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EXECUTIVE SUMMARY 

This CMP has been commissioned to inform the implementation of the Inveresk Precinct 
Masterplan and to guide future works, upgrades, conservation and maintenance of the 
site bounded by the North Esk River, Invermay Road and Forster Street in Invermay. 

The study area comprises five once separate sites that are now interlinked: 

- the railway workshop statin and roundhouse area 

- the recreation grounds 

- the former tram sheds later converted to railway use 

- the area now occupied by the Film School building 

- an area at the north of the site occupied by markets and the Launceston show 
buildings 

FORMER RAIL AND TRAM SITE 

A first heritage survey was prepared in 1989-90 (by Australian Construction Services for 
Australian National/Tasrail) when the rail yards were to close, that document provided a 
good general history of rail development in Tasmania, the site and how it related to the 
Tasmanian rail network. 

A CMP was then prepared in 1993 by M Pearson which addressed the buildings on the 
rail site in considerable detail, drawing heavily from the earlier document. 

This plan was updated in 1999 prior to the work carried out to adapt the site for UTAS 
and QVMAG use. 

The Pearson CMP summarised the railway site in the following way: 

• 71 buildings were assessed 

• The Workshops were found to be an important heritage site because of the 
buildings, the contents and surrounds in demonstrating railway policy, 
engineering and operations. 

• Significant and evocative evidence remained of: 

- the history of the establishment and development of the railway system 

- the process of traditional railway engineering, some of which are rare 

- other important themes of state and local significance 

• The workshops possess industrial streetscapes that reinforce other aspects of 
significance and which evoke historical significance 
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• Twelve of the structures were considered to be of such significance that they 
should not undergo modification but be retained as museum pieces 

• 35 buildings were assessed as significant but capable of some adaptation 

• The remainder of the buildings were noted as capable of being retained or 
removed 

This CMP includes the earlier history from the ANR report in full as a reference as it is an 
excellent document that places the railway aspects of the broader site into context.  
Further historical material is included in the descriptions and analysis where it is relevant 
to specific parts of the site and particular buildings. 

RECREATION GROUNDS 

There has not been a CMP prepared for the recreation grounds, however, Anne Green’s 
excellent publication1 on recreation in Launceston provides a good site development 
history and background, that work has been drawn on as background material for that 
part of the site.  

Similarly, and also drawing from Green’s work, the THC2 listing data sheet provides a 
very good site history that covers more recent ground.  The listing references several 
reports prepared on aspects of the site.  The THC prepared a very specific listing of two 
discrete parts of the site based on that research. 

OTHER PARTS OF THE SITE 

The smaller areas of the site Not recreation ground or railway use) have not been subject 
to any heritage assessments. 

GENERAL 

The current CMP is an overview document that addresses the combined sites and looks 
at the setting, context, site elements and urban form of the area as well as the buildings 
that have been detailed in previous assessments. 

Detailed assessment of each building is not provided, but the data sheets prepared as 
part of earlier work remains largely relevant in detail and are included as an appendix in 
a separate volume.  Those data sheets do not address the adaptation of buildings and 

                                                   
1  Green A. The Home of Sports and Manly Exercise – Places of Leisure in Launceston. Launceston City Council 2006.  

The publication looks at a wide range of leisure and sporting facilities in the city and addresses York Park on page 41. 

2  THC – Tasmanian Heritage Council 
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this CMP does not provide further assessment of changes made to adapt the main 
buildings to their current form. 

This CMP also includes the statements of significance that have recently been prepared 
by Heritage Tasmania (the rail site is a draft statement in October 2018) for the two parts 
of the site.  They are comprehensive and address the significance of the place in a careful 
and considered manner.  These statements have been adopted for consistency in 
approach to understanding the heritage values of the overall site. 

In many respects, the current form of most of the site with its use by QVMAG,  UTAS  
and LCC (noting other uses on areas within the broad site area) is of heritage significance 
in its own right.  The adaptation of the site and buildings has been very successful and 
has demonstrated the value of working with sites, such as the workshops and railyards, 
to create a vibrant and exciting new venture.  It is also of note that the adaptation of the 
workshop complex retained a number of buildings of lesser significance that were not 
required under the previous plan to be retained and that this has enhanced the overall 
significance of the complex.  The works undertaken since 1999 have understandably not 
been addressed in any of the reports to date. 

The whole site demonstrates evolving technologies and expectations in the areas of 
transport and recreation, changes in major infrastructure over long periods of time and 
changes in use.  This established pattern of change will continue as new elements are 
proposed for the place, potentially additional uses are considered for parts of the site 
and as the place increases in its public importance as a cultural site within Launceston. 

Key polices arising from the analysis of the site and its history are: 

• all of the remaining rail buildings are significant and should be retained 

• the spatial arrangement of the site around the significant buildings and their settings 
are significant 

• there is potential to add new buildings to the site to add to the current range of 
cultural and education uses, locations for and forms of development require careful 
consideration and integration into the existing patterns of site development 

• ongoing conservation and maintenance of significant site buildings and features is 
required 

• the listing boundaries of the site should be adjusted to respond to the CMP and 
masterplan for the overall site, listing boundaries for the THC and Launceston City 
Council may be different as the pieces of legislation require different approaches 
and considerations 

The CMP policies address significance, conservation and future change and use.  The 
CMP has been prepared as part of a planned significant phase of development of parts 
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of the site and while that development is addressed in policy, the policy is not limited to 
that specific consideration, rather it considers how the site overall should be managed 
and how new works or adaptation could take place in the future in relation to the 
heritage values of the place. 
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1.0 INTRODUCTION 

1.1 BACKGROUND 

LOCATION 

Inveresk Precinct is located between Invermay Road and the North Esk River within the 
Launceston local government area.   It occupies approximately 26 hectares of land and 
is bounded by Invermay Road and Forster Street in Invermay as well as the river that 
extends around two sides of the site.  The site is irregular in shape and has developed 
around the two major site uses of railway and recreation.  The uses have intersected 
historically in an awkward manner as the railway use expanded around the recreation 
grounds resulting in the former roundhouse and locomotive facilities being situated well 
to the north of the main rail complex with access around the recreation grounds.  
Historically the two main uses of the site were completely separate and fenced however 
recent uses have integrated the site with access from the former rail area to the 
recreation areas. 

The site today includes the former railway workshop buildings and site elements, the 
structures around the recreation grounds including grandstands and support buildings, 
a series of sheds at the north end of the site related to markets and the Launceston Show, 
the former tramway buildings, two new buildings built by UTAS, the recent conjectural 
station building near the Tamar Street Bridge and a building operated by the 
Department of Education (not part of the subject site but interconnected with it).   

The grounds are landscaped and form part of the open space network of the city.  Over 
time the river front has changed from a swampy edge to a site that is contained within a 
flood levee bank topped with a major public walkway. 

The site comprises the following lots: 

Street address Real property description 

2 Invermay Road 
 
2 Invermay Road 
 
2 Invermay Road 
 
2 Invermay Road 
 
4 Invermay Road 
 
6 Invermay Road 
 
6 Barnards Way, Invermay 

41309/1 LGA 
 
41309/2 LGA 

 
174633/1 LGA 
 
174633/2 LGA (large portion) 
 
156282/1 DPIPWE (Crown Land Services) 
 
245339/1 (Housing Tasmania) 
 
169278/1 UTAS 
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2 Invermay Road 
 
0 

 
169278/3 LGA 
 
169278/100 LGA Subdivision Road 

 

 

Figure 1: Location of Inveresk 
Precinct. Source : ListMap - 
Department of Primary Industries, 
Parks, Water and Environment. 
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Figure 2: Site Plan of Inveresk Precinct. Source: Paul Davies Pty Ltd 
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ADMINISTRATION 

The site is managed by Launceston City Council, the University of Tasmania (UTAS) and 
the Queen Victoria Museum and Art Gallery (QVMAG).  

THE BRIEF 

This Conservation Management Plan (hereafter CMP) for the site has been prepared for 
The University of Tasmania (UTAS) and has been commissioned to develop strategies, 
guidelines and actions for the conservation of heritage significance and as a guiding 
document for the management and future use and development of the site. It 
determines the site’s cultural significance and provides policies that direct the future 
management, adaptive re-use, new works and interpretation of the site.   

This Plan has been prepared in accordance with published Heritage Council guidelines.  
It provides a documentary and physical analysis of the history of the place and makes an 
assessment of the significance of individual elements, site and the geographic context.  
The Plan identifies constraints and sets policies for the future management of the place. 

The Plan has been prepared with the purpose of submission to the Tasmanian Heritage, 
Launceston City Council and as part of a major planning proposal for the site.  The Plan 
follows the guidelines of Assessing Historic Heritage Significance (Version 5 October 
2011), and addresses significance under the Tasmanian Heritage Criteria.  The Plan 
follows the principles and methodology of the Australia ICOMOS Burra Charter, 2013 
and The Conservation Plan-Fifth Edition by James S. Kerr. 

The Plan ensures that future management of site will be in accordance with the statutory 
requirements of the Historic Cultural Heritage Act 1995 (As amended). 

1.2 HERITAGE LISTINGS 

STATUTORY LISTINGS 

Tasmanian Heritage Register (THR) 

The place is covered in two separate listings on the THR register.   

The recreation ground listing includes the entry gates and one pavilion only and the 
former railway workshop site is listed in its entirety.  The current THC data sheet provides 
no details about the listing however this is currently being reviewed and will be informed 
by this CMP.  

Until now the earlier CMP has provided information on some aspects of the place to 
guide decision making but that has been limited to the elements of the site that are 
included in that study. 
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Commonwealth Heritage List & National Heritage List 

The site is not listed on either the Commonwealth Heritage List (which only applies to 
sites in Commonwealth government ownership) or the National Heritage List (which 
applies to sites of National heritage significance).  

Launceston Interim Planning Scheme 2015 

The Launceston Interim Planning Scheme 2015 includes the heritage listings affecting 
the site, outlined in Table 1 below and in the figure below. 

Table 1: Details of Heritage Listings in E:13.0 Local Historic Cultural heritage Code – E:13.2 Table Local Heritage Places 
Launceston Interim Planning Scheme 2015  

Street 
No. 

Item Name Street 
Name 

Suburb Type of 
Listing 

THR ID Vol. Fol. 

2 York Park Entrance Gates 
& Invermay Park 
Northern Stand 

Invermay 
Rd 

Invermay LCC THC 4399 156282 

2 Launceston Railway 
Station Complex 

Invermay 
Rd 

Invermay LCC THC 4400 156282 

 

Figure 3:  Extract from the Launceston 
LEP LIST Map 

NON-STATUTORY LISTINGS 

The site is included in the National Trust of Australia (Tasmania) heritage schedule.  This 
schedule has no statutory status but is a recognition that the place has recognised value 
for the community. 
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1.3  PREVIOUS STUDIES 

This plan is based on the following documents, which contain more detailed historical, 
architectural and archaeological data than is included herein; they should be read in 
conjunction with this report. 

• ANR Heritage Study 1989 

• Launceston Railway Workshops Conservation Plan, prepared by Michael Pearson of 
Heritage Management Consultants - March 1994 

• Launceston Railway Workshops Conservation Plan (updated), prepared by Michael 
Pearson of Heritage Management Consultants - March 1999 

• Inveresk Precinct Planning Scheme Review, prepared by Irene Inc and Smith Street 
Studio - March 2018 

A report was also prepared by Peter Freeman on the site prior to the adaptation works 
taking place however it appears to be largely a visual recording of the place and has not 
been referred to in this study. 

1.4 TERMS 

Local Refers to the Launceston Council area. 

State Refers to Tasmania  

The following terms used in this report are defined in the Australian ICOMOS Burra 
Charter 2013.   

Place  

 

means a geographically defined area. It may include elements, objects, spaces 
and views. Place may have tangible and intangible dimensions.  

Cultural significance  

 

means aesthetic, historic, scientific, social or spiritual value for past, present or 
future generations.  

Cultural significance is embodied in the place itself, its fabric, setting, use, 
associations, meanings, records, related places and related objects.  

Places may have a range of values for different individuals or groups  

Fabric  means all the physical material of the place including elements, fixtures, contents 
and objects.  

Conservation  

 

means all the processes of looking after a place so as to retain its cultural 
significance.  
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Maintenance  

 

means the continuous protective care of a place, and its setting.  

Maintenance is to be distinguished from repair which involves restoration or 
reconstruction.  

Preservation  means maintaining a place in its existing state and retarding deterioration. 

Restoration  

 

means returning a place to a known earlier state by removing accretions or by 
reassembling existing elements without the introduction of new material.  

Reconstruction  

 

means returning a place to a known earlier state and is distinguished from 
restoration by the introduction of new material.  

Adaptation  means changing a place to suit the existing use or a proposed use  

Use  

 

means the functions of a place, including the activities and traditional and 
customary practices that may occur at the place or are dependent on the place.  

Compatible use  

 

means a use which respects the cultural significance of a place. Such a use 
involves no, or minimal, impact on cultural significance.  

Setting  

 

means the immediate and extended environment of a place that is part of or 
contributes to its cultural significance and distinctive character.  

Related place  means a place that contributes to the cultural significance of another place. 

Related object  

 

means an object that contributes to the cultural significance of a place but is not 
at the place.  

Associations  mean the connections that exist between people and a place.  

Meanings  denote what a place signifies, indicates, evokes or expresses to people.  

Interpretation  means all the ways of presenting the cultural significance of a place.  

1.5 ABBREVIATIONS 

AHC Australian Heritage Council 

ANHC Australian Natural Heritage Charter 

AHIMS Aboriginal Heritage Management System 

BCA Building Code of Australia, part of the National Construction Code 

CMP Conservation Management Plan 

DPIPWE Department or Primary Industries, Parks, Water and Environment 

DPW Tasmanian Department of Public Works  

EPBC Commonwealth Environment Protection and Biodiversity Conservation Act 1999 
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THC Tasmanian Heritage Council  

THR Tasmanian Heritage Register 

ICOMOS International Committee on Monuments and Sites 

NAA National Archives of Australia  

NCC National Construction Code of Australia (may also be referred to as The Building 
Code of Australia or BCA) 

NHL National Heritage List 

PWS Tasmania Parks & Wildlife Service 

PoM Plan of Management 

RAHS Royal Australian Historical Society 

UNESCO United Nations Educational Scientific and Cultural Organisation 

1.6 SCOPE AND METHODOLOGY 

The methodology used is in accordance with the principles and definitions as set out in 
the guidelines to the Australia ICOMOS Burra Charter 2013 and its Practice Notes, the 
guidelines of the Department of Primary Industries, Parks, Water and Environment  
Assessing Historic Heritage Significance for application with the Historic Cultural 
Heritage Act 1995 (Version 5 October 2011) and J.S. Kerr’s The Conservation Plan.  

This methodology incorporates the following sections: Historical Background, Physical 
Analysis, Significance Assessment, Conservation and Management Principles and 
Management Policies. 

Site inspections were conducted to assess the building and landscape elements of the 
site and the potential for archaeological materials to occur.  The inspections were not 
full landscape archaeological surveys. 

This plan evaluates the cultural heritage significance of the built and landscape features 
within the context of the site. The CMP also considers and determines appropriate 
conservation management policies and guidelines for the future use of the place, which 
are consistent with the assessed cultural significance. 

The methodology of the preparation of this plan follows that set out in JS Kerr “The 
Conservation Plan”.  The key elements of the study are:  

• Understanding the Place through description and historical research site 
investigation and analysis looking at how the site is used 
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• Setting out the significance of the Place through a statement of significance looking 
at the significance of the various parts of the Place 

• Looking to the future by providing policies and strategies on the place as a whole 
as well as the various elements that make the Place. 

1.7 LIMITS OF THE PLAN 

In the preparation of this plan a number of existing sources of information and research 
have been used, particularly the previous studies undertaken.  Other research has been 
undertaken at local and state repositories. The research was limited due to time and 
budgetary constraints.  Funding did not allow for extensive historical research into 
phases of development of the site.  The historical outline within this report provides 
sufficient background to provide an assessment of the site and relevant policy 
recommendations.  However, it is not intended to be an exhaustive history of the site.   

The uses and associations related to the site and much of the research material is based 
on secondary, rather than primary material.  Site investigation has also been undertaken 
for built and landscape heritage elements.  However, no intervention has been carried 
out in reaching the opinions and recommendations in the report.   

1.8 AUTHORS 

This Conservation Management Plan has been prepared by Paul Davies Pty Ltd., 
architects and heritage consultants: 

Paul Davies Principal Consultant, Conservation Architect 

1.9 ACKNOWLEDGEMENTS 

The following people and groups have assisted in the preparation of this Plan: 

Irene Duckett, Irene Inc, Planning and Urban Design 

QVMAG Archive staff who provided access to reports and material 

• Heritage Tasmania staff who provided archival material and access to the data 
sheets currently being updated.
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2.0 HISTORICAL BACKGROUND 

2.1 HISTORICAL OVERVIEW 

The history of the site is in two distinct parts relating to the historic site uses.  The railway 
history is detailed and complex and the very well researched and written history that 
formed part of the ANR 1989 study provides an excellent and thorough history of the 
site until the 1989 period.  It is included in full and is has been relied on for the analysis 
within this report. 

A brief overview historical summary is provided below for the two main parts of the site. 

To assist with locating buildings the following maps identify the various buildings by 
number: 
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Figure 4: Site Plan with building identification 1 

Current Structures
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Demolished structures

Park/Sporting

Roads/Car parks

Offsite buildings

Inveresk Site - Section 1
Current

11. Test house
12. Battery room
13. Amenities
14. Loco workshops
15. Store
16. Signal store
17. Store
18. Workshop
19. Shell Annex
20. Substation and compressor
21. Sheet shop
22. Panel shop
23. Wheel shop
24. Slack adjuster
25. Wheel shop
26. Store / fire dept

27. Amenities
28. Fibre-glass shop
29. Tank stand
30. Blacksmith
31. Blacksmith
32. Amenities
33. Pesision Tool Annex
34. Main Machine shop
35. Weigh bridge
36. Annex to weigh bridge
37. Amenities
38. Foundry
39. Vacant
40. Carpenter’s shop
41. Amenities
42. Sign writers

43. Carpenter’s shop
44. Carpenter’s shop
45. Carpenter’s shop
46. Paint shop
48. Battery shed
49. Paint shop
50. Electrical shop
51. Signal box
55. Incinerator
56. Amenities
57. Amenities

100. Architecture Annex Building
101. Don River Railway Shed
102. North Esk Rail Bridge
103. 

Note: Item numbers 47, 52, 53, 54, 58, 59, 60, 61, 65 and 83 were not identified on the 1999 report and as such have not been identified in the above report. In 
addition, demolished buildings that were not previously identified and numbered have not been given numbers in this report.
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Figure 5: Site Plan with building identification 2 

Inveresk Site - Section 2
Current
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Roads/Car parks

Offsite buildings
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Demolished structures

62. Offices
63. Flammable liquids
64. Telephone exchange
66. Store / Carport
67. Store
68. Carport
69. Plan store
70. Offices
71. Stores / archive
72. Office
73. Electrical Substation
74. Offices
75. First aid station
76. Institute rooms / store
77. Tramways building
78. Tramways building

79. Open store
80. Amenities
81. Open store
82. Offices
84. Store
85. Stores office
86. Open store
87. Amenities
88. Store
89. Store

104. Workshop Entry Gates
105. Station Building
106. Student Accomodation UTAS
107. UTAS…?
108. 

Note: Item numbers 47, 52, 53, 54, 58, 59, 60, 61, 65 and 83 were not identified on the 1999 report and as such have not been identified in the above report. In 
addition, demolished buildings that were not previously identified and numbered have not been given numbers in this report.
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Figure 6: Site Plan with building identification 3 

Note: Item numbers 47, 52, 53, 54, 58, 59, 60, 65 and 83 were not identified on the 1999 report and as such have not 
been identified in the above graphic. In addition, demolished buildings that were not previously identified have not 
been given numbers in this report. 

Inveresk Site - Section 3
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112. Shed
113. Shed
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115. Shed
116. Shed
117. Shed
118. Sand
119. Coal Stage

Note: Item numbers 47, 52, 53, 54, 58, 59, 60, 61, 65 and 83 were not identified on the 1999 report and as such have not been identified in the above report. In 
addition, demolished buildings that were not previously identified and numbered have not been given numbers in this report.
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LAUNCESTON STATION AND RAILWAY WORKSHOPS3 

Land for the railway at Invermay was vested in 1867 in the Launceston and Western 
Railway Company on what had been a rifle range.  The ground was swampy and had to 
be drained but it was the only area of flat accessible land near the city that was available 
for the use.   

Commencing as a private venture, the government took over the construction between 
Hobart and Launceston in 1872 establishing the Tasmanian Main Line Railway Company 
using narrow gauge track instead of the broad gauge of the LWR.   Hobart and 
Launceston were linked by narrow gauge rail in 1876 however the two gauges remained 
for a further 13 years with separate stations and workshops being constructed either side 
of the North Esk River.  Broad Gauge ceased in 1888 and Tasmanian Government 
Railways was established in 1890.  The Cimitierre Street station was abandoned as 
improvements commenced at Inveresk but the site remained in use as sidings and goods 
yard for many years. 

The Inveresk site had a varied development history from that time with several major 
development phases but generally a slow addition of buildings following the early 
alignment of development parallel to the river.  The early decision to build parallel to 
the river dictated the future form of development across most of the site. 

The next phase of development took place slowly and gradually with the addition of 
workshops and facilities from 1890 to the 1920s. 

In 1911 Launceston Council established its tramway system with the tramway workshops 
built adjacent to the railway workshops fronting Invermay Road.  Following severe 
flooding in 1929, the tram workshops relocated and in 1937-38 the buildings were taken 
over as part of the railway workshops. 

A major phase of development took place in the 1920s with the acquisition of land to 
the north that allowed the roundhouse and locomotive facilities to be added along with 
the addition of the mechanical workshops (1923). 

A further major phase of development took place around WWII to address war needs 
with the addition of several specialist buildings. 

The last major work on the site was in 1948 with the introduction of diesel power to the 
system accompanied by the addition of the large diesel workshop building (now 
architecture faculty).  This was the last major construction phase on the site. 

Rail transport declined over ensuing decades and the cessation of passenger services in 
1978 saw a major shift in usage of the rail system with stations and infrastructure being 

                                                   
3  The material in this section is drawn from and summarises the ANR 1989 history.  Footnotes have not been used as 

they are set out in the detailed history that follows. 
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removed and Hobart effectively closing as a rail site.  Management of the rail system was 
transferred to the National Railway Commission the same year.  The rail system was then 
redesigned for heavy freight transport only and by the mid 1980s the Launceston site 
had become redundant and was closed. 

Prior to demolition or re-purposing of the site a series of studies and CMP’s were 
prepared to assist in understanding the significance of the site.  They contained detailed 
assessments of the buildings that then informed the decision making related to the 
adaptation of the site for its current uses.  The buildings were graded in terms of 
significance and a number of the assessed less significant structures were removed.  
Others were adapted and a range of the most significant elements were conserved in 
their significant form and now form part of the museum operation. 

This work focussed on the buildings and most of the site infrastructure was removed as 
part of the adaptation for new uses. 

Since the opening of the Museum and University on the site there have been a number 
of new developments including the construction of a faux station building, a new 
building (Big Picture School) to the north of the former tramsheds, an annexe to the 
architecture faculty building and a recent student accommodation building along the 
frontage of the North Esk River. 

There has also been access provided between the former railway land and recreation 
land so that the site, even though managed by different entities, has a high level of 
accessibility and permeability that did not historically exist. 

THE YORK PARK PRECINCT4 

York Park was created in 1881 when 47 acres of swampy ground was handed over to 
Launceston Council on the proviso that they laid out the grounds and fenced them for 
the ‘purposes of recreation, health and enjoyment’.5  Council undertook works, held a 
design competition that was won by architect Leslie Corrie and by the end of 1886 the 
grounds were ready for use.  The railway had commenced operation on the southern 
part of the area in 1872. 

Originally called Invermay Park, the name was changed in 1901 after the Duke of 
Cornwall and York opened the first Commonwealth Parliament. 

                                                   
4  Much of the detailed history in this section about the recreation grounds is drawn from the work of Anne Green’s 

publication.  That publication is fully acknowledged and the historical data has not been further researched as part of 
this report.  Material is also drawn from the well-researched THC data sheet for the site with its various references 
and credits. 

5  135 
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The area developed over the ensuing years with the addition of a Bowling Green and 
pavilion (1910) with tennis court shortly after. 

By 1921 there was pressure to upgrade the grounds and another design competition 
was held for a grander set of facilities including a cricket and football ground, 2 tennis 
courts, bowling green, cycling track, accommodation for spectators and facilities for 
teams and players.  By 1923 a new northern grandstand was open. 

The grounds however suffered from their early use as a town tip and items such as glass 
and other rubbish came to the surface making playing at times difficult. 

1929 saw a major flood where the whole of the area was underwater with significant 
damage to the cycling track requiring it to be rebuilt. 

After the war the grounds required refurbishment and repair and another spectator 
stand was proposed, designed by city architect William Clennett, construction 
commencing in 1950 and completed in 1952.  

New entrance gates, also to the design of city architect Clennett were built in in 1958-9 
in the modernist style.  The structure contained 12 memorial plaques to fallen soldiers 
from the war that replaced twelve memorial trees that did not survive. 

Clennett designed a new southern grandstand, in the Brutalist style, constructed in 1964.  
A further grandstand facility was added in the early 1970s. 

1985 saw the old Northern Stand upgraded and repaired with major changes to the 
structure, cladding and arrangement of seating. 

In 2000, as a result of Launceston joining the VFL, the grounds were again upgraded with 
a new playing surface, a new large grandstand and a range of associated facilities.  The 
southern stand was replaced in 2004 and the Northern Stand was relocated in 2009 to 
the adjacent Invermay Park field after it was damaged by fire.  It was also reduced from 
8 to 5 bays in length.  The building was partially recovered to its early form in the move. 

A new northern stand was completed in 2011 (Aurora Stadium) along with a range of 
new entry points to the complex reflecting the change in use from 2000 of the adjoining 
University and QVMAG site uses. 

A large industrial shed has been erected on the northern edge of the site.  York Park 
maintains a mature landscape setting along Invermay Road that includes the York Park 
gates, a heritage site. 

Two items on the site are listed with the Tasmanian Heritage Council, the York Park 
Gates from 1958-59 and the Northern Stand, erected in 1923 and relocated after a fire 
in 2008 that saw 3 of its 8 bays lost.  Both of these features are extant and the relocation 
of the Stand and its setting adjacent to the smaller and less developed field retains a 
traditional setting. 
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Until 2000 with the cessation of railway use there was a definitive boundary between the 
two parts of the precinct and no connection between them.  Since the site development 
there has been interconnection with UTAS now operating York Park field as a university 
facility.  This has changed the relationship of the overall site within the precinct as well 
as improving access to the facilities. 

2.2 CHRONOLOGICAL HISTORY OF BUILT FABRIC  

Refer to Attachment 1 

2.3 HISTORY OF LAUNCESTON RAIL YARDS 

The following section is the history written for the 1989 report.  It has had minor 
amendments (removing image references and correcting typos and grammar) but is 
included in full as it provides a very good history of the development of the rail site. 

TASMANIAN RAILWAYS  

'There are three gauges of Tasmanian railways- broad gauge, narrow gauge, and mortgage.'6  

Convicts provided the motive force for the first railway in Tasmania. The 7.2 km track running from 
Tarannah to Oakwood near Port Arthur was laid in 1836 has been identified as Australia's first 
railway. Like the 'human plough' depicted in trolleys were abhorrent to visiting commentators, 
but it was still known to be operating as late as 1853.7 By that time, however, the progressive 
citizens of Van Diemen's Land had more modern, less odious, conveyances in their sights.  

As early as 1847 the idea of a train linking the island's two main centres was mooted, in London, 
by George Whitcomb of Launceston. Once again convicts were to be used, only this time not as 
motive power but as movers and track layers.8 The motive force Whitcomb had in mind was steam. 
Consistent with its entrepreneurial character, Launceston was first off the rank in the railroad 
stakes, but the campaign for legislative support was fraught with opposition from Hobart. The 
'southern interests' raised no objection to a 'Main Line' between Launceston and Hobart, but the 
eventual recommendation for a single line between Launceston and the fertile western districts 
of Deloraine prompted them to 'jealously' block northern advancement.9 

In 1855 Legislative Councilor Adye Douglas gained government funding to survey the main line 
and a 'branch line' to Deloraine. These were completed by James Sprent in 1856. 10  The 
Launceston Examiner immediately pushed for the latter line as first priority,11 and a campaign 
began for government funding of the entire project, it being of 'national' importance. Such an 

                                                   
6  Examiner 1873, cited by Chamberlain, Brian Early Steam in Tasmania (Launceston: the author; 1987) p.iii. 
7  Smith, op. cit. p.25. 
8  Examiner 19/7/1848. Cited in Morris-Nunn, Miranda Launceston's Industrial Heritage (Launceston: Queen Victoria Museum; 1982) pp.268-9. 
9  Or such was the Launceston assessment of the situation, see History of the Launceston and Western Railway ... by the special reporter of the Hobart Town 

Mercury (Launceston: Walch and Birchall; 1869).  
10  HTG 4/3/ and 12/8/1856.  
11  As from 14/8/1856. 
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attitude was destined to raise the gall of the south because Launceston stood most to gain from 
gold-induced Victorian demands for agricultural commodities and building timbers. The same 
year the colony achieved self-government. Van Diemen's Land was re-Christened 'Tasmania' in 
order to wipe the 'hated stain' of convictism. Optimism for the future was high. The new House 
of Assembly in Hobart, however, refused to supply the necessary capital, and a further 12 years 
was to expire before a spade actually turned the first sod. The controversies involved in the 
campaign are illustrative of the various political and economic themes which have dominated the 
story ever since.  

