to change trains, can
cause a serious deterioration of service quality. This
results from the requirement that passengers must wait
at their starting station until the train going to their
selected destination arrives. It will usually be quicker,
and certainly more efficient to board the first train to
arrive, change to the appropriate platform at the
interchange station, and once again board the first train
to arrive. This is the system used on most overseas
railways and subways, such as London, Paris,
Budapest, Tokyo and Hong Kong, all of which the writer
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has seen and travelled on, and all work far better than
Sydney’s.
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Diagram 1.

This plan would free up the land at Epping (worth about
$100 million) currently occupied by the railway, for use
as commercial and residential development as well as
the much-needed multi-floor commuter car-park. It was
acknowledged on 10 Feb 1999, but apparently
otherwise disregarded. The same report was suggested
at the PRL EIS Community Workshop on Tuesday 23
February 1999, (supported by Diagram 1) and the PRL
representatives appeared to listen, but no further
response was given to it. On 2 July 2000, this report
was placed on a web-site
(http://members.ozemail.com.au/~astoney/pararail.html)
for public access, and can still be seen there.

Ground Lewvel Wiew.

Diagram 2.
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If mv route recommendation had been accented. then NSW Government Initiative”) continued until at least 8
y . pted, December 2003, but by May 2004 was replaced by
the length of the tunnels from Carlingford to Artarmon, .
. 4 ) . Transport Infrastructure Development Corporation. Was
via Epping, Chatswood and the three intermediate . « » .
this used as a “smoke-screen” to shield the NSW

stations currently being built, would have been no e :
. . Government from responsibility for the escalating costs
longer than the present railway construction from of this project?

Epping to Chatswood.

The Parramatta Rail Link EIS was placed on public Extravagance on a grand scale.

hibition f 1 Feb 2000 until 1 March 2000.
exhibriion from 1 February unt are The cost of the PRL has escalated continuously since

the project started, from an original budget of $1.2
billion (for the whole project) to the current $2.3 billion

(Northern District Times, Wednesday, October 15, (for only half of the project)

2003, page 1) “This week PRL released its plan for the

station - - .The Parramatta Rail Link proposes to build a (Northern District Times, Wednesday, March 14, 2001,
station almost twice the size of the current one at a cost page 1) “RAIL LINK DELAY” “Cost soars by $500m”
of about $30 million, $10 million more that the previous “THE Parramatta Rail Link is behind schedule and
proposal.” See Diagram 4. facing a cost blow-out of $500 million, bringing the

estimated cost of the project to $2 billion.”

“On Sunday 25™ March, 2001. the Premier announced
{ that due to an $800 million blowout, just half of the

Parramatta — Chatswood rail link would now proceed,
costing $1.4 billion.”. See
(http://www.andrewtink.com.au/parramatta-
chatswood rail link1.htm)

(Northern District Times, Wednesday, March 28, 2001)
“Mr Carr said Stage One of the project would build the
Epping to Chatswood link and upgrade Parramatta

Diagram 4. Artist’s impression of the proposed Station at a total cost of $1.4 billion, the original
Epping station. estimate for the entire project. He said spending was
This project was started by the Department of Urban “locked in” fon; Stage One, with an expected completion
Affairs and Planning. The Parramatta Rail Link Co. (‘A date of 2008.
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(‘Parramatta Rail Link’ ‘Link Update, issue #4, June
2001’) “The Carr Government has committed $1.6
billion in this year’s State Budget to commence
construction of the Parramatta Rail Link with $145
million to be spent in the 2001/02 financial year.” “This -
- $1.4 billion - - represents the net cost of all project
components to be delivered by 2008.” “The Government
- - expects to commence construction of the PRL by
mid-2002.”

(‘Parramatta Rail Link’ ‘Link Up, Vol 2 No 2, September
2001’) “Hassell, the award-winning architectural firm
behind Sydney’s Olympic Park Station, has been
appointed to design the new Parramatta Rail Link (PRL)
stations between Chatswood and Epping.” This appears
to be the point at which the inflation of the project’s cost
started to increase rapidly. One wonders what limits
were placed on the architects’ designs and the costs of
building their plans.

(Northern District Times, Wednesday, December 8,
2004, page 7) "Transport Minister Michael Costa
announced the $190 million contract for the fit-out of the
stations, part of the $2 billion Epping to Chatswood rail
link, at Macquarie Park last Thursday.”

