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Name the truck—- it’s an Austin of course. Probably at the time of this photo by Geoff Mann—-1964—it was getting a bit long in
the tooth (although the photographer definitely wasn’t). But 1964 was the high-water mark in terms of country passenger train
mileage in NSW—-10.85 million train miles—- and very nearly the best year for the number of passenger journeys by them. The
photo reeks of these “good old days”, when the NSWGR was the state’s biggest industry and biggest employer. Employment
peaked at just under 60,000 in 1952, when one in every 20 adult men worked for the NSWGR. In 1964 the mail still went by
train, and here we see the putting and taking that went on at the stations of many towns large and small. You could even post a
letter in the mailbox slots on the many mail trains which chugged out of Central (or the distant termini) each night. Much of the
main-line passenger service on the west was run by steam-locomotive-hauled trains, but many of the branches were run by
diesel trains (railmotors) of both ancient and modern. The Silver City Comet cars (definitely vintage by then) also put in an occasional appearance around Dubbo. I retraced Geoff Mann’s journey only 3 years later, but by then the rot had set in and the long
downward slide into the ditch of perdition had begun. I found no steam locomotives in action and the frequency of service on all
the little branches had shrunk considerably. We are lucky to have records such as those made by Geoff Mann and detailed in
this issue in “How The West Was Run.”.
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A lost bus route in the west side of Killara.
Jim O’Neil

O

ne of the smallest bus routes
known to me was the route 136,
running between Killara and
Gordon stations via the west side of Killara, and taking only a quarter of an hour
for the journey. Its catchment area was
bounded to the south and west by Gordon
and Killara Golf Links, to the east by route
55 along the Pacific Highway and to the
north by route 185 along St. John’s Road,
as we can see from the map (page 4). The
route never ran very far from the Pacific
Highway – Calvert Avenue is only 0.6 km.
down Spencer Road from the Highway. All
the same, the stiff climb up to the Highway
from the houses on the west side rendered
the route 55 difficult to use for those living
down below. In 1952 the Killara Cooperative Bus Service was formed to provide service to this area and was, so I was
informed, subsidised by the householders.

from Killara. The last five of these buses
terminated shortly beyond the second timing point, at Browns Road and Bushlands
Ave., returning to Killara in just four minutes. Either the morning buses were terribly crowded, or the afternoon ones ran
with empty seats.
In August 1966, the route 136 was taken
over by Barnes Coaches, who were able to

combine some runs with services on their
route 221, from Lindfield to Bradfield,
which ran further to the south (I looked at
the route 221 in the August 2005 issue of
The Times.) My second timetable (see B)
was issued on the 6 March 1967. Most of
the morning services ran over both routes,
presumably using Golf Links Road, and
only three morning runs, the 7.35 from

