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Mon chéri! Un horaire sur une carte postale! (p10) 

The Adelaide Express at Collie’s Bridge. Crisp &  Lane showed it in their time table (p3) 
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T 
he flat monotony of the ex-
tensive lava plains of western 
Victoria is interrupted in vari-
ous places by outcrops and 

hills, but perhaps few are as noticeable 
and abrupt as that of the Rowsley Fault. 
Here, about 8 million years ago, the 
land westward of this north-south line 
was upthrust above the surrounding 
plains. Through this escarpment, the 
Werribee River has cut a gorge and, 
spreading out on the plains below, has 
further eroded a section of land so that 
in places the fault has an effective 
height of nearly 300 metres. This geo-
logical feature presents a barrier to 
transport and is a contributing factor in 
making one section of the Victorian 
railway system both scenically and op-
erationally fascinating. 

For the past century the Sunshine-
Warrenheip line, has provided an alter-
native to the longer but more easily 
graded route to Ballarat through Gee-
long. The latter line was opened as 
early as 1862 to serve the burgeoning 
gold-field of Ballarat and was con-
structed to the prevailing English stan-
dards of its time. The Geelong-Ballarat 
section in particular was a well-graded 
and well-laid double-track main trunk 
railway and offered an admirable trans-
port facility for goods flowing in either 
direction. The Melbourne-Geelong sec-
tion, though also easily graded, was 
only single track. 

In the last quarter of the nineteenth cen-
tury, the agricultural wealth of the rich 
lava soil of Western Victoria was at last 
being fully realised. Like a great golden 
stain, fields of grain spread out around 
the already-established mining centres. 
The railways provided the only practi-
cable means of transport and this agri-
cultural expansion engendered a large 
amount of railway traffic. This increase 

“The Express” on the express 
 

At the bottom of Gisborne Road in Bacchus Marsh, you can see an old 
colonial building, age about 150 years, beautifully restored. If you look 
in the window, you can spot an almost equally old printing press, also 
restored. On this press and in that building in 1890, in celebration of 
Bacchus Marsh’s new railway, Crisp & Lane (right), the proprietors of 
the Bacchus Marsh Express produced their “Railway Guide Book 
and Time Table for Melbourne, Ballarat, Adelaide … …”, which I, 
GEOFF LAMBERT, am now going to review. 
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was further augmented by the com-
mencement of inter-colonial traffic 
which followed the opening of the 
through railway to South Australia in 
1887. 

Supplies and produce to and from Bal-
larat were funnelled into the Geelong-
Ballarat line, a considerable amount of 
it being through traffic to Melbourne. 
Although the railway was well able to 
cope with this traffic, it suffered from 
the dual drawbacks of its roundabout 
route and the bottle-neck of the Mel-
bourne-Geelong line. It was logical that 
any railway that could climb up from 
the plains in a more direct route would 
offer considerable savings in time and 
money. Pleas for a direct route began to 
be heard from about 1870 and were 
periodically revived by press and politi-
cians in the succeeding 20 years. 

By the mid-1880s, the back-bone for 
such a railway already existed although 
appearances suggest that it was never 
conceived to be part of a through route. 
A railway line from Ballarat already 
meandered through agricultural areas in 
the east to reach Gordons and Ballan. 
The line was of branch-line standard 
and followed a rather indirect route, 
probably to better serve the agricultural 
centres of Dunnstown, Bungaree and 
Wallace. This section was operated by 
a shuttle service of 3 or 4 mixed trains 
per day. A second line had been pro-
gressively extended westward from 
Braybrook Junction (Sunshine) first to 
Melton, then to Parwan and finally to 
Bacchus Marsh in 1887. This line 
served a similar purpose to that of the 
Ballan line but, because of the poor na-
ture of the country through which it 
passed, drew most of its traffic from its 
terminus and saw only two mixed trains 
per day, although a conditional goods 
was also scheduled. 

