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One of these people is 
“Old Craw” (Richard 
Hughes), one is his 
grand-daughter and one 
is the train guard who 
took Old Craw to Bal-
larat. The hand is from 
the VR March 1889 
WTT—NOW READ ON. 
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T he Manly Warringah area has been 
largely operated by government 
buses for as long as I can remember, 

apart from the western part of the shire, 
around Frenchs Forest, where Forest 
Coachlines operate and which forms to-
day’s Region 14. In my younger days there 
were three short, privately operated bus 
routes: the unnumbered route in Pittwater, 
which I looked at in The Times in April 
2001, and the route 135 to North Head, 
which I treated in January 2011. This 
month I will look at the third Manly War-
ringah private bus route, the route 161, 
which ran from Narrabeen shops to Kalang 
Road in Elanora, also the site of a (smaller) 
shopping centre. 

 My first timetable for the route 161 was 
issued in January 1979 and was printed in 

Buses to Elanora Heights 
JIM O’NEIL 

green ink on a piece of yellow cardboard 
measuring 17 by 10 cm (below). The bus 
service had already become a member of 
the Hornsby Bus Group, though with a 
local manager who lived in North Narra-
been. The timetable takes up one side of 
the cardboard sheet, while the other has a 
calendar for 1979, information on the own-
ership and how to contact Warringah Bus 
Lines, and two advertisements for Elanora 
Real Estate. There are another two on the 
other side and the buses departed Elanora 
opposite the Real Estate Agency. It seems 
clear the Estate agency has subsidised the 
costs of the timetable. 

I think we must allow ten minutes from 
one end of the route to the other, though 
fifteen minutes or more has normally been 
allowed before a bus sets off again. But the 

7.45 bus from Elanora seems to form the 
7.55 out of Narrabeen, and the 8.10 the 
corresponding 8.20, so this seems the mini-
mum time allowable. There are two differ-
ent routes, a more southerly one via 
Rickard Road, marked RR, and a northern 
route along Powder Works Road, marked 
PR. Now the bus goes out by one route PR 
until three o’clock and RR after that, and 
goes to Narrabeen the other way, apart 
from a few inbound PR’s in the morning 
and the change from RR to PR after four 
o’clock. I would think there may have been 
a loop operating. But this is not what the 
symbol L for loop indicated. It is found 
only on three morning peak services, all of 
which operated via the southern route, and 
so are marked RRL. This loop may have 
been the same as the Koorangi Avenue 
Loop we’ll find in the next timetable. Off 
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peak buses can’t have operated a loop, 
since there was a half hour gap between 
their arrival at Elanora and their departure 
to return to Narrabeen. Perhaps they 
picked up and set down passengers on their 
way to and from the depot in Warraba 
Road, near Narrabeen High. 

Three buses were required to operate the 
morning service to Narrabeen, two shut-
tling to and from Elanora and the third 
leaving Terry Hills (sic) at 7.50. shown in 
the timetable as leaving Elanora at 8.05. 
Only one bus was required on the Narra-
been service after nine o’clock, with 
hourly service off peak and half hourly in 
the afternoon and evening. Extra school 
buses are listed. If the 8.05 PR, 8.30 PR 
and 8.40 RRL used the same buses to both 
the High School and then to Narrabeen 
shops, only two additional buses were 
needed in the morning, to run the 7.50 
RRL and the 7.55 PR. Three buses can 
operate the afternoon school services from 
Narrabeen High to Elanora Heights and the 
regular buses to Narrabeen between three 
and four o’clock, though this requires 
sharp timing. One bus would run the 3.15 
PR and 3.30PR from the High, and then 
the 3.50RR from Elanora, a second would 
operate the longer RR runs from the High 
at 3.15 and 3.35RR, while the third was 
needed for the 3.15RR from Narrabeen and 
the 3.50 from the High School to Terrey 
Hills. Only three buses were required in 
the afternoon, while five were needed in 
the morning. 

There was limited service beyond Kalang 
Road. I’ve already mentioned the school 
term-only bus from Terrey Hills in the 
morning to both the High School and the 
shops. There was no service back to Terrey 
Hills from the shops, but the last school 
bus from Narrabeen High, at 3.50 went on 
to Terrey Hills. The buses to Terrey Hills 
were provided for school children. There 
was also service from Mona Vale Road to 
Narrabeen for shoppers, leaving Mona 
Vale Road at 9.25 and a return service at 
11.15, allowing an hour and a half at Nar-
rabeen for shopping. There can’t have been 
much settlement to the west of Kalang 
Road in 1979. 

In the 1980’s Hornsby Buses started an-
other run under the 161 route number, 
from Mona Vale to Pymble, which I exam-
ined in The Times in January 2010. In 1991 
these two different routes received separate 
numbers in the Sydney Region Numbering 
Scheme: 195 for Pymble to Mona Vale, 
and 196 for Narrabeen to Elanora Heights. 

The Hornsby Bus group sold these two 
routes to Forest Coach Lines in early 1992 
and they issued a new timetable for all 
their routes on 27 July 1992. All the Forest 
Coach Lines routes were given numbers in 
the new system, and the Narrabeen runs 
were extended to the North Shore Line at 
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Chatswood and Pymble. The editor has 
printed the timetables and map for the 
Narrabeen and Mona Vale services on 
Pages 4&5. The new Chatswood to Narra-
been service was numbered 285, the high-
est of Forest’s route numbers, and ran 
along Rickard Road, the old RR route to 
Narrabeen shops and then Warriewood 
Square. The number 195 was assigned to 
the PR route, which now ran from Pymble 
to Warriewood Square and then Narrabeen, 
and no longer to Mona Vale. The Pymble 
to Mona Vale service now acquired the 
number 196, not 195, and ran only at peak 
hours, on summer weekends and summer 
school holidays. 

If we look at the off peak services, we can 
see that a bus which arrived at Narrabeen 
as a route 285, proceeded onwards as a 
195, and a 195 became a 285 in the same 
way. Each route service ran every second 
hour, but the timetable was not combined 
in such a way as to have a bus every hour 
out of Narrabeen. Operational needs dic-
tated intervals of roughly half an hour, and 
then one and a half hours. We may also 
note the buses marked K, which operated 
round a loop in the south part of Elanora 
Heights, around Koorangi Avenue and 
other streets in that area. These buses ran 
inbound to Narrabeen only in the morning 
peak, and outbound only in the evening 
peak. At least they had a return service in 
1992, unlike 1979.  Finally there was now 
a Saturday service, with four runs each 

way, but not at regular intervals. There was 
Sunday service on the route 196, but only 
in summer, between November and March. 