(The Sydney Morning Herald, August 12-13, 2006, on
page 32) Under a headline of “End of the line on
credibility — Rail link cost out of control” it was reported
that the job started “At an estimated total cost of $1.4
billion” and “will now be only half finished for $2.25
billion.”

This appears to display no trace of financial
responsibility. One wonders what the Board of T.I.D.C.
does. In any private company, if a major project suffered
such a budgetary over-run the shareholders would want
an explanation, backed by a resignation of those
responsible. It appears that in a Government company,
such as Transport Infrastructure Development
Corporation, no financial responsibility exists.

Look at the Annual Report of T.I.D.C. 2007 and you will
see magnificent pictures of wonderful architectural
achievements. It talks, as if with pride, of the enormous
amounts of money they are spending on this project.
Look at the magnificent roof structure on North Ryde
(Delhi Road) Station, and wonder how many more or
less passengers the station would serve if it had a
simple flat (as at the new Epping Station) or gabled roof.

T.1.D.C. seem to be proud of taking so long to build this
badly-designed railway, and the Government still sees
no need to increase the proportion of Sydney’s
population that CityRail serves. In the eight years since
this project was started Sydney’s population has
increased by about 10%, but not one station has yet
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been added to the 173 which make up the CityRail
suburban system. When the Epping-Chatswood line is
finally opened in a year or more, it will add only 3
stations, instead of the 17 or so, needed just to balance
population growth in the same eight years. Nor does it
provide any of the 40 or more stations (on new rail
routes) needed to balance the population growth in the
35 years since the Eastern Suburbs Line (the last
significant expansion) was built. This policy should be
revised urgently, and replaced by a policy to double the
size of CityRail as urgently as possible.

Epping Station has been under construction for several
years, after several re-designs, always at a great
increase in cost. Now it is partly in use, and it has
attracted some favourable comment from many
commuters. However, it displays no reason why it
should have been built at all. The existing Epping
Station worked quite satisfactorily, and the PRL EIS
showed that the passenger flow through Epping was
expected to reduce. What Epping needed was a
commuter car-park for the many commuters who live
out of range of walking or bus services. The EIS
provided for a 900 car parking area at Carlingford, thus
making the commuter car-park unnecessary at Epping,
but the abandonment of the Parramatta section of the
project meant that no connection to Carlingford will
exist, and the car-park at that point will not be built,
leaving Epping’s streets heavily congested with
commuters’ cars.

Railway Safety.

These days the subject of Railway Safety gets a lot of
attention, often at great expense. Many millions of
dollars, of the cost of the Epping-Chatswood railway, is
claimed to be the result of modern requirements of
safety against terrorist attacks. | wonder if anyone ever
did a cost/benefit analysis of this situation. | still
maintain that expenditure on Railway Safety is money
wasted, because more lives would be saved by
spending the money on railway expansion, so as to
divert commuters from driving to work on dangerous
over-crowded roads. Remember that the Waterfall
accident on 31 January 2003 cost seven lives. Seven
people died on NSW roads that week, and in every
week since, but no passenger has been killed in a train
accident in NSW since Waterfall.

People, and particularly the Press, are usually much
more concerned with whatever perceived danger is
topical at the moment, such as terrorist attacks, than
with the real dangers which surround us every day,
such as walking across the road. This results in some
serious misapplication of financial resources. American
statistics (in regard to rail level crossing accidents) back
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my view; “- - for the same cost as saving a single life at
a rail crossing, 150 lives could be saved by installing
rumble strips, 23 saved by cable and jersey barriers,
and 21 saved by upgrading traffic signals.” (Journal of
Rail and Rapid Transit — Proceedings of the |.Mech.E,
Part F, September 2007, page 328.)

CityRail Planning appear to expect all tunnels to be
single track “for safety”, which | think is ridiculous when
compared with the records of overseas tunnel
accidents; all of those | know of have been in single
track tunnels. | know of no accidents in double track
tunnels, and none in Australian rail tunnels at all. To be
in a train in a tunnel is perhaps the safest place on this
earth.

Epping Station stopping placement.

Anyone who thinks that CityRail planners consider the
convenience of passengers has not looked at the new
(above-ground) platforms at Epping. A painted symbol
“8 6” is used on each of platforms 1 and 3 to indicate
where the driver should stop the train. A fortune has
been spent on providing a roof over each platform. One
would think this was done to avoid the necessity for
passengers to wait and/or walk in the rain. But NO !'!