The local press, ever at the forefront in boosting northern interests, rallied to push for immediate 
work on the Launceston-Deloraine line; The failure of private companies' attempts in the 
mainland colonies had shown that government involvement was imperative. “Railways”, said the 
Examiner “are a necessity of the age, and in this hemisphere are beyond the compass of private 
enterprise. Is it not a blot on our escutcheon that while the oldest colony and the two youngest 
have many miles over which the iron horse travels, Tasmania has not one? We hope this reproach 
will soon be wiped away.”  

A committee of leading northern promoters was formed to lobby the government for assistance. 
In 1860 it managed to arrange a combination of subscriber and Parliamentary funding (£1000 and 
£1500 respectively) for a full engineering survey of the Launceston-Deloraine route, completed 
by William Thomas Doyne in February 1862. Doyne and his partners, Messrs Major and Willett, 
would later act as consulting engineers on the project supervising all constructions. He also built 
the magnificent cast iron King's Bridge at the mouth of Launceston's Cataract Gorge. This was 
the first of several engineering and architectural links between Launceston Workshop buildings 
and constructions in the wider Launceston context.  

Doyne set a funding target of £317,000 and the committee hoped to persuade the government 
to raise the funds through debenture stock. They argued that Victoria's recent extensive railway 
constructions threatened to leave Tasmania absolutely behind. Still the government would not 
budge, so they decided to enlist popular agitation. Thus on 18 September 1863 a public holiday 
was declared, and a day of demonstration ensued. Thousands cheered as a long procession of 
representative groups marched behind banners declaring:  

LAUNCESTON AND WESTERN RAILWAY JUSTICE TO THE NORTH NO SURRENDER!  

That evening at a 'monster meeting' the Northern Tasmanian Railway League was formed. 
Members swore to support only fellow members in any future Legislative Council elections.12 The 
hero of the day was Sir Richard 'Dickie' Dry. A man who in 1856 had won the city a water supply 
after thirty years of fruitless agitation; he, like Douglas, could best articulate the sentiments of the 
'neglected north.' WS Button of the Examiner, another famous denizen, published The Railway 
Banner, 13  which made a valiant 12 issue run. Feeling was indeed high. During one of the 
Parliamentary debates one of the southern members endeavoured to eclipse even Burke's 
famous dagger scene, by throwing the bill upon the floor, and dancing a fandango upon it in the 

                                                   
12  History of the Launceston and Western Railway op. cit. pp.S-9.  
13  AOT NS 473/30. 
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most exciting manner, exclaiming that he considered it a robbery, and that he 'spat and trampled 
on it.'14  

In 1865 Parliament finally assented to the Launceston & Western Railway Act.15 The funds were to 
be raised through local subscription and English debentures underwritten by a government 
guarantee on interest. A poll of landowners voted over 75% in favour of a levy, if necessary, to re-
guarantee the interest obligations accepted on their behalf by the government. (This was to have 
spectacular consequences several years later). A commission of three overseers was established 
to protect the public interest, and in 1867 the Launceston and Western Railway (LWR) Company 
was formed to act in the interests of the shareholders and manage the operation.16 British 
investors purchased upwards of £400,000 of debenture stock at 6%. All of this massive loan 
eventually became the responsibility of the government. It was amalgamated with road and other 
development loans which the state was still servicing in at least 1920.17 The principal was not 
entirely 'repaid' until 1978 when the Commonwealth took the Tasmanian Railways off the State's 
hands.  

In 1867 land for the Launceston Station Yard was vested in the LWR Co.18 Situated on 'the swamp' 
in Inveresk, it had been part of a rifle range. Draining the ground necessitated a large ditch, which 
appears on a plan of 1871. The nature of the ground would necessitate increasingly more 
sophisticated foundation work as the scale of buildings grew the ensuing decades, but on the 
other hand this was the only large tract of level ground with room for expansion in the immediate 
vicinity of Launceston. The 1890 Tasmanian Gazetteer that 'it was placed in that inconvenient and 
distant locality with the view of extending it to that part of the river where large ships anchor'. It 
is actually less than 700 metres from the Post Office, as shown by a town plan of 1881. 

The first sod was turned on 15 January 1868 amid great pomp and ceremony by the visiting royal, 
Prince Alfred, Duke of Edinburgh, the second son of Queen Victoria. The LWR Co. erected a 
thousand-seater grandstand for the event. Despite inclement weather the citizens of Launceston 
gathered at the site chosen at 'the Swamp' near Inveresk to be entertained by a Howitzer 
cannonade and the combined voices of 4,000 Sunday School choristers. Hopes were high,19 but 
a contract had yet to be settled.  

In July 1868 the tender of Melbourne engineers, Overend and Robb, was accepted. Amounting 
to £200,671 the contract included all earthworks and ballasting, sleepers, fences, level crossings, 
gates, culverts and 13 bridges along the 45 mile stretch to Deloraine. It also included 
maintenance for the first year, but not rails, rolling stock, or the large iron girder bridge needed 
to cross the South Esk at Longford. The track would be built to accommodate a wide gauge of 
five foot three inches or 1600mm, compatible with the Victorian system. All ironwork was ordered 
from England. In March 1870 Waugh & Lockie contracted to construct the woodwork of 55 goods 
wagons and the initial intention was that carriage building would be performed in Launceston. 

                                                   
14  History of the Launceston and Western Railway .op. cit. p.19. 
15  Acts of the Parliament of Tasmania. 
16  History of the Launceston and Western Railway .op. cit. interalia.. 
17  AA CRS A2/ /1920/2155, Mitchell repository, Canberra. 
18  Acts of the Parliament of Tasmania. 
19  Examiner 16/1/1868. 
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This idea was later abandoned in the face of cold economics, which showed that fully imported 
items cost only half as much. A further 5 years would pass before the first of many fine locally-
produced carriages rolled out of the Launceston Workshops.  

All stations and workshops were to be erected by the LWR Co, but for the time being Overend & 
Robb would build their own workshop on the Inveresk site. The Deloraine terminus being 72 km 
inland, the track was pushed out from the Launceston port end only, and the pre-eminence of 
Launceston as the island's major railhead therefore dates from very beginning.  

After many delays the official opening was performed by Governor Du Cane on 10 February 
1871.20 Du Cane's private comments on the entire project were not altogether favourable. He 
wondered if it would ever pay.21 The idea of the LWR had been founded on the buoyancy of the 
Victorian market, but by the time it was constructed the neighbouring colony's boom had ended. 
This was of course attended by depression in the dependent island economy, which dragged 
through the 1860s and did not revive until the late 1870s. Economic uncertainties, however, did 
not mean that development of the system stagnated - railways were instead seen as panacea, 
and their relationship with the economy was oft-times inverse.  

By mid 1872 floods and subsidence meant that the Evandale- Launceston section had 
deteriorated so badly it had to be closed. The LWR Co. had run out of money and in late June it 
was forced to dismiss 104 of its 108 staff. On 3 July the Colonial Secretary in Hobart offered to 
take over, promising that-the government would repair the extensive line damage and resume 
traffic immediately. So, on 3 August the two parties reached agreement and the operation passed 
officially to the government on 31 October. Thus, rather inauspiciously, began the Tasmanian 
Government Railways (TGR), a ready-made state institution saddled from birth with debt.  

The 'railway riots' of 5 February 1873 are a famous chapter in Launceston's history. The ratepayers 
had agreed to pay a toll if the LWR made a loss. But in the eyes of the locals circumstances had 
changed. In 1872 the government had agreed to pay the interest on the entire cost of 
construction of a Hobart- Launceston railway in return for its construction and operation by the 
Tasmanian Main Line Railway (MLR) Co., another substantially English concern. The MLR began 
laying its narrow-gauge track from both ends of the state in 1873. When the government 
demanded the northern residents fulfill their obligations the cry went up. It was unfair! The whole 
of the state was liable for the MLR, but only a section was called to account for the LWR's failure. 
The government managed to collect about half the outstanding, but failed in the face of public 
uproar to collect the rest. Brian Chamberlain has described colourfully the memorable events of 
1873.22 The government finally abandoned its collections in 1874.  

On 24 December 1875 the MLR narrow gauge line of 3 feet 6 inches was completed from Hobart 
to Evandale, connecting with the LWR at a spot which now became 'Western Junction'. However 
flood damage and legal delays over the third rail it had to lay on the LWR's permanent way meant 
there were no through trains Hobart-Launceston until 1November 1876.23 The MLR's narrow 

                                                   
20  ibid 11/2/1871. 
21  Chamberlain, op. cit p.36. 
22  ibid pp.56-7.. 
23  Whitlam, op. cit. p.63. 
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gauge rolling stock could not be accommodated by the LWR's platforms because of dimensional 
differences. 24  Attempts to locate the MLR facilities next to the LWR in George Town (now 
Invermay) Rd failed, so a smaller site was chosen in Cimitiere St on the opposite bank of the North 
Esk near the Gas Works and City Park. The MLR built its own 'extensive workshops' for 
locomotives, smiths, and carriage-building woodwork, in Hobart,25 but it also had to build similar 
shops in Launceston.  

The initial intention when the government took over the LWR was that the MLR would absorb the 
LWR, but when the time came the former had not the financial resources. So by 1876 there were 
two railway stations in the town of Launceston, with two sets of workshops, two administrations, 
two gauges of track, and two large debts. No wonder past commentators have said that in 
Tasmania is the history of Australia writ small! Animosity between the two railways, one southern 
based, the other essentially northern, reflected perhaps the recurrent theme of Tasmanian history, 
parochialism.  

This irrational and inefficient situation would exist for the next thirteen years. The obvious point 
that the 213 km narrow-gauge line linking the two major centres would dominate the state grid 
made a unified system imperative, but it was seven years before the government began to do 
something about it. In 1883 it decided to adopt the narrow gauge for its part of the state grid, 
because several new factors now made the policy expedient.  

Mineral discoveries had seen the establishment of private railways on Tasmania's west coast. 
Coupled with the end of agricultural depression they brought renewed expansion of settlement 
especially in North-West and North-East in the early 1880s. So, in 1883 the government decided 
to build several new 'developmental' branch lines (see below) which would connect with the 
MLR's tracks. Bitter experience had since shown that only the Government could successfully 
undertake developmental works of the scale required.  

The first step was a government extension in narrow gauge from the Deloraine terminus to the 
small Mersey port of Formby (now Devenport). To connect it with Launceston, a third rail was laid 
on the LWR track from Deloraine to Western Junction, completed in March 1885.30 An Act of 
Parliament on 20 December 1883 authorised three new branch lines: the Derwent Valley Line (to 
New Norfolk in 1887 and Glenora in 1888); from 'Corners' (Conara) to the Fingal coal fields 
(completed 1886); and the Scottsdale Line from Launceston to the North-East (inaugurated on 9 
August 1889). 26  Another four mile branch line was opened from Parattah to Oatlands in 
1885.27 This fulfilled a 21 year ambition to develop the port of Mersey by accessing the northern 
agricultural districts. The Mersey and Deloraine Tramway Co. had been formed in 1864 and the 
following year began construction of a 4'6" light railway. It started from Latrobe and only got as 

                                                   
24  Chamberlain, op. cit. p.61. 
25  Description in Mercury 11 and 18/9/1883 
26  Whitham op. cit. p.63. 
27  This fulfilled a 21 year ambition to develop the port of Mersey by accessing the northern agricultural districts. The 

Mersey and Deloraine Tramway Co. had been formed in 1864 and the following year began construction of a 4'6" 
light railway. It started from Latrobe and only got as far as Coilers Creek, opening in 1872, then it closed down due 
to lack of patronage. See Chamberlain, op. dt. 
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far as Coilers Creek, opening in 1872, then it closed down due to lack of patronage. See 
Chamberlain, op. cit.   

The far-sighted Frederick Back was appointed general manager of the TGR on 4 March 1886, 
taking over from RW Lord, who had been in charge since 1876.28 Back immediately urged the 
government to get on with full implementation of the government's narrow-gauge policy.29 The 
MLR was always in conflict with the colonial authorities,30 and it is more than possible that both 
Back and the government foresaw a time when the TGR would be sole operator of the island's 
main railways.  

On 18 August 1888 the last of the broad gauge trains ran from Deloraine to Launceston.31 The 
next two years saw considerable alterations and improvements at Launceston, first to the station 
buildings and then to the workshops. By 1890 the Western Line had reached Ulverstone. The MLR 
was at last taken over by the TGR the same year. The purchase price was £1,106,500,32 (a huge 
sum for a colony with an annual budget of about £100,000!) Cimitiere St station was abandoned 
for goods and passenger services in 1890.33 Thereafter it was used as a rolling stock 'parking lot'. 
Workshop services previously performed in Hobart were gradually transferred to Launceston, 
demanding further developments at the Launceston Workshop.  

The general manager and engineer for existing lines moved into the MLR's sandstone 
headquarters at the Hobart railway station.34 

The first great program of government line-construction ended in 1892 with the isolated Zeehan-
Strahan line. All this was just in time for the 'Great Depression' of the 1890s. 

The historical geographer Dr Jim Stokes is correct in saying that the 17 years from 1892 to 1909 
was period of 'consolidation rather than rapid growth' for the TGR.35 The only line extension was 
from Ulverstone to Burnie in 1901, which linked the TGR network to the Emu Bay Railway's 1883 
Burnie- Waratah line. A photograph in Stokes' ‘A Century of Tasmanian Railways’ shows an 
apparently new engine shed at South Burnie c. 1901.36 This is now defunct.  

Fred Back retired in 1901 and was succeeded as general manager by Charles Hudson. Hudson 
left Tasmania to join the Victorian railways in 1903. His short administration, however, had none 
of the stagnant qualities often associated with interregnum appointments. Railway managers 
Australia-wide have always needed strong and independent characters to maintain the economic 

                                                   
28  ibid p.63. 
29  TPP HA 1886/70 p.6. 
30  Stokes, HJW A Century of Tasmanian Railways (Hobart: Transport Commission; 1971) p.11. 
31  Chamberlain op. cit. p.61-2. 
32  ibid p.64.In1904 the formal winding up of LWR completed the process of government takeover of the two pioneering 

companies. 
33  Or possibly as early as 1888 when gauge differential ended. (Personal communication with Brian Chamberlain, 

30/5/90). 
34  TPP 1890/56; 1891/73. 
35  Stokes, op. cit. p.l2. 
36  ibid p.lO. 
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well-being of the popularly-funded railways in the face of political interference often directed in 
the interests of the few. 37 

Hudson actively supported the government's closer settlement policy as a means of improving 
goods traffic. He also sought to boost passenger traffic by sending railway officials to the 
mainland to advertise the healthy holiday aspects of the 'Sanitorium of the South.' To back up 
the advertising claims, he oversaw the construction in Launceston of an 'entirely new express 
train' to ply the Main Line. It was 'most modern,' he claimed, with nothing like it elsewhere in 
Australia.38 The Launceston Workshops thereby increased in the admiration of all who knew them.  

Through the first decade of the century there were many ups and downs as the state struggled 
to find markets for its produce. But as the economy did begin to recover the Workshops stood 
ready for a new burst of activity.  

In 1909 the burst arrived. A 'new era' of line construction started with an extension from Glenora 
to Russell. In August 1911 the Scottsdale line was pushed through to Branxholm. The Western 
line extended to Wynyard and then Myalla in 1913.  

Meanwhile in 1912 the TGR made 'world locomotive history'39 by purchasing two massive 94 ton 
Beyer-Peacock Garratt engines for the Main Line. It also began fabricating 30 ton steel-bodied 
bogie wagons, 40 requiring improved facilities. These developments naturally had important 
consequences for the Launceston Workshops. But so did the fact that when the government 
decided to embark on plans for comprehensive modernisation of TGR facilities, it began with 
Hobart. The original sheds of the MLR and others built by the TGR in 1890 certainly needed 
replacement. Their demolition in 1913 removed from the state the only contemporary workshops 
of. a scale and design comparable with those still existing in Launceston. Today only one 
comparable engine shed appears to remain outside the Launceston Workshops, at the Conara 
junction of the Main and Fingal Lines.  

The war halted the cure before it could get to the heart of the problem, the Launceston 
Workshops. Nevertheless one important advance was made in the north, the erection and fitting 
out of new metal trades workshops between 1911 and 1914. The plans were germinated under 
the administration of John McCormack,41 who had taken over from Hudson. They were inherited 
and given zest by the new Railway Commissioner G Wishart Smith, appointed under new 
legislation in 1911.  

Tasmania was the last of the Australian states to adopt the public corporation, or 'quango' form 
of administration for 'its railways. It was intended to remove the TGR from political interference, 
which could be seen to adversely affect the railways' attempts to pay its own way. As early as 1891 
Back had responded to critics of railway debt by asserting that people saw the railways as public 
property; they thought that concessions 'cost nothing'. He claimed that if the TGR was allowed 
to charge the same tariff as New Zealand, which was also narrow-gauge, and curtail concessions 

                                                   
37  See for example, Eggleston, op. cit.. 
38  Tpp HA 1903/25. 
39  Stokes, op. cit. p.14. 
40  ibid p.14. 
41  Very little biographical information has been located for McCormack. 
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and free passes, it would be able to make a profit sufficient to service interest on its loans.42 
Unfortunately, however, the 1910 Act left TGR finances tied to the consolidated revenue, thus 
prolonging its exposure to pork-barrelling politicians. This was a common Australian problem for 
many decades,43 forming a background for any discussion of railway economics.  

The Great War period (1914-1918) for the TGR was occupied in coping with increased traffic. 
Tasmania acted as a food bowl for the war effort. Coupled with the increased personnel 
movements of a mobilised 'home front', the heavy goods traffic put severe strains on system. So 
too did a number of new narrow-gauge branch lines laid in the North-West during the war. Yet, 
while Hobart's new engine roundhouse was completed in 1915, work on the Launceston 
equivalent had to be abandoned the same year. Meanwhile shipping difficulties meant that the 
TGR had to make do with the rolling stock it already possessed. Maintenance and repairs fully 
occupied the Launceston Workshops.  

The immediate post-war years were full of optimism. The policy of rural soldier settlement and 
the need to employ urban veterans saw further development of the system. Launceston could 
now go ahead with the shelved plans. Thus on 22 July 1922 the Launceston roundhouse was 
opened with ceremony, and in 1923 the building of major new mechanical workshops was 
completed. Their construction was associated with a large acquisition of land stretching north 
from the original site. For contemporaries it symbolised an imminent era of prosperity and 
expansion for Tasmania, its economy and its railways.  

Rude shocks, however, were to be administered. Depression in Britain meant Tasmania's 
'colonial' economy faltered. A series of weak Ministries came and went. The management and 
future development of the embattled State's railways became both the subject of a Royal 
Commission and the stumbling block which brought to an end seven years of Liberal-Nationalist 
government. Thus was ushered in a decade of retrenchment and 'economy'. TGR Commissioner 
Smith was a major victim of the times - he was sacked. Commentators then and now agree that 
he was scapegoated.44 Tasmania was now feeling the damaging results of years of political 
interference in their railway policy and finances. Progressivists battled the parochialists and 
parish-pumpers; recriminations flew, and the TGR floundered.  

A further major problem was that Australia had entered into the automobile age. Roads were 
built parallel to railway lines. The resulting loss of revenue to more flexible motor operators forced 
the government into a radical re-think of railway policy.  

The answer seemed to lie in development of the state's potential. Consistent with the 
developmental policy which had created their new and rapidly growing power system, the more 
progressive administrations opted for encouragement of secondary industries to stimulate 
rapidly declining TGR freight revenues. Cadbury's confectionary and Electrolytic Zinc factories in 
Hobart, and the Goliath-Portland cement factory at Railton were all established in the early 1920s, 
and all put demands on the railways. Forestry and paper making were encouraged, as were new 
mining ventures, including Fingal Valley coal.  

                                                   
42  TPP HA 1891/73. 
43  Wettenhall, RL A Guide to Tasmanian Government Administration (Hobart: Platypus; 1968) p.259. 
44  ibid. 
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At the Launceston Workshops a number of specialised wagons were built for Australian 
companies such as BHP, and petrol tanker wagons were even built for 'the opposition.' Passenger 
revenues were also seen as being desperately in need of stimulation. This meant rationalisation 
of services and improved passenger comforts. Small, flexible, self- propelled 'rail motors' were 
adopted for many lines in the 1920s. A 'Boat Train' was inaugurated to catch Hobart bound 
tourists as they disembarked at King's Wharf and whisk them by 'Express' (five hours) to their 
southern destination. Yet despite the forcing of activity, the TGR was never able to service the 
vast capital loan foundations on which it rested. This did not of course prompt any calls for 
abolition of the system. It was after all, a developmental machine. Instead voices could always be 
heard vaunting further developments, including the electrification of the system.45   

Naturally the Depression affected the TGR, but once it was over a scheme of upgrading the entire 
system was in 1937. This had in fact been suggested as early as 1905, when state hydo-electricity 
was first seriously vaunted. See McAulay, Ida Kanruz Leena (unpublished manuscript in AOT)  

This had material effect on the Launceston Workshops. On the passenger side of operations, 
plans were drawn for new art deco railway stations in the centres of both Launceston and Hobart.46 
Whether they demonstrated the sanguine view of the future held by the Tasmanians, or a last 
ditch stand against their now-entrenched motor competition, economic realities determined that 
the plans were never carried out.  

WWII provided impetus to all industry and therefore stimulated the TGR, now a subsidiary of the 
Transport Commission established in 1938-9. New buildings at the Workshops helped 
accommodate specialised war industries set up there in recognition of its stock of special skills 
and equipment.  

In 1948 Tasmania was the first Australian state to begin converting its railways to diesel. This 
spawned a really large new diesel workshop. Then in 1953 the Tasman Limited was commissioned: 
a 'very comfortable' modern passenger service with articulated carriages. It was still considered 
a Tasmanian 'showpiece' in 1971.47  

The Tasman Limited and introduction of refrigerated containers in the 1960s saw the introduction 
of sheet metal and fibre-glass trades into the TGR skills and equipment pool, with consequences 
for the Workshops.  

In late 1974 the TGR raised freight and passenger tariffs by between 10% and 30%.48 At the same 
time Hobart suburban and Hobart-Launceston evening services were abandoned. In 1976 a major 
report on the workings of the TGR was undertaken under the chairmanship of Stewart Joy.49 
Consequently in 1978 the cessation of all passenger services meant that Hobart witnessed the 
closure of its railway station. This was followed by demolition of most of its goods and workshop 

                                                   
45  This had in fact been suggested as early as 1905, when state hydo-electricity was first seriously vaunted. See McAulay, 

Ida Kanruz Leena (unpublished manuscript in AOT) 
46  Available in civil plan room, Invermay. 
47  Stokes, op. cit. 1971, p.25. 
48  TPP HA 1976/15. 
49  Joy, Stewart; Hicks, SK; Kershaw, KW Tasmanian Railways: A Report to the Han. PJ Nixon MP, Minister for Transport 

(Canberra: AGPS; 1977). 
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buildings, including the 1915 roundhouse. The old passenger station was incorporated into a new 
headquarters for ABC radio and television. So, in 1978, after 88 years in Hobart, Tasmanian railway 
headquarters moved back to Launceston. They remained at Invermay for some years, until they 
were removed several kilometres to 'East Tamar Junction', near Hobler's Bridge, in late 1989.  

By 1976 both state and commonwealth parliaments had passed acts enabling transfer of the 
Tasmanian Railways to the Australian National Railway Commission.50 The following year the 
Chief of Tasmania's Transport Commission welcomed the impending transfer, saying that the 
state would be relieved of over $63 million and associated interest payments51 officially into the 
hands of ANITasrail on 28 February 1978.52 The Commonwealth began a ten-year program of 
track rehabilitation and rolling stock modernisation. 53  AN/Tasrail operations are now quite 
radically different from those of its early antecedents, with no passenger or light goods traffic. 
However, the future of the Tasmanian railways seem assured as bulk handlers of the many heavy 
primary resources which continue to form the basis of the Tasmanian economy.  

LAUNCESTON RAILWAY WORKSHOPS  

CHRONOLOGICAL DEVELOPMENT  

ESTABLISHMENT  

The first sod for the Launceston & Western Railway (LWR) was delicately turned in January 1868 
by a royal prince with a silver spade. It was ceremoniously wheeled away (to who knows where!) 
in a specially crafted huon pine wheelbarrow-a delicate beginning for what was to become a 
model of heavy industry in Tasmania.  

By August 1869 9.6 km of track had been laid from Launceston to St Leonards. A 'First Ride on 
Rail' attracted a large excited crowd, as can be seen in Figure 5. In September 1869 there were 
still no buildings on the site.54 But by April 1870 the contractors Overend & Robb had built an 
engine shed with smithy etc. buildings, and consulting engineer Doyne asked for money for a 
station building (£1250) goods shed (£550) and carriage shed (£200).55 The tenders were too high 
for the commissioners to .contemplate, so the building was done by the LWR with day labour and 
materials salvaged from the scaffolding of the Longford bridge.56 In May 1870 two turntables were 
ordered from England (£774),57 and in August the Examiner reported a busy scene at Invermay. It 
described the Overend & Robb engine shed as 'a thoroughly substantial building.'58 All items 
mentioned so far have been demolished.  

                                                   
50  TPP HA 1975/15. 
51  TPP HA 1977/26. 
52  TPPHA 1979/31. 
53  Australia, Bureau of Transport Economics Report 62: The Tasmanian Rail System: an assessment of costs and benefits 

(Canberra: AGPS; 1987). 
54  TPP HA 1869/115 p68. 
55  ibid 1870/25 p.136. 
56  Chamberlain, op. cit. p.15. 
57  TPP H A 1870/25 p.136. 
58  Examiner, 20/8/1870. 
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In December 1870 the LWR purchased the contractors' engine shed (with ashpits, smith's tools 
and fittings59) for £223, and in April the following year the government-appointed commissioners 
agreed to construction of a new 'workshop, foundations, &c'. Tenders were called in May, when 
one newspaper correspondent criticised the location of the station ground on a swamp.60  

Messrs W augh & Lockie of Launceston, already the LWR's wagon-builders, won the contract for 
erection of the company's new workshops (44a), their tender was £999. The rather humble 
erection in square-profile weatherboard, is now merely a small section of the almost disused 
sawmill. At the same time Mr Harry Conway was contracted to construct an adjacent furnace (now 
demolished, but see plans dated 1875 and 1885. A 29 foot turntable was installed in July 1871.61 
By August the parsimonious commissioner Samuel Kemp thought that the workshops were far in 
advance of present requirements, but the LMR's 'Workshop Committee' said that it still needed 
another £240 I 13 for design and construction of a chimney shaft, fittings and drains.62 

By 11 August 1871 the company secretary Henry Dowling was able to provide an 'accurate' plan 
of the 'whole' Launceston Station Ground.  It shows Overend & Robb's old engine sheds and the 
new workshops (44a). Also shown are a carriage shed away to the north of the vested land and 
another near the offices fronting George Town Road, a station building and a goods shed (all 
now gone). The plan shows a 'dike' around the perimeter of the grounds, and presumably this 
was constructed early in an attempt to ward off floods. It is possible that the 'dike' was more 
correctly a ditch, used to drain the swampy site, as such a device is shown on a plan dated 1885. 
By at least 1900, presumably as a result of the heavy floods of 1893, a retaining wall had been 
built.  

In early December 1871 there was a vote of £128/13 for workmen setting up machine tools in the 
'new workshops.'63 The 'temporary engine stable' of Overend & Robb (defunct) was now being 
used for wagon repairs, paint shop and general repairs.64 The only vestige of this configuration 
remaining today is Building 44a.  

UNDER THE GOVERNMENT  

In October 1872 the government took over the LWR and it passed into control of the Minister of 
Lands and Works. By this time £2022 had been spent on workshops, plus a further £228 for tools 
and belt-drives. Stations along the line to Deloraine amounted to over £10,000.65 The following 
June (1873) the Minister called for the erection of a new engine shed and extension of the goods 

                                                   
59  TPP HA 1875/41 p.3. 
60  Chamberlain, op. cit. p.44. 
61  ibid p.46. 
62  TPP HA 1871/30. 
63  ibid 1872/22. 
64  ibid 1875/41 p.3. 
65  ibid 1875/66. 
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warehouse, 66  and by the end of 1873 they had been provided. 67  The former (46), another 
weatherboard building68 with corrugated iron roof69 became known as the loco repairing shop.70  

The first passenger car constructed at the Workshops had its maiden run in 1873. Constructed of 
several Tasmanian timbers to check weathering qualities, the car was the first unit of what would 
become an industry in itself: an industry which would win the Workshops much admiration. The 
easing of agricultural depression towards the end of the 1870s encouraged the government to 
develop the local carriage and wagon fabricating industry, 'thereby establishing an important 
new industry and laying a secure foundation for future railway expansion.'71 While they had always 
been needed for building and signwriting work, the carpentry and painting skills and technology 
at the Launceston Workshops played an enhanced role thereafter. Upholsterers also became a 
commodity.  