It was not for another two years that the 
connecting line between Ballan and 
Bacchus Marsh was constructed and it 
is a wonder the building of it did not 
take much longer. Although, by and 
large, the other sections of the line were 
over easy country, this 17-mile link had 
to negotiate the Rowsley fault and then 
run along a ridge separating the deeply-
dissected valleys of the Parwan Creek 
and the Werribee River. Over one sec-
tion of six miles, a million and a half 
cubic yards of earth had to be shifted to 
form extensive embankments and cut-
tings, the most notable of the former 
being at Dog Trap Gully where the em-
bankment was made to serve also as a 
water storage dam for engine purposes. 

This was to lead to trouble. Partly by 
design and partly by force of political 
circumstance, the Bacchus Marsh sta-
tion was built on the floor of the val-
ley worn by the activity of three riv-
ers. Thus, before the line could even 
begin the ascent of the Ingliston Bank 
proper, it had to fight its way up out 
of the valley to regain the height it 
had lost descending from the sur-
rounding plains at Parwan. A more 
direct route which had been surveyed 
between Parwan and Rowsley would 
have eliminated the drop and the sub-
sequent climb, but would have neces-
sitated extensive bridgework over the 
Parwan Creek, besides saving only 24 
chains and leaving Bacchus Marsh at 
the end of a stub line- a politically 
unpopular move. Crisp & Lane spent 
3 pages of the Guide arguing in fa-
vour of this fait accompli. 

The direct line was opened through-
out on 4th December 1889. For more 
than three months after opening of the 
line, all through trains continued to 
run via Geelong until the rest of the 
line was brought up to mainline stan-
dard. In the meantime, a shuttle ser-
vice operated between Bacchus 
Marsh and Ballan, connecting with 
the branch line trains already time-
tabled. The old Geelong to Warren-
heip line was progressively converted 
to single track several years after the 
opening of "the Straight". Between 
1890 and 1995, “the Straight” poten-
tially formed a major link on the in-
terstate railway, but operating con-
straints limited its usefulness until the 
middle of the next century. 

Crisp & Lane’s Guide Book and 
Time Table celebrated many aspects 
of the interstate line, but more par-
ticularly the section around Bacchus 
Marsh, describing it as “one of the 
loveliest to be met on any railway 
journey in any part of the world. … a 
picture of great beauty for its vast-
ness of scope and variety of feature”.  

The booklet spent 33 pages in all de-
scribing the line and the sequence of 
places encountered by a traveller 
from Melbourne to Adelaide. But it 
also has 22 pages of timetable and 
associated information. Rather unusu-
ally for a book for public consump-
tion, it contains also the timetables 
for a number of local goods trains and 
more unusually still, the schedules for 
two relief mail trains from Adelaide 
to Melbourne. And it is not content 
with Bacchus Marsh alone, it contains 

a complete list of the many daily depar-
tures from Ballarat station. 

Our first two illustrations (pp 4-5) show 
the passenger service in each direction 
between Melbourne and Adelaide. In 
the years before the opening of the 
through line, both Bacchus Marsh and 
Ballan had terminating services origi-
nating in Melbourne and Ballarat. In 
this 1891 timetable, perhaps surpris-
ingly, Ballan has retained its local ser-
vice, while Bacchus Marsh is served 
only by through trains. This was later to 
change- indeed by the time of the April 
1891 Bradshaw, within the period cov-
ered by the Guide, it already had 
changed and Bacchus Marsh became 
the dominant terminal station, although 
a Ballarat-Ballan service continued to 
run until the 1960s. In neither  this 
timetable, nor in the ones that preceded 
it, when Ballan was the terminus of a 
branch line, did trains linger in the 
town, certainly not overnight.  Most of 
the passenger traffic would have been 
toward Ballarat in the morning and 
back again at night.  Thus, the early 
morning Ballan-Ballarat train was 
formed by a probably empty one that 
left Ballarat at 5.20 a.m..  On Saturday 
nights, the Ballarat-Ballan theatre train 
(in reality probably the drinker’s train) 
returned to Ballarat, arriving there early 
on Sunday morning.  Who would have 
travelled by it? Probably no-one. 