Then, in 1998 Forest Coach Lines took 
over Gillott’s St. Ives buses out of Pymble 
and further changes occurred. The number 
195 was transferred to the St. Ives Chase 
runs, while the number 196 became pri-
marily the Mona Vale service, and could 
now set down passengers in what had been 
Gillott territory. I’ve included the weekday 
timetable from Pymble to the Northern 
Beaches, the timetables in both directions 
for Chatswood and the western part of the 
map on pages 6&5 respectively. Route 196 
buses ran primarily to Mona Vale only in 
peak hours, and were extended from there 
to Warriewood Square in shopping hours. 
Two 196 buses are shown as being ex-
tended from the Square to Narrabeen, the 
12.30 and 5.52 pm departures from Pym-
ble, although other Warriewood Square 
buses may be picked up on the Chatswood 
timetable, departing for Narrabeen and 
Chatswood at 15 past the hour, two min-
utes after their arrival from Pymble. Three 
further buses are shown departing from 
Pymble for Narrabeen via Elanora, and not 
Mona Vale, at 6.30am, 2.30pm and 3.26A 
(A for school days only, and a first set 
down restriction.) 

There had been small changes to the 285 
timetable in 1998. The Koorangi Ave loop 
was still operated only in the direction of 
peak hour travel to or from Narrabeen, 
while there were fewer buses running 
down Powder Works Road (marked E) and 
some of them were labelled 285 rather then 
196. The same two-hourly clock face time-
table was operated on weekdays in the off 
peak shopping hours, and we find exactly 
the same irregular Saturday 285 timetable 
as was operated in 1992.  
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With the new regional timetables intro-
duced on Monday 24 November 2008, 
Elanora Heights was no longer in Forest 
Coach Lines’ Region 14, but in Sydney 
buses’ Region 8. This allowed Sydney 
Buses to operate peak hour buses to and 
from the city and to operate all services 
through the Warriewood area. Forest 
Coaches lost the Elanora area, but in-
creased their services with the regular 
route 197 from Mona Vale to Macquarie 
University. The few times I had travelled 
by a route 285 bus from the Chatswood 
area to the Northern Beaches, there were 
no other through passengers and except in 
summer, when youngsters were headed to 
the beaches, the Terrey Hills to Elanora 
section was very poorly patronised. The 
route 285 has ceased service, and even the 
school buses carry different numbers. 

I’ve printed out the timetables for the new 
routes and the northern part of the map 
from the Warriewood and Elanora Heights 
timetable on page 7. The two new routes 
have numbers used in the old Pittwater 
Road series. The number 182 had been 
Wynyard to Narrabeen and was available 
for reuse for the Narrabeen to Mona Vale 
via Elanora Heights. The old 183 Wynyard 
to Narrabeen North had become used for 
service from Milson’s Point and the E83, 
derived from the 183, was used for express 
buses between the city and Narrabeen. 
This was extended in November 2008 to 
Elanora Heights and extra services pro-
vided. The E83 buses run only in the peak 
hour, in to the city in the morning, back 
out in the evening. They start at Garden 
and Powder Works Roads, run over the old 
PR and then RR routes, and pick up pas-
sengers as far as Warringah Mall. There 
are six E83 buses in each direction, two of 
which start or finish at Narrabeen, so the 
route E83 serves both Elanora Heights 
passengers and those from Narrabeen 
south to Brookvale. 

The route 182 operates from Narrabeen out 
to Elanora Heights by Rickard Road (the 
old RR) then follows Powder Works Road 
(PR) to Warriewood Square and then takes 
a route close to that of the old 196 north to 
Mona Vale, covering different streets in 
parts of Warriewood to those used by the 
route 185. It has hourly service on peak 
days, the same frequency Forest had 
reached by the mid 2000’s and regular 
service every two hours on Saturdays, over 
a longer time and with an easier to memo-
rise timetable than Forest had run on Satur-
days. 

The service to Elanora Heights has devel-
oped and changed over the years. Bus ser-
vice from Elanora to points on the North 
Shore line lasted for sixteen years, but in 
2008 the Elanora bus service was separated 
again from its western extensions. All 
three of the short privately operated bus 
routes in the Manly Warringah area that I 
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sity and (now) Gordon to Mona Vale and 
the 280 form Chatswood to Warringah 
Mall have started in more recent years, and 
both are now operated by Forest Coach 

Lines as part of Region 14. knew when I was younger have now been 
taken over by the government. Two new 
routes, the 196/7 from Macquarie Univer-
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W e now come to the final section 
of our review of: 

 

VICTORIAN RAILWAYS. 
WORKING TIME TABLE … 

ON AND AFTER 1ST MARCH, 1889. 

As explained in Part I, much to the surprise 
of this author, the suburban sections con-
tain more interesting material and pose 
more unanswered questions than do the 
country sections. This part of this series 
looks at the  

SOUTH SUBURBAN DISTRICT 

portion of the WTT, which made up the 
District consisting of suburban lines which 
were either built by the Melbourne and 
Hobsons Bay United Railway Company 
(MHBURC) or its predecessors, prior to 
1878 and the purchase of the company by 
the Victorian government and its absorp-
tion into the VR system. 

As already discussed, the way that the TT 
is bound makes it impossible to place any 
of the interior in a scanner without destroy-
ing the binding. However, it has been 
proved in the first two sections of this se-
ries of articles that, if the TT is properly 
explained, illustrations are not always nec-
essary. 

By 1889, all of the South Suburban District 
was double track except for the following 
single track sections: beyond Box Hill; 
Kew Junction-Kew; Flinders-street-
Spencer-street tramway. 

As we discovered in our review of the 
North Suburban District, the number of 
Goods trains running to the multifarious 
suburban sidings was quite surprising and 
is a major difference between Victoria’s 
19th century railway and its 21st century 
system. 