On the night of 11 December 1874 the 'old' engine shed built by Overend & Robb and its 
contents were utterly destroyed by fire. Its large store of oils, paints, turpentine, tallow, and cotton 
waste ignited themselves in spontaneous combustion, and the total loss was £758/5/5.72 The 
conflagration thrilled the Launcestonians, lighting up houses on distant Windmill and Cataract 
Hills. Firemen rushed to the scene, where they successfully saved Building 46.73 Tenders for a new 
carriage and wagon repair shop were immediately called, and the lowest (£413) being accepted, 
it was fast approaching completion by late June 1875.74 

This new item (49) was the first timber-framed, corrugated- iron-clad building on the site,75 setting 
a trend for future workshop constructions. It was two-storey, the upper level being used as a 
pattern store. After WWII76 it was used as a canvas and leather repair shop, and, although now 
virtually abandoned, remnants of that activity still exist in the shape of large workbenches and an 
old flocking machine for producing upholstering material.  

Meanwhile negotiations were proceeding with the Main Line Railway (MLR), which wanted to use 
the LWR's station and goods sheds and erect service buildings of its own or the Invermay site.77 
Plans were drawn up indicating possibilities. They show proposals for a third rail to be laid on the 
Western Line's permanent way to accommodate the narrow-gauge MLR rolling stock. Because 
the MLR eventually settled on a site in Cimitiere St, such a line was not laid until 1884 after the 
government decided to adopt the narrow gauge for its own traffic.  

If we ignore the third rail and the proposals for MLR sheds, the above-mentioned plans give a 
satisfactory picture of the state of building progress as of about May 1875. The old smithy, 

                                                   
66  ibid 1873/38 p.4. AOT PWD 214/47-51 has more data on this topic. 
67  TPP HA 1874/46. 
68  It was still weatherboard as late as 1912 (Figure 22). 
69  Examiner 12/12/1874. 
70  See 1875 plans 'Launceston Station Ground' (Figures 9 and 10). 
71  Stokes op. cit. p.6. 
72  TPP HA 1875/41. 
73  Examiner 12/12/1874. 
74  TPP HA 1875/41. 
75  AOT TC/2/1/22-2843 is a record of this building 1922-1954. It was not possible to search this in depth. 
76  Oral testimony of Mr Percy Alexander. 
77  TPP HA 1875/29. 



  HISTORICAL BACKGROUND 

 

   

INVERESK PRECINCT   PAUL DAVIES PTY LTD 

CONSERVATION MANAGEMENT PLAN  ARCHITECTS HERITAGE CONSULTANTS 

FOR UTAS AND LCC 33 FINAL - JUNE 2019 

attached to the 1871 workshops (44a), had been outgrown, and now housed a boiler shop. A new 
smith's shop (demolished) had been built nearby.  

In April 1876 Locomotive Superintendent WE Batchelor reported that he was building three new 
carriages at Launceston, and he had completed a number of works on the site in 1875, including 
a traversing table, smith's crane, ironwork for the new wagon repair shop (49), an office for himself 
(demolished), and the 'signalmen's cabin' (51) which still stands near the 'Black Bridge'.78 There 
was still a 'want of covered termini' for rolling stock at the stations of the LWR which was rapidly 
expanding in traffic.79 

By the end of 1876 an urgently needed paint shop had been erected at a cost of £20280: this 
building formed the core of what is now Building 31a. The following year was concerned with 
improving the machinery and goods- handling facilities and no new buildings appeared.81 But in 
1878 a carriage and wagon lift was installed, and a new carriage shed was built by railway staff 
under Batchelor's supervision 'at the very low cost of £185.' 82 This was possibly Building 50a, 
though it has proven difficult to confirm. Now for the first time all idle rolling stock were under an 
important commodity considering the expense of maintenance-and security, which was further 
enhanced by the construction of boundary fences in 1879.83 

By this time the Launceston Workshops were beginning to fulfil one of the extra functions which 
have won it the admiration of the Tasmanian community ever since. LWR Manager RW Lord's 
annual report of 1880 spoke of the 'advantage taken' by the PWD of the workshop facilities. 
Traction engines and steam-driven stone-crushers used for road construction were erected, 
altered and maintained by the skilled railway mechanics, effecting considerable savings. Indeed 
the Launceston Workshops, with its expensive capital machinery and extensive of highly skilled 
tradesmen, have been able to perform work for numerous agencies and private concerns. 
Nevertheless in 1880 there were still some items needed to complete the picture, notably a large 
steam hammer, which would allow the use of scrap iron for executing work which now had to be 
imported from England.84 

THE 1880S - TAKING STOCK, AND MOVING ON  

By 1880, a decade after work commenced, the workshops had developed considerably. Yet the 
business of the LWR had expanded even more so: the shops were getting cramped and there 
was pressure for further building work. A start was made on a new commodious goods/grain shed 
(60a is a remnant) in 1882.85 In order to accommodate it the original station building (defunct) was 
repositioned on the southern line adjacent' to the original goods shed. It was also realigned so 
that the platform now faced south.  

                                                   
78  AOT TC/2/1/22-2843 is a record of this building 1922-1954.1t was not possible to search this in depth 
79  TPP HA 1876/43 
80  ibid 1877/41. 
81  ibid 1878/74. 
82  ibid 1879/45. 
83  ibid 1879/45. 
84  ibid 1879/45. 
85  ibid 1883/62.   



  HISTORICAL BACKGROUND 

 

   

INVERESK PRECINCT   PAUL DAVIES PTY LTD 

CONSERVATION MANAGEMENT PLAN  ARCHITECTS HERITAGE CONSULTANTS 

FOR UTAS AND LCC 34 FINAL - JUNE 2019 

The 1873 loco running shed (46) was by 1881 'very dilapidated',86 and in 1882 'unfit for men to 
work in at night time.'87 Woodworking machinery was moved from it into the wagon repair shop 
(49) to make room for mechanical work.88 

Loco Supt Batchelor had to wait until 1883 for a new engine shed (dismantled). 89  The 
woodworking machinery was then moved back into Building 46 which became the sawmill,90 For 
the next forty years Buildings 46,49 and 50a remained the home of all woodworking, carriage and 
wagon repairs and construction work at the Workshops.  

The new engine shed was placed to the west of the 1871 workshops (44a). The 1885 plan shows 
the new configuration. As mentioned, carriage work was now consolidated in one area. 
Mechanical and metalwork trades now also occupied a distinct area together, while the paint 
shop stood alone to the east of the traverser. Whereas all extensions and additions had previously 
been southerly, the constraints imposed by the North Esk River now meant that north would be 
the direction of future expansion. There was plenty of room in that direction, and the Launceston 
Workshops were well set up for further developments.  

EXTENSIONS TO THE SYSTEM  

These were to come almost immediately. In 1883, the TGR decided to press ahead with a number 
of new branch lines and extensions on the narrow-gauge (see above). They would abandon the 
broad gauge.91 This entailed the laying in 1884 of a third rail on the Western Line from Deloraine 
to Western Junction and then from the MLR turnoff into the Launceston, Station Yard, and the 
erection of a new turntable.92 The last broad gauge train travelled the line on 18 August 1888. 
Although the third rail was removed, a photograph still exists.  

As if to make way for the new growth, RW Lord died in office in 1885. He had overseen all 
developments since 1875 when the government failed to pass the LWR over to the MLR. He was 
succeeded as TGR manager by Frederick Back.  

In preparation for all the new work, 1885 saw the arrival of some new, advanced machinery. 
Batchelor was pleased to announce the erection of wood-squaring, planing, edging and 
moulding machines, a circular-saw bench, irregular moulding device and iron-planing machine.93 
These had obvious application in carriage building, which by that time was also being carried out 
by both the MLR in Hobart and the EBR on the West Coast.94 

There was also plenty of metal and mechanical work for the Workshops to do. Although the 
Scottsdale line (constructed 1885-9) was laid by contractors, new locomotives were required to 
be erected at Launceston. Conversion of all the old broad- gauge stock to narrow-gauge was 

                                                   
86  ibid 1881/61. 
87  ibid 1882/47. 
88  ibid 1881/61. 
89  ibid 1884/56. 
90  As seen on the 1900 plan . 
91  TPP HA 1884/56. 
92  ibid 1885/66. 
93  ibid 1886/70. 
94  Mercury 24 May 1884. 
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also a demanding task. Hence a new erecting shop (43) went up in 1885.95 It effectively doubled 
the floor space of the 1871 engine shop (44a). In scale it dwarfed its earlier neighbours (Figure 15) 
for over twenty years, when it was in turn belittled by a newcomer (40). Its comparative height was 
designed to incorporate a large gantry crane for lifting entire engines, 'a very great convenience' 
considering the needs of rolling stock conversion. Although this building is now used as a store 
for the carpenters, the original crane is still in situ. Designed to lift 25 tons, it was manufactured 
by Cullens Shelton & Co., Carlisle, in 188496 and cost £437.97 Unfortunately the site plan of 1885 
was drafted too early to this important new addition, but it can be seen in a plan of 1900.  

A new 'wagon weighbridge and office' was installed in 1887.98 On the 1900 plan it is shown in the 
same location as Building 54. However, the style of the "ASCO" logo on the extant weighbridge 
is more reminiscent of the 1920s or 30s and Building 54's concrete construction was not typical in 
the 1880s.  

In 1887 Batchelor began urging construction of yet another engine running shed, and the 
following year a complex of water storage tanks was constructed at a cost of £500.99 On 9 August 
1889 the new Scottsdale Line opened for traffic, and this necessitated extensive additions and 
alterations at the Launceston Station Yard and Workshops. A new station master's residence (part 
of 70c) was built in 1889, costing £349.100  

THE 1890S - 'CONSOLIDATION'  

The government's takeover of the MLR's business in 1890 added further impetus to the 
expansion and consolidation of the system, which now networked the state. The new 
engine shed mooted for some years by Batchelor101 was built in 1890 for over £2600.102 This shed 
can be seen on the 1900 plan, to the north of the 1883 shed (39). It stood on roughly the position 
of the present Building 38a. Between 1919 and 1923 it was rebuilt I for the foundry or 'moulding 
shop' (on the site of Buildings 38b,c).  

Another major building constructed in 1890 was a new £707 paint shop (28a). Conforming to the 
general pattern that the paint shop stand-alone, this one stood to the north of its 1876 
predecessor (core of 31a), and at of the new engine shed. A house costing £389 was also built for 
Loco. Supt Batchelor (part of 70b).103  

The takeover of the Main Line, just as the 1890s economic depression began to deepen, caused 
a major headache for the government of the time. The 'imperfect' nature of the MLR's old Hobart 
yards made their partial dismantlement and construction of new buildings 'absolutely necessary'. 
A movement for creation of new government workshops at the Hobart suburb of Claremont was 

                                                   
95  TPP HA 1886/70. 
96  Makers plate. 
97  TPP HA 1886/70. 
98  ibid 1888/46. 
99  ibid 1887/56; ibid 1889/54. 
100  ibid 1890/56. 
101  ibid 1889/54. 
102  ibid 1891/73, Annual Report for calendar 1890: 'completing workshops Launceston, £2628. 
103  ibid 1891/73. 
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successfully fended off by the senior northern railway officials. However, a new running shop and 
repairing workshop were needed at the southern end of the line and these were built, albeit in a 
manner retarded by the need for strict economy. Evidence to a Select Committee appointed to 
enquire into the situation stated the obvious fact that Launceston was the hub of the state's 
railway system and its machinery and tools were 'fully equal to the requirements of [the] Colony 
for some years to come.' It was necessary, therefore, for the sake of efficient economy, to bring 
all workshop activities under one head, that of Loco. Supt. Batchelor, in Launceston.104 Meanwhile, 
as mentioned above, the office administration of the TGR moved from Launceston to Hobart, 
where it was to remain until1978.  

The decision was clinched by the fact that a new railway wharf was under construction on the 
northern bank of the North Esk, just across George Town Road from the Launceston yards, to 
which it would be connected by rail. Capable of berthing vessels over 4000 tons burthen, this 
wharf would allow for landing of imported rolling stock and machinery directly into the workshops 
for erection.105 

The TGR's fortunes were an economic barometer of a community predominantly dependent on 
agricultural exports, thus the 1890s were low years for the system, and very little was done in the 
way of major new construction works. Available resources were employed in maintaining existing 
capital infrastructure at the level needed to keep the trains running safely. Even the permanent 
way was allowed to run down somewhat.106  

The Launceston Workshops, however, were never at a standstill. Although the privately-owned 
Emu Bay & Mt Lyell railways reaped most of the benefit of mineral wealth being tapped on 
Tasmania's west coast, much of the heavy mechanical and lines work for the private operators 
was carried out at Launceston.107 The rolling stock of the TGR also had to be maintained, and the 
fitters, turners, boilermakers, carpenters, pattern-makers, etc, under WE Batchelor were never 
idle. Workshops at Hobart and Strahan also assisted. All manner of work was carried out for all 
manner of outside clients. It should be noted that the workshops were not only concerned with 
rolling stock-points and crossings, fish plates and signal devices all demanded the skills and 
machinery of the TGR.  

Figure 14 a,b is a detailed plan depicting the Workshops as at August 1900. It marks the 
appearance of several 1890s developments for which literary evidence has not been found. The 
1873 engine shed, which became the saw mill in 1883 (46) is shown to have been extended 
westwards, further improving and consolidating the woodworking and carriage-building activities. 
A new carpenters' shop (defunct) is seen nearby to the south of the incoming track, and a timber 
drying shed (gone) appears at the extreme north-west end of the traverser, outside the original 
fence line.  

                                                   
104  ibid 1891/142. 
105  ibid 1891/142. 
106  ibid 1900/35. 
107  Numerous examples can be found in the annual reports. 
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By 1900 further consolidation of the metal and mechanical trades is also seen to have occurred. 
The 1871 workshops (44a), and 1885 erecting shop (43) are shown integrated to form the 'engine 
fitters' shop'. These are in turn merged with three other buildings.  

The original smithy, which became a boiler shop in 1875, and which is now shown as a moulding 
shop.  

The 1875 smithy, which is shown to have been enlarged (it is now defunct108).  

And the present Building 45, which although not marked as such on this plan was now the new 
boiler shop.109 

Immediately to the north-west of the moulding shop are shown the 1871 tyre furnace and a small 
tinsmiths' shop built in 1893110 (now defunct). But of more interest is the new blacksmiths' shop 
appearing to the north of Building 31a, the 1876 paint shop. This new building is shown on the 
site of the present Building 30c. Further north is shown a storage shed (on the site of 30a). These 
three buildings would eventually become a centre for metalworkers in their own right.  

Qn the 1900 plan an office (gone) for the Chief Mechanical Engineer is also shown, centrally 
situated to oversee the works. The coal stage and shed to the north-west of the 1873 engine shed 
have long since disappeared, as have the turntable and weighbridge to its south.  

Developments 1885-1900 are also apparent in the station yard area of the site. They include 
removal of the 1871 carriage shed, installation of a new large carriage shed opposite the original 
goods shed, a new platform adjacent (to the west), and extension of the line across George Town 
Road to the Railway Wharf. All of these items have since been demolished.  

THE 1900S - INTO A NEW CENTURY  

It was not until 900 that TGR Manager Fred. Back could look more optimistically toward the future. 
A bumper harvest and renewed traffic meant that extensive lines work allowed to stand over 
would now need to be attended to.111 A decision to fit all stock with innovative vacuum brakes, a 
project expected to take a full two years, would also increase the needs of the Workshops.112  

Mr Back retired in 1901, and his successor Charles Hudson reviewed the situation. A new 
machinery shop and extensions to the erecting shop (43) were most urgently required to meet 
the increasing demand for additional rolling stock and repairs and obviate the expense of foreign 
imports. As the economy began to recover, the workshops stood hopefully at the brink of a new 
stage of construction.  

In 1903 workers began laying the foundations for the new 'machine' or 'fitting' shop (40) initiated 
by Hudson. It was built slowly and completed in 1906-7, at a total cost of over £3000.113 Almost 

                                                   
108  See the photo of the new steam hammer it suggests that the defunct building on the site of the 1875 smithy was 

weatherboard ??. 
109  Later plans and site inspections make this division clear. 
110  Plan 'A-o-1', dated 23/8/1893, in civil plan room, Invermay. 
111  TPP HA 1900/35. 
112  ibid 1991/13. 
113  ibid 1904/25; 1905/50; 1906/36. 
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Gothic in scale, it has far mere glass in the end walls than any of its earlier, smaller neighbours. 
Filling in the space between the 1885 erecting shop (43) and the 1873 engine shed (rebuilt to 
form Building 39), it now forms part of the present carpenters' ·shop. It took some of the pressure 
off the workshops and allowed the TGR to produce new and better rolling stock.  

In 1905, 45 new steel coal trucks were fabricated, a most welcome addition,114 and in 1909 it was 
decided to fabricate engine boilers instead of importing them from overseas and thus avoid new 
Commonwealth customs tariffs. That same year a new shed (31d) was built with foundations115 to 
support a compressor, or 'blower'. It extended to the rear of the 1876 paint shop (31a) which was 
by now being used as a tube and frame shop. The 1890s blacksmiths shop (core of 30c) was now 
being used as a forge shed, possibly doing spring-work.116  

Meanwhile goods and passenger traffic continued to grow apace, and a new program of branch 
line construction was initiated in 1909. By that time both Launceston and Hobart stations had 
become so congested that the TGR began casting around for ideas for totally remodelling them. 
Delays in the necessary decision-making slowed progress at the workshops.  

Hudson's successor as general manager, John McCormack, concurred with his engineers in 
favouring use of the old MLR's yards in Cimitiere St as the site for a new passenger station. 
Grandiose plans were drafted to this end in 1909-11, recommending that the recreation grounds 
at York Park be occupied with extensive goods platforms, and that the current passenger and 
goods area be used for two engine roundhouses. A complication was the probable removal of 
the old Launceston wharves from the badly silted North Esk near the Customs House and 
construction of a new extensive facility on Home Reach in the Tamar River proper.117 It was 
possible the goods yard might be relocated in that direction to the reclaimed area of swamp now 
known as Churchill Park.118  

The question of using Cimitiere St was resolved by a Select Committee which in November 1911 
recommended against dividing the Launceston operations of the TGR.124 119 As if to further pave 
the way for hard decisions a new Act passed through Parliament establishing the TGR as a quasi- 
autonomous commission, and G Wishart Smith arrived from Western Australia to take up the post. 
Meanwhile in Hobart (seat of political and economic power) work had already started on a new 
44 stable, all-electric engine roundhouse with 75  foot turntable, plus a: new 'commodious goods 
shed, loading docks, &c. By November 1915 they were complete.120  

While his deliberations on the passenger station question were delayed by the Launceston 
Marine Board's inability to decide on their wharf, Commissioner Smith would press ahead with 
redevelopment of the Launceston Workshops. One definite decision had been made: to 

                                                   
114  ibid 1905/50. 120 
115  The concrete compressor cradle is still extant on site, approximately 2m by 6m 
116  TPP HA 1909 44. 
117  As recommended by the 'Hunter Report' commissioned by the LMB in 1911. 
118  Plans were drawn for this proposal in 1914. (V&P HA 16 July 1914). A plan for this dated i 27/5/1915 is held in the 

mechanical plan room at Invermay, no. 'A-z-4'. 
119  TPP HA 1911/33. 
120  ibid 1915/44. 
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thoroughly redevelop the area now encompassed by Buildings 30 and 31, and create an 'up-to-
date' amenity for all metalworking activities.  

AN ASIDE - THE LAUNCESTON TRAMWAYS  

Meanwhile in Launceston in 1909 the City Council had decided to use their Duck Reach Power 
Station to power a public transport system. The Municipal Tramways sheds and offices were 
established adjacent to the Railway Yards in 1911. Buildings 76, 77 and 78 housed the car barn, 
workshops for painting and erecting units, a fitting and machine shop, smithy and carpenters' 
workshop. A two storey concrete power house with twin smoke-stacks121 (82) was constructed 
soon after, no doubt as insurance against failure of the hydro-electric supply.  

The land had long been vested in the city, and it no doubt seemed logical to situate tram sheds 
close to the facilities and expertise of the Workshops, even though maintenance and tram-
building facilities were housed in the depot.122  

In 1911 the fleet consisted of ten motorised cars, built by J&T Gunn mainly of Tasmanian timbers. 
They plied the arterial routes of the city until1952 when diesel buses were found to be more 
flexible. After the disastrous Invermay floods of April 1929 they were abandoned in favour of a 
new terminus in Hawick St (still the Launceston headquarters of the Metropolitan Transport 
Trust).123 The Inveresk tram sheds are solid concrete constructions, still extant. In 1937-38 they 
were taken over by the Railways. The front section was converted for use as the Railway Institute. 
A gymnasium was created for the welfare of the employees. The long sheds were used as a rail- 
motor workshop.124  In 1937 plans were drawn for remodelling the 'vernacular Federation'125 
facade in art deco style, but this did not eventuate and from the outside they appear much as 
they always have, except the tram entrances have been filled in with weatherboards. Parts of the 
tramsheds are presently used as railway stores.  

PRE-WAR ACTIVITIES AT THE LAUNCESTON WORKSHOPS  

Wishart Smith's first annual report (1911-12) said that foundations had been laid for 'additional 
machinery and locomotive shops' at the Workshops. £1812 had been spent on new machinery.126 
By 'locomotive shop' the commissioner was not referring to an engine shop, his meaning was 
that locomotive branch employees would use them. A new oil store (25) was built in 1912-13.127 It 
is an interesting little structure, tucked away unobtrusively, yet adorned with the same arched 
gable vent as some of the more substantial and early structures such as Buildings 44a, 46, and 49. 
It is unique for the Workshops in that its roof is trussed with cast and rod iron.  

                                                   
121  See 1929 aerial photo. 
122  Weekly Courier 27 April 1911 has photographs. 
123  Morris-Nunn, op. cit. p.304. 
124  TPP HA 1938/1. 
125  Morris-Nunn, op. cit. p.460. 
126  TPP HA 1912/35. 
127  ibid 1913/44 (Chief Engineer Ex!2ting Lines' Report). 
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This building may have been an earlier building relocated. In November 1913 Smith discussed 
works completed since mid 1912. In his own words: 128 

 

When I assumed control of the railways I found that the Launceston workshops were 
totally inadequate for expeditiously carrying out the necessary repairs and renewals of 
rolling stock. They evidently had been built piecemeal, with the inevitable result that in 
their general arrangement they failed altogether to comply with modern engineering 
practice. However, considerable progress has been made with a complete scheme for 
remodeling the shops in order to lessen the cost of the work done and to add to the 
comfort and convenience of the locomotive employees. A new forge and spring-making 
shop [30c - on site of c.1890 blacksmiths shop], with a floor area of 4600 feet, has been 
built and equipped with thoroughly up-to-date spring-making plant, including spring 
furnace. The whole of the machinery of the shop is electrically driven. A large air 
compressor for pneumatic tools driven by a 70 h.p. electric motor has been installed. 
[On the foundations in the shed built in 1909, 31d129]. A new blacksmiths' shop with a 
floor area of 6440 feet has been built [30a- on site of 1890s storage shed], and will be 
ready for occupation before the close of the year. It will be equipped with thoroughly 
up-to-date plant. ...  

Two large up-to-date buildings for the protection of general stores were completed and 
taken over by the Stores Branch in the early part of the year. [26 and part of 24] ...  

£7064 had been spent on workshops and machinery in the past year. A modern progressive, Smith 
proudly announced that he had arranged a favourable contract for supply of DC electricity from 
the Launceston City Council's Duck Reach generators. The electricity would be used for motive 
purposes initially; but was eventually also used' for lighting (in 1919), a great boon for both 
industrial health and  

A photograph dated September 1912130 depicts the installation of a large new steam hammer on 
the site of the yet-to-be built smithy (30a). Several hammers still remain in situ, though in recent 
years one was relocated and now stands on the lawn outside the Queen Victoria Museum.  

Commissioner Smith went on to discuss his plans for the immediate future. These included a 
large new extension to the engine repairing shops (39 and 40) taking them to a full 386 feet long 
with 'overhead electric crane travelling the whole length'. The arrival of new large Garrett ·engines 
in 1912 made this all the more pressing. Commissioner Smith also saw it as imperative that 'up-
to-'date facilities shall be provided in the carriage-building shops if we are to continue to 
construct carriages locally.' In 1914 he announced that detailed plans had been prepared for a 
new carriage and wagon repair shop, paint shop, and the engine repairing shops just mentioned. 
But most pressing in his opinion was the need for improved engine housing accommodation. He 

                                                   
128  ibid 1913/44. 
129  Possibly the older of the two still extant in Building 20. 
130  See Morris-Nunn, op. cit. p.286. It has proven difficult to locate the original of this print as Nunn's reference is incorrect. 
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had decided to expand the Workshops site northwards and build a roundhouse (1) to the same 
plan as the one currently being built in Hobart (defunct).  

It is perhaps best not to discuss Smith's proposals in detail at this stage, because they underwent 
numerous revisions and then were actually only half realised. A world war and half a decade 
passed before any of the real work of construction could go ahead.  

By the outbreak of WWI the whole southern corner of the Launceston Workshops site had been 
filled in with buildings.  

To recap: The alignment of the bridge and the incoming line dictated the east-west alignment 
of all workshop building until 1950.  

The first workshops were built by the LWR's contractors in 1870. In 1871 they were supplemented 
by LWR workshops to the north-west (44a). Building 46 filled the gap in 1873. The original sheds 
burnt down in 1874 and were replaced with Building 49 in 1875.  

The next major buildings to c. 1878 were placed to the south and east in the direction of the river 
bank. (Building 50a and the core of Building 31a). 

South and east movement was then limited by the river - expansion moved west until c.1889. 
(Building 43 and the two engine sheds now relocated to Building 39 and Building 38a). 

From c.1890 more buildings started to appear to the north (Buildings 28a, 30c, 30a) and a timber 
drying shed overshot the original northern boundary. ·  

1905 saw the closing of the gap between Buildings 43 and 39 with Building 40. This precluded 
any further development in that area. 

Then after Smith's arrival in 1911 we see consolidation and expansion of the area between the 
traverser and the river (Buildings 31a, 31d, 30c, 30a, 24 and 25).  

Meanwhile the passenger and goods yards, and offices, had entirely filled the western side of the 
yards. Despite a number of suggestions for their removal, they were there to stay until the 1970s. 
All expansion thenceforth was constrained to the north.  

NB: The above schema need not necessarily describe periods of growth or stasis. Rather it is 
merely to illustrate the development of spatial relationships and configurations.  

WORLD WAR ONE - WAITING AND PLANNING  

With one hand WWI created mobilisation and a pressing need for expanded facilities at the 
Launceston Workshops- with the other it took away the human and material resources needed 
for their construction. In 1915 a start was made filling the new area of swampy ground selected 
for the Launceston equivalent of the Hobart engine roundhouse. But by July bad weather had 
stopped work, throwing 70 men out of employment. In Parliament diligent northern members 
asked questions. Joe Lyons, then Treasurer in the Earle Labor government, replied that six foot 
of fill was required. The earthwork was all being done by manpower, but wet earth cost twice as 
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much in labour to shift. Work would resume weather permitting.131 Already 20,000 yards of fill had 
been dumped, and over 100 timber piles had been sunk for the 67 foot turntable, at a total cost 
of £2756.132 This had been ordered from Ransomes & Rapier of London, who had supplied the 
Hobart installation.133  

Between 1909 and 1915 votes totalling £37,065 had been allocated to improvement of the 
Launceston station, goods sheds, associated sidings, and the workshops. But by November 1916 
only £12,099 had been spent: including £5680 on the roundhouse and turntable foundations (1), 
and £5096 on workshops and machinery (mainly 30 and 31). In addition to the remaining £24,966 
Parliament was now asked to approve another a further £13,079 to complete the roundhouse and 
turntable and £7000 for adjuncts such as coal stages, water cranes, stores buildings, workshops 
and offices. The Parliamentary Standing Committee on Public Works was called to report. It 
described a very inadequate arrangement at the Workshops. History seemed to be repeating 
itself- the TGR just never could seem to get ahead! The old workshops were ill-lit and too close 
to the goods yard for easy shunting. Most significantly they were simply too small to allow all 
necessary works to be carried out under cover:  

While the Committee was inspecting, a heavy and valuable Garret engine _was 
undergoing repairs in the open., This engine had to be dismantled without the aid of 
modern appliances for lifting heavy weights, old-fashioned screwjacks being employed, 
and some damage was being done by the weather to the exposed parts, and the work 
being done was much slower and costly than it should be..... The position can only be 
described as most unsatisfactory, arid one that should be relieved as early as possible. 
134 

Parliament agreed to spend the money, but as mentioned the war made it impossible to procure 
the turntable for several years. (1 and associated Buildings 2-6). The Weekly Courier's claim, since 
perpetuated, that the roundhouse was the 'biggest in the Southern Hemisphere'135 is shown to 
be incorrect by the fact that in 1935 the addition of 4 additional bays brought it up to the capacity 
of the Hobart installation.136 Nevertheless the above quote serves to drive home the amenity 
provided by the roundhouse once it was finally completed in July 1922.  