Goods traffic was rather local in nature 
and was to remain so for many decades. 
The Working Timetable of March 1891 
shows basically the same goods train 
service, except that it also shows a con-
ditional goods Ballarat-Ballan and Bal-
lan-Melbourne.  Crisp & Lane therefore 
showed nearly all of the goods trains in 
their timetable and we reproduce them 
on this page and the next.  You will 
notice that the publishers used the 
terms “Down” and “Up” to describe 
these trains.  Although the use of these 
terms in public railway timetables had a 
long history, it was rather uncommon 
by the end of the nineteenth century. 

Whereas whatever local passenger 
trains there were terminated at Ballan, 
all the local goods trains terminated at 
Bacchus Marsh. There were not many 
of them.  A daily return goods train 
came down from Ballarat and another 
came from Melbourne, with an extra  
from Melbourne on Sunday only. Only 
one through goods train ran each way 
each day and it was a very slow 
"roadside" goods, taking 7¼ hours on 
the down and 9½ hours on the up jour-
ney. The Down journey was really 
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probably considerably longer than 7¼  
hours because the table published in the 
Guide appears to contain errors, typo-
graphical and logical.  The hour that 
elapses in each of the two sections Gor-
dons-Wallace-Warrenheip is probably 
real enough because the train handled 
milk and chaff traffic en route.  But the 
Ballarat arrival is shown as 6.5 p.m. 
after having passed Buningyong Junc-
tion at 6.43 p.m.   Probably 7.5 p.m. 
was intended. Buninyong Junction it-
self soon disappeared and a third line 
was run between there and Ballarat 
East, which was itself, for all practical 
purposes, the Up end of the Ballarat 
goods yard. 

As well as the daily Adelaide Express, 
the railways allowed for a special mail 
train to make onward connections from 
steamers arriving in Adelaide. Rather 
like the Great Western Railway’s bid to 
shorten transatlantic times by meeting 
ships at Fishguard, this service short-
ened the London-Melbourne transit 

time from about 60 days to 58. Pas-
sengers were carried, but it was prin-
cipally a mail train. Two schedules 
were allowed for, although whether 
the alternatives were allowed as a 
concession to variable shipping arri-
val times, or for railway purposes is 
not clear. At any rate, Crisp & Lane’s 
booklet showed them both (p9, top 
left), although with typesetters’ er-
rors.  Neither train appeared in the 
Victorian Railway public timetable, 
nor are they easy to find in VR work-
ing time tables. Leaving Adelaide 
3h20m or 6h30m behind the express, 
they arrived in Melbourne 4 or 7 
hours behind it, so they were nearly 
as fast as the prestige train. 

This page of Crisp and Lane’s timeta-
ble contains also a selection of the 
usual supplementary  information to 
be found in the official timetables.  It 
was obviously much more expensive 
to travel between Adelaide and Mel-
bourne if you were dead, or if you 

were a horse travelling on your own.  
That is, unless, you were an entire 
horse, for which a 50% surcharge ap-
plied.  There was no surcharge for ei-
ther passengers or corpses in this condi-
tion, a state of affairs that was probably 
comforting for all. 

In August 1891, during the Guide’s 
almanac year, the much-ballyhooed 
Dog Trap Gully dam/embankment gave 
way during heavy rain. A brand-new 
working timetable, which had at last 
scheduled a greater number of through 
trains was invalidated before it even 
came into force and the service had to 
revert to its old local form while the 
embankment was rebuilt and a tunnel to 
carry the water drilled through it. 
Through running was suspended for 3 
months. 

The early 1890s were a time of severe 
economic depression and, in common 
with railways everywhere, the situation 
on the line remained very moribund. 
Six months after restoration of through 
service, as the recession really began to 
bite, the Adelaide express was again 
diverted to run via Geelong, being 
combined with the Port Fairy train in 
an attempt to save engine mileage. This 
state of affairs lasted until May 1897. 
The bulk of the train service on the line 
continued to be provided by trains 
which terminated at or started from ei-
ther Ballan or Bacchus Marsh. The two 
conditional mail trains vanished from 
the timetable, as did three through pas-
senger trains. Local goods traffic did 
not suffer unduly and, towards the end 
of the decade there was even a slight, 
though temporary, increase. 