As explained in earlier parts of the series, 
in the 1880s, WTT table columns were 
numbered consecutively irrespective of 
whether it was a Down or Up table, mean-
ing that in the 1889 WTT, when trains are 
referred to in footnotes, reference has to be 
made to the direction, e.g. No. 3 Up, or 
Nos. 4, 5 & 6b Down. Yes, when extra 
columns were added over time to the vari-
ous issues of the WTT, the following type 
of sequence is sometimes used: 2, 3, 3a, 
3b, 4 …; but in other tables it may appear 
as: 2, 3, 3a, 3aa, 4 …; there are also exam-
ples where the two disparate formats are 
used in the same table. 

Reference should be made to Part II of this 
review for an explanation on matters which 
were similar in both parts of the Mel-
bourne suburban system, e.g. Workmen’s 
Trains; the minor differences between 

Monday to Friday and Saturday operation; 
operation of trains prior to about 12.30 pm 
on Sundays; the lack of suburban Goods 
on Sundays; the lack of suburban ex-
presses; the slightly different cultures be-
tween established VR lines and those with 
an MHBURC heritage, particularly in ref-
erence to the amount of time allowed for 
station stops. The map accompanying Part 
II will also be of assistance here. 

On the subject of a different culture on 
former MHBURC lines and those with a 
VR heritage, it will be noted that there are 
many more opportunities to water locos in 
the South Suburban District (ex-
MHBURC) than in suburban lines in the 
north. 

Apart from the Eastern District which used 
all three city termini¹, all other country 
lines, as well the North Suburban District, 
used a station referred to as Melbourne, 
which was actually Spencer-street. Most 
South Suburban District trains used either 
Melbourne (Flinders-street) or Melbourne 
(Prince’s-bridge) as termini, although there 
are some references to Melbourne 
(Spencer-street), as we will discover. 

In 1889, Prince’s-bridge was the city ter-
minus for both Passes and Goods on the 
Caulfield-Oakleigh-Dandenong-Warragul-
Traralgon-Sale/Stratford Junction-
Bairnsdale and Camberwell-Box Hill-
Ringwood-Lilydale-Healesville/Kew lines, 
which is remarkable as the station only 
consisted of two platforms. It was situated 
on the present site of Federation Square on 
the south-eastern corner of Flinders and 
Swanston Streets². By 1889 there were 
lines connecting Prince’s-bridge with the 
adjacent Flinders-street station, but the two 
termini, initially owned by separate private 
companies, had originally been isolated. 

At the time that the WTT was published, 
Flinders-street was the terminus for the 
Balaclava-Elsternwick-Brighton Beach-
Sandringham, St. Kilda and Port Mel-
bourne lines. (This meant that some trains 
operating to/from South Yarra used Flin-
ders-street as their terminus while other 
services utilised Prince’s-bridge.) Flinders-
street was also the terminus for the so-
called tramway that operated along Flin-
ders-street itself, then providing the only 
connection between Flinders-street and 
Spencer-street stations. In 1889, Flinders-
street station also consisted of only two 
platforms³. 

Now! Let’s look at the South Suburban 
District, in 1889, line by line. I have used 
the actual headings used on the week-day 
Down tables. One will note the many dif-
ferent formats used in these headings, just 
as there are many differences in the actual 

set-up of the tables. Of course, this sug-
gests that many different compilers were 
involved in setting up the various editions 
of the WTT over many years. Strangely, 
some of the Up tables had exactly the same 
headings as their Up counterparts, while 
other Up tables had the list of stations re-
versed. 

OAKLEIGH SUBURBAN LINE: 

Despite the heading, the table actually 
extended as far as Beaconsfield, a station 
which, in the 20th century, was not again 
regarded as a suburban station until the 
extension of suburban services to Paken-
ham in 1972. Nevertheless, the only ser-
vice shown to this distant village was the 
following Saturday-only extension of a 
Monday-Saturday Dandenong train: Mel-
bourne (Princes-bridge) 2.20 pm, Dande-
nong 3.16-3.17, Beaconsfield 3.27-4.05, 
Dandenong 4.33-4.36, Melbourne 
(Prince’s-bridge) 5.36. The longer time at 
Dandenong on the Up is explained by a 
tabled cross with a Goods. Nevertheless, 
why was this service operated? It ran after 
the half-day holiday had commenced, and 
certainly gave no opportunity for trippers 
to spend any time in Beaconsfield; further, 
the Down would have been too late to get 
people to sporting events and the Up 
would have been too early to take them 
away. 

The WTT has tables for Week Days 
(Saturdays included) and for Sundays. 
Apart from the once-a-week Beaconsfield, 
there were Pass services to or through the 
following: Caulfield 45 Monday-Friday, 
46 Saturday [at similar times to other 
weekdays, with only two exceptions], Sun-
day 11; Oakleigh 28 Monday-Saturday, 6 
Sunday; Dandenong 5 Monday-Saturday, 
with no trains beyond Oakleigh on Sunday. 
There were turnarounds of as little as four 
minutes. 

No Goods trains are shown in the suburban 
table but long-distance Goods to Warrigal 
and beyond serviced South Yarra, Caul-
field, Oakleigh, Dandenong and, obvi-
ously, all stations beyond. 

Footnotes show Jolimont Transfer Box as a 
Block Point between Prince’s-bridge and 
Richmond. 

Trains could be watered at Melbourne 
(Prince’s-bridge), Caulfield and Dande-
nong. 

MELBOURNE (Prince’s-bridge) TO 
HAWTHORN, CAMBERWELL, BOX 
HILL, AND RINGWOOD: 

Although there are separate tables for Pass 
services on Monday-Friday, Saturday, and 
Sunday, as we have now come to expect, 

Working Victoria’s Railways in 1889 – Part III 
ALBERT ISAACS 
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the last six days of the week all had some-
what similar services. Trains visited or 
terminated, viz: Camberwell 68 Monday-
Friday, 72 Saturday, 24 Sunday; Box Hill 
26 Monday-Friday, 28 Saturday, 10 Sun-
day; Ringwood 11 Monday-Friday, 12 
Saturday. No trains ventured beyond Box 
Hill on Sundays. 