AFTER THE WAR  

Work resumed on the roundhouse in late 1919. Meanwhile a similar amenity was needed for the 
fitting and erecting of rolling stock other than engines. In cramped conditions in 1918-19 work at 
Launceston had included light and heavy repairs to 1,065 carriages, 2942 wagons and 212 vans137, 
and this was not a particularly unusual year! The Public Works Committee reported in March 
1919 that no carriages had been added to the stock since 1908 and vastly increased traffic 

                                                   
131  V&P HA 20/7/1915. 
132  TPP HA 1915/44. 
133  AOT TC 10.17/270. 
134  TPP HA 1916/61. 
135  Weekly Courier, July 1922; Marwood, J Ways of Working (Hobart; the author, 1985??) 
136  TPP HA 1935/19. 
137  ibid 1919/51. 
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demanded the addition of new ones. A decision was made to adopt the luxurious side-corridor 
format for carriages. These would cost four or five thousand pounds each, and they would have 
to be imported because the Workshops simply could not cope with the demand. The committee 
agreed with Smith that there was no choice but to import ten immediately.138  

Tasmanians had put up with cramped conditions on trains during the war, but now it was over 
they would expect better facilities. Moreover the returning soldiers would need to be given 
employment. The need to import rather than construct locally was therefore abhorrent. They 
would look to the future, and try to be sure such a situation would not arise again. So, apart from 
the roundhouse for engine maintenance and repairs, there was a crying need for new construction 
workshops. This entailed fitting and erecting shops for the heavy chassis and engine work and 
carriage and wagon shops for the body-work side.  

Two weeks later Public Works Committee another report describing in some detail the state of 
the Workshops. It summed up the past, present and future thus:  

A portion of the shops were those erected by the Launceston and Western Railway Co. to 
accommodate their five locomotives and 110 carriages and wagon stock. In 1885 these [44a, 46, 
49, 50a, 45, 39] had been altered and extended [43] to cater for ten locomotives and 224 carriages 
with an allowance for a small additional quantity of light rolling stock. This was not adequate for 
the 80 locomotives and 1782 other rolling stock in service in 1918.  

The fitting and erecting shop [43 and 44a] was described as a low, insufficiently lighted building 
with a small floor space and no power lifting appliances of any kind 139, making it unsuitable for 
the heavy modern rolling stock. All the lifting of engines etc. was done with hand appliances. Five 
or six engines could be repaired at a time although a minimum of twelve would have been 
desirable. Congestion in the boiler shop [45] which had a floor space of 4,788 ft made conditions 
unsafe for the workers. They were in constant danger of being hit by swinging hammers and flying 
chips of iron. Here too, there were no power lifting devices. A new machine shop [40] had been 
erected in 1907 and had the benefit of an electric overhead power crane [sic140]. The machines, 
however, were inadequate for work required and the space was insufficient to install new 
machinery. Those which were there were too close together. When the planing machines were 
operating on rails for points and crossings they became a hazard to adjoining men. When the 
large planing machine was at work it vibrated to such an extent that it was impossible for anyone 
to do fine work in the shop. To get to the back of the machines it was necessary to climb on top 
of them.  

The wagon and carriage shops [46, 49, 50a] had remained virtually unaltered since 1885. It was 
estimated that for this shop to run efficiently, space should be available for at least 27 carriages. 
In 1918 it could only cope with seven or eight. There was no overhead lifting apparatus, no 
overhead light and the floor was only a layer of thirty-year-old packing case boards arid was 
frequently under water which frequently had to be pumped out. Flooding also affected the badly 
lighted and congested painting shop [28a] and the moulding shop [28d]. The close proximity of 

                                                   
138  ibid 1918-19/65. 
139  Somehow the committee failed to notice the 1885 gantry. 
140  It is possible that the committee confused Buildings 43 and 40 
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the sewer meant that an offensive effluvia was left by the invading tides. The moulding shop was 
only 20 ft by 12 ft, too small for the carrying out of iron castings. At least 500ft2 was needed.  

The pattern shop was situated above the car and wagon shop [49] Forty thousand patterns worth 
over £10,000 were stored in every available space. It had been possible only to catalogue 700 
under the conditions and it often took hours to find the required piece.  

The blacksmiths, forge and spring shops [30a, 30c] were built in 1913 and were adequate, 
containing 'up-to-date' equipment. A furnace had been erected for the repair and manufacture 
of springs. Apart from these buildings, none of the others would comply with either the Public 
Health, Machinery or Factories Acts.  

The Committee proposed that a new mechanics block [34a] consisting of a boiler and tender 
shop; fitter' and erector' shop; and a machine shop should be erected forthwith; and that later a 
woodworking block consisting of a carriage and wagon shop; and a woodworking machinery 
shop would follow.  

The layout of the new yard was, in contrast to the old one, to be self-contained. The new buildings 
were to be of reinforced concrete which would be more suited to withstand the weight of 35 ton 
cranes and 30% cheaper than steel. Indeed Smith had argued that savings in maintenance costs 
would repay interest on the required capital! The idea had been conceived by the TGR, but Mr 
Stone of Adelaide was contracted to prepare a complete set of plans. His arrival was delayed by 
the lengthy term of quarantine introduced because of the flu epidemic of 1918.  

The three shops were to be constructed in one block thus acting as ties to one another and aiding 
stability. The columns on the outside of the building and those which were to act as travellers for 
the crane were to be circular in form. For carrying the heavy travellers in the fitting and erecting 
shop, and the boiler and tender shop, open girders of the Warren type in reinforced concrete 
were to be used. The walls were to be a series of concrete sashes, with an area of 13,000 ft2 of 
glass; ample light. It was to have a saw tooth roof, and each shop would be lit by three bays, each 
bay containing about 2,250 ft2 of glass. Each shop was to be 330 ft by 60ft. A riveting tower was 
to be provided by raising the roof at the north-east corner of the boiler and tender shop. The 
design, said the committee, was plain in character, no money being spent on ornate architectural 
details. The silty ground would demand hundreds of 35ft timber pilings, but this would still be 
cheaper than moving the Workshops to another site.141  

THE 'MAIN BLOCK'- AND CONSOLIDATION OF THE SITE  

Reinforced concrete was the state-of-the-art architectural engineering technology which had 
made the fortune of Sir John Monash before the 'Great War' immortalised him. 142  French 
architects had first discovered that steel reinforcement makes up in tensile strength what concrete 
lacks, thus beginning what in architectural circles is known as the 'grey revolution.'143 By 1920 the 
detailed plans for the main block had been finalised by Edward G Stone, the Adelaide architect144 

                                                   
141  TPP HA 1918-19/66, as paraphrased by the author, and, with thanks, Morris-Nunn, M. op. cit. pp.295-7. 
142  Serle, G John Monash (Melbourne: MUP; 1982). 
143  Examiner article by 'Brickbats' 2/5/1990. 
144  Stone and Siddeley Ltd, Glenelg, SA. 
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who in 1912 had designed and built the 'Bow-Truss' woolstore in Geelong. While in Launceston 
he also oversaw construction of Kelsall & Kemp's large textile mill in Invermay, also in concrete.145 
(Refer to Appendix 8.5 for a short biography of Stone).  

Unfortunately for the TGR, however, Commissioner Smith was not the only official in Tasmania 
fascinated by the new building technology. In Hobart John Butters, founding manager of the 
Hydro-Electric Department, was competing with the newly- established Electrolytic Zinc Co. for 
both men and concrete. At the Launceston Workshops site itself, the contractors building the 
roundhouse were competing for materials with Stone's workshops! Moreover Australia was still 
not self-sufficient in the necessary supply of steel for reinforcing rods. Progress on the new 'Main 
Block' (34) would be slow.  

A start was finally made in 1920.146 In December 1921 Smith 146 hoped that they would be 
completed by the end of 1922. He said they would be 'the most up-to-date shops in the Southern 
Hemisphere', and hoped they could be followed up quickly with similar carriage and wagon 
shops.147 In 1922 he hoped they would be ready by June 1923.148 In October 1923 the building 
work was completed, though they were still not fitted out with machinery.149 In 1924 a new 
electrical sub-station and compressor house (20) was installed to supply them with power, and 
machinery was being transferred from the old shops.150 Finally in 1925 this was completed, and 
the carriage shops. and wagon works were now being removed from their old base in Buildings. 
46, 49 50a, and established in the vacated engine erecting, boiler and machine shops. Chief 
Mechanical Engineer HB Bennett commented that the change-over had been most 
inconvenient.151 Aerial photographs of 1920 and 1922 depict the construction process and the 
mechanical plan room at Invermay has a detailed photographic record.  

When the works were nearing completion a 1923 plan showed the configuration of existing and 
intended uses for the new and old buildings - a configuration which has largely remained the 
same ever since. The reader should now study this plan. The metal and mechanical trades and 
woodworking shops are still much as depicted. Although the smithy complex (30 and 31)_is used 
very little now, and some of the machinery has been removed, it is still much as it was on the eve 
of WWI. It retains a magical, fantastic quality, much intact, iron tools lying around, as if the men 
had walked out for lunch one day and never returned to their shifts.  

The foundry and wagon shops depicted (38 and 39) are now virtually vacant, and Buildings 46 and 
49 were reconditioned as paint shops in 1937-38.152 The provision for cutting them back shown in 
the plan was carried through. The dotted lines showing 'proposed future woodworking place 
here and car and wagon shops' never eventuated. Note that the 'engine balancing tables are not 

                                                   
145  Australasian 1/1/1921; Courier 22/2/1923. Cited by Morris-Nunn, M. op. cit. pp.187, 462. This factory was completed 

in 1923. 
146  TPP HA 1920/60. 
147  ibid 1921/51. 
148  ibid 1922/43. 
149  ibid 1923/42. 
150  ibid 1924/33. 
151  ibid 1925/21. 
152  ibid 1938/1. 
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in scale with the present 'Pooley Bridge' (35) - this appears to have been installed in 1938,153 
although the building's walls and roof trusses are obviously of earlier construction.154  

The old, 1890 engine shed is shown to have been relocated to become the new foundry. It can 
also be in an aerial photograph dated 1929 and on a plan dated 1937. In 1938 it was tied in with 
Building 39 and extended to conform with the length (191 ft) of the carriage and wagon shops 
(39).155 In 1946 it was replaced with an entirely new building which became the 'new foundry' (38a-
d).156  

The 1929 photograph gives a remarkably clear view of the entire Workshops and Station Yard as 
they appeared at the completion of the new works.  

In 1923 the dynamic American engineer and recently appointed commissioner of the South 
Australian Railways, WA Webb,157 was called to enquire into the Tasmanian railway system. He 
cast his expert eye over every aspect of the operation, including the Launceston Workshops. In 
his report he discussed the rolling stock repair shops, equipment and running shed.  

While he agreed that the old layout was 'urgently in need of revision,' he concluded that the 
accommodation in the new main block was 'greatly in excess of your present or prospective 
requirements. He felt that all the foundry, machine, fitting and erecting, boiler, woodworking, and 
car and wagon repair operations could be brought under the one roof. This would allow total 
demolition of the old mechanical workshops, giving much needed room for shunting and future 
goods yard operations. Given the range of options, it was best that the paint shop be moved into 
Building 49; and considering the sewerage problem, the old paint shop floor should be raised 
and made into a store. The blacksmiths' complex was suitable for all present and future needs 
and could therefore remain.158  

In the light of Webb's comments there can be little surprise that in many regards the Workshops 
have changed so little since those early days. Then again, given the force of his statements it is in 
fact quite surprising that his demolition recommendations were never carried through.  

INTO THE FUTURE - THE 1920S AND BEYOND  

The main chronological ambit of this enquiry having been covered, it remains for us to briefly 
sketch developments to the present day. Some of the buildings which have formed the focus of 
recent attention underwent changes in the period from the 1920s to the present; some major new 
ones were also added to the inventory.  

The 1929 aerial photograph shows the main block (34) with its original roof. This contradicts one 
source,159 which said that it had been dismantled and replaced in 1923. Stone's design had 
included a glass and concrete sawtooth roof, but this proved incapable of withstanding the heavy 

                                                   
153  ibid. 
154  Their provenance has not been ascertained. 
155  TPP HA 1937/2L See plan no. 'A-k' in mechanical plan room, Invermay. 
156  Plan 'A-k-15' in civil plan room, Invermay. 
157  Jennings Rl W.A Webb: South Australian Railways Commissioner 1922-30. (North Plympton, SA: Nesfield Press; 1973) 
158  TPP HA 1924/76. Report dated 24/1/1924. 
159  Examiner article by 'Brickbats' 2/5/1990. 
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vibrations made especially by riveting work. It had to be replaced with steelwork. At the same 
time the alignment of the 'saw teeth' was revolved ninety degrees, but this did not happen until 
at least 1944.160  

The occasion of the 1929 aerial shot was the flood of April that year which devastated most of the 
poorer quality shops and houses in the entire Inveresk/Invermay Swamp area. 161  Two 
photographs taken from the hotel across the road, and another aerial shot from the north, show 
the level reached by the water. Actually the workshop buildings appear to have stood up to the 
deluge very Internal fittings in the more cosmetically fitted buildings were damaged though. So 
were a large number of mechanical and civil plans. 162  One tangible result of this was the 
mechanical plan room, a specially-designed 'fire and flood proof' construction (in 70b).  

The worst years of depression being over, 1937 and 1938 saw considerable new building work at 
the Launceston Workshops, the first since the Main Block had been completed. The compressor 
and substation house (20) was extended towards the river and the 'old' Bellis & Morcom plant 
was relocated to the back of the building.163 The engineers' offices (70) were extended and 
altered internally; a wheel shop was built (23a- b164); and the moulding shop extended (38). The 
abandoned tram sheds were converted for occupation by the Railway Institute and rail-car 
workshops (76-8); the 'old mill' was reconditioned for a paint shop (46); and the Pooley Bridge (35) 
was installed.165  

WWII AND BEYOND  

It is possible that the munitions or 'shell' annex (19a,c) was built before WWII on the site previously 
used as a timber yard. A plan of 1937 gives this hint,166 and Australia was entering a period of re-
armament. at that time. Further research would provide the answer to this query. In 1942 a 
'precision tool annex' was constructed for the Commonwealth Department of Munitions.167 Under 
Transport Commission administration it remained an asset to Tasmania well after the war. In 
December 1977 the Commission purchased Kelsall & Kemp's factory and relocated the annex 
there in early 1979.168  

During 1940-41 the land next to the old tramsheds was purchased from the City Council and 
buildings 83-89 were remodelled as stores. It is possible that these buildings originally had special 
uses associated with the tramways, possibly as fuel stores for the power house, however this is 
still uncertain.  

                                                   
160  TCT A History of Trains and Trams in Tasmania (Hobart: Government printer; 1987), see the photo on p.26. 
161  See contemporary press, April 1929. 
162  Oral testimony of Mr Percy Alexander. 
163  Plans for this were drafted as early as 1935, see 'A-s-1' in civil plan room, Invermay. 
164  Plan 'A-n-1', dated October 1936, in civil plan room, Invermay. 
165  TPP HA 1937/21; 1938/1. 
166  Launceston City Council plan no. 2075 (Figure 34). 
167  A 1914 Public Works Committee report into the question of the proposed precision tool annex said it would be built 

in connection with a munitions factory which had been allocated to Hobart. It did not mention a munitions operation 
at LWS. TPP HA 1941/31. For further information see O'Brien, Matt Tasmania's War Effort (Hobart: Government Printer; 
1946) 

168  TPP HA 1979/31 



  HISTORICAL BACKGROUND 

 

   

INVERESK PRECINCT   PAUL DAVIES PTY LTD 

CONSERVATION MANAGEMENT PLAN  ARCHITECTS HERITAGE CONSULTANTS 

FOR UTAS AND LCC 48 FINAL - JUNE 2019 

A plan dated July 1944 shows designs for an extension to the blacksmiths' shop.169 With saw tooth 
roof, this is now known as Building 30d.  

The engineers' offices (70a-e) were originally built as residences for the chief engineer and station 
master. They appear as houses in 1929 photos taken during and after the floods (Figures 32 a,b). 
But by at least 1937 they had become engineers offices and were undergoing internal alterations. 
A plan of 1947170 shows proposals for a new office block to be wrapped around them, though 
post-war materials shortages may have delayed their implementation. Transport Commission 
records contain further plans for their rearrangement in 1958.171  

The 1948 decision to go diesel was an Australian first, and it necessitated construction of new 
workshops (14 and associated buildings). Melbourne consulting engineer H Haunstrup 
designed172 the Diesel Workshops in 1950, officially opened by Governor Sir Ronald Cross on 24 
February 1953. Haunstrup also designed the New Victoria Bridge completed in 1966.173  

The 'all new' Tasman Limited passenger service was inaugurated on 24 September 1950.174 Its 
streamlined carriages were fabricated out of sheet metal and a new building was provided for 
the purpose (21,22).  

Post-war demolitions include: southern platform December 1960175; plate furnace chimney stack 
(34c); massive 1923 concrete coaling tower near roundhouse felled by explosives 11 September 
1980.176  

In the 1960s the development of refrigerated wagons necessitated a fibreglass shop, which was 
established in the 1890 paint shop and new accretions (28a-d).  

Over $14,000 was spent on the February 1971 Railway Centenary celebrations.177 Most Tasmanian 
towns were treated once again to the distinctive visual and aural appeal of steam locomotives 
restored for the occasion. Yet the steam age was by then long gone, and calls had been heard 
since at least 1964 for the creation of a railway museum at Invermay.178  

In 1973 the Bell Bay line was completed, linking Launceston with its new port at the mouth of the 
Tamar River 60 km to the north. Serving Tamar woodchip and aluminium industries, the line's 
junction with the system was installed at Hobler's Bridge several kilometres from the old yards at 
Invermay. The establishment of a Tasmanian Government Bus Company then signalled the end 
of the days of 'riding the rail' and not many years passed before nearly all vestiges of passenger 
and goods services were effaced. The old site on Invermay road was now almost totally devoted 
to workshop activities. In that state they remain to this day- a complex of buildings certainly 

                                                   
169  'A-j-7' in civil plan room, Invermay. 
170  WWA/3/CG/W/-/21', in civil plan room, Invermay. 
171  AOT TC 10, 33/338. 
172  Plans held in civil plan room, Invermay. 
173  Plaque g,n bridge. 
174  Mercury 22/9/1950. 
175  Examiner 30/12/1960, includes photograph. 
176  ibid 24/9/1980. 
177  See all Tasmanian newspapers, especially around 10/2/1971. 
178  See for example Examiner 5/5/1964. 
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reduced in both men and activity, but nevertheless one which still provides a valuable service_to 
the state of Tasmania.  

INDIVIDUAL BUILDINGS/DEVELOPMENTS  

In the list below the building numbers are those shown on the 1990 ACS key plan. The details 
given are not referenced here, but can be found in the Chronological Development section.  

 

1:  Roundhouse.  

Built 1922 similar to Hobart construction now defunct. Original plans available at 
Invermay. Originally used for loco running shed and minor maintenance. 
Accommodation for 40, then 44  

The steam engines took hours to fire up. The roundhouse provided weather 
protection. This was not really needed for diesel locomotives, hence the decay. 
Vents in roof are for smoke and steam escape.  

Was used as a workshop by the Don River Steam History group until recently. 
Current condition is poor. The most dilapidated eastern half of the roundhouse was 
demolished and removed in recent years. The electric turntable is still operating, it 
is 20.43 metres in diameter. There has been some talk of relocating it to East Tamar 
Junction. Remaining stalls used for storage of diesels purchased from Queensland. 
Concrete foundations, timber frame, iron shell and roof.  

14:  Diesel Workshops  

Built by 1951. Designed and built by Haunstrup, Melbourne.  

19:  Diesel bogey and plant shop.  

Built possibly 1937 but more likely in 1942 as munitions annexe. Produced 25lb gun 
shells and mortar bombs Later used as extension of boiler shop, then loco. and 
bogey repair shop.  

20:  Substation and compressor shed.  

Built 1924, extended 1937. The compressor provided air for airtools used in the new 
main block. In situ: 'Kelly and Lewis' dated 1936; 'Ellis and Walkem patent self-
lubricating compressor, Birmingham #1421 ' Both are obsolete today. 

21,22:  Sheet metal shop.  

Built c. 1950 for new Tasman limited carriage work.  

23a:  Wheelshop.  

Built 1937. A new scale of building, contemporary with a number of new 
developments. Now used for wheel and axle overhaul.  

24:  Slack adjusterI store.  
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Built 1913 as iron and oil store. Was once fronted by large platform. Now used for 
welding and brake testing.  

25:  Wheel shop.  

'Built' 1912-13 as oil store, contemporary with Building 25, but has c. 1870s arched 
gable vent, so may have been relocated from an earlier position, possibly the 1876 
paint shop or, even more likely, the 1875 smithy. It has unique iron roof trussing.  

 

26:  General Store.  

Eastern section built 1913 contemporary with Building 24. western section was large 
platform. Now used as fire safety section.  

28a:  Fibreglass shop.  

Built as 'new paint shop' in 1890 for £707. Has a good concrete floor, possibly laid in 
c. 1922 after complaints of flooding were raised in 1919. Tin and coppersmiths shop 
from c. 1937-38 when Buildings 46 and 49 were reconditioned as paint shops. Used 
as fibreglass shop since 1950s.  

30a:  Blacksmith/Forge shop.  

Built c. 1911 on site of 'old paint shop' (1876) Inside are rows of forges and hammers. 
A multitude of smithies' tools remain in situ. All30 and 31 buildings are now known 
as the smithies' shop. They were once separate, but were joined together in stages 
between 1923 and 1937.   

30b:  Blacksmith/Forge shop.  

Built c. 1912 as forge and springmakers' shop on site of old 1890s smithy (which is 
now possibly Building 25).  

31a:  Blacksmith/Forge shop. 

Built as frame and tube shop c. 1913 on site of 1876 paint shop.  

33:  Electrical and mechanical maintenance shop.  

Built as precision tool annexe during WWII. The tool annexe produced delicate 
instruments for aviation, etc. It continued to be used by TGR after the war, and 
enjoyed a reputation for excellence, making Saber jet parts and numerous other 
instruments. Equipment was relocated to the old Kelsall & Kemp factory near King's 
Wharf in 1979. The western section is a double-glazed laboratory used for analysing 
engine oils, etc.  

34a:  'Main Block'.  

Built 1920-23 by E G Stone (Adelaide) as 'New Railway Workshops.' Three sections. 
Extra height in north east corner for noise absorption (rivetting tower). Original 
concrete and glass sawtooth roof construction once faced north-south. lt was 
replaced after 1944 and now aligns east-west). Whole building erected with virtually 
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no pre-fabrication. Full plans and specs, plus photos, in ANR civil plan room, 
Invermay. Good condition in full use. From inception the tools were all air or belt 
driven - now individually electric powered - a totally different vista. Northern section 
is steel fabrication other than sheet metalwork. Middle third is erection shop, with 
35 ton crane at each end which can pick up whole engine. Southern third is machine 
shop section, has upstairs once used for chrome etc plating. Building 34c plate 
furnace, once had large concrete/brick chimney stack, now dismantled.  

 

35:  'Pooley Bridge'/Weighbridge  

Erected here post 1923, possibly as late as 1937. Building is obviously early but 
original location unknown, possibly 1876 paint shop? Contains sturdy scales by 
Henry Pooley & Sons, imperial measure, supplied by Australasian Scale Co. Serial 
No. 'B15101 Hobart P1242'. Arched entrance removed when accretion (36) was 
added later. Timber frame, original roof trusses clad with iron.  

38:  Foundry.  

Built 1946 on site of old 1890 engine shed. Once a bustling hive of industry, best 
viewed on casting day, now vacant/store. Furnace has since been removed, but 
there are remnants of foundry materials dump and some old machinery.  

39:  Vacant.  

Built 1883 as engine shed. Rebuilt in c. 1922 and used as painters and trimmers shop. 
Now considered part of carpentry department, but largely disused.  

40:  Carpenters' workshop (part of).  

Built in 1907 as a machine shop, it was for 16 years one of the largest buildings. 
Converted to carriage & wagon repair shop c. 1923.  

42:  Signwriters shop  

Built c. 1919-23. Now storage for carpentry section  

43:  Part of mill section carpenters' workshop.  

Built in 1885 as new loco. erecting shop. Has 25 ton electric gantry crane produced 
in 1884 by Cullens Shelton & Co England. ·  

44a:  Part of mill section carpenters' workshop (along with 43 a'nd 45).  

The original LWR workshop, built 1871. Weatherboards have square profile. Vented 
roof. Original gable with arched vent at eastem end is extant.  

45:  Part of mill section carpenters' workshop.  

Originally built c.1890 as boiler shop.  

46:  Paint shop (part of).  



  HISTORICAL BACKGROUND 

 

   

INVERESK PRECINCT   PAUL DAVIES PTY LTD 

CONSERVATION MANAGEMENT PLAN  ARCHITECTS HERITAGE CONSULTANTS 

FOR UTAS AND LCC 52 FINAL - JUNE 2019 

Built in 1873 as loco. repair shop. Arched vent in gable and central wooden finials. 
This building was originally constructed in the same square-profile weatherboard as 
Building 44a. It was 'dilapidated' by 1881, and became the saw mill in 1883 after 
construction of a new engine shed (39). It was extended westwards by 1900. In 1937 
it was reconditioned as a paint shop.  

49:  Paint shop (part of).  

Built in 1875 to replace fire-destroyed Overend & Robb workshops. Originally used 
as carriage and wagon repair shop. Upstairs room first used as pattern- store, later 
for canvas and trimming work, now vacant.  

50a:  Electrical shop/vacant.  

Built 1878 as extension to car and wagon shop.  

51:  North East Signal and switching box Built 1875.  

Extended to east (in c. 1895?) with bull-nose weatherboard, original section i-square- 
profile boards. Used post WWII for ARU meetings. Almost derelict. Contains 
vestiges of switch-gear.  

60a:  Remnant of goods/grain shed  

Built in 1882.  

70b:  Engineers' offices.  

Core was originally loco. superintendent's residence, built 1890 for £389. By at least 
1937 they had become engineers offices and were undergoing internal alterations 
(see above). A plan of 1947 shows proposals for a new office block to be wrapped 
around them, though post-war materials shortages may have delayed their 
implementation. Transport Commission records have plans for their rearrangement 
in 1958.  

70c:  Watchman's offices.  

Core originally station master's house, built 1889 for £349. Later developments 
contemporary with those to Building 70b.  

73:  Offices.  

Built as generator house for Launceston trams c. 1912.  

76a-c, 77, 78. Tram sheds.  

Built 1911. Abandoned by Launceston Tramways after 1929 floods. Front part then 
became Railway Institute, when a gymnasium was created in building 70. Easter parts 
used for servicing rail motors, then diesel locos from 1948 until construction of 
building 14 in 1951.  

83,84:  Store Buildings 
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These concrete stores buildings may have been built by the Launceston Tramways. 
Insufficient time precluded research here, but data may be available from the 
Metropolitan Transport Trust, Howick St Launceston.  

2.4 ANALYSIS OF THE SITE AND BUILDINGS IN THE 1989 STUDY 

The following section was within the 1989 ANR study and is also useful in understanding 
how the site was approached at that time, how it was understood and how the place sits 
within the then extant other railway workshop sites.  It is noted that as the site has 
undergone significant change since this time that some observations while historically 
interesting do not reflect the current status of the place. 

For clarity the numbering system developed in the 1989 has been used in this study (and 
was also used in the Pearson study) and additional numbers have been added to identify 
items that were not included in the 1989 study or for buildings or site elements that have 
been added to the site since that time.  This includes numbering for the elements of the 
Recreation Grounds and other areas of the extended site. 

For the purpose of the physical survey of the Launceston Railway Workshop site, each 
building/structure, and part thereof, were given a number. The numbers are not official AN Tasrail 
asset numbers. There existed the remnants of a previous numbering system for some buildings 
but it had not been updated and it relied on descriptions of functional uses, rather than a graphic 
key, and many of those uses had changed.  

The buildings of the Workshops were then surveyed by physically inspecting each of the buildings. 
The information gathered has been summarized in Appendix 8.3, and then used for the purpose 
of assessing and discussing the contribution of those buildings to the Workshops as a whole.  

Certain (structures) were eliminated at the survey stage as not being worthy of further 
consideration. In order to physically cope with the large volume of buildings, it was necessary to 
create some priorities. Those eliminated were obviously recent structures (generally post WWII), 
minor additions to other structures, and some repetitive structures of an ancillary nature not 
directly related to the railway function. ·  

OBSERVATIONS  

Once the immense size of the site is appreciated, the variety of buildings is the next thing which 
impacts upon the observer. While the description of the property is the "Launceston Railway 
Workshops”, the site contains a variety of building types including not only workshops but offices, 
sheds, carports, a telephone exchange, toilets, and lunchrooms - not to mention two tram sheds! 
These buildings range from the 1870's to the 1980's, but even if the exact dates are not obvious, 
their variety is through the 'styles' of those buildings. Delicate timber finials and eaves brackets 
identify some of the earlier structures while cream brick, flat roofs and steel framed windows 
distinguish some of the later ones. A single storey scale dominates the buildings, but many are a 
tall single storey. Those which are two storey are the buildings, floor area wise. The materials too 
provide a daunting variety from square and round edged weatherboards, corrugated iron and 
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asbestos cement to brick and insitu concrete, plus  combinations of all those. The building survey 
however started to rationalize the variety and to establish' patterns.  