My first timetable (right) was issued by
E.E. Gibbs, who took over running the
service in 1959, but when I acquired it in
1961 another operator, L.J. Mitchell, had
taken over. Three of the four sides of the
timetable were made up of advertisements,
and another one stood below the timetable
itself. These probably paid for the printing
of the timetable, and the majority of the
advertisers were located in Gordon, as can
be seen from the addresses and the JX
telephone numbers. The intermediate timing points, at Cecil and Norfolk Sts and
Spencer Rd and Norfolk St were only three
blocks apart, though the bus took seven
blocks to cover the distance. There were
three buses in the morning peak, taking
office workers and children for the schools
on the lower North Shore to Killara and
children to Gordon for schools there or
further north.
The off-peak service may be somewhat
confusing, since the typesetter has put the
9.45 bus from Gordon above the *9.15.
Two of the off-peak services, the 9.15 and
the 10.20 did not cover the whole service,
but went to the second timing point, presumably via the Highway, and then returned by the normal route. The first of
these, marked *, was a Shopping Bus
which ran only on Wednesdays and Fridays, allowing fifty minutes for shopping
in Gordon before the 10.20 bus departed.
As there have never been shops at Killara
Station (apart from the Post Office), the
shopping runs did not need to go there.
There was then a gap in service between
10.35 and 3.06, by which time the school
children were coming home.
There were four buses from Gordon station
in the afternoon peak, one more than in the
morning peak, and no fewer than eight
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Gordon, which returned from Killara at
7.49, the 8.15 from Spencer Road and the
Pacific Highway and the 9.00 from Killara,
operated only over the original route of the
136. All other buses ran to or from Bradfield, two, the 7.02 and the 8.00 from
Gordon, went on to Lindfield Station. The
9.15 from Gordon went to Bradfield, and
then to Chatswood, presumably over the
route 54 (another of Barnes’ routes at the
time.) It is not clear how passengers returned from Lindfield or Chatswood, as
there are no services shown coming back.
Three different shifts, the 1, 3 and 4, are
shown in the morning, but only two of
them were operating on the 136 at any one
time.
In the afternoon, only one shift, the 3, was
operating on the 136 and it ran only between Killara and Gordon Station. Once
again the later buses ran only to Bushland
Avenue, the last bus now leaving at 6.15,
rather than 6.45. Also as before, more seating was provided in the afternoon than in
the morning. Barnes Coaches did not find
the route 136 profitable and gave up the
service in 1967 or 1968.
However, this was not the end of bus service on the west side of Killara. My last
items (unillustrated) are excerpts from the
first timetable issued by the Ku-ring-gai
Bus Co. for the route 565 (the successor of
the 221,) on or shortly after Saturday 8
July 1995, when they took over from the
Midshore bus company. This timetable is a
black and white photocopy of Midshore’s
February 1994 one, and both list a number
of School Days only trips in the west side

of Killara. These are numbered 564, which
had originally been assigned to the West
Roseville service, formerly the 124 and
later combined with the 565, Three of
these were morning trips, two from Ravenswood, near Gordon Station at 7.20 and
8.15 to Lindfield Station. Had they run
school specials to Ravenswood before
these times, or did they just start near the
depot in Henry St? The buses ran via Cecil
and Spencer, close to the old 136, and then
via Golf Links and Fiddens Warf Roads to

Bradfield. They then ran to the south of the
route 565 along Primula and Polding, before reaching Lindfield over the last section of the old 124. The third bus ran from
Fiddens Wharf Rd, at 7.45 along a similar,
but not identical route to Killara Station,
arriving at 7.56. I think it probable that the
bus went on to Killara High School, although it is not recorded in the 558 timetable. None of these buses seem convenient
for pupils of the Killara P.S., although its
location in the dead-end Ridgelands Avenue would make it difficult to get a bus all
the way to the school.
There is only one afternoon bus recorded
for the 564. It returns at 4.07 on the Primula and Spencer Rd route. Another bus,
listed in the 565 timetable proper, leaves
Lindfield station at 3.00 on school days
only for West Lindfield – CSIRO, diverting via the Highway, Buckingham, Warwick, Spencer, Mildura, Golf Links and
Fiddens Wharf, thus enabling students
from Lindfield P.S. to return to Killara
(west side). There is no sign of an afternoon return service from Killara to the
west side. This is the last appearance, so
far as I know, of scheduled bus service in
the west side of Killara, but I believe
school specials are still using Spencer
Road.
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South Australian Railways in the 1850s and 1870s
by Victor Isaacs

I

n earlier issues of the Times, I have
examined the goldmine of nineteenth
century Australian Railway timetables
available for some colonies from their
respective Government Gazettes. (In general, see Times February 1987, no. 35; for
NSW see Times July 2002, no. 220; for
Queensland, see Times August 2002, no.
221; and for Western Australia see Times
September 2002, no. 222.) As mentioned
in those articles, Government Gazettes can
be found in most major libraries, such as
State Libraries, but they are large, fragile
and difficult to handle.
In this article we look at timetables of the
South Australian Railways extracted from
SA Government Gazettes. SAR was not a
great user of Government Gazettes for
their timetables (as distinct from all manner of other notices) but There is still
enough to interest us. SAR timetables only
appeared in SA Government Gazettes at
the opening of the first SA steam railway
from Adelaide to Port Adelaide in 1856
and again during the 1870s. Our first illustration not only shows the inaugural timetable for this line, but all the other opening
arrangements. The opening timetable only
lasted a fortnight, because a slightly
amended timetable was advertised in the
Government Gazette soon after and another amendment (changing the midday
train from an express to a stopping train) in
August.

that the working did not start from the
terminus, but rather from Hoyleton, went
to Blyth then returned through Hoyleton to
Port Wakefield. In the evening the train
terminated at Hoyleton.