Pass services for Lilydale and Healesville 
are shown in a separate table in the Eastern 
District section of the WTT. There is one 
Down Pass service that appears to com-
mence at Ringwood at 11.18 am Monday-
Saturday, terminating at Lilydale at 11.42, 
but after consulting the suburban table it 
appears that it is actually a train that com-
menced at Melbourne (Prince’s-bridge) at 
10.20. This train leaves Lilydale at 11.55 
and yet again takes a path through the two 
tables to arrive back at Melbourne at 1.15 
pm. How many contemporary railway staff 
were confused by the way this train was 
shown? I can just imagine staff at Ring-
wood striding along the platform yelling 
out that the train was terminating, when it 
certainly wasn’t. 

All Goods serving suburban stations on the 
Ringwood line were shown on the long 
distance table rather than in the suburban 
section. Nevertheless, there were two daily 
(i.e. every day except Sunday) Goods to 
Hawthorn, one of which was Conditional, 
as well as two Conditional Goods to Box 
Hill. There were also six Monday-Friday 
and five Saturday Goods to Lilydale which 
served suburban yards at Hawthorn, Cam-
berwell and all stations beyond 
(Canterbury, Surrey Hills, Box Hill, Black-
burn, Tunstall [later Nunawading], Mit-
cham, Ringwood, Croydon and Moorool-
bark), as well as the Ringwood Brick Sid-
ing. 

The tables for all trains on both the Ring-
wood and Kew lines showed Kew Junction 
(equidistant between Hawthorn and Glen-
ferrie) as a timing point. Nevertheless, 
although it was a Block Point, there were 
no other facilities there, and certainly no 
provisions for passengers. Mitcham Brick 
Siding was also shown as a Block Point, 
between Blackburn and Mitcham but, 
strangely, it was not shown in the tables for 
any of the Goods services. 

Melbourne (Prince’s-bridge) and Camber-
well were watering stations. 

MELBOURNE (PRINCE’S-BRIDGE) 
AND KEW TRAINS: 

Although the heading for these tables in-
cluded the name Prince’s-bridge, the actual 
table just referred to the station as 
“Melbourne”. Everywhere else that 
“Melbourne” appears in this WTT, it is 
actually in reference to Spencer-street. 
Therefore, this is yet another example of 
inconsistency in the TT layout. 

Like the Ringwood line, there were also 
separate Kew tables for Monday-Friday, 
Saturday, and Sunday, despite there being 
similar services on all days but Sunday. 
There were 41 Passes and one Goods Mon-
day-Friday, with a similar number shown 
on the Saturday table; Sunday saw 21 
Passes. The Goods ran express Prince’s-
bridge to Hawthorn where it had a 50 min-
ute stop at Hawthorn yard on the Down but 
only one minute there on the Up (it did not 
stop at the one intermediate branch-line 
station of Barker’s Road [later Barker], 
which had no yard.) 

As all Kew services ran direct from Mel-
bourne (Prince’s-bridge), added to the fact 
that there were no suburban expresses on 
this line, meant that when one combined 
the number of services on the Ringwood 
and Kew lines, East Richmond, Burnley 
and Hawthorn had an incredibly good Pass 
service of 109 trains Monday-Friday, 112 
on Saturdays and even 45 on Sundays. 
Remember also that it would be nearly 70 
years before the third and fourth tracks 
were added to this line, so one can just 
imagine the congestion4. 

Thirsty locos were given a drink at either 
Melbourne or Kew. 

TIME TABLE for Pilot Engine running 
on Tramway between Flinders-street 
and Spencer-street: 

Below is a facsimile of the TT for this line, 
the so-called tram line along Flinders-
street5. The only other services on this line 
were Eastern Line Goods, most of which 
ran to/from Spencer-street5 (there was 
certainly more than one Goods, despite the 
intimation in the endnote [above]). All 
trains on the tram line were tabled to take 
as long as 30 minutes for a journey which, 
in later years after the viaduct was built, 
would take as little as 3 minutes. 

The table certainly doesn’t show these 

Pilots as being conditional but the two 
footnotes certainly imply that they were. 

The placement of this table in the South 
Suburban District section is nothing if not 
peculiar, even though this page is the only 
one in the section not to have a South Sub-
urban District page header. Common sense 
would suggest that this table would have 
been better placed in the Eastern District 
section, where other Goods services on the 
tram line are shown. 

MELBOURNE (Flinders-street) TO 
BALACLAVA, ELSTERNWICK, 
BRIGHTON, AND SANDRINGHAM: 

Yet another minor inconsistency is found 
in the layout of this table – although the 
heading refers to “Melbourne (Flinders-
street), the actual tables call it 
“Melbourne., Flinders-street”. 

Once again, despite similar weekday stop-
ping patterns there were separate tables for 
Monday-Friday and Saturday, as well as 
for Sunday. There were Pass trains to and 
through Balaclava: 94 Monday-Friday, 92 
Saturday, 37 Sunday; Elsternwick: 74 
Monday-Friday, 78 Saturday, 33 Sunday; 
Brighton Beach: 57 Monday-Friday, 55 
Saturday, 30 Sunday; Sandringham: 22 
Monday-Friday, 21 Saturday, 11 Sunday. 
This is the only suburban line where there 
were any Expresses. Five Downs and four 
Ups ran express Prince’s-bridge to Bala-
clava; there was also one train in each 
direction express through Richmond only, 
and yet another express through both Rich-
mond and South Yarra in both directions – 
interestingly only one Express in both 
directions have headings which indicate 
their express status. 

There were no Goods trains on this line. 

As there were then no stabling facilities at 
Sandringham, all trains were docked at 
Brighton Beach6, requiring light engine 
running between Brighton Beach and San-
dringham, before and after the first and last 
Pass trains. 

Although not unique, the termini at what 
were then the consecutive stations of Bala-
clava and Elsternwick intrigues this author, 
particularly given the lack of facilities for 
the termination of trains at Balaclava and 
the fact that some of these services had a 
tabled run-around time of just 3 minutes, in 
one case also involving a cross! 

 
 
FLINDERS-STREET     …      dep. 
SPENCER-STREET..     …      arr. 

__1__
AM. 
 9 30 
10  0 

__2__
AM. 
11 30 
12  0 

__3__
PM. 
1 20 
1 50 

__4__
PM. 
3 15 
3 45 

__5__
PM. 
6  0 
6 30 

__6__ 
PM. 
8 15 
8 45 

__7__ 
PM. 

10 15 
10 45 

__8__
AM. 
12 15 
12 45 

 
 
SPENCER-STREET..     …      dep. 
FLINDERS-STREET     …       arr. 