The date range of buildings is particularly broad. Building 44a appears to be the oldest on the 
site, being constructed in 1871 as a workshop. Which building is the most modern is not readily 
available but this is probably irrelevant. Chronologically, the site developed from its south 
gradually to the north. For many years the development was contained to the area near the 
junction of the river and Invermay Road and not until after the turn of the century did 
development move east to the river and then turning north around-the giant Building 34a in the 
1920's. The purchase and development of the extreme northern end of the site around WWI was 
inconsistent with the previous gradual pattern of development. Even within this pattern, as 
identified by site plans and building dates, newer development and building works took place 
within the older areas. The re-cycling of both buildings and sites was continual and has made the 
conclusive identification of some structures very difficult.  

The construction methods of the numerous buildings exhibit a variety of techniques. The earliest 
buildings are timber framed and clad with either weatherboards or corrugated iron. The 
traditional photographs indicate square edged weatherboards as the dominant early material but 
very little of this is still intact. Corrugated iron now prevails. Timber frames were universal over 
the whole occupation of the site because of their simplicity, the availability of the material, and 
its ease of re-cycling. The first major departure was in 1920 with the reinforced concrete structure 
of the major workshop, Building 34a. But even then a timber frame was still used on the 1922 
Round House, (la). Because of the lack of similar subsequent structures on the site, it can be 
assumed the reinforced concrete construction of Building 34a was either experimental or not 
completely satisfactory. Rendered brickwork and a smaller scale use of reinforced and 
unreinforced concrete was also used on ancillary, domestic scaled buildings. Steel portal frames 
and portable prefabricated buildings have also made an appearance but in very limited numbers. 
The timber-framed and timber trussed 7 workshop' type of building is still the most prevalent and 
representative structure on the site.  

Roof forms at the Workshops are an interesting feature to note. The omnipresent timber framed 
workshops were universally gable in form which corresponded with the simplicity of trusses and 
the relatively unadorned nature of the buildings generally. Some examples of sawtooth roofs 
exist but they are very limited in numbers and almost exclusively of the WWII era. Hip roofs are-
found on buildings in the area along Invermay Road in the offices, the telephone exchange, etc 
and in the two much modified earlier residences, Buildings 70b and c.  

Condition is an aspect of any building and or heritage survey which becomes sensitive. Condition 
is not a factual building feature which can be noted as existing or not existing. It is a subjective 
aspect which will vary upon the attitude of the assessor. In the Summary of Building Survey (Refer 
to Appendix 8.4), note has only been made of the most extreme cases of deterioration in order 
to avoid misrepresenting the situation. Generally speaking however, most buildings are in need 
of maintenance. As the Historical Summary has illustrated, the financial viability of the railways in 
Tasmania has always been a problem. Priorities for expenditure have had to be established and 
over the whole history of rail services these have tended to concentrate on the equipment and 
more public facilities at the expense of the workshop side of the business. There have been 
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notable exceptions, (Building 34a for instance), and the current master planning exercise, which 
has generated this study, is another example.  

The physical investigation of the Workshops did not include the rails, switches, etc. Initial 
investigations indicated that the layout had changed almost continually over the development of 
the site and that rails were in fact re-cycled in other locations. Maker's marks and dates occur on 
some rails but even a cursory inspection indicated a mixture within one length of line. This was 
confirmed by discussions with the maintenance staff. A detailed inspection of every rail was not 
considered to be a constructive use of the financial and time resources. Locations of previous 
turntables and weighbridges were investigated with no results except possibly with the 
weighbridge near Building 54. In this instance however, while the position is similar to one 
indicated on early plans, the details, logos and the associated building were all contemporary. 
Neither was the flood wall around the river frontage considered nor the railway bridge across the 
river. Both of these are relatively recent and while they are associated with the broadest 
development of the site, it was decided to concentrate resources in the more traditional areas 
and the workshop associated functions.  

Integrity is also worthy of a general comment. Virtually it doesn't exist! Some of the more modern 
offices or the carports and portables along Invermay Road are relatively intact if only because 
there hasn't been time to modify of the traditional buildings, they have been the subject of 
alterations, extensions, rebuildings and relocations. Windows have been added, removed and 
relocated, walls have been added or removed, cladding has been replaced, and whole buildings 
have been removed or added. Even the attractive and distinctive Signal Box (51), has been 
extended, quite sympathetically, at some stage. Some of these alterations, extensions, etc can 
be dated to within a bracket of years from the site plans, but very few of the works were the 
subject of documentation or recording. Even the largest of the structures on the site, building 
34a, has not been spared. Its concrete roof structure was removed, at the end of WWII, and 
replaced with a steel truss· roof. Integrity, either of individual buildings or of the site, is 
disappointing but does provide insights and opportunities. 

It was hoped that the use of certain materials and features would have assisted in the dating and 
appreciation of building chronology, but the practice of re-cycling, and the generalized nature of 
the materials, made this difficult. The multi pane timber windows for instance were a distinctive 
feature of the early workshop buildings. However, they exist in buildings confirmed as being 
contemporary through site plans and photographs. Likewise, an ogee gutter profile can usually 
indicate an early building, but again they are found on buildings confirmed as dating from a 
period between the Wars when the use of the quad profile usually dominated. Round edged 
weatherboards also defy dating, being available and used over a huge date range from the 1890's 
to the present. For dating buildings, the use of documentary evidence (plans, photographs, 
reports, etc.) proved more useful than the physical structures themselves.  

CONTEXT  

In the context of Australia, Tasmania was late in establishing a railway system. Despite the system 
followed the pattern of the other colonies with inevitable government control of what was initially 
a private enterprise. The viability and financial capital required was too much for private 
enterprise. But government control or ownership did not necessarily result in an efficient or 
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orderly development. Tasmanian railways were no different in these problems either, and 
particularly the financial ones. Railways were always seen as a symbol of success, but were in 
reality a public burden. Eventually branch lines were closed and services curtailed or abandoned. 
With the advent of efficient road transport, the viability and future of rail transport faced, (and is 
facing), its greatest test. The resulting, and continual, rationalization is now stimulating the master 
planning of which this Heritage Survey is a part.  

The establishment of the Launceston Railway Workshops also parallels the mainland pattern of 
concentrating the maintenance facilities in centralized locations. A map of the Tasmanian railways 
indicates that Launceston was a more central location for such a function than its rival Hobart, 
although the administration did not follow this rationale. While Hobart tried to establish its own 
workshops around the turn of the century, the effort did not succeed, and the Launceston 
Workshops actually went through a period of equal, but sustained, development around the 
same time or slightly later. Launceston always has been the centre for maintenance and 
workshops activities within the Tasmanian railway system.  

The City of Launceston has always had a high regard for its industrial capabilities and successes. 
Its closer proximity to the mainland, and particularly Victoria and Melbourne, has created a focus 
around its own activities, independent from Hobart. While the Workshops are not Launceston's 
only industrial facility, they were one of the largest and most enduring. The 1982 publication 
Launceston's Industrial Heritage provides a more complete overview than possible here and 
highlights the enthusiasm of Launceston for 'industrial' pursuits. 

The historical context of the Launceston Railway Workshops in the history of Launceston and the 
overall development of Tasmanian railways is an important contributing factor in the significance 
of facilities. 

PERSON/GROUP/EVENT  

Within the scope of this survey it has not been possible to deal with individuals in any depth. This 
area could be the subject of future research. It should be noted that the Queen Victoria Museum 
has conducted an oral history project at the Workshops and the transcripts are available through 
the librarian. The Historical Summary has identified numerous individuals and groups who have 
made contributions to the history of railways in Tasmania. However, their contributions were 
usually to the railway generally, rather than to the Workshops exclusively.  

The foundation of the Launceston and Western Railway is closely associated with the site of the 
Workshops. The LWR was the focus of the activities of the numerous individuals and committees 
whose efforts eventuated in 1868 with the turning of the predictable 'first sod' by an English royal. 
Unfortunately, no built remains exist to directly commemorate this event, nor the roles of those 
citizens, businessmen and dignitaries. The site will, without any railway remnants, always maintain 
that historical association. There may be appropriate remains of that first Tasmanian railway to be 
preserved on the actual line to Deloraine in the form of engineering works, but this is outside the 
scope of this Survey.  

When the Launceston and Western Railway was taken over by the government in 1872 and the 
Tasmanian Government Railways (TGR) were born, the Launceston Workshops become part of a 
larger organization. While the focus of maintenance remained in Launceston, the activities of 
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individuals, committees and groups dealt more and more with the organization and the railway 
system generally. Notable however in this period of railway development in Tasmania were the 
'Railway Riots' of 1873 which pitted the residents of Launceston against the colonial government 
in Hobart.  

The 'riots' however, were not directly associated with the Workshops but more the railway in 
general. The period of evolution from the LWR to the TGR and has obvious general association 
with the Launceston Workshops, even if it is reflected in only a few physical remains of that period.  

The endeavours and activities of the many working class people at the site are potentially 
interesting and relate directly to the workshop buildings. The contribution of the carpenters, 
fitters and turners, blacksmiths, .... engineers, and mechanics to what has always been a major 
industry in Launceston must be noted. The efforts-of these labourers, in contrast to management 
staff, is often overlooked and are directly related to the industrial buildings at the Workshops. 
The activities of the unions, the Railway Institute, railway bands, etc. are also associated with 
Workshops, sometimes generally and sometimes specifically to actual buildings, i.e. the 
conversion of the tram offices and sheds to the Railway Institute, and the increased provision of 
light and ventilation evident in the evolution of the workshop building.  

Because of recent controversy over the demolition of the Geelong wool store, the name of E.G. 
Stone is rightly mentioned at this point. stone's contribution to reinforced concrete technology 
is unquestioned, but in reference to the Workshops as a whole, it should be seen in context. 
While Mr. stone's Main Workshop building (34a) is the largest the site, it is but one of many 
workshops reflecting the history and of the complex.  

OTHER  

The Building Survey of the Workshops, together with the Historical summary, have highlighted 
that the site has been the product of almost continual development (rapid gradual), and 
adaptation of buildings and building components. The documentary and physical evidence 
illustrates that 're-cycling' is not just a modern With the viability of railways always being 
questioned, an interesting pattern of development based upon the adaptation of existing 
resources has resulted. It is as this point that the two categories of history and fabric combine to 
create a significance shared between them.  
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3.0 PHYSICAL ANALYSIS  

3.1 INTRODUCTION  

Paul Davies Pty Ltd carried out an assessment of the site. The analysis looks at the built 
form and urban setting.  It is not a detailed consideration of all fabric, but an overview 
that seeks to understand the elements of the place to assist in determining significance. 
Section 4.5 provides a description of the Graded Areas of Significance on the site. 

3.2 BUILT FORM  

The site contains a large number of buildings and built elements that relate to the former 
railway and recreation uses as well as more recent structures comprising sheds, pavilions, 
sports facilities and university buildings. 

The built form is very mixed in character and style and reflects the historical development 
of the place and its uses. 

There is no single or overall character to the precinct as the built forms relate so 
specifically to use and the site layout.   

There is also no predominant scale or building type.  The recreation buildings are very 
eclectic in their design and layout relating to playing fields and greens and have varying 
scales from modest (the older buildings) to quite large.  In contrast the workshop 
buildings have some consistency in form and arrangement being formally arranged 
along the central access spine with rectangular forms and regular roof forms.  They vary 
in materiality and scale but share a site arrangement that, apart from the current 
architecture faculty building (former Diesel Workshop) that responds to the site 
orientation, is regular. 

The buildings also demonstrate a wide range of materials and construction forms from 
simple corrugated iron clad sheds to large concrete structures. 

The identified significant structures and built elements have individual and collective 
value to the site.  It is both their related and individual attributes that add to their 
significance. 

Most of the significant built elements (but not all) are robust industrial buildings that 
demonstrated their use by their simplicity of form and detail.  However, several built 
elements, particularly those fronting Invermay Road, are significant for their design and 
detail and present a public face. 

There is also no predominant relationship of built forms on the site.  The site 
arrangement arises from very specific use needs.  Buildings are adjoining where they 
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needed to be connected or space was constrained, share an orientation where that was 
functional and practical, changed orientation where the site constraints required a 
different form or for the main pavilions in the recreation area are designed around the 
playing fields. 

3.3 SITE FEATURES  

DESCRIPTION OF SITE AND ANALYSIS OF SITE ISSUES 

BACKGROUND 

The site under consideration is a very large site defined by Invermay Road to the west 
and Forster Street to the north.  The meandering eastern and southern boundary is 
formed by the flood levee bank that follows the North Esk River alignment. 

The site contains the former railway site and York Park Grounds that are operated by 
Launceston City Council.  The recreational areas and the campus/museum areas are 
quite distinct and traditionally had no connection although in recent years there has 
been cross connection between the two main parts of the site.  The northern part of the 
site, containing the former turntable and roundhouse site, is less defined and is quite 
separated from the workshop area, it now forms public space and parking.  The small 
group of sheds in the northern extremity of the site, not  part of the rail site, function as 
part of the Launceston Show and markets. 

The overall site now provides for general public access and recreation as well as the 
defined uses. The site is a major tourist area with the museum in particular attracting 
high levels of visitation. 

While this CMP considers the whole site, the recreation and other areas have a degree 
of separation that will be maintained due to the ways in which the areas of the site 
function. 

It is also important to acknowledge that ‘recreation’ as undertaken in the nineteenth 
century is different to how such areas are now used.  With the current community focus 
on exercise, open space areas are intensively used at all times and the pressure on large 
sporting facilities has increased both in attendance and in facilities required. 

The data sheet for Invermay Park Ground notes pressure to upgrade that facility to 
accommodate additional use including evening use and it is reasonable to expect that 
the open space areas will also come under pressure over time for additional facilities. 

It is also noted that the site has undergone sub-division to reflect the different uses, road 
access, shared use areas and potential future developments.  The sub-division is not 
significant and apart from being noted does not affect the assessments or understanding 
of the significance of the place. 
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THE SITE AT 1990 

The 1989 ANR study of the site provided an analysis of the site, that remains useful in 
understanding the significance of the place as it has now been adapted.  It is provided 
in some detail below in the following sections.  Understandably it describes the site 
shortly after the cessation of railway use and does not refer to the recreation grounds.  
The later analysis of the site uses the analysis in these sections as a starting point for 
understanding the site. 

FABRIC  

SITE/PLANNING  

The very nature of a railway and its motive power requires a relatively flat site for stations and 
workshops. The weight and large turning radius of the engines and rolling stock put severe 
constraints on the choice of any facilities and routes. It was therefore unavoidable that the 
Launceston facilities would have to be located on the river flats north of the city centre, and with 
the need to be in close proximity the city, resulted in the of the Invermay Road site. The 
orientation of the facilities was equally dictated by the bridge crossing over the North Esk River 
to the site. Until the 1950's, all major buildings were placed parallel to this crossing to minimize 
and facilitate the handling of engines and rolling stock. This east-west orientation also placed the 
early station and goods facilities at right angles to Invermay Road allowing for easier access to 
the platforms. At least one turntable existed between the workshops and Invermay Road, but 
while it gave some flexibility, this was still provided within the existing orientation. The 
introduction of the transverse 'trolley' running at right angles to the workshop buildings only 
reinforced the orientation but allowed for a denser development of the site. The planning of the 
Workshops has been the subject of proposals over the years but, the site development has 
remained largely organic within the general east-west orientation.  

The one development which had the greatest potential for influencing the site layout was the 
purchase of the northern land where the Round House (1) is located. However, the impact and 
influence of the Round House was not sufficient, and came too late, to influence major changes. 
It would appear that the opposite may in fact be the case with the Round House's viability being 
adversely affected by its isolation and the subsequent construction of the Diesel Workshop (14a), 
which in itself is the only workshop building to deviate from the original east-west orientation.  

The layout of the site has resulted in its arbitrary subdivision into three distinct physical groups:  

1)  the northern end of the site and the Round House (1); this area is no longer an integral part 
of the Workshop's operations.  

2)  the Invermay Road offices, storage (61-89+) and parking areas; this provides supporting 
facilities to the buildings and is visually and functionally fragmented, as well as being heavily 
altered.   

3)  the workshop buildings (14-52+); this area has maintained its identity and function even in 
the face of continual development. The buildings are distinctive in both materials and scale 
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and have been protected by open space on all sides created by the river and storage areas 
for rolling stock.  

The Invermay Road frontage always has been used for the more public oriented activities of the 
railways and particularly offices. It still is today but on a much-reduced scale. The tram related 
buildings (76-82+) were historically and functionally unrelated to the Workshops in their 
orientation and planning.  

The site/planning aspects are a contributing factor to the significance of the Launceston Railway 
Workshops generally.  

LANDSCAPING  

Landscaping is not an integral, conscious element in the Workshops. In fact, with the exception 
of the occasional self-seeded shrub, the site is virtually devoid of vegetation. This is not 
unexpected however. The Workshops are, and have always been, a utilitarian facility with few 
'frills' Even the early photographs of the site confirm the lack of landscaping. Landscaping 
requires deliberate planning and considerable resources, both of which have been at a premium 
at the workshops.  

Railway workshops are no different in their absence of vegetation to any other industrial sites. 
With rare, notably European, exceptions, the introduction of deliberate, large scale landscaping 
into industrial and manufacturing sites is a 'modern' trend. The only substantial vegetation at the 
site, (the trees along Invermay Road, those at the rear of York Park, and the river front vegetation) 
are all physically outside the Workshop boundary and quite unrelated to the railway facility.  

Landscaping is not an aspect of significance for the Launceston Railway Workshops.  

DESIGN/AESTHETICS  

As stated previously, the variety of scale, form, materials, and construction of the buildings are a 
distinctive, if not bewildering, quality of the Workshops. Single storey domestic scale 
weatherboard buildings developed into lofty corrugated iron structures, which developed into 
massive reinforced concrete structures, which in turn, was followed by a succession of steel portal 
frames and prefabricated portable offices. But within the context of the railway architecture, most 
of these buildings share a common vernacular building quality.  

'Vernacular' has to mean buildings not as grand academic monuments, but as simple utilitarian 
structures. Vernacular buildings are far more numerous than pretentious public offices and 
housed the activities of the 'ordinary' person. They were the product of local materials and 
methods and are built with a function, rather than a style, in mind. The study of vernacular building 
has been raised to an art form by R. W. Brunskill in the U.K., but it has experienced an appreciation 
here in Australia with the more recent interest in historical archaeology and the new focus of 
history on the contributions of the common man.  

A comparison of the railway buildings at the Launceston Workshops illustrates a concept which 
is almost universal to early railway workshops throughout Australia and the Empire (maybe 
further). They share a common origin, a common function, and the common constraint of 
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utility. From the Launceston Workshops, a 'standard' vernacular railway workshop begins to 
emerge and express itself in the following common elements: (Refer to Figures 71-71)  

- long rectangular form, (inherent to long rectangular vehicles)  

- gable roof form, (inherent to simplicity of construction)  

- framed structure, (inherent to simplicity and re- cycling),  

- lightweight cladding, (inherent to simplicity and maintenance)  

- vents either on the ridge or the end gables, (to disperse fumes and dust)  

- large multi pane windows along the walls, (to provide light)  

- either single asymmetrical or dual symmetrical entries in gable ends,  

The vernacular railway workshop outlined above is not a goods shed or station building. A 
workshop was not used for storage or reception of passengers, but rather for the shelter and 
repair of vehicles. The goods sheds and station buildings developed their own 'formula' and were 
often constructed in masonry or made to appear more substantial to the user/public than was 
required for the humble workshop. By function, the Round House is also a workshop but its 
distinctive method of operation resulted in a distinctive form, although several of the individual 
features mentioned above are utilized on that form; ie. the windows, vents and cladding.  

Design is not synonymous with but is often mistaken for decoration; rather the case of the vast 
'majority of the buildings at the Workshops, the design is dictated by function and structure first, 
with, very little conscious then for proportions, scale or rhythm, even as a secondary consideration. 
This is the very essence of vernacular buildings, that the design is generated from 'within' rather 
than imposed from without.  

The presence of so many variations of the vernacular workshop, and evidence of its development, 
at the Launceston Workshops is important to the site's significance and reinforces the building 
type's adaptability and functional response.  

Broadly speaking, architectural fenestration and the aesthetics of design were not important 
factors at the Workshops. For practical workshop buildings such considerations were only 
entertained where they could be easily incorporated or 'tacked on' to an otherwise utilitarian 
structure. Traditionally, such features were finials, bargeboards or, in exceptional cases, the semi- 
circular tops to workshop doors. The former railway residences (70b and c), and the demolished 
former railway stations, along Invermay Road were somewhat more indulgent with moulded 
architraves and eaves brackets. But then their function differed from the workshop buildings and 
required a more public front. Later post WWII offices in the same area (62a, 64, 74, etc) exhibit 
only the most basic aesthetic considerations of symmetry or asymmetry, window placement, and 
basic proportions. Even the main workshop building (34a), which is a structurally exciting internally, 
is relatively devoid of aesthetic considerations externally.  

There are many buildings on the site which are not workshops. They are toilet blocks, offices, 
prefabricated structures and even carports. They do not conform to the railway workshop, and in 
most cases fail to have any sense of design or aesthetics, vernacular or 
workshops buildings, vernacular conform to otherwise. of interest but it was not usually 
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utilized with an appreciation of its 'plastic' qualities or its design potential. Its use, with the 
exception of Building 34a, is rather naive and unnecessary in the context of the low tech uses of 
the buildings. The use of concrete in some of the buildings is of interest but it was not utilised 
with an appreciation of its ‘plastic’ qualities or its design potential.  Its use with the exception of 
Building 34a, is rather naïve and unnecessary in the context of the low tech uses of the buildings. 

Design/aesthetic considerations are, in respect to vernacular railway workshop buildings, an 
important factor in the significance of the Launceston Railway Workshops.  

INTERIOR DECORATION  

When considering a large 'property' like the entire Launceston Workshops, a section dealing with 
'interior/decoration' would seem irrelevant. And in the usual sense of decorative colour schemes 
and ornate plaster mouldings it would be. But in the non-decorative sense, the functional 
workshop interiors are expressive, and in some instances even inspirational, and the category is 
relevant to the consideration of these buildings. As with the exteriors, conscious 'design' is not a 
major consideration in these workshop buildings. With the advent of the industrial age, function 
took priority over appearance both internally and externally. The existing workshop buildings, 
both traditional and modern, are expressively spartan and functional.  For the most part the 
buildings are unlined and retain their structure exposed. While hardly unique, the functional 
treatment of the interiors does compliment the treatment of the exteriors. However, the character 
created by the strong patterns of the dark timber structure against lighter lining materials, in 
combination with the exposed roof trusses, gives a dramatic sense of depth. The internal scale of 
the larger workshop buildings (39, 40) and the incredible 'industrial age' within the Blacksmiths' 
Shop (30a,c) are notable features, particularly the latter. The internal proportions, lattice effect of 
timber columns and open trusses, and the interplay of the shafts of roof light create an 
atmosphere not unlike many Gothic cathedrals. The effect of course is accidental, not intentional, 
but is notable regardless. Selected workshops have their interiors lined to cater for a specific use.  

The interior of the Compressor House (20), is such an example with horizontal lining boards up to 
about one metre and ac sheet above to control dust and dirt'. Again, the treatment is functional 
rather than decorative.  

The interior of the Main Workshop building (34a) is dominated by huge concrete running the 
length of the building. The relatively slender circular columns above and below the girders 
accentuate their strength and enhances their impact. The structural nature of the girder has been 
enhanced by the generous proportions of the bays between columns. It is unfortunate that there 
is no expression externally of the dramatic internal girders, and the interior does come as a 
surprise after viewing the rather plain external appearance of the building. The photographs of 
the original interior, with its concrete trussed roof system intact, is reminiscent of the same, 
cathedral-like spaces created in the Shop (30a,c), makes it truly unfortunate that its roof is no 
longer extant.  

Of the associated ancillary buildings such as the toilets, offices and stores, there is little to note 
in the interiors. Some remnants of the interior decoration of the former residence, now 
Engineering Offices (70b), exist but not to the extent of an appreciable whole. Depending upon 
the ancillary buildings are either unlined l1ke the workshops, lined with sheet material, or have 
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the structural masonry surfaces exposed. There is little consistency or pattern in these non-
workshop buildings.  

The interior/decoration considerations are a contributing factor to the significance the 
Workshops in respect to the continuity they provide to workshop exteriors and the dramatic 
impact of the larger timber framed workshops.  

CONSTRUCTION/TECHNOLOGY  

Until the advent of air transportation, the railways were on the 'cutting edge' of transportation 
technology. The buildings designed to service them however were comparatively 'low tech'. The 
traditional buildings utilized well established construction methods similar to other contemporary 
industrial structures; a factor continued through to the present, (interrupted only the reinforced 
concrete structure of Building 34a). The. portal steel frame is to the present what the timber frame 
was in the past.  

The reinforced concrete structure of Building 34a is however an unusual example 'high tech'. Built 
in 1920-23, this workshop is an early and use of the construction method. James Nangle's 1911 
Australian Building Practice, describes that the introduction of reinforced concrete, " ... bids fair 
to revolutionize modern building construction". The architect/engineer of the building, Mr. E.G. 
Stone had already begun his fascination with reinforced concrete when he began a private 
practice in 1907 specializing in that form of construction. His expertise may have reached a high 
point with the construction of the now infamous Dennys Lascelles Austin & Company building, 
(Geelong wool stores or 'bow truss' building), ten years before the Main Workshop (34a). The 
Main Workshop is contemporary with Mr. Stone's move to Tasmania to work for the Tasmanian 
Hydro Electric Company. Mr. Stone's relative contribution to the construction industry is still 
being assessed, and focus to date has revolved around the demolition of his Geelong wool stores. 
It is certain that just his association with the Main Workshop enhances its potential significance 
but it all becomes somewhat academic in light of the demolition of the roof system in 1944. The 
integrity of the building was severely compromised with the removal of the original reinforced 
concrete truss roof structure at that time. While the remaining circular columns and the large 
internal girders are impressive, they are just remnants of a structural system which subsequently 
failed either through the inappropriate application of the technology and or the poor quality of 
workmanship.  

During the building survey several items of traditional equipment were noted within buildings. It 
was not possible to authenticate any dates (with one exception) but these items either reflect the 
era of the buildings they were located in or else traditional technology generally. The single most 
outstanding piece of equipment was the rolling overhead gantry crane in the original locomotive 
erecting shed (43). A cast plaque on the structure reads, "Cowans, Sheldon & Co. 1884 Carlisle, 
England 29 ton". The forges, steam hammers, etc. in (30a,c) must also be noted, including smaller 
ancillary equipment, as rare surviving specimens which interestingly still have applications today. 
The Pooley Bridge (35) also contains interesting scales, weights and rail platforms for an early 
weighbridge. · This building was probably relocated from elsewhere as it is not evident in the 
photograph of the Workshops but its construction is traditional. The turntable at the Round 
House (1) is also a piece of interesting equipment, although the technology for turntables was 
well established years before this example. Also worthy of specific mention is the substation 
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equipment and units in the Compressor House (20)i which are associated with the expansion of 
the Workshops northward and provided power and compressed air to the Main (34a). While 
possibly not unique, this equipment reflects the technology of the era. Smaller pieces of 
equipment may have escaped my attention during the survey, but the above items do represent 
the major pieces of railway technology within the Workshops.  

Aspects of construction/technology enhance the importance of the Launceston Railway 
Workshops, particularly where they remain in-situ within equally important buildings.  

INTEGRITY/ALTERATION  

The Launceston Workshops does not constitute an intact railway complex of any era, except 1990. 
Individual buildings from a variety of periods co-exist with greater and lesser individual integrity, 
but in the context of a site which has undergone continual change.  

The Workshops at present are the product of evolution. That evolution or development however 
of a heritage 'property' can be just as significant as its original stage. Changes which severely 
obscure previous evidence or alter relationships, could though be considered negative to the 
property. The Launceston Workshops have unfortunately been subjected to many such changes. 
The removal of the passenger and goods related facilities along Invermay Road, the drastic 
alteration of the two residences at the front gate (70b,c),and the conversion/part demolition of 
the tram power house are only three such examples.  

In the general sense, the development of the Workshops reflects the development of the railway 
industry and Launceston itself. Likewise 'however, demolition and disposal could also be said to 
reflect its development or evolution too. The current Master Planning are only a continuation of 
the evolutionary pattern. The object now with hindsight, is to minimize the negative aspects of 
any proposals.  

The presentation of the workshop buildings as a group is mixed, but the ...historical and physical 
evidence identifies a 'core' of buildings in the south eastern corner of the site which combines 
examples or works from all periods, and also reflects the development of the site and the 
vernacular buildings. The 'core' maintains a coherence through relative scale, building, forms, 
and orientation. Successive changes have altered buildings or extended them, but this itself is 
part of the evolution and enough evidence remains to interpret previous and relationship.  

The evolution of the Workshop site has been continual; almost from its inception. While some 
buildings and developments were destroyed or relocated, the evolution was basically forward 
with growth at each stage until the post WWII period which saw negative growth and the start of 
a gradual scaling down of activities and services within the Tasmanian railway system. This period 
corresponds with the introduction of diesel engines and it is nationally as well. As the viability of 
rail services and the issue of government support has been questioned, the scale of facilities at 
the Launceston Workshops has been reduced. Maintenance on unused buildings has been 
difficult to justify. The trend is not unique to the Launceston Workshops, or even to the railway 
industry. Change is not necessarily negative, and in the case of the Workshops, it has always been 
a factor in the Workshops' history.  
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The alteration/integrity considerations are important to the significance of the Workshops in the 
sense of reflecting the continual development and adaptation of the site.  

