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INQUISITION

held at

CORONER'S COURT MELBOURNE

TUESDAY, 1ST JULY, 1969.

BEFORE:
H. W. PASCOE, ESQ., S.M,

City Coroner.

UPON THE BODIES OF -

JOHN BOWDEN

LORNA NEWELL

KATHLEEN VIDER

DORIS MAY REDDICK

NORA EVELYN NEWELL
FREDERICK McKENZIE

ALLAN KEITH WILLSON
MARY JOSEPHINE KING
LAWRENCE NORMAN ROSEVEAR

J. SMART was present to assist the Coroner.

AUGUSTINE appeared on behalf of the Victorian Railways
Commissioners,

L. JONES appeared on behalf of William Frederick Wyer,
Guard on Southern Aurora,

D. LLOYD appeared on behalf of M. G, Coulthard, Fireman on
Southern Aurora,

CAREY appeared on behalf of the A.F.U.L.E.

COLBRAN appeared on behalf of A, Brendecke, Fireman on
Goods Train,
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is i into the deaths of the nine people
associatedTgiihl?%geigad-on collision between the "up" Southern
Aurora and a "down" goods train at a point south of Violet
Town Loop in the viecinity of the Dookie Road Levgl Qr0581ng
on the 7th February, 1969, has aroused more public interest
than any inquest upon which I have adjudicated. Numerous
letters from people in various walks of life have been received
at this office, and all have been in the nature of attempting
to be helpful and directed towards preventing a similar accident

in the future.

The inquiry naturally developed into a review of the
Railway System and its safety measures and comparisons with

other systems were made.

erhaps it would simplify matters if at the outset
I express Eyropgnion that on the @th and 7th February 19699 no
defect of a mechanical or inspectional na@ure caused this
accident. T am satisfied that proper maintenance had been
given the train, and that all essential components had been

tested and inspected.

The next matter is the conduct of those responsible
for the train while it was in motion and associated with this
is the problem, "Was Driver Bowden alive at the time of impact?"
I have no doubts that he died prior to the crash, was either
dead or in a coma for an appreciable time, and that his death
was occasioned by natural disease, I also believe that the
onset of coma or death occurred even earlier than Counsel
assisting me suggested it happened. For the next few minutes,
it is my intention to devote my comments to this aspect.

Dr. J. H. McNamara, the Senlor Government Pathologist
stated that it was his opinion, and that this opinion was
supported by other similarly qualified men, that Bowden had
died before the crash, but that it was not possible to say how
long he had been dead. However, when Dr. McNamara said "It
was not possible" he was referring to his own particular field
of expertise and not to other aids from which assistance may
be sought to determine such a matter.

Mr. George Frederick Woolley, Engineer of the Victor=-
ian Railways Commission stated '"the speed of the line since
opening has been fixed at a maximum of 70 m.p.h. This speed
limit is published in North Eastern District Working Time Table
and speed charts fitted to locomotives are examined to ensure

drivers comply with speed limitations both of a general and
special nature,"

I have examined this publication, and at page 154 it
states -

"1. The MAXIMUM speed is the HIGHEST SPEED ALLOWED
on any portion of the line.

2. SPEED OF TRAINS - It must be clearly understood by
Enginemen, Electric Train Drivers, Rail Motor Drivers,
and Guards, that the maximum permissible speed
authorized for the line and for the type of train
must not, under any circumstances, be exceeded over
any portion of the journey..csocees'

That is the end of that particular section I am quoting.

Then in Clauses 8 and 9 are set out the maximum
speeds and these vary between 20 m,p.h. and 70 m.p.h.