Pirie Post Office (where the trains used to
run along the main street).

The next illustration from 22 February
1877 shows the Blyth line working had
altered. However, I selected this extract
for the timetable underneath, which is the
inaugural timetable for the Kingston –
Naracoorte NG line.

In the final illustration we return to where
we began, the Port Adelaide line. This
shows the opening from 12 August 1878 of
the extension (along Port Adelaide streets)
to Semaphore. The Sunday service is interesting. There were five trains through
from Adelaide, but another five as a local
service between Port Adelaide and Semaphore.

My next selection from the Gazette of 25
July 1878 shows the timetable on this line
changed. However, again I selected this
extract for the timetable underneath which
shows the opening of the line from Gladstone to James Town (note two words).
Note the interesting note at the bottom
about passengers joining trains at Port

Of course, it is not only timetables that are
interesting in Gazettes. I particularly direct your attention to the SAR notice following the Semaphore line timetable. This
gives the comparative traffic statistics and
revenue from each of the eight lines that
SAR then comprised. It shows how the
short Port line dominated in number of

SAR timetables then disappeared from
Government Gazettes until the 1870s.
They were then inserted when new lines
opened or amendments made – but not
consistently, so some openings and
changes were missed.
The second illustration is rare item - a
timetable of the Strathalbyn-GoolwaVictor Harbor (note no ’u’) line in December 1871 when it was horse-worked. The
heading is for the “SOUTHERN TRAMWAYS” not “Railways” and a reference to
a goods service refers to “A goods team”.
The timetable of January 1873 is the first I
could find for the Main Northern line to
Burra and the Kapunda branch (which in
fact opened before the “Main” line). Note
how trains also ran between Port Adelaide
and Dry Creek to connect. Note that SAR
then provided 1st, 2nd and 3rd class.
The next illustration from the Gazette of
28 December 1876 is an early timetable of
the Port Pirie-Gladstone narrow gauge line.
Underneath is a timetable of the NG Port
Wakefield-Hoyleton-Blyth line, probably
the first since the line was converted from
horse to steam operation. It is interesting
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passengers, and the North line dominated
for freight and revenue.
That’s all, folks - because after 1879 SAR
timetables again disappeared from Government Gazettes. (For surveys of SAR timetable books see the Times June 2006, no.
267 and Times July 2006, no. 268).
(Sadly railway timetables were not published in Victorian or Tasmanian Government Gazettes [although we can console
ourselves with Bradshaw’s Guide for Victoria and Walch’s Almanac for Tasmania]).
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Troops to Rooty Hill
DAVID HENNELL

S

ingle detached pages can be very
frustrating just what fascinating
material are we missing?

Moss Vale, it being quicker to load 500 cut
lunches on to the train than it is to serve
meals to 501 alighting soldiers.

I recently came across a lone undated page
(the date would have been elsewhere in the
document) that illustrates an extraordinary
and very complex - although, fortunately,
comparatively short-lived - part of our
transport history: troop movements during
World War II.

After traversing the long and busy single
track section from Mangalore, the first
train arrives at Albury at 0105, well after
completion of the evening bout of train
changing by the civilian and ordinary military passengers. The last one departs at
0735 by which time the public morning
break of gauge ritual would be well under
way. One assumes that the civilians have
the appropriate permit for interstate travel.
A very hectic 6½ hours and, no doubt,
military precision ruled the platforms during this period. Transhipping the later
groups may well have occurred at one of
the goods transfer platforms or in the yard
near the goods shed as the passenger platforms would have been occupied by the
Melbourne Limited Express, the Spirit of
Progress and their cousins on both gauges.