COMPARATIVE  

Within Tasmania, the only comparable workshop complex in size was the one in Hobart at the 
other end of the Main Line. This group was progressively demolished in the last thirty years 
culminating in the development of the site for the new ABC studio complex in the mid 1980's. 
The Hobart Workshops were smaller in scale but contained a similar, (originally larger by four 
bays) round house to the Launceston one which serviced that end of the Main Line. The fact that 
the Hobart complex no longer exists, except for a few random buildings, enhances the 
importance of the Launceston site and buildings.  

Discussions with railway and site visits revealed that individual railway buildings exist at some 
locations along lines, but they are usually goods sheds and not workshops, and few in number 
even then. The most comparable example is the engine shed at Coonara Junction on the Main 
Line (now removed). The detailing is strikingly similar to the original Building 46 with a curved 
entry opening, curved gable vent and trussed roof. As a single building though it does not 
influence the importance of the Launceston. The private railway facilities in the western part of 
the state were not surveyed but it is highly unlikely that any facilities comparable to the 
Launceston Workshops ever ·existed considering the size of the railways.  

Interstate, other examples of railway complexes still exist but there is inconsistent information 
about details for an effective comparison. The maintenance facilities in Victoria and South 
Australia are in some instances on the scale of Launceston, particularly the Newport facilities in 
Melbourne, but the integrity or variety of building types are far less than Launceston. The 
extensive use of saw-toothed roofs at Newport would indicate that the relative age of the 
buildings generally is younger than Launceston.  

While the interstate information is fragmented, its relevance may be questioned as one of the 
important aspects of railway development is its historical state or colonial base, usually in isolation 
to its neighbours. This importance should be reflected in a cautious use of interstate comparisons. 
The existence of other comparable facilities interstate does not diminish the importance of the 
Launceston Workshops in Tasmania.  

ENVIRONMENT: LANDSCAPE/STREETSCAPE  

By its size and exposed location on the river flood plain, the Launceston Railway Workshops are 
a feature on the broader landscape of Launceston. The outlook from nearby Windmill Hill has 
enhanced the familiarity of the Workshops. In most circumstances however, the appreciation of 
the facility is from afar. The closer the observer comes to the Workshops, the more indistinct it 
becomes.  

The evolution of the site has created a 'no-mans land' between Invermay Road (from which most 
of the public observe the Workshops) and the actual buildings themselves. The foreground along 
Invermay Road of random and inconsistent buildings has not created a positive visual amenity of 
the Workshops in their urban context.  
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The street trees along Invermay Road are a contributing feature to this area of Launceston, but 
relate more to the road rather than the Workshops. While the almost complete lack of vegetation 
on the site reflects its traditional industrial character, it likewise accentuates the site's barren, 
vacant qualities today.  

Along the River front, the appreciation of the buildings is less hindered, although the concrete 
and timber retaining wall flood control measures do create a visual disruption at a low level. Even 
from this point though, the appreciation is minimal because of limited public access along the 
river.  

The contribution of the Workshops to its environs area of potential interest, rather than current 
significance.  

OTHER  

The tram associated buildings remaining on the site are of interest as scarce remnants within 
Launceston of that mode of transport. Tram transport was a statement of prosperity and a public 
amenity in which the community could take pride. Their lack of flexibility later 'led to their demise. 
Trams provided a service to many developing cities which allowed them to expand 
geographically and grow economically. The introduction of the main tram terminus in proximity 
to the former train station at the Launceston Workshops may have been deliberate but there is 
no evidence to establish a direct association. While the technical equipment illustrated in 
Launceston's Industrial Heritage no longer exists, the tram sheds themselves are basically intact 
and readily appreciable for what they were. Building 82a was once part of the power station for 
the service but it has lost most of its integrity through successive alterations and the demolition 
of the adjacent boiler house. The existence of such tram sheds in other cities have led to 
conservation efforts on their behalf and the same could be applicable with these.  

Romantic steam engines and pioneering railway lines have long enjoyed the attention of 
historians and the public. Unfortunately, little if any remains of the actual rolling stock or early 
facilities other than buildings. Rolling stock was beyond the scope of this Survey and by their 
mobile nature, any significance would not be exclusive to the Launceston Workshops. In the 
course of the building survey, it was noted that virtually all of the external apparatus which may 
have been associated with the earlier periods of rail, ( i.e. turntables, switches and hoists), had 
disappeared or were replaced with more 'modern' equipment. The heritage associations of the 
Workshops are most specifically reflected in buildings, some of which also contain internal 
machinery and/or equipment.  

Archaeologically, there may be evidence remaining at the Workshops of earlier developments. 
This must however be considered in light of the nature of the physical redevelopment of the site. 
While buildings themselves were readily adapted or relocated, the total removal of previous 
features such as the earlier turntable were a probably necessity in order to compact the ground 
to take the weight of engines and rolling stock. Further documentary research, and comparative 
studies elsewhere, however-may provide just as much information as an archaeological 
investigation.  
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SPECIFIC BUILDINGS/GROUPS  

The National Trust listing for the Railway Station Complex must at best be considered 
as indicative. As a voluntary -organization, the Trust's resources in time and people 
limited. The three buildings which received specific mention, (''the signal box, loco 
[Round House.] and goods shed''), are the more visually obvious on the site. The poor 
physical condition of two of the three buildings mentioned by the Trust, and the implied 
threat to may also have been factors in their choice. Now with this Survey it is apparent 
that there are other, more appropriate, buildings to be considered. The listing is 
indicative of a heritage potential for the although the choice of the particular buildings 
is questionable.  

The National Trust its listing as a ''Station Complex". This description is misleading 
because the remaining buildings on the site reflect a 'workshop' rather than 'station' 
function. The Mainline station in Cimitiere street-which served Launceston from 1876 is 
now completely demolished, as is the earlier Launceston and Western Railway Co. 
station buildings which was on Invermay Road within the present Workshop site. The 
only remains of a station function is the small portion of Good Shed (60a,b).  

This section has been edited to remove the descriptions of buildings that were later 
demolished. 

Signal Box, Building 51:  

This building is also identified by the Trust and is a distinctive railway structure readily associated 
with a railway complex. The 1982 survey of railway stations in Victoria by Andrew Ward illustrates 
many similar, if not identical, signal boxes in the early of station groups. The very existence of a 
signal box is indicative of a railway complex which would require switches and multiple rail lines. 
The building has been added to at an unknown date but its original 1875 form is still evident. The 
Signal Box is a familiar 'landmark' and while it is somewhat isolated on the site, it is indicative of 
the size and layout of the Workshops.  

Main Workshop, Building 34a:  

The 1920 reinforced concrete workshop must be specifically considered for significance because 
of its size, construction, and designer E.G. Stone. The scale of this workshop certainly indicates a 
strong commitment to maintaining the railway facilities in Launceston. Its association with the 
architect engineer E.G. Stone also certainly supports its importance as well. Mr. Stone's 
contribution to the construction industry is only just being appreciated with the recent 
controversy over the demolition of his Geelong wool stores. For a while Stone was resident in 
Tasmania and is credited with another building, a woollen mill, in Launceston. The construction 
of Building 34a was a major undertaking, taking more than two years to complete, but the fact 
that the method of construction was not continued elsewhere in the Workshops indicates a flaw 
in either its economics or appropriateness. Site plans of the period certainly indicated the 
intention to continue building such structures to the south of 34a, but obviously these never 
eventuated. Also the fact that the concrete truss roof structure was subsequently demolished has 
compromised its integrity and the significance of Stone's design in this instance.  
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Tram Associated Structures, Buildings 76a,b,c,77,78a, 82a, (83?):  

While these buildings were not constructed as part of the Railway Workshops, they were 
subsequently taken over and used for a variety of related functions. The distinctive tram shed 
elevations (77,78a) facing Invermay are readily identifiable from early photographs, as is the 
adjacent office (76a), despite some alterations. The open interiors of the two tram sheds is intact 
and or readily retrievable. Those tram related buildings closest to the Workshops however have 
been subjected to more alteration and distortion. The former Power Station (82a) has lost its 
boiler house and has been stripped internally and altered with window openings externally. These 
buildings are the only traditional ones left in Launceston associated with tram transport, but only 
those with the highest integrity would warrant conservation.  

Workshops South of 34a, Buildings 38 through 50:  

This is the group of buildings which have the greatest potential for conservation. They contain 
the oldest building extant (44a) and successive examples which exhibit the variations on the 
development of the vernacular railway workshop. While some obviously new structures are 
present as well (38,41,47,48,50a), the others have interconnected themselves into two building 
masses reflecting most of the important qualities of the site: historical associations,  

vernacular design(s), and a broad cross section of ages (1871-1907), as well as forming a coherent 
self-supporting group.  

These workshops are in reasonable condition and as large open volumes, they have a potentially 
high reuse capability. While these factors are not directly related to their heritage value, they do 
correspond with a possible compromise with the future use of the site.  

Blacksmith Group, Buildings 30-32:  

This is a unique grouping around three main buildings (30a,30b,3la). Now interconnected, the 
three buildings were once independent of each other, built in 1911, 12, and l3, respectively. The 
buildings were part of the initial expansion towards the river and away from the focus of the group 
mentioned previously. The buildings conform roughly to the railway vernacular formula and-
illustrates an increased awareness of ventilation and light in such structures. The interiors are 
important for their large dramatic volumes, accented with networks of timber columns and trusses 
and shafts of light from the 'roof, and also the existence · of large quantities of traditional 
blacksmith and iron working equipment. Building 32, is a much later separate toilet block with 
few functional, historic or visual associations with the main buildings. Because of their vernacular 
workshop qualities, their interiors and equipment, and their place in the evolution of the site, 
major buildings within this group should be conserved.  

Riverfront Workshops. Buildings 16-28:  

This area of workshops is a product of 20th century expansion and grew basically from the to the 
north. The development was fairly loose until wwii when many gaps between buildings were 
infilled in a few cases, what were once external windows now look into adjacent buildings! Several 
of the building exhibit traditional detailing (16a,20,24,25, etc) yet are not indicated in that location 
on earlier plans. These ate likely earlier building moved or-reconstructed from on the site. In 
particular, building 25 displays most of the elements of vernacular railway workshops but also 
contains the only example on the site of a rare iron roof truss. The other buildings have all been 
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adapted to greater or lesser degrees. While this group also illustrates the growth of the 
Workshops, the building dates are not as wide and the degree of 'modern' infill is higher and 
disruptive to the group's· appreciation. The scale and construction of Building 25 is unique within 
this group.  

Workshops North of 34a, Buildings 11-15 and 33:  

The Workshops began to expand in this direction with the advent of WWII and the introduction 
of diesel locomotives. Building 33a,b was used during the war as a precision tool annexe to 
support the war effort and augment military production for many years after. Its equipment has 
been removed and the remaining building is a contrast to the typical long, gable roofed 
workshops of the site. The Diesel Workshop (14a) also is atypical and, like Building 34a, 
introduced the concept of a wide open spaces, rather than a series ' of long narrow ones, within 
which to maintain equipment. The scale and 'straight through' flow of vehicles c6ntrasts that of 
the Round House (1) which it largely replaced. With these buildings (and others like 34a and 19a.c) 
the evolutionary development of the vernacular railway workshop was dramatically disrupted. 
While smaller buildings exist around these larger ones, they are either ancillary to the main 
buildings or have been moved and altered. The change in visual character, and break from 
traditional railway buildings, has compromised the heritage consideration of this area.  

THE RAILWAY SITE 

As can be seen from the above descriptions and analysis from 1989, the extant buildings 
are well recorded and documented and putting aside the recent UTAS buildings they all 
relate to the historical use of railway, tramway and recreational uses. The extant earlier 
railway buildings are the more substantial structures but not the only structures that were 
built on the site. 

At the time of closure of the site for railway use a range of smaller, poor condition and 
less significant buildings were removed.  Prior to that, as railway use decreased, 
passenger services ceased and methods of freight and good traffic changed, various 
buildings and site elements were removed as they became redundant.  This particularly 
applied to the passenger station and goods sheds and their related infrastructure. 

From the closure of the facility as workshops there was also a widespread removal of 
infrastructure such as tracks, pits, coal stages and the small-scale elements that make up 
a working but then aged railway site.  This was part of the re-purposing of the site for 
Museum and University use.  Little took place on the site between closure for rail use 
and the adaptation of the site around 2000.  However, from that point the site has been 
significantly changed to accommodate the new uses. 

The site as it is now found provides very limited clues to how it was arranged or used as 
most of the track layout and associated infrastructure has been removed and the 
elements that survive have largely been realigned for the current urban design approach 
and not the historic form of the site. 
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Similarly, the building located near the Tamar Street bridge that has the nominal 
appearance of a railway station building is conjectural in both form and location and 
confuses an understanding of the historical layout of the site.   

Perhaps the most accurate way to assess how the site may currently be understood as a 
former rail site is to visit the place without any prior knowledge of how the site functioned 
and attempt to make sense of the arrangement of the workshop buildings, the current 
station building, the tracks and the former roundhouse and turntable site. 

It is very difficult to make sense of the site apart from its current use as museum and 
campus.  There is no easy way to understand the layout or function of the site as the 
current urban design, while well-designed and effective, does not reflect the historical 
forms of the place.  Apart from the internal arrangement of the workshops that are on 
display within the museum - arranged around the traverser - there is little indication of 
former uses. 

The current arrangement of rail lines on the site also does not make sense in terms of 
rail operation and confuses the very complex and convoluted former layout of the site.  
The site layout is a fascinating product of its early development and haphazard growth 
that resulted in a very confined operational space as set out in the 1989 site analysis. 

The site arrangement started very simply and traditionally in layout.  It was one of two 
rail sites, the other occupying the area in Boland Street that also now forms part of the 
campus. The southern site contained the broad gauge station and workshops with the 
later narrow gauge infrastructure relegated to the swamp land across the river - the only 
land sufficiently large and vacant to accommodate the use near the city.  This predated 
the establishment of recreation facilities at what was to become York Park. 

The initial development took place close to the river edge but beyond the immediate 
swampy ground (that was later filled and reclaimed).  The station was located slightly off 
parallel with the river and setback from the river with a goods shed between it and the 
river edge, the rails continued west to access the wharfs along the river. A small 
workshop and engine shed were located parallel to the river to the east. This location, 
although slightly adjusted commenced the workshop development and alignment that 
continued to grow to the north using the early orientation of buildings. 

A new station complex replaced the small goods shed and occupied a more prominent 
riverfront location with easy access from the Tamar Street bridge and the goods shed 
was replaced with a larger structure also set off axis to facilitate track arrangements. 

The site was very confined being bordered by Invermay Road to the west and the river 
to the east. With the east-west building orientation, the growing scale of workshop 
buildings and the constraints of track access to workshops, it did not allow direct track 
access from the operating lines.  The complex arrangement seen in the various site plans 
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of the access tracks to the workshops shows them converging on the Invermay Road 
boundary with a ‘tail’ that then accessed the main line. 

Initially a turntable was located in front of the workshops, but as the infrastructure grew 
(by 1923) the locomotive facilities were relocated a considerable distance to the north 
with direct access to the station and yard following the route of the north-eastern branch 
line to Scottsdale. 

The 1943 workshop and station layout and the 1945 aerial photo of the site provide 
perhaps the clearest understanding of the site with the two platforms and passenger 
station buildings flanking lines that led directly to the rail bridge, goods yards and 
facilities to the south and north, carriage sheds and buffet car sheds around the station 
area, the workshops at their full extent with their ‘tail’ access, offices to the north (all now 
removed) and tramway facilities further north. 
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Figure 7: 1945 aerial photo of the site. 
The photo is illustrative of the site 
prior to the diesel workshop being 
built, with the passenger station area 
at its peak and York Park and the 
velodrome in early form.  The 
demarcation between railway and 
recreation uses is clear from the 
fenced and vegetated edge.  It is also 
clear that there is no development in 
the northern corner of the site.  The 
alignment of the Scottsdale line can 
be seen around the water’s edge. 
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Figure 8: Plan of the workshop and 
station area in 1947.  While not a 
complete copy of the site plan it 
shows clearly the track arrangements 
and layout of the area. (from 1989 
ANR study) 

There was no possible rail access to the workshops from the east and it was relatively 
late in the site’s development that access tracks were provided from the northern part 
of the site to the workshop area. 

A 1923 plan shows the turntable area with site boundaries, locomotive facilities including 
coal handling plant and sand house and the adjacent Scottsdale line.  This plan reflects 
the planned layout that was later expanded.  Only the roundhouse base and turntable 
remain with remnant trackwork linking to the former Scottsdale line. 
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A c2010 structure was built on part of the former roundhouse site, designed by Robert 
Morris-Nunn architect, that has been used for markets and events.  It is not significant 
but does reflect the roundhouse arrangement for a segment of the area. 

The following illustrations show the development of the site from the 1860s until the 
cessation of rail use. 

 

Figure 9: An early photo from the top of Tamar Street prior to the site being developed for railway or recreation use. 

 

Figure 10: c1916 Aerial photo from the north, note the cycle track and the northern grandstand also the fenced rail area 
without the northern extension. 
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Figure 11: Early photo from Windmill Hill overlooking the site c 1880s 

 

Figure 12: Aerial photo from 1929 looking west along the access bridge to the rail yards area.  The photo also shows the 
former station site to the south of the river with rail infrastructure in place 
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Figure 13: King 1929 aerial view of the recreation area and oval with its then cycling track and two pavilions.  Note the 
parking to the north and the cricket pitch to the south.  The access tracks to the roundhouse are also clearly seen. 

 

Figure 14: Early photo (1911) of tramsheds from Invermay Road 
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Figure 15: 1917 plan of workshops showing proposed main workshop building.  The layout shows a single gtrack access 
to the workshops from the mainline. 
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Figure 16: 1921 illustrations of the roundhouse and the construction of the main workshop building. 
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Figure 17: 1921 illustrations of the construction of the coal stage and the main workshop building.  Note the extensive 
use of concrete in this period of works. 
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Figure 18: 1929 aerial photograph of 
the workshops and station area. 
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Figure 19: 1933 aerial photo of the 
workshop site. 
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Figure 20: 1986 aerial photo (photo taken at Tramway Museum) section 1 - north. 

 

Figure 21: 1986 aerial photo (photo taken at Tramway Museum) section 2 – south. 
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Figure 22: 1986 aerial photo (photo taken at Tramway Museum) section 2 – detail 

RAIL WORKSHOPS URBAN SETTING 

The current setting of the site is now a planned and designed urban setting that has little 
relationship to its former railway form or use.  While the design approach added some 
rail elements, they actually confuse the site and its understanding and simplify a very 
complex site arrangement in an unhelpful way. 

The urban design that was introduced appears to be based on using the circular form of 
the former roundhouse and repeating it, at larger scale in front of the main entrance to 
the museum.  This intersects with the axis that extends from the former site entry gates 
on Invermay Road which is now a pedestrian (rather than road) access to the site. 

The urban design approach has also created a long linear avenue through the site that 
extends one alignment of the roundhouse and turntable diagonally down the site to 
meet the corner of Invermay Road at The Tamar bridge intersection.  This is a major 
access through the site that is now marked by a new rail line.  At its southern end the 
conjectural railway station is located along the route axis.  This arrangement places that 
building out of context with the historical setting further confusing an understanding of 
the site. 

The circular parking and access arrangement also confuses the site arrangement and 
suggests that there was a major turntable in the location. 
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The remnant infrastructure elements that remain that give some meaning to the site are: 

• the turntable and the surrounding platform that contains some remnant tracks 

• the railway bridge over the North Esk River with its tracks 

• the track arrangement immediately to the west of the railway bridge 

• the signal box 

• the rough alignment of the tracks to the east of the workshops that follows the 
alignment of the north-east branch line to Scotsdale which also proceed a direct 
connection to the turntable and roundhouse 

• the cut off tracks extending from the various workshops around the external 
perimeter of the workshop group 

• the remaining internal arrangement of tracks and access to the traverser within the 
workshop buildings 

• tracks (now changed) that connect to the tram buildings 

• remnant elements such as buffer stops (no longer in original locations) 

• elements such as point levers and rodding 

• evidence of former pits and uses around the site 

• the yard entry gates on Invermay Road. 

While the core workshop and tram buildings remain, the linking infrastructure has largely 
been removed. 

Recently UTAS have built a student accommodation building adjacent to the river on the 
site of the former station buildings.  A new teaching facility adjacent to the tramshed 
buildings has also been constructed but is not part of the university campus.  An annexe 
to the architecture building was also added at the north end of the complex.  Other 
additions within the workshop group were made as part of the adaptation of the place 
for museum and university use. 

There is also a shed adjacent to the railway bridge that is related to the Don River Railway. 
It appears that access for trains has not taken place for some time even though tracks 
remain in place. 

The railway bridge across the North Esk River is an important and significant element of 
the rail infrastructure on the site but has not been noted in earlier studies as it was 
outside the core area.  It now contains a raised pedestrian walkway providing access 
across the river as well as the rail tracks.  It appears in deteriorated condition and requires 
maintenance and repair work to ensure its survival. 
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The river frontage to the site is also now marked by the levee bank with a raised public 
walkway.  Early photos show the swampy foreshore area and floods affected the site over 
its life.  The levee bank is a strong visual barrier between the site and the river but also 
provides for the riverfront walkway and elevated views onto the site and to the city and 
hills beyond that were not available prior to 2000.  It is a fixed site element that forms 
one of the site constraints. 

An attribute of the site noted in the 1989 study was the difficulty in seeing onto the site 
except from Invermay Road and distant views from Windmill Hill as it was a closed 
industrial site.  This has changed with the change of use and the site as a whole is now 
open to public access and views are available within, across and from the site in most 
directions. 

Distant views remain and will remain, although they may be modified if new 
development were to take place.  The key local or immediate view is the open view from 
Invermay Road to the former workshop buildings across a relatively open (now 
landscaped) foreground or forecourt.  This view commences at the north side of the 
Tamar Street Bridge and extends to the yard entry gates and a little further to the north.  
Historically the area north of the gates was partially occupied by smaller buildings that 
served as offices and staff areas, these have all been removed opening up the view 
however, there is no historic reason to prevent some small-scale building taking place in 
the northern forecourt near the tramsheds that is reminiscent in scale to the railway 
buildings that once occupied that site. 

The current circular parking area in front of the workshop buildings while not historically 
relevant, provides a well-scaled setting for the buildings and retains a broad view to the 
western facades that has existed throughout the life of the site. 

The current vista that was created after 2000 (which is now reflected with a long single 
track) extending from the turntable to the corner of the Tamar Street Bridge is not 
historically significant but does create a very strong axial arrangement to the site based 
on the 1940s diesel workshop building that now houses the architecture faculty.  Given 
the length of the site and the need to connect north and south easily, the axis works well 
for the current uses.  As the site landscape develops and there is increased permeability 
to the recreation areas and potentially future development to the north of the site, this 
link will be more important functionally.  It could be developed as a key interpretive 
device linking the various parts of the site thematically and visually. 

Other views are available around the site and the visual connections between historic 
elements are all of value. 
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3.4 COMPARATIVE ASSESSMENT 

The ANR study considered comparative places and correctly concluded that while 
comparison with other states facilities is possible it is not particularly helpful as the 
significance of the workshop and other elements of the site is in relation to their value 
to Tasmania in particular. 

At the time of the 1989 study the Hobart facilities had largely been removed (2 goods 
shed buildings remain now) and references to several country engine sheds and small 
structures are no longer valid as those buildings have disappeared.  This is the only 
remaining complex of rail buildings in the State. 

It can be readily concluded that the remaining site elements of the rail part of the site 
and the use of the recreation grounds as well as the two identified heritage elements of 
entry gates and relocated early pavilion are all rare and of high significance at State and 
local level.  They are the only remaining rail workshop infrastructure (in situ) in Tasmania 
and are the last remaining elements (apart from the repurposed Station building in 
Hobart) of early rail infrastructure in the state. 
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4.0 SIGNIFICANCE ASSESSMENT 
Cultural significance is defined in The Burra Charter (2013), published by Australia 
ICOMOS, as: 

Cultural significance means aesthetic, historic, scientific, social or spiritual value for past, 
present or future generations.  

Cultural significance is embodied in the place itself, its fabric, setting, use, associations, 
meanings, records, related places and related objects  

Setting out the cultural significance of a place assists in identifying what aspects of the 
place contribute to that significance and the relative contribution of the various elements 
of the place to that significance.  This understanding is essential to allow management 
of the place that can guide future work in a way that retains its significance.  The following 
section sets out the nature of the significance of the site by looking at: 

• what has been assessed in previous studies  

• the criteria established under the Historic Cultural Heritage Act 1995 and setting out 
the significance of the place to address those criteria  

• the various attributes of the place and how they contribute to significance. 

4.1 ASSESSMENT OF SIGNIFICANCE 

CRITERIA FOR ASSESSING CULTURAL HERITAGE SIGNIFICANCE 

Assessing Historic Heritage Significance (Version 5 October 2011) for application with 
the Historic Cultural Heritage Act 1995, was developed by the Heritage Office and 
Department of Primary Industries, Parks, Water and Environment to provide the basis for 
assessment of the heritage significance of an item by evaluating its significance by 
reference to the following criteria. 
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Table 2: Criteria for Assessing Cultural Heritage Significance. 

Criterion (a) the place is important to the course or pattern of Tasmania’s history;  

Criterion (b) the place possesses uncommon or rare aspects of Tasmania’s history;  

Criterion (c) the place has the potential to yield information that will contribute to an 
understanding of Tasmania’s history;  

Criterion (d) the place is important in demonstrating the principal characteristics of a class of 
place in Tasmania’s history;  

Criterion (e) the place is important in demonstrating a high degree of creative or technical 
achievement;  

Criterion (f) the place has a strong or special association with a particular community or 
cultural group for social or spiritual reasons;  

Criterion (g) the place has a special association with the life or works of a person, or group of 
persons, of importance in Tasmania’s history;  

Criterion (h) the place is important in exhibiting particular aesthetic characteristics.  

The above criteria for cultural and relative values provide three thresholds (National, 
State or Local, i.e. in Australia, Tasmania or the local region) for determining the level of 
significance.  

4.2 DISCUSSION ABOUT SIGNIFICANCE 

The earlier CMPs set out a detailed table of significance for each of the built elements 
on the site.  On the basis of that assessment a number of structures were demolished, 
some were adapted and some were retained in their form and presentation at the time 
of cessation of railway use. 

Those detailed statements are provided as a separate volume that includes the earlier 
data sheets on each element.  They are not repeated in detail in this part of the report. 

This CMP considers an expanded site and a number of new elements.  These have been 
added to the schedule that was previously prepared. 

Similarly, changes to buildings and elements on that schedule have been recorded and 
a number of site elements that were not assessed in the 1990s work have been now 
included with assessments of significance. 

Since the completion of the earlier CMP (the revised edition) the site has been adapted 
for museum, university and other uses.  Each of the changes made has not been assessed 
in detail as those works were carried out with regard to the policies that were established 
and generally those policies were appropriate and sound.  The major shift in preparing 
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this CMP from the earlier ones was that they anticipated future uses and change and saw 
the railway site in its then abandoned form and did not consider the recreation grounds 
or peripheral site elements. 

It can be imagined that in the years following closure as a rail site the place was evocative 
in many ways. Even though the state and form of the key workshops was a major element 
in the conservation approach, the whole place would have strongly evoked its rail use 
and infrastructure in a way that the site no longer achieves. 

The change of use, no matter how carefully managed has involved a change in character 
to the site where the former industrial use is now evident in the background but is no 
longer an evocative and tangible part of the visual character of the site. 

This in part arises from the focus of the earlier assessments of significance on the built 
fabric and the interiors and the relatively little attention to the site setting and rail 
infrastructure that filled much of the site. It is also seen in the change of status of the site 
from an enclosed and closed-off facility to a public site with high permeability and access.  
This alone required the removal of much of the significant infrastructure as it was 
incompatible with general public access. 

The site is no longer a rail site (putting aside the recreation grounds) where in the 1990s, 
even though closed for use, it was clearly a rail site.  It is now a campus with all the 
gentrification that accompanies such a change of use. 

This affects how significance is seen and assessed. 

Significance of the rail site is now in four areas: 

i. historic significance related to its former use and infrastructure 

ii. all of the elements that remain from the period of rail use, irrespective of their 
individual levels of significance, that is the collective value of the site features in their 
ability to demonstrate a major former use of the site 

iii. the significance of the place as it is now found to the cultural and civic life of 
Launceston 

iv. the ability for interpretation of former uses and layouts to be implemented to 
facilitate an understanding of the very high significance of the place. 

Significance of the recreation grounds resides in: 

i. the identified historic elements of the entry gates and the grandstand 

ii. the landscaped setting and scale of the Invermay Ground that reflects traditional 
use of the area 

iii. use. 

 



  

 

   

INVERESK PRECINCT   PAUL DAVIES PTY LTD 

CONSERVATION MANAGEMENT PLAN  ARCHITECTS HERITAGE CONSULTANTS 

FOR UTAS AND LCC 91 FINAL - JUNE 2019 

 

4.3 PREVIOUS ASSESSMENT OF SIGNIFICANCE  

The THC listings (current and in the course of preparation) provide good statements of 
significance for the site in its two component parts.  It is necessary to separate 
significance statements as the two parts of the site have very different historical 
background, use and attributes. 