1.8 .KK,




0 R a R e
- (| i
o op o
O ae e D I & “
». e, a 9 a cl — 0
& ~to o8
> O 9 0 a O Oomp
= A o O e a O ed peea 0
o > D
0O e d ada O e ea g
o aya' e
o A 8 pDe SO NS
am & 9
: o
OO 3 O D
~ R nrod ed D a
© 0 o gna ana 00D and s
a . Are
- > > d o one ADPIOa g cl
A oma & _
e o 0 a
O O °
o O e &ilc <
a [) » o O 0,
ae ca el 0 ( ci c
- A . ~
O a0 cQ O d D
O (2 o ® ) -
ol QAO 3 e 0
..: 9 - i cl O q c
o
0 oD o R 069
A D c ci q o
IDD o) O cl
a e O
A 3 DO a 10 c
de O A A Oma gnatl, D
approa ~ 0
N5 oy 5 ed 3 D a O m
D O4L R 3 Q60 C C q aNd
. ODeE 00O c
ol Ne e OwWa 3 N, P 3
a9 a
o ed de 0 s a a 068
O ame D.1d S C c
~ 0 e . b 3 dropped do O 60 anp
q e graale ome Oohne 4ana 4a > "
1 D n cl - = o
y I\ O
o approa C O Ollld gria a 4a o
o 3 e > C m.p.
i 5 =
oweve . e Ne ed ®) ae d ¢ O
ab > 2 pe ed pDe ee a 0
" o NO e and O d e ave pre
- -
obse ed e Deed ] e e a O &
q and © o 3 o o o ceeded before
sradie o o3 o O o Jce de
A -
dro O O O m.pohno,q e < peed O mo
a o A A
O m.D 9 avo a D graad anda g a N3
- O
need g oma gnal, dropp 2 ao
O o f\
O D (- i 2
e a aave e g die e and o omp
. O & -
avo an grad s D ® g D D a 0 O 1
A O »
O ® c & MNa O O c a d O 9
one dia a ® O e and aded 34
ogradle a ang ® good mea e, oOhe O a
&
a O & oned a 5 O o
8
e a 009, & s eprod ® O
®) no : a - =10 o 0O omo 9 - Al
9, . .,
aliagrall, d ad g 4d a O N a g
a e 0D O a 9 O O 9 a oraa
-
a ey 8 O O a ma D c Bowde
cl cd A cl aea O ci O d d c
e ao d O e e O e a o Q e
. c O O O O e d e cl onme
o 91 m o o need 5 0O
a
a O 9 De ee e e owa COD d
00p N3 O e a a a 00 m e s »
cl c Qo O 5 o s e - : 0 ~
5
- »
d ci O .. o 5 24
e d ould ta and e dula g na e 0
£ e 0 a 0 O e peed O a ma
1PO ple O d a DO aeaq O a
c O O O O e q e > a grea d a
Il €S aple O e ®) O a)
.
pa ground o0i D er Bowden and d ern < e O
a I 3 be g e e oward o pr .
-]
oaonga aga pee BO S e a D O
9 0 om 1963 onward 3 ere wa
- Q b a o 9 ~
D on. Dr., a aets ed date and aspe
Al1U appare 3 ) ad o
O O (>
g a £3 O O orma

11




e b R

1.5.KK.

appears to be when he had not been adhering to his medication
and diet.

ober 1967 the medical records show him as

nSufferinglgrg;tingina9pectoris" Which is a §ymptom.of Coronary
Ischaemia. Doctor and patient discussed this condition in

lation to employment, and Dr. Grant testified, "I asked him
rﬁat would happen if he dropped dead at the controls. He
wl ady knew that what he was suffering from was going to kill
i-rebegause his mother died at about the same age and about
tﬁg same condition, and he knew once he developed this condi-

tion that he was going to die."

Tt would appear from the evidence of Dr. Grant that
the last time Bowden was seen by him regarding his hypertension
was May 1968 and the last visit for any condition was June 1968
for conjunctivitis. This is not totally in accordance with
the list of medication supplied by the chemist, James Roger
pope trading as J. McSwiney and Company. On the 9th June,
1968, he supplied Chloromycetin Eye Drops and Chlqromygeplg
Eye 6intment - obviously for the gondltlon of conjunctivitis -
but then ten days later, he supplied "100 Slow K Tablets. On
new prescription" and it is fair to assume that if Bowden
had received a prescription for eye medicaylon and at the same
time, a prescription for Slow K Tablets which are supplements
to Hygroton, a tablet prescribed for hypertension, he would
hardly wait ten days before presenting the second prescription
to be filled by the chemist, so it is possible that the last
time Bowden was checked by his medical practitioner was on or
about the 19th June, 1968, and this is quite likely, as he had
to undergo a Railways medical examination the following day and
would naturally be interested in his condition.

I feel that some criticism of the medical staff of
the Victorian Railways is warranted for a physical examination
of an employee which to me is not in accordance with the
standards of care that should be exercised for a man who is
to be in charge of an express train carrying approximately
190 people at speeds up to 70 miles per hour, The high
incidence of heart disease in our community is well known - it
is often referred to as "The No. 1 Killer" - and its incidence
in certain age groups is also known, and I do not consider
that the medical staff have sufficiently policed all the
features that convert the assessment that a man is hale and
hearty to a comprehension of what he really is, namely an ill
person,

During the hearing of the medical evidence of
Dr. Ackland I wrote down on my notes,

"Apparently Medical Officers regard too highly the
statement of a driver, 'I am feeling well'."

and after reading the transcript several times I still consider
it a valid criticism, particularly in view of his statement,

"I tend to find if it is the livelihood of a man depending
upon it he will not tell the truth."