On platform 3 (northbound) all doors of a 6-car train
(and all doors of the first 6 cars of an 8-car train) stop
beyond the new roof, leaving passengers exposed to
the weather, which can and sometimes does include
heavy rain. All doors of an 8-car train stop past the
escalator, while the lift and stairs are even further away.
The escalators to the as-yet-unfinished underground
platforms are further away still. The situation on
platforms 1 and 2 is nearly as bad, while platform 2 has
been out of service for several years, and its stopping
locations are not marked.

Project Policy.

Since the second world war, when necessary things got
done with urgency, a policy of procrastination has
spread throughout much of the developed world, and
this policy is alive and well in NSW.

Any necessary infrastructure development is obstructed
by the requirement for a massive detailed plan, backed
by an Environmental Impact Statement (often taking
several years to complete) followed by Public
Consultation meetings at which invitations to protest are
issued. This can then be followed by expensive Court
challenges (with possible Appeals for further delay), and
approvals or otherwise by many regulatory bodies. All of
this is a “smoke-screen” for procrastination, which if

Page 17

done successfully leads to the project being pigeon-
holed, abandoned and forgotten (all at great expense).

Can we afford to continue this policy of procrastination
when Sydney’s road network is heavily congested, and
any road construction work only attracts sufficient cars
to make the congestion worse. We need to have
massive expansion of CityRail's capacity to serve new
suburbs. We should try the Chinese system of project
organisation. It took only 2 months, from their visit to the
German Maglev test track, to their order for the 400
km/hr Shanghai Airport Maglev system, which was
running within a year. Does our system of
procrastination, planning studies and reviews, EIS,
public consultation and challenges, actually save any
money. Looking at the PRL and its reduction to Epping-
to-Chatswood (without any cost saving) shows no
saving at all.

Lane Cove National Park.

The greatest bungle of this ill-fated project was to put
the tunnel under the Lane Cove River. There were five
options:-

(a) High level bridge.
b) Low level bridge.
c¢) A cut-and-cover tunnel under the river.

d) A bored rock tunnel under the river.

(
(
(
(e) Not going through the National Park at all.

From this list the worst option, a cut-and-cover tunnel,
was chosen as a result of weak Politicians giving in to
organised procrastination. The best option, to avoid the
National Park completely, was not considered at all. The
route from Delhi Road to Chatswood was based on
having a station at Kuringai College (which became part
of the University of Technology, Sydney, during this
project). This station was ruled as impracticable due to
the depth of the station, and the need to stop and re-
start the trains on a maximum grade. With this decision
to not have a station here, the route should have been
re-considered, and the fifth option selected. Is it now too
late to correct this serious blunder?

With money appearing to be overflowing from the State
Treasury, the section of this rail link from Delhi Road to
Chatswood could be re-built to a better alignment. This
would pass under the Northern Suburbs Crematorium
and across the Lane Cove River, on a bridge
approximately 450 metres downstream from Fullers
Bridge, passing under Fullers Road from near its
intersection with Greville Street, to near its intersection
with the Pacific Highway, then passing to an
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underground station at the Albert Street end of
Chatswood Station, before curving around to emerge as
a surface railway just north of Artarmon Station, as
shown in Diagram 3 above. The elimination of most of
the curves, and of the terrible grade in the Lane Cove
River area, would save several minutes for every train
passenger commuting on this route. It would be
interesting to see a benefit/cost study of the annual
value of the commuters’ time, compared with the cost of
this project correction.

It is interesting and educational to compare the present
system with what it was when built 80 years ago, and
discussed by J. J. C. Bradfield. “- - the system will be
adequate for a population of over 2,000,000 in the
Metropolitan area. - - and - - should - - cope adequately
with the traffic 15 years hence.” (I.E.Aust. Transactions
Vol.VIl 1926, page 505.) Very little has been added to
cope with the present population of over 5 million.

Disclaimer.