The data sheet significance statement for the recreation grounds identifies two site 
features as having State level heritage significance.  This appears to be a reasonable 
assessment as much of the site has been redeveloped with non-significant 
developments.  There is also a considerable amount of open space that has no particular 
use at present but has contained uses over time.  In particular the velodrome site to the 
south of the oval is of historical interest even though no remains or evidence exists of its 
form or use. 

Perhaps the main area of significance of the site is its use for recreation and as a focus 
for sport in Launceston. 

York Park Entrance Gates & Invermay Park Northern Stand 

The Entrance Gates to York Park (Aurora Stadium) and the Northern Stand at Invermay 
Park are of historic cultural significance as they demonstrate the evolution of sport and 
recreation facilities in northern Tasmania throughout the 20th Century. From 1923 the 
Northern Stand provided both spectators and players with essential facilities whilst 
attending sporting events at York Park, and continues to do so in its new location at 
Invermay Park. The relocation of the original Northern Stand enabled ongoing 
development of York Park as an elite sporting facility capable of hosting AFL matches, 
and reflects the changing nature of sporting events in Tasmania, The Entrance Gates to 
York Park were erected in 1958 when the site was being re-developed, and still today 
provides large volumes of people with access to Aurora Stadium. The Entrance Gates to 
York Park (Aurora Stadium) and the Northern Stand at Invermay Park are both valued by 
the northern Tasmanian community for their association with regional and inter-state 
sporting events at York Park. The original Northern Stand is particularly valued as an 
historical link to Launceston’s Sporting History in a site which is constantly evolving to 
meet community sporting needs. The Entrance Gates are also particularly valued as a 
memorial to 12 members of the sporting community who lost their lives during WWII. 

The THC citation of significance for the rail site in its current form (unpublished at the 
time of writing the CMP) is set out below.  If forms a sound and appropriate assessment 
of significance for the built elements of the site in particular.  It should be read in 
conjunction with the later assessment of significance for individual elements and site 
features. 
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Statement of significance 

The Launceston Railway Workshops is of historic cultural heritage significance as one of 
the state’s most significant industrial complexes. Spanning over a century, the site has 
witnessed the evolution and advances in rail technology, styles of technology peculiar 
to the site and the employment of multiple generations of families. The Launceston 
Railway Workshops and adjacent Tramway buildings, are a rare example of an intact 
industrial site, still exhibiting internal and external characteristics of rail technology and 
operations. The site has the potential to reveal information on the daily operations of 
the workshops, including subsurface remains and cultural deposits, which may provide 
further information not available in the written record. 

The Launceston Railway Workshops are an example of technical and creative 
achievement, particularly in relation to the use of diesel locomotives, pioneering 
employment of concrete, and war-time production of munitions. The site has meaning 
for the Launceston community since for over a century it provided employment, 
recreational and social opportunities on a scale not comparable in Tasmania. Many 
lifelong friendships and relationships were formed by employees and their children 
because of the Railway Workshops. The site has a special association with pioneering 
engineer Edward Stone (1876-1947) responsible for the main workshops building, now 
known as the Stone Building. The Launceston Railway Workshops is a particularly fine 
example of an industrial aesthetic in Tasmania, where its form, scale, setting, materials 
and new buildings combine to create a visually distinctive site. Other elements of the 
complex such as the Blacksmith Shop have a strong sensory impact from the sight, smell 
and sounds of a once dirty and hot workplace.  

Statements against the criteria 

a)  The Launceston Railway Workshops complex comprises a range of built elements 
that demonstrate a number of historic themes in Tasmania and the wider evolution 
of industry in Tasmania. These include the ongoing dependence during the 20th 
century of labor intensive industry, the establishment of highly concentrated 
employment hubs, the development of apprenticeships for local youth, 
government involvement in industry, the importance of unionism, and the state’s 
contribution to the war effort. This was all in the context of Launceston’s expansion 
from a 19th century waterfront commercial town to a major industrial powerhouse 
on the national state in the 20th century.  

b)  The Launceston Railway Workshops complex is a highly intact and uncommon 
demonstration of Tasmanian industry and enterprise, and the early use of concrete 
in building design in the state. The Stone Building, erected in 1923, is a particularly 
rare example of concrete engineering built during a period of considerable labour 
and materials shortages after World War One. Similarly, the Blacksmith Shop is 
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unique in Tasmania (and possibly in Australia) in that not only the industrial 
building survives, but the contents in their original context.  

c)  For over a century the Launceston Railway Workshops was one of the largest 
industrial sites in Tasmania. Operations embraced the evolution of transport 
technologies from steam locomotives and rolling stock to diesel power, aluminum 
wagons and refrigerated containers. The complex may contain fabric, subsurface 
remains and cultural deposits that contribute information to an understanding of 
operations and technological developments on the site, as well as the daily 
experiences of workers.  

d)  Railways have played an important role in the economic growth of Tasmania. The 
Launceston Railway Workshops played a central role in the growth of the railway 
network that transformed urban and rural Tasmania. In doing so, the workshops 
became one of the largest government enterprises outside of the state capital, 
Hobart. The surviving eclectic mix of buildings and infrastructure are examples of 
such railway buildings that would have existed, albeit on a much smaller scale, 
across the state, both in private and public hands.  

e)  The Launceston Railway Workshops comprises buildings of significant technical 
achievement, notably in the use of reinforced concrete as a building material. The 
Stone Building, named for its designer, engineer Edward Stone (1876-1947) is a 
particularly fine and early example of reinforced concrete.  

f)  The Launceston Railway Workshops has special meaning to the northern 
Tasmanian community as having been one of the largest employers in the state 
and a place renowned for its hard work and comradeship. This is reflected in the 
size and scale of the site and the adaptive re-use of the complex in the 1990s. The 
Tasmanian Government Railways were considered a progressive employer that 
provided apprentice, health, entertainment and recreational opportunities. The 
employee ethos of commitment to the community was demonstrated by staff 
service in overseas conflicts and volunteering for local community projects.  

g)  The Launceston Railway Workshops has a direct association with the Tasmanian 
Government Railways (TGR), a government business with its origins in the 
Launceston and Western Railway Company (LWR). The TGR maintained one of the 
most geographically dispersed workforces in the history of Tasmania, and was a 
brand recognised by many Tasmanians. The Workshops complex also has a special 
association with engineer Edward Giles Stone (1876-1947), whose pioneer use of 
reinforced concrete is reflected in the Stone Building, which bears his name.  

h)  The Launceston Railway Workshops is a particularly fine and intact example of an 
industrial place in Tasmania where its austere utilitarian form, scale, setting and 
contrasting materials of timber, concrete and metal combine to create a visually 
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distinctive site. Surviving buildings such as the Blacksmiths Shop with its intact 
interior have a strong sensory impact from the smell, sight and sounds of the 
former industrial site.     

In addition to this assessment of significance which addresses the listing at a state 
heritage level is added the following section addressing local heritage values on the site 
in its component parts.  It is noted that places assessed as having State heritage 
significance will also have local heritage significance and consequently those attributes 
are not considered again. 

RECREATION GROUNDS 

The recreation grounds as a whole (with the exception of the former velodrome site that 
has been sub-divided from the site) have local heritage significance for their use and 
landscape setting within the city of Launceston.  The combination of playing fields, 
historic built elements, use and mature landscape setting around the site frontage to the 
public streets reflects a long history of public recreation use that is of value to the 
historical development and social life of Launceston. 

The history of sporting events on the site that is demonstrated in the fields structures 
and landscaping is an important aspect of the social history of the city. 

RAILWAY WORKSHOP SITE 

The railway workshop site with its overlay of development from 2000 is of local heritage 
significance in its entirety for its ability to demonstrate the scale, relationships and overall 
form of the former railway use. 

This is found in the buildings as noted in the State listing but also in the former rail yards, 
former building sites and the open space arrangement that has characterised the site 
throughout its use and development. 

The site is of local significance for its ability to be interpreted in relation to its former use 
not only in buildings but in site arrangements, track alignments and remnant site 
features. 

Elements of rail infrastructure that remain across the site - early track alignments, points, 
point levers, buffer stops, evidence of former service pits, etc. are all of significance in 
understanding the history of the site. 
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4.4 LEVELS OF SIGNIFICANCE 

Table 3: Levels of Significance. 

National Heritage 
Listing 

 

National heritage comprises items significant in a nation-wide historical or 
geographical context or attributed to an important and identifiable 
contemporary national community.  For research potential, historical, aesthetic 
and/or technical/research significance an item must be a fine representative 
example or be rare in the national context. 

Social significance at a national level would require recognition of an item’s 
importance to the people of Australia or to an important and identifiable nation-
wide community.  

State Heritage 
Listing 

 

State heritage comprises items in a state-wide historical or geographical context 
or attributed to an important and identifiable contemporary state-wide 
community.  For research potential, historical, aesthetic and/or technical/research 
significance an item must be a fine representative example or be rare in the 
state-wide context. 

Social significance at a state level would require recognition of an item’s 
importance to the people of Tasmania or to an important and identifiable state-
wide community.  Most Aboriginal, multicultural and religious communities 
operate throughout the State; however, the item would have to be important to 
the entire group, not just a local branch. 

Local Heritage 
Listing 

 

Local heritage comprises items significant in a local historical or geographic 
context or to an identifiable contemporary local community.  The local context is 
defined in the analysis and statement of significance of the item.  In a council 
heritage study the local context will approximate the local government area.  
When considering social significance, it is important to identify the local 
community, which values the item.  This needs to be established through 
consultation with community groups such as local historical societies.  Indications 
of local social significance are often found in media coverage and local 
community group publications. 

 

The site overall has local heritage significance and parts of the site have State heritage 
significance.  The workshops may have National significance as a now very rare complex 
of facilities, however that has not been considered in detail in this study.  
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4.5 GRADED AREAS OF SIGNIFICANCE 

The following assessment of elemental significance is set out on the basis of the 
statement of significance for the place and the relative values of the various component 
parts of the place.  The elements of highest significance are those that are essential to 
conserve and understand the significance of the place. 

The concept of graded significance provides for management of the various elements 
of the place with a level of finesse that acknowledges the potential for an ongoing active 
use of the site and the need to implement changes and new uses while retaining those 
parts of the place that are unique and provide evidence of the development of the site. 

Table 4: The graded levels of significance. 

Grading Justification Status 

Exceptional Rare or outstanding element directly contributing 
to an item’s local and State significance.  

Fulfils criteria for local or 
State listing.  

High Elements that make a strong contribution to the 
significance of the place. 

Elements with a high degree of original fabric. 
Demonstrates a key element of the item’s 
significance. Alterations do not detract from 
significance.  

Fulfils criteria for local or 
State listing.  

Moderate Elements that do not have particular significance. 

Altered or modified elements.  

Elements with little heritage value, but which form 
part of the overall significance of the item.  

New elements on the site that do not have 
heritage significance but contribute to the 
understanding and ongoing use of the site and 
which do not detract from heritage significance. 

Fulfils criteria for local or 
State listing.  

Little Alterations detract from significance. Difficult to 
interpret. An element that does not add to or 
enhance significance. 

New elements on the site that do not have 
heritage significance. 

Does not fulfil criteria for 
local or State listing.  

Intrusive  Damaging to the place’s heritage significance.  

Elements that are out of place or context. 

Does not fulfil criteria for 
local or State listing.  
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Table 5: The graded levels of significance. Note that assessment of new elements relates only to their heritage value 
and does not reflect any design or aesthetic value that new elements may have. 

Element  Significance Assessment 

THE SITE OVERALL  

Former Rail Workshop Site overall High - local 

Recreation Grounds Site overall  High - local 

RAILWAY WORKSHOP SITE  

Turntable and Roundhouse base - original material High - state 

Former Loco Workshop Shed north end of site High - state 

Other sheds north end of the site Intrusive 

Levee Bank Moderate to Little 

Rail tracks on the site - original locations High - state 

Rail tracks on the site - conjectural locations Moderate - local 

Rail infrastructure including buffers, point levers, etc. High - state 

Workshop Group of Buildings (as a group) - original buildings and fabric Exceptional - state 

Workshop Group of Buildings - new built elements  Little 

Original interiors of museum railway uses High/Exceptional - state 

Tramways Group of Buildings (as a group) – original buildings and fabric High - state 

Tramway Group of Buildings (as a group) – new built elements Moderate/Little 

Site Fencing - generally Little 

Concrete Yard entry Gates Invermay Road High - state 

Building Remains and Foundations Moderate-High  - state 

Rail Bridge High - state 

Signal Box High - state 

Don Railway Shed Little 

Station Building Intrusive 

Site Landscaping overall -  Little 

Roads and Parking areas Little 

New University or other Buildings 

 

Little 
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Element  Significance Assessment 

RECREATION GROUNDS SITE  

Playing Fields 1 and 2 Moderate  

Former Velodrome Site Little 

Bowling Green Area Moderate - local 

Open Spaces Little 

Boundary between Railway Site High - local 

Landscape along road frontages High - local 

Entry Gates High - state 

Relocated Pavilion on Oval 2 High - state 

Grandstands around main oval Moderate/Little 

Support Buildings Little 

4.6 CURTILAGE OR SETTING 

The curtilage or setting is either the site on which a building or series of built elements 
is found or it may be the space around a heritage item or place that is required to 
preserve the significance of that place.  This may be a larger (or smaller) area than the 
actual site itself. 

The concept of setting/curtilage recognises that significance can be affected by the 
immediate and broader setting even if no fabric is altered within the place.  The overall 
setting of the Inveresk Precinct is the whole of the site bounded by Invermay Road, 
Foster Street and the North Esk River.  The site is large and provides a large and quite 
expansive setting that recognises: 

i The important elements of the place, and the relationship between these 
components. 

Ii The setting of the place in terms of its immediate and broader setting.  

The setting can be affected by other factors including: 

i Views to and from the heritage item 

ii The possible need for a buffer area between the place and adjoining land or 
development 

iii The visual and historical relationship between the item and its environs. 
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The setting for the combined sites is the whole of the current site as bounded by the 
river and the roads.  This is the historical setting that reflects the long history of the site.  
It also provides for the site to remain separated from the main urban grid of the city and 
to retain its individual character. 

The site is also sufficiently large to allow for considered new development on parts of 
the site. 

It is noted that the site has been sub-divided in relation to current uses and that the sub-
divisions do not relate to historical use or parts of the site, they are not considered in 
setting out policy except to note that they exist. 

As the site as a whole has significance, it would be undesirable to further sub-divide the 
site without having clear controls and guidelines for the development and use of those 
lands to ensure that future development does not adversely impact on the overall 
heritage values of the place. The long-term integrated management of the whole site 
will preserve the significant setting and can allow for future development. 

It will be desirable for the whole site, irrespective of specific use of parts of the site to 
have an overall management framework that ensures the homogeneity of approach to 
the place as a whole. 

It is also noted that the state heritage listing for the recreation grounds is very precise 
and defined in relation to built elements and not the site as a whole, it is recommended 
that a similar approach be developed with regard to the former rail site where areas of 
the site that are not of state level heritage significance and which are identified as having 
potential for future development are excised from that listing.  Based on the assessment 
of relative significance the following site plan sets out how that may be achieved.  It is 
also noted that future development on the site will need to be carefully designed to 
respond to the guidelines set out in the policy of this CMP to ensure that new elements 
enhance and do not detract from the identified and important heritage values of the 
buildings, site and setting. 

The local heritage values for the site are however different as they also relate to the place 
as an entity within Launceston in addition to looking at the individual value of specific 
built elements.  It is consequently recommended that the local heritage listing be more 
general to address the setting and landscape values of each part of the site. 
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Figure 23: Site plan showing areas recommended for State heritage listing. 
A Main workshop complex, former tramshed area and rail bridge 

B Rail Workshop entry gates 

C Roundhouse area and turntable 

D Former locomotive shed building (relocated) 

E Grandstand (area of current listing) 

F York Park Entry Gates (area of current listing) 
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5.0 POLICY 

5.1 PREAMBLE 

This section of the conservation management plan looks at the various elements, uses 
and associations of the buildings, built elements and features and the site and sets out 
a range of policies for their future management.  The conservation policy as a whole is 
based on recognition of issues raised in the analysis, assessment and procedure sections 
of the report, particularly the significance of the place and its component parts. 

The aim of developing policies is to provide a solid foundation for all future conservation 
recommendations including remedial work, prioritization of identified works and actions 
as well as protection of items and functional uses.  Conservation policies are aimed at 
balancing the owner’s requirements with the need for the retention and conservation of 
significant functional relationships and fabric and to facilitate appropriate interpretation 
and possibly adaptive re-use of the site, which ultimately ensures its viability and 
community value. 

The conservation policy for the property has been prepared to provide advice on how 
to manage the site and conserve the identified cultural heritage values.  

5.2 POLICY DISCUSSION 

The future of the Inveresk Precinct is linked to the existing and ongoing uses for the 
place that are well-established and that allow it to: 

i Be identified within the local area as a place of high heritage value; 

ii Be seen within the local and wider community as a place to visit, study and 
participate in; 

iii Be publicly accessible; 

iv Be seen as a place within an historic setting that provides an understanding of its 
history and heritage values; 

v Retain and conserve the significant spaces, fabric and elements of the place. 

The revision of the earlier CMPs (noting that this document is a revision rather than a 
new CMP incorporating the excellent research and analysis that has been previously 
undertaken) has been prepared to assist in the future development of the site for uses 
that are now well-established and desirable.  While the current uses may not occupy the 
site in perpetuity, they are inherently part of the site and part of the increasing value of 
the place to Launceston. The uses of museum, university and large-scaled sporting 
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facilities are all key factors in the future of Launceston and are all excellent and suitable 
uses for the site. 

As the university and sporting/recreation uses increase there is potential to add 
development and facilities to the site and that is consistent with the pattern of 
development that has seen many changes and an overall increase in site density (until 
1990 when the site density was decreased after closure of the workshops). 

The location and design of new facilities requires a nuanced approach to the site to 
ensure that new elements ‘fit’ into the setting and character of the place and in particular 
do not dominate the significant form and character of the site. The adaptation of the site 
for its current uses involved new buildings integrated with existing forms.  This was 
successful and involved adaptation of a number of buildings but in limited and managed 
ways. Later developments have been separate to the heritage structures, designed as 
new built forms, sometimes related to or adjacent to existing structures (architecture 
faculty) or as seen in the two newer buildings located away from the heritage elements. 

Generally, creating new separate forms, that are not connected to the significant 
workshop or tramway group is a preferred outcome as it retains the scale, setting and 
overall form and massing of the two most significant groups of buildings on the site.  
This is also consistent with how the site developed from the 1940s as new uses were 
added and the main site became constrained with relatively minor changes taking place. 

The policy also considers the site around the buildings.  This was not the focus of the 
earlier CMP.  The location and interpretation of open space is a key element on a site 
such as a former rail site (in particular) as much of the site was open to facilitate the 
movement of rolling stock.  Retaining open space is a key character element of the place. 

POLICY - GENERAL 

5.2.1 Where conflict arises between use and heritage values, as an over-riding principle, 
heritage values should prevail.  This may require creative and innovative ways to 
implement new uses and change that works within the heritage framework of the 
buildings and site. 

5.2.2 Retain the overall site as an entity, with its now related but separate areas of use. 

5.2.3 Ensure that the whole site is managed for its overall heritage and cultural values. 

5.2.4 Ensure that proposed new works or development are integrated into the identified 
patterns of development of the site. 

5.2.5 Retain the identified heritage elements of the whole site as all remaining heritage 
features are significant. 
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POLICY - USE 

The site traditionally had two principal uses, railway and recreation.  The recreation use 
continues and the former railway areas now have a range of new uses that have been 
undertaken from the 2000 period. 

At present the uses of the site are: 

i. University, educational (including Department of Education and TAFE) and 
associated student residential uses 

ii. Museum uses 

iii. Recreation and sports uses 

iv. Public recreation uses 

v. Launceston Show and Market uses 

vi. Railway and Tram Museum use 

vii. Parking 

viii. Events 

The first three uses are key to the activation and future of the site.  They are appropriate 
and sound uses for the nature of the buildings and the site. 

Public recreation use is ancillary to the main uses and takes place due to the walking and 
cycle tracks on the site and the large amount of open space that is easily accessible and 
centrally located in the city.  The extent of open space may change over time, however 
the public permeability of the site for general use is desirable. 

The Hobart Show and market use is recent (the Show relocating to the site) and 
incidental in that it occupies a range of below standard buildings in a remote part of the 
site.  The use is appropriate but not important with regard to the future of the site.  That 
is the Show and markets are not essential or critical uses in relation to the heritage values 
of the site. 

There is a remnant use of the south-eastern corner of the site and the remaining 
trackwork for railway and tram use.  The tram museum occupies former tram buildings 
but is crowded and appears stretched for storage and workspace.  A shed adjacent to 
the signal box and rail bridge is noted as being managed by the Don River Railway but 
there is little evidence indicating active use. 

The location of the tram museum and the operation of trams is an attractive and 
interesting feature of the site and could be further enhanced.  As it is constrained, 
relocation of the use elsewhere on the site that avoided conflict between pedestrian 
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movement and tram movement may be desirable.  This would also allow other uses of 
the sheds that are a central site element. 

At present the rail infrastructure on the site is poor and is not useable (apart from the 
central area that is used by trams), it would be desirable to retain the perimeter rail link 
(that follows the early Scottsdale track alignment) and ability to operate trains (and trams). 
This may be on an occasional basis.  Maintaining some active train or tram use is a key 
element of interpreting the history of the site.  Retaining the south-eastern area of the 
site where there is some remaining track and built infrastructure for potential re-use for 
trains with access to the rail bridge is desirable. 

Parking is a necessity and a large amount of parking is both required and desirable to 
support the educational, museum and recreational uses.  Parking on the site is required 
for a range of specific purposes including: 

• staff parking for all uses 

• student parking  

• visitor parking for the museum and general visitation to the site 

• parking for general sports use, club matches etc that has a relatively low demand 

• event parking for major sporting events – this is a peak loading that may also 
involve the use of other parking when not being used 

This will require formal parking at the southern end of the site that is similar in scale to 
what is presently provided and overflow and major event parking that is occasional in 
use.  Event and overflow parking should be located at the north end of the site as 
indicated generally in the masterplan as this has the least impact on heritage values. 

Other site uses may be proposed in the future, however given the site layout and the 
masterplan proposals for new development, apart from minor works, any future 
significant new use would need to be located towards the northern end of the site where 
parking could be accommodated.   

The constraints that operate over the northern area centre on the former roundhouse 
site and turntable that are elements of high significance.  However, there is significant 
space around these elements to allow future developments to be considered. 

Policy - Use 

5.2.6 The current site uses are appropriate to retain the cultural heritage values of the buildings 
and the site. 

5.2.7 Future uses should only be implemented within existing significant buildings if they do 
not adversely affect the heritage significance of those buildings 

5.2.8 If future significant development is proposed for a new (related) use that is outside the 
current masterplan scope, it should be located at the northern end of the site and should 
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be based on detailed site assessment to provide a contextual fit with the overall character 
of the site. 

5.2.9 The tramway museum use should be retained on site for its links to the tramway buildings, 
however it may occupy other space in place of or in addition to the current location to 
facilitate the safe movement and workshop requirements for the tram collection. 

5.2.10 Rail access to the site in the south-east corner should be maintained including retaining 
the rail bridge in active use.  Sufficient area and infrastructure should be retained to allow 
trains to access and operate around the south and eastern perimeters of the site. 

5.2.11 General public access for recreational purposes should be retained on the site but not 
necessarily to all areas with the potential to separate discrete areas related to sport, 
education and museum activities. 

5.2.12 The current sports uses should continue and additional sport/recreation facilities could 
be added to the north-west area of the site (recreation grounds) that may include 
additional playing field, other sports facilities, etc. 

POLICY - CONSERVATION 

The site contains a large number of significant structures and elements that have had 
and will require ongoing conservation work.  The buildings had considerable work 
undertaken to both adapt and conserve them when the current uses commenced from 
2000.  Prior to that time the rail site had become run-down as rail use ceased. 

The recreation ground structures are generally well maintained and managed and while 
requiring works to maintain their condition do not have the range of conservation issues 
that are seen on the former rail site. 

Site inspection demonstrates that extensive current and ongoing conservation work is 
required to many of the buildings and site elements and it is noted that it has been more 
than 15 years since adaptation of the site took place and that a cycle of more major 
conservation works is due.  This is evident on exterior metal and timber finishes to early 
buildings in particular. 

It is critical for the long-term viability of the heritage buildings and elements that a high 
level of conservation work (including maintenance) takes place particularly externally but 
also internally. 

The heritage features of the site are clearly identified and ranked for their relative 
significance but all of the historic fabric has significance.  There are no remaining 
heritage elements of the place that should not have conservation work undertaken as 
required.  There are also no heritage elements of the place that should be considered 
as not necessary to retain, conserve and protect.  This may affect future planning around 
the site as this policy includes minor site elements, early pavements, remnant sections 
of track, etc. 
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Undertaking conservation work needs to be managed as a separate urgent undertaking 
and linked to scoping of major new works on the site.  It is noted that management of 
the site falls into several areas, but conservation should be managed across the whole 
of the site. 

Several elements are in need of urgent conservation works, in particular the signal box 
structure (which is propped to prevent its collapse), the adjacent rail bridge, the traverser 
and the turntable.  Interestingly these examples are elements that do not have an active 
role on the site in relation to current uses and possibly, as a result, have not had 
conservation or maintenance work undertaken.  The type of conservation work required 
will depend on potential future uses as elements such as the turntable and traverser are 
mechanical elements that can be maintained in working or static condition.  Ideally they 
would be maintained in working condition, but their current state may not allow this. 

Conservation work is also required to rainwater systems, external metal claddings and 
early external joinery as examples of areas of work . 

The conservation needs of the site are complex and varied.  There is a wide range of 
materials used across the site and in different ways with a very wide range of 
conservation and maintenance issues.  A key action will be to plan for conservation work 
in a regular and priority-based program that extends for the next ten to twenty years.  
This will need to be supported by sufficient funding to ensure that the work can take 
place.  A 10-20 conservation and maintenance program should be developed, costed 
and funded to ensure that the fabric heritage values of the site are retained. 

One of the attractive features of the site is the patina that both exteriors and interiors of 
built elements have.  Too much or inappropriate conservation work can affect that patina 
and appearance adversely.  Planning for conservation works should carefully manage 
works so that they are spread in location and over time so that changes are generally 
small and discrete.  This will allow areas of replacement or new work to have time to 
blend with surrounding fabric and will avoid large scale appearance changes. 

Key features of the conservation program will be: 

Exterior 

i building stabilisation 

ii external painting of buildings or treating significant surfaces to prevent their 
deterioration 

iii long-term metal sheeting repairs and in places replacement 

iv carpentry and joinery repairs 

v drainage and rainwater goods repair and replacement 

vi conserving concrete structures 
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vii conserving track features and infrastructure 

viii metal conservation of the rail bridge, travellator and turntable 

ix conservation of concrete ground surfaces such as the roundhouse structure 

x conserving random site features such as building remains 

Interior 

i conservation of the museum interiors such as the blacksmiths shop as long-term 
deterioration takes place 

Policy - Conservation 

5.2.13 Prepare an integrated ten to twenty year conservation program for the whole site and all 
site elements irrespective of ownership and management of the various buildings, 
elements and assets.  These works can be separately managed and undertaken however 
a consistent approach across the site to conservation should be adopted. 

5.2.14 Prepare a costing of the works and arising from that an annual budget for conservation 
work. 

5.2.15 Fund the works to ensure that adequate work is undertaken. 

5.2.16 Establish a priority of works to ensure that elements and structures at risk and of highest 
significance are conserved immediately. 

5.2.17 Seek professional advice on conservation approaches, techniques and management. 

POLICY - MAINTENANCE 

Maintenance, as a separate activity to conservation, is the regular, routine carrying out 
of generally minor works required to maintain the function and usability of the place.  
These works include: 

i cleaning and minor repairs to rainwater goods, roofs, drainage systems, electrical 
systems and other services. 

ii repair of damage to elements that takes place from time to time 

iii  general cleaning and irregular but necessary large-scale cleaning of areas that are 
difficult to access etc. 

iv  repairs to security systems 

v  routine painting and minor repair to physical fabric across the site 

vi grounds maintenance and upkeep 

It is clear that maintenance takes place on the site.  If it does not presently take place, 
an annual and longer-term maintenance schedule and plan should be prepared that 
contains at least the following activities: 
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i annual check of electrical services, particularly in less used heritage buildings 

ii monthly (or as determined) schedule of cleaning gutters, drains etc. 

iii annual routine painting schedule external and internal 

iv program for replacement of applied finishes throughout the buildings 

v program of maintenance to external pavements 

Policy - Maintenance 

5.2.18 Prepare a maintenance plan for the whole site, if necessary in areas that relate to 
management responsibilities. 

5.2.19 Identify each item on a frequency basis with the schedule separated into routine regular 
items, that is related to an annual schedule and longer-term items that may be addressed 
over a cyclical period of say 10 years. 