__1__
AM. 
10 30 
11   0 

__2__
PM. 

12 25 
12 55 

__3__
PM. 
2 15 
2 45 

__4__
PM. 
4 15 
4 45 

__5__
PM. 
7  0 
7 30 

__6__ 
PM. 
9 15 
9 45 

__7__ 
PM. 

11 15 
11 45 

__8__
AM. 
1 15 
1 45 

 District Traffic Superintendent, Flinders-street, and Yard Inspector, Spencer-street, to arrange. 
District Traffic Superintendent. Flinders-street, to arrange that the Pilot does not interfere with the ordinary Goods Train (sic) between Spencer-street and 
Flinders-street. 
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Water tanks were provided at Melbourne, 
Flinders-street and Brighton Beach. 

MELBOURNE AND ST. KILDA 
TRAINS: 

Despite the goodly number of trains to St. 
Kilda, this table is one of the simplest in 
the WTT because there are no Goods and 
because Pass trains have no intermediate 
termini. There are 70 services Monday-
Friday, 70 Saturday (separate table) and 39 
on Sunday.  

Falls-bridge is shown in footnotes as the 
first Block Point on the line and one has to 
wonder why it wasn’t Flinders Street. St. 
Kilda Junction is then shown as a Block 
Point between Falls-bridge and South Mel-
bourne. Falls-bridge7 is not actually the 
railway bridge over the Yarra but the ve-
hicular bridge built in 1860 and replaced 
by the present Queen’s Bridge in 1889 
(obviously after the issuance of this WTT). 
The fact that there was a St Kilda Junction 
Block Point shows that, in 1889, the St. 
Kilda and Port Melbourne lines shared 
track from Flinders-street to the Junction. 

Water tanks were to be found at both Flin-
ders-street and St. Kilda. 

MELBOURNE AND PORT MEL-
BOURNE TRAINS: 

This is a fascinating table because of the 
number of Goods sandwiched between a 
15 minute Monday-Friday Pass service, 
right through the day except at night when 
there was a 30 minute frequency until just 
before midnight. These 64 Monday-
Saturday Pass trains are shown on one 
table with no differences on Saturday. This 
is a memory table –very unusual in the 19th 
century and even the first two-thirds of the 
20th century – and trains leave both termini 
on the quarter hour, or half hour after 8.45 
pm on the Down and 8.30 on the Up. The 
only exception to the memory table is the 
last Down of the day, which left at 11.48. 
On Sundays there were 31 Passes. 

Goods trains are shown as leaving both 
Flinders-street and Port Melbourne every 
half-hour at 11 and 41 minutes past each 
hour until 6.41 pm on the Up and 7.11 on 
the Down. However, all but the first Goods 
in both directions is shown as being Condi-
tional. Somewhat contradictory to that is a 
footnote which says:  

If goods trains are required later than 
those shown above, they can be run, leav-
ing Flinders-street or Port Melbourne at 
11 and 41 minutes past the hour as re-
quired. Stationmasters at Port Melbourne 
and Flinders-street to arrange.  

In other words, until 6.41 / 7.11 pm, Goods 
are shown in the table, albeit as being Con-

ditional, but after those times they could 
have still run to a similar pattern but 
they’re only given a cursory mention in a 
footnote. Why? Perhaps it’s because a 
crew was rostered on to run these Port 
Melbourne Goods’ during the day but if 
Goods were needed at night, a relief crew 
would have to have been found. Does that 
make sense? Of course, that would also 
suggest that many of the tabled Condition-
als did actually run, but that Goods operat-
ing during the evening was more of an 
aberration. Obviously, Goods traffic in 
both directions would have been dictated 
by the number of ships in port. 

The Block Points on the line were interest-
ing: Falls Bridge (note the different spell-
ing to the way it’s shown on the St. Kilda 
tables) and Port Melbourne Junction 
(surely this is the same place as that shown 
on the St. Kilda table as St. Kilda Junc-
tion?); Port Melbourne Junction and Fer-
rars-street Signal Box; Ferrars-street Signal 
Box and Graham-street. 

Water could be taken at both Flinders-
street and Port Melbourne even though the 
two termini were only some 2¼ miles dis-
tant. As was noted previously, the differ-
ence between the provision of water tanks 
in the South Suburban District and the 
North Suburban District was markedly 
different. However, a water tank was 
probably provided at Port Melbourne be-
cause of the heavy Goods traffic. 

WILLIAMSTOWN AND MEL-
BOURNE TRAINS: 

Found at the foot of the page showing the 
Port Melbourne Sunday service, this table 
has a most confusing heading because it’s 
not actually a train TT at all but a table for 
the steamers from Gem Pier, Williams-
town, i.e. 10 Monday-Saturday and 6 on 
Sunday. There’s a row in the table showing 
train times from Flinders-street at 15 min-
utes after the departure of each steamer. 
The big question is: what are the train 
times actually trying to convey? Their 
relevance to the steamers is beyond the ken 
of this author. 

So! That’s our review of the 1889 VR 
WTT. It’s a rare and sought-after TT but 
its monetary value palls into insignificance 
against the amount of valuable information 
contained between its covers! 

A number of Wikipedia pages were con-
sulted, as was http://
www.victorianrailways.net/vr%20history/
history.html , 

http://www.victorianrailways.net/
signaling/completedia/sigdialist.html  

http://www.victorianrailways.net/vr%

20map/1895submap.html  

and http://www.vicrailstations.com/  

ENDNOTES 

1 See Part I of this series. 

2 Prince’s-bridge station was built in 1859 as the 
terminus for the Melbourne and Suburban Rail-
way Company’s line, originally to Punt Road 
(later Richmond) but later extended to Windsor 
and Hawthorn. In 1865 MSRC and the St. Kilda 
and Brighton Railway merged with the Mel-
bourne and Hobson’s Bay Railway Company to 
form the Melbourne and Hobson’s Bay United 
Railway Company, and Prince’s-bridge station 
was closed a month or so later, in October of 
that same year. On 2nd April 1879 (about a year 
after MHBURC had been absorbed into the VR) 
Prince’s-bridge was reopened, originally as the 
terminus for the newly-opened Gippsland line. 