3455 army personnel were to be transported from Princes Pier1, Port Melbourne,
to Rooty Hill in the western suburbs of
Sydney. The Wallgrove Army Camp was
located on Wallgrove Road 3 km south
east of Rooty Hill station, just a short
march away. It was the home base of the
6th Light Horse Regiment which transformed itself into the 6th Motorised Regiment (part of the 1st Armoured Division)
in December 1941. The site later became
the Wallgrove Migrant Hostel and some of
the land was part of the now defunct Australia's Wonderland. Camp Pell, mentioned
at the bottom of the table, was located in
Royal Park, Melbourne.
The troop movement required 7 trains of
each gauge. Meticulous military planning
and organisation divided the troops into
groups of around 500 per train (based on
their unit(s) of origin), arranged for meals
en route and liaised with the VR and
NSWGR authorities.
Transit times range from 20 h 23 mm to 23
h 30 mm with a mean of 22 h 1 mm and
median of 22 h 5 mm. Journeys requiring
two meal breaks stop for just under 2 hours
along the way for messing whereas those
taking three breaks average 2½ hours overall. Train No. 5 runs through Train No. 4 at

Location

Warrants for travel and meals were to be
issued by the Rail Transport Officer at Port
Melbourne.
The meals served were as shown in the
Table below:
At least the use of the troops’ messing gear
would save on crockery and cutlery, quite
possibly that from the RRRs which would
have been scare and very difficult to replace at the time. There would have been a
lot of ‘wash, rinse and disinfect’. The cut
lunches loaded at Yass Junction by Train
No. 6 between 1332 and 1402 can realistically be considered to be lunches but
‘lunch’ is stretching credulity at Moss Vale
from 1645 to 1700 for No. 5. It can truly
be said that an army travels oh its stomach.

used? Anything that was available at this
time of extreme demand. As far as possible, this would have been lightweight
maximum capacity carriages with an appropriate guard’s van for storage of kit.
In Victoria, APL and BPL2 centre aisle
excursion cars seating either 78 or 82
would have been the most suitable. A, B,
AB and BC older non-corridor compartment stock would have been used as well.
Side loaders of the BX, CX and LFX
classes, centre aisle cars such as FG, BL,
FL and HFL or the BR, CR, FR and HFR
corridor compartment cars would probably
have been used in New South Wales, as
would loco hauled suburban cars of various classes.
Could our railways in the early 21 st century handle this type of traffic if the need
arose? No. Would they want to? No.
Footnotes:
1. The main pier at Port Melbourne is Station Pier, end on to the former Port Melbourne railway station. It is currently
served by tram 109 and the Tasmanian
ferries. Bus 253 is one block inland.
Princes Pier is to the west of Station Pier
and, after being moribund, desolate and
unloved for many years, work has commenced to “return it to community use as a
multipurpose venue” (whatever that
means), according to the sign thereat.
2 The strange bulging upholstery in the
PLs was such that the first class APLs
were less comfortable than the second
class BPLs. And, despite the ride, BPL
does not stand for bouncing passenger
lounge!