Summing up the medical aspects of the hearing and the
behaviour associated therewith, although I have found that the
medical staff of the Railways warrant criticism, the real blame
is attached to Driver Bowden for continuing a responsibility
he was not physically well enough to perform. He was extreme-
ly negligent in persisting in driving what might well be calleg
our prestige train knowing that he was a candidate for death
at any moment and in effect admitting that if death did over-
take him on the train, the safety of the passengers, crew and

L4,




ould depend upon the fireman pulling up the train,

equipment w

i ical now to consider the other control
onnel gg %gelziiggaa and I intend to assess the rqle playedi

pers George Coulthard. As I have found that Driver Bowden
S{GHGQEY?he latest, some six miles prior to the $rash3 the
corollary is that the evidence given about an alleged

11abic reply by the driver relative to the making of a
monos% tea cannot be correct. I have no reason to doubt
quplgherd'c agreement with Mr. Lloyd of Coungel thap Bowden
i Lkil§u] driver with a reputation of being rellgble and
iy but acknowledging this makes Coulthard's actions
gteadyg hénsibleﬁ because when this steady and reliable driver
lncomprearentlv)7acting in an unusual fashion by travelling at
was (agp i G was prohibited under any circumstances but in
2 2R g was aggravated by passing a Caution Automatic Signal,
this cgsmade no attempt to implement what that signal connoted,
and i cd the vigilance control and left the cabin to fill
e pieiile He did this at a time when other drivers (inclu-~
the gowdeﬁ on a prior trip) had slackened speed by at least
dlngmﬁles per hour, and at a time when he (Coulthard) knew
Eigre_were other signals "coming up" and that it was his duty

to observe.

Tn this instance, the driver was not able to consent
to it because death had claimed him, bu? ik is.apparent that
this was a practice which had been acgulesced in in the past;
it may be that Bowden was tbe only drlver.who permitted it - it
may well be a general practice amongst drivers.

I hold the belief that when the train went through
the home departure signal and moved the points and bent the
controls thereto that a person sensitive to his job would have
noticed this unusual event, but Coulthard stated he could not
recall any. As he was insensible to the other unusual circum-
stances which existed this day, perhaps this is only another
insensitivity.

In reply to Mr. Coldham's question, "Why go down and
perform some other duty when you have the duty of observing
signals and are within the signals system of a loop area?®
Coulthard's reply, "The driver in charge of the train was in
my opinion qguite competent to handle this train, and the fact
that he is employed in this position, and I considered the
man competent to do this and I did not have any doubt in him
not being able to do it" indicates that he regards himgelf as
filling the role of a supernumerary, not the role eavisaged
in Clause 168 of the Victorian Railways Rules and Regulations,
which states:-

"(a) The Fireman must keep a good look-out for signals
when not necessarily otherwise engaged, and must
promptly assure himself that the Driver is aware
of the indications thereby exhibited.

As far as practicable,"
and the emphasis is mine

"the Fireman must be disengaged when approaching
or passing a Station, Signal-box or Junction so
that he may keep a good look-out for Signals,"

Coulthard was not the only person who considered that
he had to do was to be physically present on the train,
‘he guard, William Frederick Wyer was such another. al
log book was largely a piece of fi n, and I am
that he was asleep shortly after c: ing Albury.

1,8.KK. 5,
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orm of a question,

! i al procedure for the guard?" - I have cal;ed
éﬁistglioégzngszecagse T do not expect to recelve any valid

reply to the question.