3 The famous Flinders-street station building of 
today was not completed until 1903, and in 1889 
the Melbourne Fish Market was found on the 
south-western corner of Flinders and Swanston 
Streets that is now renowned for the Flinders-
street station clocks. Originally known as Mel-
bourne terminus, the station which by 1889 was 
known as Flinders-street, was situated next to 
and south of the Fish Market and fronting Swan-
ston Street only. The original platform, opened 
in 1854 to serve the MHBRC which had just 
built Australia’s first conventional steam-hauled 
railway, and the second platform constructed in 
1877, were connected by two overhead passen-
ger bridges. One of these bridges and one of the 
former Flinders-street metal platform awnings, 
were later moved to Hawthorn station where 
they exist to this very day. The unusually de-
signed seat on the Hawthorn island platform also 
started life at Flinders Street. (The author of this 
article was a member of a lobby group, formed 
in the mid-1970s, which successfully fought for 
the retention of these historical features, even 
though, at the time, the railway authorities were 
determined to completely rebuild Hawthorn 
station and, in the process, get rid of these im-
portant reminders of our past.) 

4 When the Burnley-Darling-Waverley Road-
Oakleigh line was opened in 1890 as part of the 
Outer Circle, congestion would have been exac-
erbated.  

5 For information on the Flinders-street to 
Spencer-street line and Eastern line Goods ser-
vices, see Part I of this series. 

6 Brighton Beach (opened on 21st December 
1861 as Beach) was originally built at an angle 
to the Sandringham line on which services com-
menced in September 1887. Even today, this 
unusual station layout can be inspected. 

7 Falls Bridge is immortalised in Frederick 
McCubbin’s famous 1882 painting of the 
Bridge.  
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T he aims and objectives of the 
AATTC actively encourage the 
collection and study, not only of 

TTs, but of transport-related paper in gen-
eral. I recently purchased a fascinating 
collection of copies of The Victorian Rail-
ways Magazine [VRM[ from the late 1920s.  

On browsing through these, I quickly dis-
covered that a large number of articles 
were written by a columnist by the name of 
Richard Hughes, obviously a house jour-
nalist employed by VRM. In the December 
1929 issue, there was also an article under 
the by-line Hugh Richards, which logic 
suggests was extremely likely to have been 
a non-de-plume of Richard Hughes. At 
first, I rejected the thought that Hughes the 
railway reporter was the same bloke as 
Dicky Hughes who, as many readers will 
recall, gained much notoriety between the 
1940s and the 1980s as a journalist, an 
eccentric and a spy. However, when I be-
gan to read one of his VRM articles, “Right 
Away!”, it immediately became obvious 
that this was not written by just any hack-
journalist. In fact, the poetic style em-
ployed in VRM by Hughes was reminiscent 
of the lyrical style used by Dicky Hughes. 
How many reporters would be talented 
enough to describe a journey through the 
sharp bend at Bank Box Loop thus: “They 
have moved the sun round to the left side 
of the van”? A Wikipedia search quickly 
revealed that the very first employer of 
Dicky Hughes, the future espionage agent, 
was in fact the Victorian Railways. Yup, 
it’s obviously the same fellah!  

However, I seem to be jumping ahead of 
myself. In the first instance, let me tell you 
something about the Hughes article that 
had grabbed my attention. “Right Away!” 
is named after the common shout used 
contemporaneously by railway Guards and 
appears to have been universal throughout 
those parts of the world indulging in Brit-
ish railway practices. The expression was 
certainly used to send a train away in the 
1937 Will Hay British comedy film “Oh, 
Mr. Porter”. 

The article is an absolutely fascinating 
report about hardworking Guards in the 
1920s and their many duties. It also gives 
one a fascinating glimpse into Victorian 
railway operations in general in the second 
quarter of the 20th century. 

Hughes rode in the brake van of the 7.40 
am Down Dimboola between Spencer 
Street and Ballarat, sharing the van with 
and reporting on the work of Guard James 
(“Jim”) McGrath. For a rail enthusiast 
reading the article over 80 years after that 
specific rail journey had taken place, there 

are many outstanding highlights: 

Hughes comments on the huge amount of 
paperwork required of a Guard and of the 
time taken by McGrath to fill in the vari-
ous forms. 

Although the 7.40 Down was advertised as 
a Pass, not only were there large amounts 
of van-goods but even a horse-van accom-
modating 24 was attached. This was used 
during the short journey between Parwan 
and Bacchus Marsh for conveying equines 
on behalf of a hunt club, the Findon Harri-
ers. Although the said club had earlier 
intimated that there would only be 24 
horses, they actually turned up with 27 
mounts. Hughes does not even raise the 
possibility of not carrying the extra three 
horses – they’re actually carried in the 
brake van. 

The three horses joined other livestock 
already in the van, namely turkeys in a 
cage and a greyhound. There was also 
deadstock in the form of fish and Hughes 
makes numerous references to the stink 

Hughes is also fascinated by a bicycle 
hanging over his head, literally, on a hook 

Between Bacchus Marsh and Ballan a 
banker engine was appended to the train. 
Modern loco Gunzels would not be im-
pressed by the fact that the numbers of 
neither locomotives was mentioned – 
Hughes was more interested in recording 
the way that Guard McGrath oversaw the 
attachment and detachment of the banker. 

At every wayside station there was goods 
to be loaded and/or unloaded and McGrath 
had a friendly word for all the station staff 
that assisted with the freight handling. 
Well before Hughes left the train at Bal-
larat, McGrath’s facial expressions indi-
cated that he was already sick and tired of 
talking to his fellow railwaymen about the 
fine weather. 

As this took place in the ‘20s, there were 
also mailbags to be properly handled. 

There is also a record of the visit of the 
ticket checker to the van and Hughes notes 
the conversation between the Guard and 
his subordinate, mainly centering upon 
things sporting 

At Bacchus Marsh, Hughes commented on 
the cries of the newspaper-vendor trekking 
along the platform 

Both the fish and the turkeys were 
unloaded at Ballarat East, just metres be-
fore Hughes himself detrained. 

With all this activity going on, Hughes 
asked whether this was one of the busiest 

vans on the system. McGrath told him that 
it was up there amongst the most hectic 
journeys for a Guard, but that trains on the 
North-Eastern Main line were usually the 
busiest. 

Hughes mentioned that McGrath’s shift 
would end when the train reached Stawell. 