At this time, the timetables was so ar-
ranged that nearly all trains ran in the 
morning or early evening and the rest 
of the day was almost devoid of activ-
ity. The morning rush at Bacchus 
Marsh must have been quite a sight, 
with 4 trains in the yard and with the 
refreshment rooms serving breakfasts 
to passengers off the Adelaide Express 
and the Ballarat passenger train. 

During the 1890s the practice of bank-
ing of express and passenger trains 
from Bacchus Marsh to Ingliston com-
menced. The timetable of March 1890 
stated that a banking engine was to be 
stationed at Bacchus Marsh for this 
purpose, but it is not clear whether such 
an event really occurred. A simple 
coal-stage and an engine shed was pro-
vided at Bacchus Marsh, from early in 
1891, presumably to cover the servic-
ing of these engines. In 1893, a turnta-
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ble was provided at Ballan, possibly 
also for these engines. It is possible 
that, instead of having a locallybased 
engine, bank engines were requisi-
tioned off trains which were passing 
through Bacchus Marsh. Certainly this 
was true by the turn of the century, the 
first time such movement appeared in 
the working time table. In some later 
timetables, an engine was borrowed off 
a train at Ballan, ran back to Bacchus 
Marsh and assisted the train from there, 
returning to its own train later. The 
Adelaide Express was routinely banked 
out of Bacchus Marsh and our photo 
(front cover, bottom) reprints a popular 
photo of this working crossing Collie’s 
Bridge near Rowsley early in the last 
century.  As comprehensive as Crisp & 
Lane’s timetable was and as keen as 
they were to show the milk train ser-
vice, they did not show the light engine 
movements associated with the banking 
of the trains.  

A network of lines to Scarsdale, 
Daylesford, Buninyong, Ballan and 
Waubra spread out around Ballarat. 
Ballarat was therefore an important 
railway centre with workshops, a large 
locomotive depot and the famous Phoe-
nix Foundry which built so many of the 
State's locomotives. When the 1891 
Guide was published, the population of 
Ballarat was about 50,000. Its railways 
served a regional population of over 
100,000 and they appear to have been 
well-patronised, in 1891, everybody in 
Ballarat who travelled, travelled by 
train, and the train service was impres-
sive. Crisp and Lane list 31 Saturday 
departures from Ballarat on 8 lines, in 
addition to the 14 found in the main 
line tables. These trains, shown in the 
table at top, right, would mostly be 
miners’ trains- the areas they served 
(Creswick, Linton and Buninyong in 
particular) were peppered with working 
gold mines. As well, there could have 
been about 35 regular and conditional 
goods, firewood and powder train de-
partures (10 on the western line to-
wards Ararat, 5 towards Daylesford, 7 
towards Maryborough and 13 on the 
Geelong line); 80 departures in all. 

Nearly all of the passenger and mixed 
trains and a good number of the lines 
they ran on disappeared over the years. 
By the mid 1960s, Ballarat had only 11 
or 12 departures per weekday on 5 
lines. Now, even with the “new deal for 
passengers”, only 10 trains a day pull 
out of Ballarat station.  They are all 
headed for Melbourne, and they all 
travel via Bacchus Marsh.  But even 

when Crisp & Lane published their 
booklet, all was not well with the 
trains - for there was a coal strike and 
many trains were “temporarily” can-
celled as a result. You can see some 
of these cancellations in nearly each 
of the tables reproduced here. Some 
of these trains never returned. 

This table refers to trains on the 
Dunkeld-Penshurst line, an excep-
tionally short-lived railway in the 
Western District.  It was opened in 
August 1890, but the last train ran 
only 7 months later on 24 March 
1891. It was formally closed forever 
in February 1898.  Crisp & Lane’s 
Guidebook is therefore one of the 
very few ever published to show the 
existence of trains on this line. Possi-
bly the only other is the August 1890 
VR public timetable. 