i uards know the features of the track on which
th trave%rZ;g %hey anticipate the approach of signals. On
eyt ips I made in the vans, the guards knowing that I wished
the .rlpthe signals were able to advise me of the approach
to view 1s without needing to look into the viewer to see that
to slgha Sin fact "coming up". Wyer admits that the first
tpey werg the Violet Town Loop that he saw was the Home Arrival
signal © He did not see the Automatic Signal some two and
Signal. He did not see any yellow light on
ims he "observed" but because he saw this
A 1 whénhihgl?;ont of the train had already'passed it, a red
signa t stage would be in order. However, this adds up to the
at thihat he did not observe the train approaching this signal.
fact he observed that the Home Departure Signal was on red he
When tﬁat ngomething was wrong" but he waited for the loco
knew to take action and then he claims he eventually took
crew -9 hich was to put on the brake immediately before the
%ctl°§ ~one Leslie Charles Goodsell, a Head Conductor of the
1mpa§0&th wales Railways and a person who had been a conductor
Eew ce the early 1940's" gave evidence that immediately before
ﬁénimpact he "felt what I thought was a full cmergency
R 1icatioﬂ of the air brakes accompanied by a severe jolt."
ipgassengefa John Walter Trewhella stated, "The first I knew
of the colllsion was the brakes coming on, but almost immedia-
tely after this the collision occurred but the brakes of the
train were applied before the collision," and.his wife Daphne
Fay Trewhella claimed, "I.heard the brakes being applied,
there appeared tc be no time at all between this and the crash."

Another ccnductor, John Thomas Howlett of New South
Wales claims that he "felt the brakes applied in which
I considered was an cmergency application. Almost immediately
after this I felt three or four heavy bumps."

On the other hand, David John Freeland, a conductor
of the Victorian Railways who has had 33 years' experience in
this field of employment is adamant that "Up to the point of
impact I did not feel any brake applications nor did I feel any
reduction in the speed."

However, locomotive driver Henry John Dawe testified
that after the crash when he hooked up his engine to the
guard's van and six carriages of the Aurora he '"heard an air
blow which indicated to me that the tap was probably open in
the guard's van allowing the air to escape", and another engine
driver, Jack Bertrand Manning testified that when Dawe informed
him that he had lost his air pressure, he (Manning) climbed
into the guard's compartment of the Aurora van and found the
air tap in the full open position and closed it.

I am therefore justified in finding that Wyer did
operate the brake cock, but of course it was operated far too
tardily to be effective. He failed to comply with Regulation
199 (b) of the Regulations which state,

(Page 7 follows)




. . om or approaching stations, or when
g Aot s el
pg vigilance is required, or when passing Signal-
extra the Guard must keep a good look-out and take
boxes,tion that may be necessary. He must also keep
gngogg look-out on other parts of the journey when not

engaged with other necessary duties",

re as both Coulthard and he breached their duty

and thgggfglso share the responsibility for the loss of - =
m . -
E?ggns and eight lives.

; of the goods train - my only comment
Re§ard13§r2h§r§§§gding in accordance with signal aspects

is that u%ﬁg impending disaster became apparent, there was
anghgﬁgnthey could usefully do to avert it.
no

imi comment applies to the personnel
b O tmol Branch of the Signallirg Sestion. - They
r 8 les away and other than alerting officials of
ltfons and departments that an emergency situation
ed, there was little of a real practical nature
e’done in this instance.

of the
were 105 m
various sec
had develop
that could b

umming up the roles that railway personnel played
. .gnmglti;lé tgagedy, I have already expressed my opinion
l? Egé negligence of the driver, and have no hesitation in
(o]

man and the Guard were also hegligent in
statég%_ggggogggngérgf their duties. Once the driver was
thed it only needed one of the two surviving crew to be
dgz ﬁtive to his duty, and this aceident would never have
at eened- If the fireman had been alert or the guard hgd been
B fool that the train would have been pulled up in
ample’time to avoid the collision, and I am going to takg
advantage of my position by reminding this Court that this
condition of alertness and wakefulness was what these men were
paid for and this condition was one which the remainder of the
train personnel and the passengers had every right to con-
fidently expect.

I have naturally given much thought as to whether I
should commit Coulthard ang Wyer for trial on a charge of
manslaughter, but while T say that they were extremely

negligent, I am not prepared to attach to them the epithets
of "Culpable", "eriminal®, "gross", "wicked", "clear" or

"eomplete" mentioned in the famous (and confusing) case of
Andrews v. Director of Public Prosecutions and therefore

content myself with a misadventure finding in the case of the
deaths of the eight vietims,

Having thus established the formal aspects of my fingings,
I now turn to the recommendations to prevent the re-occurrence
of such an event. During the consideration of the medical
aspects of the driver, I criticlsed the Departmental Megdical
examination as was ex{stent up to the time of this disaster,

instituted a system whereby drivers will be medically examinegq
every two years in lieu of five and that the "examination

form had been altered so that it allows more detall for
eXamination, There is 3 questionnaire on the back which
inquires into any car accidents, head injuries, operations
sickness within the last two years and also asks whether the

berson is taking tablets of any nature prescribed by the
doctor, how often and for what,"

Admittedly, this is quite an advance, but it does not
represent enough departmental progress. I adopt the recaommen-
dations of Dr, Alan James Goble, a cardiologist at the Heart




naturally gives rise to a comment in the form of a question,
"Ts thisytﬁe usual procedure for the guard?" - I have called
this a comment because I do not expect to receive any valid
reply to the question.