This report is written by Alex Stoney, a professional
consulting engineer (now retired and a long-time
resident of Epping) with extensive experience in design
of railway vehicles, (mostly for N.S.W Railways, but also
for every other railway in Australia, and some overseas)
and in railway systems planning. As well as being a
Fellow of the Institution of Engineers Australia, | am a
member of their affiliate bodies, (a) the Railway
Technical Society of Australasia, and (b) the Australian
Underground Construction and Tunnelling Association. |
am also a Member of the Railway Division of the
Institution of Mechanical Engineers (of England).
However, this report is submitted as a private person's
view, and is not backed by professional responsibility,
since it is not based on an adequate supply of technical
data, such as sufficiently detailed maps or detailed
geological information. It is however based on an
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extensive observation of the development of Epping and
its transport problems, and extensive observation of
other railway systems from whose experience much has
been learned.

Alex B. M. Stoney.

WAYS TO MAINTAIN A HEALTHY LEVEL OF
INSANITY (Courtesy RTSA NSW Newsletter)

1. At lunch time, sit in your parked car with sunglasses
on and point a hair dryer at passing cars. See if they
slow down.

2. Page yourself over the intercom. Don't disguise your
voice.

3. Put your garbage can on your desk and label it 'in.'
4. Finish all your sentences with 'in accordance with the
prophecy.'

5. Dont use any punctuation

6. As often as possible, skip rather than walk.

7. Order a diet water whenever you go out to eat, with a
serious face.

8. Sing along at the opera.

9. Put mosquito netting around your work area and play
tropical sounds all day.

10. Five days in advance, tell your friends you can't
attend their party because you're not in the mood.

11. When the money comes out the ATM, scream 'l
won!, | won!'

12. When leaving the zoo, start running towards the
parking lot, yelling 'run for your lives, they're loose!!'

13. Tell your children over dinner. 'Due to the economy,
we are going to have to let one of you go.'
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MEETINGS FOR 2008

Future Speakers/Dates/Topics

Date Speaker Organisation | Topic Venue

3/04/2008 Gareth DTEI Seaford Rail Extension | Chapman Hall, ENG AUST,
Evans Bagot St North Adelaide

1/05/2008 Brett Baker | Bombardier Rail Maintenance Chapman Hall, ENG AUST,

Activities in Adelaide

Bagot St North Adelaide

5/6/2008 R Barry & TransAdelaide | Upgrade of Noarlunga | Adelaide Riviera
Charles and Belair Lines
Irving
3/07/2008 TBA DTEI Relocation of Rail Car | Chapman Hall, ENG AUST,

Depot

Bagot St North Adelaide

12/08/2008 Graham United

92 Class Locomotives | Chapman Hall, ENG AUST,

Haywood Goninan Bagot St North Adelaide
7-10/09/2008 RTSA CORE2008 Perth WA
15/09/2008 RTSA TBA TBA

Eminent

Speaker
2/10/2008 George ASTB Benalla Signalling TBA — Joint with IRSE and PWI

Erdos Accident

6/11/2008 TBA South East Railway Chapman Hall, ENG AUST,
Upgrade Project Bagot St North Adelaide
2/12/2008 RTSA AGM

Note: Meeting topics are subject to change. Please refer to future Newsletters for confirmation.

KEY RTSA CHAPTER COMMITTEE CONTACTS

Chairman Duncan McLeod 08 8338 7919
Treasurer Michael Forbes 08 8217 4127
Secretary Daniel Martucci 08 8204 8213
N/L Despatch Steve Torok 08 8264 2552

N/L Editor Stephen Townsend 0400 135 481

Articles or editorial comment for Newsletter are very
welcome. We have over 100 members locally some of
whom will have stories, events or developments of
interest that could be reported in Newsletter.

Part of the function of RTSA is to keep members in
touch with what is going on in the industry and with
each other and to that end we are only too happy to
publish items of interest.

Send copy to the Editor, Stephen Townsend at
st771048@bigpond.net.au or fax to 08 8297 0992.

Electronic despatch of Newsletter is undertaken by
Steve Torok — contact Steve on storok@tge.com.au if
you have any problems receiving Newsletter
electronically or in hard copy. Note that electronic
subscribers will get their Newsletters and flyers as soon
as the editorial work is done, while the hard copy mail
will of course be some days slower.

For all other matters relating to RTSA SA Chapter
contact Duncan McLeod (Chairman) at e-mail
dmcleod@aapt.net.au, or

by phone on 08 8338 7919.

Disclaimer
This Newsletter is a publication of the South Australian Chapter of the RTSA. The opinions expressed within are not
necessarily those of the Chapter, Society or Editor.
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