The remainder of the booklet is devoted 
to a calendar of religious holidays, two 
pages of mathematical puzzles (none of 
them involving railway timetables), 
jokes, proverbs and advertisements. 

The Crisp family continued to publish 
the Bacchus Marsh Express and to 
carry out local printing jobs for almost 
another 100 years, but it seems that 
their guidebook for 1891 was a “once-
off” effort– there is no record of any 
others at any rate. We wave farewell 
our western line passengers, as they 
prepare to flag down the train from a 
platform edged with Ballarat bluestone. 

V ictorian Railways' yel-
low card timetable 208 
mm × 126 mm with 2 
folds 

This timetable (this page and over-
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leaf) shows the full passenger ser-
vice between Melbourne, Wer-
ribee and Geelong during the 
early part of World War II.   It 
provides an interesting insight 
into Victoria's busiest country line 
at a time of very heavy passenger 
traffic.   The service shown con-
sists of 65 down and 72 up Gee-
longs each week, as well as 6 Air-
craft Platform and 11 Werribee 
locals each way. 

Although express timings com-
pare favourably with those of 
1998, stopping trains are very 
slow, the longest journey time be-
ing 100 min.   The track was 
mostly single beyond Newport 
South Junction with automatic 
signalling and crossing loops so 
there were often delays in cross-
ing other trains.   The acceleration 
of steam locomotives can't match 
that of diesel locomotives and 
railcars either. 

Some of the stops are strange -  h 
and y are especially puzzling.   
Also why did so many trains stop 
at Manor - treeless paddocks (and 
a nearby standard gauge loop) are 
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all that you'll find there today. 

Fares (below) (shown on the re-
verse of the card) are wide ranging 
in their availability - it is a pity that 
single fares aren't quoted for com-
parison.   [A public timetable is-
sued later that year gives single 
fares of 7/2 first class and 5/9 sec-
ond class and ordinary return fares 
being those quoted.   It also states 
that day return fares were the same 
as single fares.]   Encouragement to 
use the services of the Victorian 
Government Tourist Bureau occu-
pies the remaining panel on this 
side. 

After the war, there were more 
Werribee local services but Gee-
long trains decreased in frequency 
and the service did not start to im-
prove until the mid 1960s.   The 
service to Geelong did not reach 
the 1941 level until the mid 1970s 
and has continued to improve to 
the present day. 
 
 

 

 

 

The Belair line 
From IAN R. HAMMOND 
Editor, Transit Australia 

Dear Geoff,  

re Chris Brownbill's interesting item on the Belair line, The Times 6/2000. 

The text unfortunately overlooks reference to the crossing loop at Sleeps Hill (near a former station of 
that name), between Lynton and Eden Hills. It will be noted that there are three consecutive crosses there 
in the morning peak. At off peak times usually train crosses are at loops at Goodwood and Shepherds Hill 
(between Eden Hills and Coromandel). Keep up the good work on The Times - always of interest! 
 

The Manunkchunk clock 
From JACK MCLEAN 
I (not being a mathematician) assumed that all signal boxes (or towers or cabins or le boites au signals) 
even in USA (where such names as Manunkachunk Junction probably exist) would be connected (to the 
adjacent enclanchemento or  entroncamento) by morse or block bell code or something but apparently in 
this case not by telephone.  But why could not signalman W at MJ walk to the box at DE and ask the sig-
nalman there to give him enough time to walk back to the box at MJ? When the clock at DE ticks over to 
(the time chosen) the signalmen at DE could give one stroke on the Morse key or the block bell tapper 
and this would cause the bell in the box at MJ to ring and this would indicate that it was the time chosen, 
and so the bloke at MJ could set the MJ clock correctly. Or is such an answer too difficult for someone 
who is a mathematician? Or has some skills in logics? [See The Times, Feb. 2000]. 

Timetable on a post card 
 

From THE EDITOR 
Some bonuses come with being the editor of a timetable magazine. Recently, I received the postcard on 
the cover from an old friend who was travelling by foot and train in the European Alps.  Said she “it was 
the only timetable we saw, the staff seemed to be consulting some sort of wiggly graph thingy posted up 
under the awnings at the station.” 