Train guards know the features of the track on which
they travel and they anticipate the approach pf signals., .On
the trips I made in the vans, the guqrds knowing that I wished
to view the signals were able to adylse me of.the approach
to signals without needing to look into the viewer to see that
they were in fact "“coming up". Wyer admits that the first
signal of the Violet Town Loop that he saw was the Home Arrival
gignal, He did not see the Automatic Signal some two and
one-third miles before. He did not see any yellow llghy on
the signal he claims he "observed" but because he saw ?hls
signal when the front of the train had already passed it, a red
at that stage would be in order. However, this adds up to the
fact that he did not observe the train approaching this signal.
when he observed that the Home Departure Signal was on red he
knew that "something was wrong" but he waited for the loco
crew to take action and then he claim§ he eventually took
action which was to put on the brake immediately before the i
impact. One Leslie Charles Goodsell, a Head Conductor of the
New South Wales Railways and a person who haq beeg a conductor
nsince the early 1940's" gave evidence that immediately before
the impact, he "felt what I thought was a full cmergency
application of the air brakes accompanied by a severe jolt."

A passenger, John Walter Trewhella stated, "The first I knew

of the collision was the brakes coming on, but almost immedia-
tely after this the collision occurred but the brakes of the
train were applied before the collision," and his wife Daphne
Fay Trewhella claimed, "I heard the brakes being applied,

there appeared tc be no time at all between this and the crash."

Another conductor, John Thomas Howlett of New South
wales claims that he "felt the brakes applied in which
I considered was an cmergency application, Almost immediately
after this I felt three or four heavy bumps." |

On the other hand, David John Freeland, a conductor

of the Victorian Railways who has had 33 years' experience in 1

] this field of employment is adamant that "Up to the point of f
impact I did not feel any brake applications nor did I feel any 9

i reduction in the speed."

However, locomotive driver Henry John Dawe testified
that after the crash when he hooked up his engine to the
guard's van and six carriages of the Aurora he “heard an air
blow which indicated to me that the tap was probably open in
the guard's van allowing the air to escape", and another engine
driver, Jack Bertrand Manning testified that when Dawe informed
him that he had lost his air pressure, he (Manning) climbed
into the guard's compartment of the Aurora van and found the
air tap in the full open position and closed it.

I am therefore justified in finding that Wyer did
operate the brake cock, but of course it was operated far too
tardily to be effective, He failed to comply with Regulation
199 (b) of the Regulations which state,

(Page 7 follows)
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w tine from or approaching stations, or when
2%§?ozgﬁgng %ixed Signals or other places.wherg

extra vigilance is required, or when passing Sighal-
boxes, the Guard must keep a good look-out and take
any action that may be necessary. He qust also keep
a good look-out on other parts of the journey when not

engaged with other necessary duties",

and therefore as both Coulthard and he breached their duty .

they must also share the responsibility for the loss of = =
trains and eight lives.

ding the crew of the goods train - my only comment
is ﬁun?e%ggy wgre proceeding in accordance with signal aspects
and when the impending disaster became apparent, there was
nothing they could usefully do to avert it.

what similar comment applies to the personnel
of theATig?g Control Branch of the Signa}llng Sgc?lon. They
were 105 miles away and other than alerting offiecials of
various sections and departments that an emergency situation
had developed, there was llytle of a real practical nature
that could be done in this instance.

In summing up the roles that railway personnel played
in this multiple tragedy, I have already expressed my opinion
of the negligence of the driver, and have no hesitation in

that the Fireman and the Guard were also negligent in
%Egtgg%-performance of their duties. Once the driver was

dead, it only needed one of the two surviving crew to be
attentive to his duty, and this accident would never have
happened. If the fireman had been alert or the guard had been
awake, I feel that the train would have been pulled up in
ample time to avoid the collision, and I am going to take
advantage of my position by reminding this Court that this
condition of alertness and wakefulness was what these men were
paid for and this condition was one which the remainder of the
train personnel and the passengers had every right to con-
fidently expect.