5.2.20 Establish an annual review and monitoring program to ensure that maintenance is 
undertaken and is effective. 

5.2.21 Establish an annual budget to undertake maintenance works. 

POLICY - ADAPTATION 

The change of use from railway workshops and facilities to civic and educational uses 
across most of the site area involved considerable, and largely sensitive adaptation of 
the buildings to accommodate the new uses.  The changes to the recreation area are 
more closely related to ongoing recreation use.  The existing adaptation work has 
established a strong pattern for how future works may be undertaken.  An important part 
of that process was determining how much adaptation should take place and which parts 
of the site should be retained without any change to interpret the historic forms, fabric 
and uses. 

The recreation grounds site has only several items of specific heritage value in terms of 
built fabric and adaptation of those elements is unlikely and relatively constrained by 
their form and significance.  The adaptation of low or non-significant elements needs to 
be managed to ensure that works do not affect broader heritage values on this part of 
the site but such work is generally not constrained in terms of affecting significant fabric. 

As facilities change over time in both use and desire to change fitout, there will be 
requirements to further adapt the significant fabric.  The following principles should 
apply to making future changes to the extant buildings, for both external and internal 
changes: 

i. The external form of significant buildings should have very limited future 
adaptation of original fabric.  Areas that have already been adapted should be 
used for future changes. 
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ii. Interior adaptation should take place to areas of buildings interiors that have 
previously been adapted.  Significant intact interiors should not generally have 
adaptation work that affects significant fabric. 

iii. Where new interventions are required to significant fabric they should be minimal 
and reversible. 

iv. Adaptation work should not obscure original fabric and forms and should be 
clearly legible as new work. 

v. If change or adaptation to elements or fabric of high significance is proposed, it 
should be supported by material examining what alternatives were considered and 
why the change is required. 

Policy - Adaptation 

5.2.22 Where adaption of significant buildings or fabric is undertaken works applications must 
be accompanied by a heritage impact assessment.  Heritage advice should be sought 
prior to planning works to ensure sound approaches to heritage fabric and spaces. 

5.2.23 The above principles should be adopted as the guidelines for future adaptation 
proposals. 

POLICY - NEW WORKS 

A masterplan has been developed for the site that proposes areas for new development 
and there is the possibility of other new works in the future at the northern end of the 
site and potentially around the sports fields that are not currently known. 

It is possible and appropriate to add new elements to the site provided that they are 
located and designed contextually with the heritage elements and in relation to the 
broader heritage values of the place.  The key aspects to consider with regard to any 
new site element that may be proposed are: 

i. New built forms must not dominate the heritage buildings in terms of their scale, 
design, materiality or location on the site. 

ii. Generally, new elements (buildings or site features) should be designed to not 
visually dominate the site and should not detract from the physical dominance of 
the existing workshop group of structures. 

iii. New buildings should demonstrate design excellence. 

iv. Buildings should be designed as elements within the landscape. 

v. Buildings should relate to the ground plane with active frontages, undercroft forms 
(potentially to address flooding) are not compatible with the character of the site. 
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vi. The height of buildings should relate to the height and scale of existing built forms, 
not to establish a simple height limit but rather to establish a hierarchy of built 
form and height that continues the established patterns and forms on the site. 

vii. New built forms should not simply replicate existing forms but could draw from 
existing patterns and buildings to establish compatible approaches to new 
elements.  This can also be reflected in the use of materials that can reflect the 
simple and robust design of the existing buildings. 

viii. The alignment of new elements should generally follow the existing development 
pattern of the site with most forms oriented east-west in a linear arrangement, it is 
noted that not all buildings were strictly on the same alignment but the use of 
generally longer regular forms is a strong site characteristic that defines the 
patterns of development.  It is noted that the current UTAS architecture buildings 
do not follow the grid arrangement but rather respond to the site form, this 
provides a second axis for the site that is now reinforced by the diagonal access 
path across the site.  This provides potential for buildings to have a secondary axis 
towards the north of the site. 

The dominant east-west axis of buildings was confused during the c 2000 works 
when the odd faux station building was constructed on a conjectural arrangement 
of tracks, placing the building diagonally on the site in such a way that it could 
never have functioned in relation to the site layout.  This appears to be an applied 
design that also resulted in the equally obscure circular carpark and forecourt to 
the site.  Both of these elements confuse and obfuscate the site history and 
significance and they should be removed to allow a nuanced site arrangement and 
interpretation to take place. 

ix. A strong pattern of development in the workshops is built forms that adjoin or are 
closely related along their north-south junctions with separation in the east-west 
layout (largely as a result of different building forms aligned around the central 
travellator), buildings should not adjoin in their east-west junctions but should be 
separated to reflect the established patterns of development. 

x. Most buildings are rectilinear in form (apart for the more recent sports facilities 
and the former roundhouse) which is a site characteristic.  The more recent UTAS 
buildings reflect that form and successfully integrate onto the site.  Generally, but 
not exclusively, simpler rectilinear forms are appropriate for new development 
around the main workshop site. 

xi. Historically there were many more buildings and structures on the site than 
currently exist, some are seen in remnant form through footings and small site 
elements, there is potential to add some smaller scaled elements to the site in the 
pattern of earlier development. 
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xii. Future development should not take place within the former spine of trackwork 
where the current circular entry carpark is now situated. 

xiii. The railway site was traditionally a workshop site (noting that the station was a 
public facility but has now been removed) with simple robust forms in simple 
materials designed for their functionality.  While some buildings demonstrate form, 
scale and detail, this was secondary to their use.  New built forms should similarly 
focus on the simplicity and robustness of form that characterises the site.  This will 
assist in new forms sitting contextually in relation to the heritage structures and will 
ensure that the main group of workshop buildings are the dominant built elements 
of the place. 

xiv. Similarly, if new built forms are proposed to the north of the site, they should 
preferably adopt the same design framework of simple forms in landscape. 

xv. The sports grounds have undergone extensive change in recent years with almost 
a compete new set of buildings around Aurora Field.  The smaller and more 
historically reminiscent Invermay Field now contains the relocated early timber 
stand (rebuilt to recover significance) but apart from its modest scale does not 
contain other significant features.  It is likely that there will be further demands for 
development in this area.  This could be accommodated provided that the early 
stand is retained and its setting and scale is not overwhelmed by new development. 

Policy - New Works 

5.2.24 New works, that is new built elements on the site, should be designed in response to an 
approved site masterplan.  Over time and as required, the masterplan for the site should 
be updated and reviewed to provide for potential new development.  Where significant 
works are proposed that review should include public consultation. 

5.2.25 The principles set out above should form the guidelines to inform new development or 
works on the site. 

5.2.26 As an over-riding principle, major new work should be free-standing (not attached to 
significant buildings) and should not dominate the visual setting of the site. 

5.2.27 The northern part of the site is capable of new development provided the turntable and 
former roundhouse area are conserved and integrated into an overall site concept for 
that part of the site. 

POLICY - THE SITE 

The site, while in several once unrelated sections now functions largely as an entity with 
extensive crossover of use between areas.  The site as a whole is significant and this 
affects how new elements may be added to it.  The masterplan has located the proposed 
new elements carefully in relation to the site arrangement and provides a good template 
for how to approach future works. 
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The key aspects of the site that are to be retained and interpreted as part of any future 
works are: 

i. The balance between open space and built form across the site.  While a once 
densely developed site, the railway character by necessity required large open 
areas containing tracks and storage areas.  This created separation between 
buildings, forecourts and corridors of space that were defined by rail lines, roads 
and loading areas.  While this has been lost in detail, the spatial quality of the site 
remains.   

ii. Retaining the site as an entity without excision of areas or buildings. 

iii. Allowing the site to be permeable to public use and access.  This is a recent 
character of the place that has added to its civic value and potential for 
interpretation. 

iv. Arranging built forms within the historical spatial framework of the site. 

v. Ensuring that the site is not ‘sanitised’ of its former railway and industrial uses and 
is able to convey the contrast between railway and current civic/educational uses. 

vi. Within the recreation areas of the site, retaining the balance between major sports 
events and the smaller scale local recreational uses as reflected in the scale and 
setting of facilities.  This will reflect in retaining the landscaped setting near the 
corner of Invermay Road and Forster Street and retaining a lesser scaled setting 
around the Invermay Field and the early pavilion area. 

vii. Retaining trackwork on the site that reflects the early layouts and arrangements 
rather than conjectural layouts that distort an understanding of the sites former 
operation. 

viii. Retaining the remaining elements across the site as evidence of former uses such 
as the remnant rail infrastructure and the rail bridge. 

ix. Elements that confuse the spatial and historic form of the site should be removed.  
This particularly applies to elements such as the replica station building and the 
track alignments in the forecourt area. 

Policy - The Site 

5.2.28 The site is to be recognised as a highly significant element of the place that provides the 
context for the heritage buildings (and any new structures) and the spatial and historic 
character of the site is to be recognised, retained and interpreted as part of future site 
development or site works. 

5.2.29 The extant heritage elements of the site are to be retained and carefully integrated into 
new site planning. 
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5.2.30 Changes to the urban design of the site should derive from its historic character and 
should overlay conjectural historic elements. 

5.2.31 The principles set out above should form the guidelines to inform new works on and to 
the site. 

POLICY - ARCHAEOLOGY 

The site has potential for archaeological material related to most of its phases of use and 
development. The site has also had a considerable amount of disturbance over its life 
with the various works that have taken place. It is likely that redevelopments of areas and 
the removal of infrastructure has affected the archaeological potential of the place, 
however it is known that the site was used as a rubbish tip and was filled that may provide 
archaeological material. 

An archaeological assessment will be required as part of any development proposal for 
the site. 

Policy - Archaeology 

5.2.32 Prepare an Archaeological Assessment or Statement if works are proposed that involve 
ground disturbance, excavation either to alter ground levels or for service installations or 
where disturbance below floors are proposed. 

5.2.33 If during any works, including minor site works, archaeological material is found, work 
must cease and an archaeologist engaged to investigate and advise on appropriate 
actions. 

POLICY - INTERPRETATION 

Interpretation is required when a place undergoes a significant change, particularly of 
use, so that the history of the place is understood by both users and visitors.  Some 
interpretation took place around 2000 when the site was repurposed, however there is 
considerable potential to develop site interpretation to explain the complex history and 
evolution of the site for both rail and recreation uses.  The more recent uses are also 
worthy of interpretation. 

The remnant rail infrastructure and features provide some level of interpretation, 
particularly elements such as the signal box, rail bridge and tracks and the turntable and 
former roundhouse.  Within the museum the workshop interiors that have been 
conserved and the spatial arrangements around the buildings provide a high level of 
interpretation to museum visitors. 

The tram museum also provides excellent interpretation of that aspect of the site and 
Launceston history to visitors on open days. 

However, the overall site use and arrangement is not clear to visitors and there is 
extensive scope for site interpretation in many forms. 
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Possible ways in which interpretation may take place include: 

i. Re-use of fabric either as part of new work or by using specific items as 
interpretation. 

ii. Incorporating material on the history of the site in publications or graphic 
material on display within the buildings and on the site. 

iii. Installing interpretation in the public domain providing a brief history with 
graphic material on the site and area that is available for the general public to 
access. 

iv. Reinstating rail features on the site. 

v. Designing the urban fabric in relation to historic forms and uses. 

vi. Developing a specific site history for publication that interprets the history and 
development of the site. 

Policy - Interpretation 

5.2.34 An interpretation plan should be prepared to accompany any future works or applications 
for works that sets out a coherent and organised approach to interpreting the history of 
the place.   

5.2.35 An overall interpretation plan should be prepared and each new development or work 
should undertake interpretation that is consistent with the overall approach. 

5.2.36 Interpretation may be staged and may take a range of forms, the Interpretation Plan 
should set out the approaches and themes to be used across the site. 

POLICY - VISTAS, VIEWS AND SETTING 

As set out in the earlier discussion on views, the principal views to the site are varied and 
widespread they include: 

i. The site is overviewed from the hills to the south of the river and to a lesser extent 
from the north.  

ii. The site is viewed from the river and the river edge on both sides of the river from 
the public path network.  This view varies as the observer moves around the site 
and provides overviews and views to, through and between structures. 

iii. The site is viewed from Invermay Road in particular where the site is layered with 
buildings in the immediate foreground and buildings set back on the site.  
Generally, this view is through a landscaped foreground. 

iv. The site is viewed from the Tamar Street Bridge, which is a major approach point 
to the site. 
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v. The site has extensive internal views and vistas.  These include both historic vistas 
along rail lines and building alignments and the more recent strong diagonal 
vista through the site created as part of the 2000 adaptation works.  The forecourt 
of the museum is also an important vista and view set on the alignment of the 
former site entry gates on Invermay Road.  Similarly, the view between the 
workshop buildings is of high significance as it demonstrates the operation of 
the centre of the workshop area. 

vi. The setting of the sports fields and their entry gates also provides an important 
vista and view that has civic value. 

vii. Viewing the workshop buildings as an entity within a relatively open spatial 
arrangement on the site is significant in understanding their form and the sites 
former uses and arrangement.  This will place limits on how additional structures 
could be added around the workshops. 

Policy – Views and Vistas  

5.2.37 Retain and protect key views to, around and within the site.  As the views and vistas are 
comprehensive and complex, it is possible to undertake works within some views 
provided that the overall setting and massing of the site is retained.  For example: if 
buildings were to be constructed in the locations indicated on the masterplan, the effect 
on views will be minimal and generally would be acceptable. 

5.2.38 While it is desirable to improve the landscape setting of the site, a key character is one 
without extensive landscape, consequently proposed landscapes should not remove 
views and vistas but rather should be designed to support, frame and enhance views and 
vistas.  It will be important to leave areas of the site open to reflect former patterns of use 
and visual relationships. 

POLICY - PROCEDURAL REQUIREMENTS 

Listing of the former rail complex and elements of the recreation grounds as heritage 
items requires approvals for changes to the place to be obtained.  

There is a responsibility on the owner to ensure that works that take place are in 
accordance with the recommendations of this CMP and ongoing heritage advice. 

Procedurally any works for a listed item require consent. However as noted minor works 
and maintenance can be undertaken under exemptions. It is recommended that this be 
discussed with Launceston City Council and Heritage Tasmania in detail to set out the 
works that are exempt and those where a consent will be required.  

While consent for works is addressed under the Planning Scheme and Tasmanian 
Cultural Heritage Act requirements generally, as the place is a heritage item there is an 
onus on obtaining consent for ANY works. 

Policy - Statutory Approvals 
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5.2.39 Obtain all statutory and required approvals to undertake work on the property. 

5.2.40 Do not undertake works on site without appropriate Council and THC consents. 

5.2.41 For minor works that are subject to exemptions, apply for an exemption in consultation 
with Council for works such as general maintenance, painting and some conservation 
works to the building and site. 

POLICY - ARCHIVAL RECORDS 

Management of records associated with the conservation of the place forms an 
important component of an effective management strategy.  These records record for 
posterity the scope of changes undertaken and the reasoning behind the change.  The 
safe storage of these records in a publicly accessible archive is important. 

It is noted that while some documents are held by QVMAG that relate to the site there 
is no comprehensive archive of material related to the overall and particular site histories. 

Not all records will be held in the same place but a catalogue of records that relate to 
the site would be highly advantageous in planning for future work, interpretation and 
management. 

QVMAG also manages an extensive collection of movable heritage that forms parts of 
the workshops and site.  While this is managed as part of the museum collection it should 
be referenced in relation to the overall site management. 

There are also numerous reports and studies undertaken in relation to the history of rail 
in Tasmania and the rail and recreation sites.  Undertaking research for this report was 
difficult due to the scarcity of material.  It would be desirable to collect all known studies 
and documents related to the site in a single location for future reference. 

Relatively few archival photographs were discovered in the preparation of this report.  It 
is likely than many exist and similarly a catalogue of images would be desirable to 
manage the interpretation and history of the site. 

The recreation grounds will have extensive records of sports activities, however, while 
they are significant, they do not form part of the material referred to in this policy which 
relates to the development and change that has taken place on the site. 

Policy - Archival Records  

5.2.42 Archival records that relate to all aspects of the site should be maintained preferably as 
a single collection or where this is not possible all related records should be referenced 
with a main archive. 

5.2.43 Copy any original records and ensure that original material is stored securely and in 
appropriate environmental conditions. 

5.2.44 A permanent archive should be established to house all research material, maintenance 
records, original building elements found.  The archive should also store all future 
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materials found or records produced, and generally be available for specialist consultants 
and interested groups to inspect.  The preferred location for such an archive is with 
QVMAG. 

5.2.45 Retain and manage an accurate archival record of works, maintenance, changes in use 
and interpretation in a central repository. 

5.2.46 Undertake further research on the site (all parts fo the site), its uses, its social history and 
its sporting history to add to the material available for interpretation. 

5.2.47 Records of any changes and the reasons for decisions are to be retained for future works. 

Policy - Movable Heritage 

5.2.48 Significant items of movable heritage associated with the site should be managed. 

5.2.49 Significant items should be stored securely and in an appropriate environment. 

5.2.50 A catalogue of moveable heritage should be developed if it is not currently available. 

POLICY - CONSERVATION MANAGEMENT  

The Burra Charter recommends that a conservation policy should be open to future 
review.  The management body should regularly review these policies in particular if 
some unforeseen change of use is required, or if new information comes to light.  This 
CMP has been prepared specifically to guide potential development and change (as well 
as provide for conservation) and consequently a review will not be required unless works 
that fall outside the scope of the policies were proposed. 

This CMP also makes recommendations on adjusting the current THC listing boundaries 
to assist in the orderly future management of the site. It is recommended that discussion 
be held with Heritage Tasmania and Launceston City Council to facilitate upgrade 
heritage listings of the site. 

The engagement of suitably qualified consultants and trades people with knowledge of 
cultural landscapes and traditional building technology should be a prerequisite in 
future works at the place. 

Policy - Conservation Management 

5.2.51 Care of the building fabric and ongoing maintenance should be the responsibility of the 
owner and/or trustees. 

5.2.52 Undertake discussions with Heritage Tasmania and Launceston City Council to refine and 
update the current heritage listings for the site. 

5.2.53 All works to significant fabric are to be carried out by contractors and consultants trained 
in the conservation of historic buildings with suitable qualifications in their profession, 
trade or craft. 

5.2.54 All works are to be carried out using traditional materials and techniques unless modern 
equivalents provide substantial conservation benefits or work is carried out on non-
significant fabric. 
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5.2.55 The CMP should be reviewed approximately every ten years or if major works are 
proposed that fall outside the policies that are within the document. 

5.2.56 Reviews of the CMP should precede proposals for works so that the heritage planning 
can guide decision making. 
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6.0 ATTACHMENTS 

 

Attachment 1: Table of Buildings 

Attachment 2: Sequential Site Development Plans 
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ATTACHMENT 1: TABLE OF BUILDINGS 

The following schedule of buildings derives from the 1989 list of structures prior to 
demolition of less significant buildings taking place.  All elements are mapped and 
identified for completeness and also to provide for future interpretation.  Mapping of 
former elements also assists in archaeological planning and assessment of the site. 

The mapping is limited to the former railway workshop site.  The mapping combines the 
various overlays of earlier documents, site plans and features (without trackwork) to 
locate the layers of site development.  

The red coloured buildings are demolished structures (those that could be identified).  
Demolition took place from early development as the site was reworked through to 2000 
where a number of buildings were removed as part of the Adaptive re-use of the site. 

The light grey overlay is the current site layout that dates from the 2000+ time period. 

Dark grey buildings are those that are extant. 

These drawings should be read in conjunction with the overlay site layout drawings that 
identify site features and layout apart from buildings. 

Level of Significance :  L -  Low 

 M -  Moderate 

 H - High 

 VH - Very High 

 I - Intrusive 

 D -  Demolished 
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Inveresk Site - Section 2
Current

River

Park/Sporting

Roads/Car parks

Offsite buildings

Current Structures

Demolished structures

62. Offices
63. Flammable liquids
64. Telephone exchange
66. Store / Carport
67. Store
68. Carport
69. Plan store
70. Offices
71. Stores / archive
72. Office
73. Electrical Substation
74. Offices
75. First aid station
76. Institute rooms / store
77. Tramways building
78. Tramways building

79. Open store
80. Amenities
81. Open store
82. Offices
84. Store
85. Stores office
86. Open store
87. Amenities
88. Store
89. Store

104. Workshop Entry Gates
105. Station Building
106. Student Accomodation UTAS
107. UTAS…?
108. 

Note: Item numbers 47, 52, 53, 54, 58, 59, 60, 61, 65 and 83 were not identified on the 1999 report and as such have not been identified in the above report. In 
addition, demolished buildings that were not previously identified and numbered have not been given numbers in this report.

71

81

63

73

75

85

67

77

87

69

79

79

72

82a

82b

64

74

84

66a

66b

76a

104

107

108

105

106

76b

76c

86

68

78a

78b

62

88

89

70b70a

70c
70d

80
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Current Structures

River

Demolished structures

Park/Sporting

Roads/Car parks

Offsite buildings

Inveresk Site - Section 1
Current

11. Test house
12. Battery room
13. Amenities
14. Loco workshops
15. Store
16. Signal store
17. Store
18. Workshop
19. Shell Annex
20. Substation and compressor
21. Sheet shop
22. Panel shop
23. Wheel shop
24. Slack adjuster
25. Wheel shop
26. Store / fire dept

27. Amenities
28. Fibre-glass shop
29. Tank stand
30. Blacksmith
31. Blacksmith
32. Amenities
33. Pesision Tool Annex
34. Main Machine shop
35. Weigh bridge
36. Annex to weigh bridge
37. Amenities
38. Foundry
39. Vacant
40. Carpenter’s shop
41. Amenities
42. Sign writers

43. Carpenter’s shop
44. Carpenter’s shop
45. Carpenter’s shop
46. Paint shop
48. Battery shed
49. Paint shop
50. Electrical shop
51. Signal box
55. Incinerator
56. Amenities
57. Amenities

100. Architecture Annex Building
101. Don River Railway Shed
102. North Esk Rail Bridge
103. 

Note: Item numbers 47, 52, 53, 54, 58, 59, 60, 61, 65 and 83 were not identified on the 1999 report and as such have not been identified in the above report. In 
addition, demolished buildings that were not previously identified and numbered have not been given numbers in this report.

11

14a

14f

14h

14e

14d

14c

21

31a

31d

31c

31b

41

51

101

102

13

23a

23b

33a

33b

43

25

35 45

17

27

37

57

19a

19c

19d 19e

19b

39

49

12

100

22

32

42

24

34a

34c

34b

44a
44b

26

36

46

56

55a

55b

103

18

28a

28d

28c

28b

38a

38b

38c

38d

48

20

30a

30b

30c

30d

40

50a 50b

15

29

16a

16b
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Inveresk Site - Section 3
Current

River

Park/Sporting

Roads/Car parks

Offsite buildings

Current Structures

Demolished structures

1. Roundhouse
2. Steam cleaner
3. Flammable store
4. Toilet
5. Office
6. Amenities
7. Sanding Tower
8. Office
9. Fuel Shed
10. Office/Garage

109. Market Structure
110. Shed
111. Shed
112. Shed
113. Shed
114. Shed
115. Shed
116. Shed
117. Shed
118. Sand
119. Coal Stage

Note: Item numbers 47, 52, 53, 54, 58, 59, 60, 61, 65 and 83 were not identified on the 1999 report and as such have not been identified in the above report. In 
addition, demolished buildings that were not previously identified and numbered have not been given numbers in this report.

1

119

118

3

5

7

9

2

110

113

114

112

111

116

115

117

109

4

6

8

10
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 1 Roundhouse 1922 Roundhouse Car parking D 

2 Steam cleaner 1960+ Store  D 

3 Flammable store 1922+ Store  D 

4 Toilet 1922+ Amenities  D 

5 Office 1922+ Office  D 

6 Amenities 1922+ Amenities  D 

7 Sand Tower 1922+ Sand Tower  D 

8 Office 1960+ Office  D 

9 Fuel Shed 1960+ Store  D 

10 Office/Garage 1960+ Office  D 

11 Test house 1950s Test House  D 

12 Battery room 1950s Battery Room  D 

13 Amenities 1951 Amenities  M 

14 Loco workshops 1951 Workshop University teaching and 
workshops 

H 

15 Store 1947-51   D 

16 Signal store 1950s? Store  D 

17 Store 1950s Store  D 

18 Workshop 1950s Workshop  D 

19 Shell Annex 1942 Rail workshop  H 

20 Substation and 
compressor 

1924   VH 

21 Sheet shop 1940s   M 

22 Panel shop 1940s   M 
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23 Wheel shop 1937   M 

24 Slack adjuster 1913+   M 

25 Wheel shop 1913   H 

26 Store/ fire dept 1913 Store  M 

27 Amenities 1947-51 Amenities  M 

28 Fibre-glass shop 1890   M 

29 Tank stand 1923? Store  M/L 

30 Blacksmith 1911 Blacksmith  VH 

31 Blacksmith 1876+ Blacksmith  VH 

32 Amenities 1947-51 Amenities  M 

33 Precision Tool 
Annex 

1942?   H 

34 Main Machine shop 1923   H 

35 Weigh bridge 1938   H 

36 Annex to weigh 
bridge 

1967+   D 

37 Amenities 1947-51 Amenities  D 

38 Foundry 1946   M 

39 vacant 1883   H 

40 Carpenter's shop 1907   H 

41 Amenities c.1947 Amenities  M 

42 Sign writers 1929-37   H 

43 Carpenter's shop 1885   H 

44 Carpenter's shop 1871   VH 

45 Carpenter's shop 1890   H 
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46 Paint shop 1873   H 

47 New Pit ?   M 

48 Battery shed pre-1947 Store  M/H 

49 Paint shop 1875   H 

50 Electrical shop 1878   H 

51 Signal box 1875   H 

52 Vacant? 1950s?   D 

53 Shed ? Store  D 

54 Office 
Weighbridge 

? Office  D 

55 Incinerator ?    

56 Amenities 1947-51 Amenities  M 

57 amenities pre-
1937? 

Amenities  L 

58 Garage 1950s? Store  D 

59 Carports 1950s?   D 

60 Goods Shed 1882 Store  D 

61 Office 1960s? Office  D 

62 Offices 1960s? Office  D 

63 Flammable liquids 1914? Store  D 

64 Telephone 
exchange 

?   D 

65 Carport 1960s?   D 

66 Store/ Carport 1960s? Store  D 

67 Store ? Store  D 

68 carport 1960s?   D 
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69 Plan store 1929 Store  D 

70 Offices 1889+ Office  D 

71 Stores/ archive 1950s? Store  D 

72 Office 1950s? Office  D 

73 Electrical 
substation 

1940s?   D 

74 Offices 1947-51 Office  D 

75 First aid station 1947-51   D 

76 Institute 
rooms/store 

1911 Store  H 

77 Tramways building 1911 Tram storage/rail 
workshop 

 H 

78 Tramways building 1911 Tram storage/rail 
workshop 

 H 

79 Open store 1940s? Store  D 

80 Amenities ? Amenities  D 

81 Open store 1947+ Store  D 

82 Offices 1911 Office  D 

83 Store racks 1911? Store  D 

84 Store 1911? Store  D 

85 Stores office 1940s Store / Office  D 

86 Open store 1940s Store  D 

87 Amenities 1947-51 Amenities  D 

88 Store 1940s? Store  D 

89 Store 1950s? Store  D 

 Traversor 1885+ Traversor Museum VH 
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 Western Forecourt 2000 Rail sidings and yards Forecourt H 

 Northern extension    M 
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ATTACHMENT 2:  SITE DEVELOPMENT PLANS 
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Current

Fig 2.1: Bis alitatiae. Neque sitae vendes eius moditi deleceatet rem quoditatet molor mossita tiasper natur, simpostrum, 
odit ea corescit, que is diatur

Inveresk Site - Current Rail Layout

River

Park/Sporting

Roads/Car parks

Offsite buildings

Current Structures

Historic rail lines
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Inveresk Site - Historic Rail Layout
1871

Fig 2.1: Bis alitatiae. Neque sitae vendes eius moditi deleceatet rem quoditatet molor mossita tiasper natur, simpostrum, 
odit ea corescit, que is diatur

River

Park/Sporting

Roads/Car parks

Offsite buildings

Current Structures

Historic rail lines
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1885

Fig 2.1: Bis alitatiae. Neque sitae vendes eius moditi deleceatet rem quoditatet molor mossita tiasper natur, simpostrum, 
odit ea corescit, que is diatur

Inveresk Site - Historic Rail Layout

River

Park/Sporting

Roads/Car parks

Offsite buildings

Current Structures

Historic rail lines
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1923

Fig 2.1: Bis alitatiae. Neque sitae vendes eius moditi deleceatet rem quoditatet molor mossita tiasper natur, simpostrum, 
odit ea corescit, que is diatur

Inveresk Site - Historic Rail Layout

River

Park/Sporting

Roads/Car parks

Offsite buildings

Current Structures

Historic rail lines
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1947

Fig 2.1: Bis alitatiae. Neque sitae vendes eius moditi deleceatet rem quoditatet molor mossita tiasper natur, simpostrum, 
odit ea corescit, que is diatur

Inveresk Site - Historic Rail Layout

River

Park/Sporting

Roads/Car parks

Offsite buildings

Current Structures

Historic rail lines
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1967

Fig 2.1: Bis alitatiae. Neque sitae vendes eius moditi deleceatet rem quoditatet molor mossita tiasper natur, simpostrum, 
odit ea corescit, que is diatur

Inveresk Site - Historic Rail Layout

River

Park/Sporting

Roads/Car parks

Offsite buildings

Current Structures

Historic rail lines
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