As can be seen, Hughes was certainly able 
to convey to his readers, including those 
not yet born, the atmosphere of an active 
rail journey in the 1920s. 

So who is this man? Richard Hughes Jr 
was born in 1906 and died in 1984 after an 
intriguing and controversial life. After 
leaving the railways he was employed by 
Sir Frank Packer (father of Kerry and 
grandfather of James) at Consolidated 
Press. He was later a correspondent for The 
Times (London), The Economist and the 
Far Eastern Review. He was a war corre-
spondent in the North African campaign of 
World War II and later during the Korean 
War (or police action) and the Vietnam 
War. During the latter half of his life, he 
lived in Asia, dying in Hong Kong. 

As briefly mentioned earlier, Hughes 
gained great notoriety as a spy for the Brit-
ish, and it is strongly believed that he was 
also a double-agent, working for the KGB 
during the height of the Cold War. He is 
readily recognised as the inspiration behind 
two fictional characters, Dikko Henderson 
in James Bond’s You Only Live Twice and 
Old Craw in John le Carre’s The Honour-
able Schoolboy.  

Both these authors were counted among 
Hughes’ famous friends, as was Barry 
Humphries. 

Many of his contemporaries were confused 
by the unsubtle contradictions in the life of 
this notorious secret agent. He was also a 
devout Catholic and an acolyte within the 
Church. Further to that, he was an obses-
sive jazz musician.. 

Richard Hughes Jr., could well be de-
scribed as the meat in the sandwich that is 
four generations of odd-ball Hughes’s 
father Richard Hughes Sr was a ventrilo-
quist who, at the turn of the last century, 
became famous with audiences due to the 
comic antics of his doll, Tommy Square-
head. 

Like her grandfather, Christa Hughes, also 
leads a sort-of dual existence. In private 
life she is shy and was a respectful and 
dutiful daughter. She is also a practising 
Catholic who recently married in the 
Church. On the other hand, she was for-
merly a member of the shock-rock band 
Machine Gun Fellatio. She is now a solo 

Richard Hughes: Railwayman, Journalist, Eccentric, Spy 
BY ALBERT ISAACS. 
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rock artist whose performances have been 
described as vulgar, scandalous and hedon-
istic. 

Perhaps it’s a good thing that all journalists 
at VRM did not all lead such interesting 
lives within such interesting families. Oth-
erwise, this author would probably get 
exhausted with all the research he’d have 
to do. 

Acknowledgements: 

h t t p : / / e n . w i k i p e d i a . o r g / w i k i /
Richard_Hughes_(journalist) 

h t tp : / /www.abc .ne t .au/ar t s / s tor ies /
s2821000.htm 

Caption to the photo on page 2: 

http://www.ruthcullen.com/wp-content/

uploads/2010/01/Christa-Dick-port400.jpg 

This photo was taken not long before the 
death of Richard Hughes, Jr, but who 
would be bothered looking at the father 
when all the attention is taken by the beau-
tiful and sexy daughter, Christa Hughes? 
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F or his third birthday, Teddy Day's 
mom baked a cake in the shape of a 
bus, with yellow frosting and black 

stripes on the sides. 

You see, Teddy loved buses and, in par-
ticular, everything about their routes: 
where they went, what time of day, how 
often, how the routes interconnected. As 
the little boy grew, he would spend endless 
hours poring over King County Metro bus 
schedules. 

"I wasn't cognizant of why at the time," 
says Day. "But it was a tangible thing to 
keep me busy. I had consistency." 

Now Ted Day is 39, and he works out of a 
cubicle on the fourth floor of the King 
Street Center in Pioneer Square. He is a 
transit planner for King County Metro, part 
of a team that figures out routes for the 
system's 9,600 bus stops. This might not 
sound like an exciting job to many, but he 
is living out the dream that began at age 3. 
There are few people who can make such a 
claim. 

His mom, Holly Day, remembers that it 
was around the time Teddy's father left that 
her son developed his unusual passion. The 
mom raised Teddy and his older sister by 
herself in the Wedgwood neighborhood. 

She says about her son, "He was the easiest 
kid to have. He'd just entertain himself for 
hours. All he needed was a paper and pen-
cil and the bus schedules." 

As he grew, she would take him to the 
Suzzallo Library at the University of 
Washington, where he would spend hours 
with phone books from other cities. 

Small-town phone books, says Day, often 
contained bus schedules. For the bigger 
cities, Teddy would get addresses for their 
transit systems and write letters asking if 
they could mail their bus schedules. He 
accumulated hundreds — Baltimore; San 
Francisco; St. Paul, Minn.; Trenton, N.J.; 
Wilmington, Del.; Cheyenne, Wyo. 

It was a big day in Teddy's life when a 
package arrived containing schedules from 
Los Angeles Metro, which these days has 
183 bus routes covering 1,433 square 
miles. When the family took a trip to Dis-
neyland, Holly Day knew a major stop 
would be picking up bus schedules for the 
area. 

Teddy also liked to draw up new bus 
routes and change existing ones. And, no, 
that wasn't his only focus in life. 

"He wasn't like an idiot savant," says his 
mom. Teddy played soccer and baseball, 

was in Cub Scouts, hung out with his bud-
dies, had a job at a nearby Safeway. Still, 
he was a walking app of bus routes. 

Family friends, looking for Metro Transit 
information, found it easier to call Teddy 
than Metro itself. 

In 1982, when he was 10 and had memo-
rized all the routes of the Metro Transit bus 
system, I interviewed Teddy and tested 
him on his knowledge. 

Duvall to the University District, getting 
there by 10 a.m.? 

"No problem. The Duvall bus only runs at 
7 in the morning, so you'll have to catch it 
then. That'll take you to Kenmore, and you 
transfer to the 372 bus, and that goes 
straight to the U District." 

Shilshole to the West Seattle Junction by 3 
p.m.? 

"Easy. You'll have to catch the 46 bus at 
Shilshole at noon. That'll take you to the 
University District, and then you transfer 
to the 71, 72 or 73. They all run down-
town. Then you transfer to the 55 that 
takes you to West Seattle." 

The 10-year-old was asked what he wanted 
to do when he grew up. He answered sim-
ply, "I want to be a bus mapmaker." 