I have naturally given much thought as to whether I
should commit Coulthard and Wyer for trial on a charge of
manslaughter, but while I say that they were extremely
negligent, I am not prepared to attach to them the epithets
of "Culpable", "ecriminal®", "gross", "wicked", "clear" or
"ecomplete" mentioned in the famous (and confusing) case of
Andrews v. Director of Public Prosecutions and therefore
content myself with a misadventure finding in the case of the
deaths of the eight victims,

Having thus established the formal aspects of my findings,
I now turh to the recommendations to prevent the re-oceurrence
of such an event., During the consideration of the medical
aspects of the driver, I criticised the Departmental Medical
examination as was existent up to the time of this disaster,
Dr, Ackland informed the Court that there had now been
instituted a system whereby drivers will be medically examined
every two years in lieu of five and that the "examination
form had been altered so that it allows more detail for
examination. There 1s a questionnaire on the back which
lnquires into any car accidents, head injuries, operations
sickness within the last two years and also asks whether the
person is taking tablets of any nature prescribed by the
doctor, how often and for what,"

Admittedly, this is quite an advance, but it does not
represent enough departmental progress. I adopt the recommen-
dations of Dr. Alan James Goble, a cardioclogist at the Heart
Foundation that all men with the responsibility of a driver be
glven an annual medlical examination with standards equivalent




i nisations; that in the event of the
Egngigg ﬁ?sggggg%igﬁgaoutside those limits, particularly with
reference to the cardio-vascular system the driver be referred
to a specialist in that field for his opinion regarding

roghosis, life expectancy,treatment and fitness to drive,
gndgfinaliy, that eacn driver have an electrocardlogram every

two yearse.

for reform is the guard's van, This
t béngggsgr%ggéggom an unofficial sleeping quarter to a
mus taining an alert and responsible officer fulfilling
van 33%165 Ffor which he is paid. I would therefore suggest
thet he be supplied with a Vigilance Control button to press
tha ular intervals, that the releases of such control be
at regtically recorded and that the chart of the recordings
ggtgﬁgjeCted to scrutiny in a similar manner to the speed

chart in the driving compartment.

ici ing a protest that at certain times such as
teriﬁgt;gépig;véng gtations and yards the guard has to move
o und and could be detained away from the control button, I
aug est that an experienced officer be asked to nominate %he
Sgﬁgl places at which a guard positions himself and that a
%Stton be placed at each of those situations.

As the Working Time Table (referred to by me earlier)
requires the guard to police the observance of the permissible
speeds, I recommend that a speedometer be added to the
equipment of the van. This speedometer could be a '"repeater"
from the speedometer in the driving compartment, but I
consider it would be easier and cheaper to have the drive
from a unit off an axle of the van. There should also be
better equipment in the van. TFor one thing, the viewing
mirrors on the sides are awkwardly placed, excepting for men
of short stature, When I travelled in the van as an
observer, I had to assume a crouched position to use these
mirrors, and if photographs 8 and 9 of Book 3 - Exhibit "L" -
are examined, it will be seen that the unit is quite an
appreciable amount below eye level of the Senior Detective
who posed for the photograph. If men are to be encouraged
to comply with Clause 199(a) of the Rules and Regulations
the equipment they require should be conveniently situate&.

I have a presentiment that it was expected that I would
recommend the abolition of the side viewing mirrors, but I
believe that they are necessary for the purpose of iooking
along the sides of the trains for "hot boxes" on the axles
and for other events that could warrant the train being
brought to a standstill,

Replying to a question directed to him by Counsel
assisting me, the Chief Mechanieal Engineer, Mr. Stanley
Francis Keane, stated that the "periscope" type of viewer was
being done away with. I say quite fervently, "I hope not."

I travelled in the van of the Spirit of Progress which is
fitted with this device and to observe the "approaching"
signals was much easier and much more convenient than in
the side viewer of the Aurora.