L e t t eL e t t e rsrs 
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T his is a Victorian Rail-
ways' yellow card timeta-
ble 208 mm × 126 mm 
with 2 folds 

This timetable (this page and next) 
shows the full passenger service 
between Melbourne, Werribee and 
Geelong during the early part of 
World War II.  It provides an inter-
esting insight into Victoria's busiest 
country line at a time of very heavy 
passenger traffic.  The service 
shown consists of 65 down and 72 
up Geelongs each week, as well as 
6 Aircraft Platform and 11 Wer-
ribee locals each way. 

Although express timings compare 
favourably with those of 2000, 
stopping trains are very slow, the 
longest journey time being 100 
min.  The track was mostly single 

beyond Newport South Junction 
with automatic signalling and 
crossing loops, so there were of-
ten delays in crossing other trains.  
The acceleration of steam loco-
motives can't match that of diesel 
locomotives and railcars either. 

Some of the stops are strange - h 
and y are especially puzzling.  
Also why did so many trains stop 
at Manor - treeless paddocks (and 
a nearby standard gauge loop) are 
all that you'll find there today. 

Fares (below) (shown on the re-
verse of the card) are wide rang-
ing in their availability - it is a 
pity that single fares aren't quoted 
for comparison.  [A public timeta-
ble issued later that year gives 
single fares of 7/2 first class and 

5/9 second class and ordinary re-
turn fares being those quoted.  It 
also states that day return fares 
were the same as single fares.]  En-
couragement to use the services of 
the Victorian Government Tourist 
Bureau occupies the remaining 
panel on this side. 

Sunday trains were discontinued in 
December 1941, after Pearl Har-
bour. After the war, there were 
more Werribee local services but 
Geelong trains decreased in fre-
quency and the service did not start 
to improve until the mid 1960s. The 
service to Geelong did not reach the 
1941 level until the mid 1970s and 
has continued to improve to the 
present day. 

To Geelong in wartime, January 1941 
 
The Melbourne-Geelong line has always been one of Victoria’s busiest non-suburban 
lines, whether for passenger or goods trains.  In the early 1990s, 38% of all trains running 
on country lines radiating from Melbourne ran on the Geelong line.  In 1941, as DAVID 
HENNELL outlines in this story, the Geelong line was already dominant. 
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R oute 113 was an unusual 
bus route in the St. 
George area, operating on 
both sides of the Illawarra 

line, which it crossed at Allawah sta-
tion. It ran from Peakhurst, to the 
northwest of Hurstville to Ramsgate 
Beach, to the southeast. The first 
timetable I have (page 13) was issued 
by Saints on the 1st September 1963. 
There is a quarter-hourly service for 
most of the day, with alternate buses 
running via Gloucester Road and 
Carrington Avenue - one block apart, 
with some peak-hour services com-
mencing at Carrington Avenue, in-
stead of Peakhurst. This is a very 
good frequency, especially when we 
consider that the route 112 ran two 
blocks further east, and the 34 three 
blocks west. Three other services 
(routes 28, 29 & 33 of the Punchbowl 
Bus Co.) crossed the 113  on Stoney 
Creek Road before the Peakhurst ter-
minal at Baumans Road. All these 
services ran into Hurstville. 

We may note that no time of arrival 
is given at Ramsgate (nor at Hurst-
ville for buses terminating there). Af-

ter 6 p.m., all buses run via 
Gloucester Road and, after 8 p.m., 
none run to Ramsgate. In fact these 
last four buses run on to Lugarno 
and are route 108 buses, diverting 
via the 113 instead of proceeding 
directly to Peakhurst via Forest 
Road. 

In the 1990s it became difficult for 
small operations like the 113 to 
provide the new minimum service 
levels being required. The same 
problem applied to Foley's route 32, 
from Gannon Ave & Malua St, 
Doll's Point to Kogarah Stn, which 
crossed the 113 on Chuter Ave, two 
blocks before the 113's Ramsgate 
terminal and one block before Flor-
ence St. 