And what rolling stock would have been

Total

Location

Total

Albury

465

Yass Junction

501

Junee

500

Goulburn

1465

Cootamundra

1466

Moss Vale

1990

Harden

1489

Cut lunches

1000

Total full meals

6562

Grand total

7562

The Times February, 2009

11

12

The Times February, 2009

How the West was Run
GEOFF MANN

T

he New South Wales Government
Railways was a fascinating system
in the 1960s and doubtless for
many years before then. I knew little of
this until my first trip to Sydney in January
1962, when my father took my brother and
me on a trip from Melbourne to experience
the journey before the standard gauge passenger services were implemented. This
trip whetted my appetite for further exploration and so it was that we set out for
Bourke in November 1964.
I had a current timetable (dated June 21,
1964), and knew that the Through Mail
from Sydney to Dubbo connected into the
Far West Express at Dubbo. I had also
gleaned the fact that the Wednesday Far
West would enable me to alight at Byrock
and travel out along the branch to Brewarrina and return, then continue to Bourke.
The evocatively named Far West Express
was a “DEB set” four car air-conditioned
diesel railcar with an “at seat” meal service. As shown in the timetable below, it
departed Dubbo at 7:40 am and arrived at
Byrock at 11:53 am. The Brewarrina train,
a 600 class two car railcar was stopped
adjacent so the van goods could be transferred whilst I and a few other passengers
watched from the shade of a coolabah tree
in 118degF temperatures. The 17 minutes
was sufficient from memory and off we
went to Brewarrina, sometimes slowing at
rail-side mail boxes to deliver supplies.
The timetable allowed 15 minutes at Brewarrina, the return arrival at Byrock providing a neat connection into the Up Far
West on its return from Bourke. The 600
then reversed and set off at 3:55 pm for
Bourke after a 25 minute spell. Surprisingly (and fortunately, for otherwise I
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would never have known about it), this
was shown in the timetable. Needless to
say, I was the sole passenger. I recall the
trip well as I was in the front cab when the
guard announced that he was about to
sweep out the train. This he did by opening
the front and rear doors! The howling gale
at 60 mph certainly cleared out any papers
(shame!).
The 600 formed the 11:45 am Up service
next day which connected at Nyngan into
the Far West Express returning from
Cobar. This arrived at Dubbo at 5:40 pm
and connected (after a short - for New
South Wales - 25 minutes) into the overnight mail back to Sydney. The Mail trains
conveyed one or two through TP parcels
vans for attaching to the DEB set.
I stayed overnight in Dubbo and next
morning caught the 11:40 am train to Orange. I was surprised that this was identical
to the famous Silver City Comet. Of course
there was more than one set of Comet cars,
there being four power vans and numerous
trailers. At Orange, I eschewed the Central
West Express connection, for I had sighted
in the timetable the 3:40 pm mixed train to
Bathurst. At first glance, it appeared to be
a school train (there were a number in
NSW at this time), but it also ran on Saturdays. I failed to note the passenger tally or
the timekeeping. There were two passenger
carriages behind a string of goods wagons
and a 38 class loco was on the front. There
was no working shown in the reverse direction, so the cars must have been worked
back on a goods train. The next day, I had
a wonderful trip across the lovely Central
West on a goods train to Lithgow, as one
could do in those days!
All this working of Diesel Trains (as the

NSWGR termed them) over a network of
main and branch lines fascinated me, so I
tried to determine the workings; not entirely straightforward from the public timetable as some empty runs were not shown.
The Far West Express made a return journey to Bourke on Mondays, Wednesdays
and Fridays, Cobar on Thursdays and
Coonamble on Tuesdays and Saturdays.
Sunday was a well earned rest day. Thus
three branch lines received air-conditioned
travel on certain days.
The Comet set was also worked hard. It
alternated between the Orange – Parkes
and Orange – Dubbo lines, thus doing
Parkes – Orange – Dubbo, returning next
day. On Thursdays, however, it continued
from Dubbo to Nyngan, so commencing at
Parkes at 11:50 am and arriving at Nyngan
at 7:38 pm. The timetable indicates that the
Down Comet should cross the Up Far
West at Minore, but on the day I travelled,
the cross took place at Dubbo, the Comet
must have been running late. It returned
from Nyngan the next day at 8:15am and
ran through to Orange then to Parkes arriving at 4.39 pm, a journey of 422 km.
The 600 class filled in, running out to
Coonamble on Mondays, to Bourke on
Tuesdays presumably returning to Byrock
empty for the Brewarrina run on Wednesdays, returning to Nyngan on Thursdays
and Dubbo on Saturdays.
Alas, the West no longer hears the burble
of the various Tuscan Red Diesel Trains
(including the Comet cars at this time)
bounding along the network of lines, many
now a memory. The daily XPT from Sydney to Dubbo does not seem quite the
same!
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