Mr. Keane stated "We cannot put this periscope - if w
go to the maximum with the freight vehicle £e woulg go abovg
that with the periscope and we conflict with the clearance
dlagram". I disagree. Fourteen feet is the maximum height
from rail level that our trains can attain without causing
alterations to be made to bridges, overhead equipment etec,
and this is the height of the locimobive, The carriages aiq
baggage van _are 13 feet 3-3/8 inches in height - by simple
arithmetic 8-5/8 inches can be ‘added to the van without
conflicting with the clearance dlagram, and most of this

1oSoIA0 80
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i i the viewing aperture of the
8-5/8 inches could be utlﬁiiegfagpace, and perhaps assisted by

periscope. With this amo
optical type glass, I exprest
will be fitted to the currel Southers
that they be supplementary to the e

d to the locomotive, where
This survey nhow moves forwar oL Ve
ust be effected. Exhibit "HH
more revo%ugiggaﬁﬁbfﬁigﬁiﬁnmc1on issued by Westinghouse Brake
was Desiréga) pty. Ltd. on one of its products called,
SAustr% apneumatic Vigilance Control $ystem w1th'Audible and
Eﬁiﬁgengy Warning" and it is this device with which the Aurora

was fitted.
The first paragraph

: . ol System is operated pneumatically,
nThlSiglgi%ZEg:dcggtgonfiim that the driver of a locomotive
andf ain is alert a all times the locomotive or train is
in mgtion. Tt cannot be rendered ineffective by irregular

éneration of the acknowledgment valve, and requires a
rg-Setting operation at regular intervals to avoid an
emergency warning being given by a loud-sounding horn or

whistle."

The publication then continues to supply semi-technical
information and in the fifth paragraph states -

s the hope that periscope viewers
Southern Aurora trains, and
ting side viewers.

of the Publication states -

myhere an observer is stationed in the cabin addition to
the driver, the system can be arranged to be acknowledged

by either man."

Tn view of the last-quoted paragraph, it is obvious that the
first quoted paragraph was intended %o refer to a one-man
controlled locomotive and the whole import of it was to see
that the driver remained awake, because "loud-sounding horn

or whistle" is useless if the non-vigilance is caused by
sickness, coma or death. The provisions of the fifth para-
graph (aiready quoted) were implemented by the Viectorian
Railways to obviate this defect in the system, and the
responsibility of the general operation of the control was
given to the fireman. This resulted in a cumulative effect

of the control keeping the Fireman awake who in turn had the
responsibility of seeinz that the Driver was awake. I suppose
that conversely, if the Fireman was not awake and alert, the
"loud~sounding horn or whistle" would convey to the Driver
that everything was not as it should be with his fellow
workman, and so action would be taken to see that two pairs

of eyes in the locomotive were being utilized to secure the
safety of the passengers and train behind.

This appeared to be a good system until the 7th of
February, 1969 when the combination of a dead driver, an
insensitive fireman and a somnolent guard caused this multiple
tragedy. It is not a combinatinn that anyone could be expected
to foresee, but hind-sight has shown that in its present
operation, the current mechanical devicecannot overcome human
neglect. In broad terms, this means that the train must be
fitted with a device that depends on the inter-action of the
two men in the cabin, and if that inter-action fails through
gickggﬁg,tsleeptor oéger %?teiference, the train will be

0 0 a stop automatica o It is o
finally commentg-p 7 A this aspect that I

Quite a number of letters received at this office
mentioned "dead man's handle", "dead man's grip" and termin
ology referring to a system whereby the driver keeps pressure
on a lever or trigger-like device, and if this pressure is
totally relaxed due to sickness, death ete., the train is
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is i ite effective in our
brou, utomatic halt, This 1s qul
subuﬁggntglggtiic tpains where stops are frequent, but to ask

hours could make

1 a pressure up for four :
Sogiigzrcggdggggns gntolerable and wou%d I'bﬁﬁisgﬁt %gad to
a conspiracy between the two crew men Go CLr R

i day of the hearing was taken up
with evl ol % Ta8ing to systems and devices for the control
3 e ’ -
of trains. E%ﬁde?ggug%?vgeg§géolntermitten? Automatic Cogtrol,
Ranp Systg@, T?pe Continuous Automatlc"Traln Coggrﬁ s and a
gggsgggugevgge Ynder the trade name of Alertor 65.
i i these
i intention to laboriously traverse
1t %ﬁeﬁogrgydescribed in.the transcript a?dfig

systems as they 378 the office file, I have deseriptive
addl@lon.as pand data on the Inductive-Type Automa@lc ra%n

tlonstﬁe Sensory "Alertor 65" which are avallablet 0
Control and_s interested in perusing them, but briefly, the
anyone Who l‘s suitable only for comparatively slow suburban
Trip System 1 the Ramp System, which is a modification of the
rail traffic?s being superseded in England, the Agtomatlc
Trip SyStemtlms are by world standards only used in railways
Control gyﬁ eor more (it has already beenm entioned that our
of 80 m.. - °q is 70 m.p.h.) and the Sensory Device it was
%af%gggaégiild be interfered with and so register a situation

ell

which did not in fact exist,

: vidence tendered, I am satisfied that human
lect igggeg?ﬁhgs accident, that it is not necessary to
gegtel induchtive type Autom~5ic Train Control systems, and
lnstaaccording to world standards, it would only be necessary
E?awe materially increased the maximum speed of our trains,