Foley's timetable of 1st July 1989 is 
on page 14 (top). Note that there 
are no times given after leaving Ko-
garah, and times of arrival there are 
approximate - and shown only on 
weekdays. There is a basic half-
hourly service (including Saturday 
mornings), increased to twenty 
minutes on weekday peaks, plus a 

school bus from Ramsgate RSL. 

From the mid 1990s comes this un-
dated timetable (p 14, bottom) for the 
combined route issued by the Peak-
hurst Bus Company (another name 
used by Saints). The extended route 
needs four buses to mount a half-
hourly service, and all buses run via 
Gloucester Road. Alternative buses 
(marked Y) run north to Junction 
Road to return via Bauman's Road to 
the starting point. Since it is unlikely 
that other buses did a U-turn in the 
busy intersection of Forest, Stoney 
Creek and Baumans Roads, they 
probably turned in Saints' depot, in 
Holley St, a block short of the termi-
nus. On Saturday afternoons and 
Sundays, only the 113 was operated, 
and not the 32. The same pattern ap-
plied early on Saturday morning and 
for late night shopping. 

In 1997 the combined route was re-
numbered 947, but on 21 December 
1998 it was sold. The section Hurst-
ville-Ramsgate-Kogarah went to 
Southtrans, whose new timetable 
(mislabelled 948, another Southtrans 

A small bus route in Sydney’s St. George area. 
 

JIM O'NEIL 
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route) is on page 15. Off-peak service 
is still approximately half-hourly, but 
no longer on a clock-face basis. Ko-

garah now receives full service, and 
some additional runs in the morn-
ing peak. The Peakhurst end was 

sold to Punchbowl Bus Co. That 
is a story for another time. 

1. Route 113 timetable of 1st September 1963, Monday—Friday 
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2. Route 32 1st July, 1989. Foley’s timetable 

3. Peakhurst Bus Company, undated timetable from the mid-1990s, combined  
timetable for routes 32 & 113 
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4.Southtrans route 947 timetable. 21st December 1998 for Kogarah 



The Times                                                                                  16                                                                             August 2000 

Graphic Insight 
CHRIS BROWNBILL returns, with “one for the bus nuts” 

The changes taking place cur-
rently with the ownership of 
Greyhound coachlines mean that 
its appropriate for  us to take a 
look at the development of Aus-
tralian interstate express bus or 
coach services as offered by 
Greyhound. 

Our Graph depicts the number of 
weekly direct services on eight 
selected major routes.  Eight time-
tables have been used as source 
material, these being the Grey-
hound timetables of the following 
dates: 7/March 1982, 4/March 
1984, 3/August 1986, 17/July 
1988, 27/October 1991, 7/March 
1993, 29/March 1998 and 31/
October 1999. 

The most striking feature of the 
graph is the remarkable volatility 
across the years.  The frequency 
on each route rises and falls by a 
factor of two or three.  There ap-
pears to be a correlation between 
the rises and falls across routes - 
that is, all routes have a relatively 
healthy service around 1986, 
whereas in 1991 and 1993 it falls 
away quite a bit, and is resur-
rected by 1998.  This fluctuation 
probably reflects general eco-
nomic conditions - remembering 
that Greyhound is largely in the 
tourism business.  It also probably 
reflects the competitive environ-
ment in which Greyhound oper-
ates.  Over the period in question, 
a number of competitors have 

come and gone, notably Deluxe 
Coachlines and (Ansett) Pioneer 
Express.   Deluxe coachlines 
folded, whilst Greyhound and Pio-
neer amalgamated.  The effect in 
both cases was that after the disap-
pearance of the competitor the 
number of services operated by 
Greyhound increased.  Indeed the 
1988 timetable lists Pioneer ser-
vices as well as Greyhound services 
indicating that the two networks 
had not yet been fully integrated. 

Finally, note the existence in 1988 
of a daily direct Adelaide to Bris-
bane service - the only time in the 
period under review that such a ser-
vice operated.  Might this have 
been because of Expo'88 in Bris-
bane? 
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