Back then, it seemed like an innocent kid's 
daydream. Day graduated from Roosevelt 
High School in 1990 and enrolled at the 
University of Puget Sound in Tacoma, 
with a double major in math and natural 
sciences. 

He didn't know exactly what his future 
would hold. But buses never left his life. In 
college, he met a young woman who a few 
years later would become his wife, Eliza-
beth Day, now a schoolteacher. She re-
members their dates. "We'd go places in a 
bus," she says. "Even to the movies, if it 
was possible, we'd take a bus." 

For a little over two years, the couple was 
separated as Ted went to graduate school 
at the University of California, Berkeley. 

He earned his master's in transportation 
engineering, returned to Seattle, and in 
June 1998 married Elizabeth. He worked 
for a private transportation-consulting firm 
but went to work for Metro on Nov. 30, 
1998. It was a major day in his life. His 
dream came true. The couple bought a 
home just 10 blocks from where Ted grew 
up. 

Needless to say, a major consideration in 
choosing the neighborhood was its excel-
lent bus service. 

Public transportation played a role in vari-
ous aspects of the couple's life, such as 
when they traveled abroad to Europe for 
vacation, or even for a weekend in Van-
couver, B.C. 

"We spent eight weeks in Northern Europe 
and didn't have a car. We went all the way 
up to the Arctic Circle," he says. 

These days, Day and his wife are the par-
ents of Sarah, 2, and Andrew, 4. 

With young kids, sometimes you just have 
to use a car. But a couple of summers from 
now, Day thinks the family can travel to 
England and use bus and rail for transpor-
tation. 

Day's work hours are filled with the kind 
of numbers a transit planner can love: 

Some 220 to 230 routes (as Day explains, 
some routes split into two at different 
times of the day), 50 million miles traveled 
annually by 109 million passenger board-
ings. 

And these are the kinds of issues that fill a 
transit planner's life: 

The ebbs and flows of ridership, as 
neighborhoods change. How construction 
projects affect a bus route. 

Making routes work best as budgets 
tighten. Scheduling routes so kids going to 
the University of Washington get to class 
on time. 

Of course, he still can tell you exactly what 
routes to take to get from one place to 
another. And, of course, Day commutes by 
bus. He loves observing the passengers and 
thinking about whether a particular route is 
best serving them. 

At night, when Elizabeth is reading a best-
seller before going to sleep, Ted brings out 
a transit-route book. Elizabeth understands. 
It is what drew her to Ted back in college. 

"He's got such a passion. It's pretty amaz-
ing. He has fulfilled what he wanted to 
do," she says. 

He knows his numbers 
From the SEATTLE TIMES 
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T he title of this much-needed book, 
“The Railway Atlas of Thailand, 
Laos and Cambodia”, considerably 

understates its scope. Its main feature is a 
series of detailed maps depicting the rail-
way lines – present and past – of these 
countries. However, the largest part of the 
book is a detailed history of the various 
lines. 

The longest chapter by far describes the 
railways of Thailand. Each line is taken in 
turn. There is a history of its construction 
and of subsequent developments. This is 
usually followed by a listing of features of 
note along the line. Then there is a listing 
of references, followed by a chronology. 
Each State Railways of Thailand line then 
has a table. This gives a rendering of sta-
tion names in Thai, then in Latin letters, 
the station abbreviation (again in Thai and 
Latin alphabets), code, distance, class of 
the station and, if relevant, further notes. 

There are then sections about double and 
triple tracking, tunnels, significant bridges, 
and the former State Railway Hotels. Each 
of these is accompanied by a map illustrat-
ing these subjects along with appropriate 
tables. 

Following this are sections about the sur-
prisingly large number of former and pre-
sent private, and industrial railways. This 
includes details of urban tramways and 
various leisure railways, including cable-
ways, miniature railways, cable cars and a 
monorail at resorts. Also included are de-
scriptions of the history of the Bangkok 
Skytrain, Bangkok Metro and the just-
opened Bangkok Airport railway. 

The following chapters are shorter but 
follow a similar format, describing the 
history of railways in Laos and Cambodia. 

Possibly the main feature of the book is the 

series of maps covering the railways of 
these three countries. These show present 
lines, as well as closed and proposed lines. 
Stations names are rendered in the local 
alphabets as well as in Latin letters. Dis-
tances are given of significant features, 
such as bridges and tunnels. There enlarge-
ments of the area around Bangkok. 

The book is copiously illustrated with his-
torical photographs and with extracts from 
maps which the author has found, showing 
obscure lines. 

The author is Brendan Whyte, an AATTC 
member. He explains in his introduction 
that the motive for producing this tome 
was the difficulty of obtaining detailed 
maps of the Thai railway system, which 
was compounded by the problem of there 
being two sets of official Thai Railway 
timetables. The English-language version 
is considerably abbreviated, both by not 
listing minor stations, and by not including 
minor trains. Hence, a visitor travelling by 
train can be considerably frustrated. 

Dr Whyte has obviously spent a consider-
able amount of time and expertise finding 
a very large amount of data. This is all well 
referenced, so it can be followed up, if 
interested. 

This book is a superb description of the 
histories and infrastructure of the railways 
of these nearby countries. Some of the 
information will be a real revelation. For 
example, I was not aware of the extent of 
duplication and triplication of railways in 
Thailand, nor of the number of former 
Railway-owned hotels. 

The book will be of considerable assis-
tance to any traveller over Thai Railways, 
or anyone studying their timetables. It will 
perhaps be of even greater assistance to 
those wishing to study the railway history 

of these three countries. In summary, no-
one with an interest in the railways of 
South-east Asia can afford not to obtain 
this book. 

If combined with the online timetables 
available from aggiebob@aol.com there 
will be little missing for anyone wishing to 
study or travel on Thai Railways. 

B.R. Whyte, published in 2010 by White 
Lotus Press, GPO Box 1141, Bangkok 
10501, Thailand. Copies available from 
Australian Railway Historical Society 
Bookshop, Central Station, Sydney (or 
www.arhsnsw.com.au), and from the Asia 
Bookroom, 2/1 Lawry Place, Macquarie 
ACT 2614, ( or www.asiabookroom.com/
AsiaBookRoom/index.cfm), $65. Paper-
back, A4, 240 pages, 64 illustrations, 50 
maps. 

The Railway Atlas of Thailand, Laos and Cambodia 
Book Review by VICTOR ISAACS 
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