: Mr. Keane told the Court of a modification of the
existing Vigilance Control equipment which was then bel ng
tested. I later went on a Goods Train fitted with this
device and saw several applications of it and was greatly
impressed by it. Under this system, the fireman and the
driver press the vigilance control alternatively. Firstly
the fireman presses his control button and a special control
button with a light beneath it situated on the ariver's
console becomes illuminated, and at the same time an electriecs]
buzzer sounds, thus the driver has visual as well as audible
warning that 1t is his turn to press his control. When the
driver presses his control, the light is extinguished and the
buzzer ceases to sound. 1t then becomes the turn of the fire-
man to operate the Vigilance Control, and so continuously,

the duty of control alternates between one and the other,

each pressing his control button approximately at 90 seconds
intervals, The device is so mechanically constructed, that
once the button on the driver's console is illuminated and

the buzzer sounds, the fireman cannot by operating his own

control prevent the blow of air, only pressure on the driverts
control button will do this.

In the event of the crew members not carrying out their
vigilance control duties, the driver's visual and audible
warnings will occur, followed by a blow of air in the cab for
75 to 25 seeconds. A high pitched warning siren will sound in
the cab for 10 seconds followed Immediately by a simultaneous

cut off of engine power and an emergency applicatinn of the
" train brakes,

Since I went as an observer on a demnnstration run, g
means of recording on the speed chart each pressing of each
individual control button has been achieved, and whereas on the

trip I made, the automatic application of emergency braking hag
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to be supplemented by a certain amount of manual control, I
am informed that total automatic emergency braking application
has now been achieved. Whilst on this trip, several possible
ways of circumvention of the device were tried by me but none
were successful, due to time relays incorporated in the
mechanism - the control actions had to be slavishly performed.

I believe that if this modification is adopted, the
existing pneumatic vigilance control button on the driving
side of the locomotive will be removed, and that consideration
is being given to reducing to 10 seconds the warning blow of
air in the locomotive which currently is 15 to 25 seconds.

I congratulate those who have been responsible for the
modifications to the vigilance control, I regret greatly the
events which made this initiative imperative, and recommend
the adoption of this device in passenger trains.

My formal findings are :-

(1) On the 7th day of February, 1969 on a railway track
between Benalla and Violet Town

John Bowden

died from natural disease, namely Cardiac Failure
following Coronary Atherosclerosis and Myocardial
Degeneration.

(2) On the 7th day of February, 1969 at Violet Town,

(1) May Josephine King

(2) Frederick Joseph McKenzie
(3) Lorna Elizabeth Newell
(4) Nora Evelyn Newell

(5) Doris Lilly Mary Reddick
(6) Kathleen Mary Vider

(7) Allan Keith Willson

each died from the effects of injuries then and there
received when a railway train in which they were
passengers and which was travelling from Sydney to
Melbourne, failed to comply with adverse sighals and
collided with a goods train travelling in the opposite
direction, and I further find that such deaths were
caused by misadventure,

Finally, (3. "n the 7th day of February, 1969 at Violet Town
Lawrence Norman Rosevear

died from the effects of injuries, burning and the
inhalation of carbon monoxide gas when a goods train he
was driving from Melbourne to Albury collided with a
passenger train travelling in the opposite direction

and which had failed to comply with adverse signals,
causing fire in the resultant wreckage, and I further say
that such death was caused by misadvenﬁure.

In respect to what we might term the physiecal exhib
I order that Exhibit "S8", that is the travelling elock and 1es,
g;gﬁbgg %%%S be re{urngg to thetrelatives of Rosevear:

1%, are also the private possessions of
and are to Be returned to his relatives; Exhibith%xeraBowden
bottle which originally contained Anginine Tablets, méy be
returned to the relatives. )
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The small exhibits which are suitable for filing at
the Registrar's Office, I order be retained as part of the
file, and the large exhibits I order be retained in custody
by the Railways Department.




