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Welcome to 2004. As well as a new look to The Times, we have what we hope will be an inter-
esting range of timetable articles coming up over the next few months. These include a timeta-
ble quiz from David Hennell; the first of a series on famous timetable collectors; how the TGV 
timetable got into a Victorian schools examination; more timetable marginalia—this time from 
the US; a Lithgow Zig-Zag you probably hadn’t heard about; an examination of the idea that 
timetable collecting is archaeology; timetabling for ‘The Game They Play in Heaven’ and On a 
Toorak Tram on a Friday night. 
That said, we are still touting for articles that you would like to see– more particularly ones 
that you are willing to write. A regular feature of the Sydney branch meetings is a revival of 
the Why I collect timetables topic. This is equally suited to the pages of The Times and we are 
sure your story—and your pet timetables—will be of interest to all. Ross Willson has recently 
forwarded some gems from his collection—NSW line-specific brochures from the never-to-be-
forgotten Shirley era. So, what’s your pet piece? 
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This is Parramatta Junction (Granville) in 1865, an illustration by well-known NSW rail historian C.C.Singleton. In 
these very early days of the NSW railways, the line to Parramatta and Penrith and the line junctioning from it at 
Parramatta Junction were virtually all that existed. Even so, a complicated and fascinating shuffling of trains took 
place at the junction every day. 
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T he 1855 line from Sydney 
had pushed beyond the origi-
nal terminus (now Granville) 

westwards to Penrith at the foot 
the awesome heave off the coastal 
plain that is the Blue Mountains, 
and southwards past Liverpool and 
Campbelltown. Both lines were 
now stalled temporarily on the 
right bank of the Nepean river, 
awaiting erection of the first of 
those amazing works, which the 

engineer John Whitton has left for 
posterity. In both cases, the Ne-
pean was to be crossed by box 
girder iron bridges. The one on the 
southern line at Menangle still car-
ries the Main South line; the one at 
Penrith carries road traffic. Work 
on the Menangle bridge was de-
layed due to the wreck of the ship 
carrying some of the ironwork from 
the UK. The 1855 terminus lasted 
until 1860. 

In the meantime, the lines which 
did exist began to function as a 
network. If you wanted to railfan 
this system, where would you go 
for action? Perhaps Tunnel Box, 
the signal box at the throat of the 
Sydney terminus where the tracks 
were constricted to pass through 
Cleveland Street ‘tunnel’; perhaps 
the two outer termini, with the ac-
tion associated with the big 
bridges. Both these and other 

1863 Hotspot 
If you were able to time-travel back to the early days of railways 
in New South Wales, 1863 would be an interesting time to choose. 
By DERICK CULLEN. 
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places would be fascinating, but a 
look at the 1863 timetable (see 
page 5) suggests that Parramatta 
Junction (later to become Gran-
ville), where the south and west 
lines diverge, would be the place to 
set up. 

The 1863 passenger timetable 
showed 3 down and return 
‘suburban’ services to Parramatta, 
supplemented by both up and 
down mixed (goods train with pas-
senger accommodation) trains be-
tween Sydney and Parramatta. 
There were also two up and down 
‘long-distance’ services to both 
Penrith and Menangle. It is these 
services which made Parramatta 
Junction such an interesting place. 
The down services were combined 
as far as the junction and then 
split into two; the up services 
started as two trains but combined 
at the junction. This set the pat-
tern of working for many years to 
come. 

With the aid of the timetable and 
the train graph on page 3 derived 

from it, trace the morning action: 

The first train of the day is a Syd-
ney-Parramatta-Sydney suburban. 
While it is turning at Parramatta, 
trains leave both Penrith and 
Menangle carrying long-distance 
commuters, establishing the tradi-
tion of ‘he Fish on the Western line, 
and the Southern Highlands on the 
south. Meanwhile, a train with car-
riages for both Penrith and Menan-
gle departs Sydney. These trains 
converge on Parramatta Junction 
which sees the following sequence 
of events: 

9.03 a.m. train from Menangle ar-
rives. 

9.08 a.m. train from Penrith ar-
rives trains combined. 

9.10 a.m. combined train to Syd-
ney departs hauled by Penrith lo-
comotive*. 

9.50 a.m. train from Sydney arrives 
train cut into Southern and West-
ern portions 

9.55 a.m. train to Menangle de-

1863 hotspot 

parts with loco from the earlier up 
train from Menangle*. 

9.57 a.m. train to Penrith departs, 
probably with locomotive from 
Sydney. 

* C.C.Singleton suggests trains 
were double-headed Sydney-
Parramatta Junction and return. 

Between then and the afternoon 
peak, there is plenty of time for 
both an up and down daily mixed 
to ply their trade between Sydney 
and Parramatta, and a return trip 
to Parramatta by a passenger. I 
can imagine one of those neat little 
Fairbairn single wheelers (below), 
all green paint and polished brass 
in charge of a short train of 4-
wheel carriages. No doubt goods 
trains ran in this period as well, 
with construction materials for the 
end of line works being the best 
freight customer. The evening peak 
is almost identical to the morning, 
and the action at Parramatta 
Junction unfolded: 

5.38 p.m. train from Penrith ar-
rives. 

5.40 p.m. train from Menangle 
arrives, trains combined 

5.46 p.m. combined train to Syd-
ney departs hauled by Penrith lo-
comotive 

5.50 p.m. train from Sydney ar-
rives, train cut into Southern and 
Western portions 

5.55 p.m. train to Menangle de-
parts, probably with loco from the 
earlier up train from Menangle 

5.57 p.m. train to Penrith departs, 
probably with locomotive from 
Sydney 
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This area is not otherwise identi-
fied, but it must be along 
Lorraine St, to the south of Rob-
erts Avenue, where new housing 
was being built. In the off-peak 
period, alternate services divert 
to South Peakhurst, the 14 going 
there en route to Mortdale, the 8 

on the way back. 

We also find two buses running 
in school terms only (marked B): 
the 22 in the morning and the 21 
in the afternoon (the same two 
buses as ran school term only 
services on the 188). The 21 fin-

T he Punchbowl Bus Com-
pany ran a number of ser-
vices in the area between the 

Illawarra and the Bankstown 
lines, east of Salt Pan Creek. As 
this area had long been developed 
by the 1960s, they had numerous 
routes running in close proximity 
to one another. Two of these, the 
36 and the 188, ran from Mortdale 
station to Riverwood and on to 
Punchbowl. The 188 ran on the 
more direct route, via Boundary 
Road to Riverwood and Belmore 
Road to the North. The 36 ran 
west on Roberts Avenue and Isaac 
St, then north on Belmore Road, 
diverting two blocks to Victoria Rd 
about a mile out from Punchbowl. 

My earliest timetable for the 188 is 
dated Monday 23rd January, 
1963 (right). There is half hourly 
service requiring two buses, num-
bers 4 and 10, in the off-peak pe-
riod, and another bus, number 13 
is added in both morning and af-
ternoon peak hours. Two further 
buses, 21 and 22, provide a single 
run each for school children in the 
afternoon. Were there also School 
Specials in the morning? 

There was an hourly bus in the 
evenings with additional runs after 
11: the 11.25EE from Mortdale 
can be found on the Route 36 
timetable and the 11.32 from 
Punchbowl is coming off another 
service, the 189 from Bankstown, 
and running back to the depot in 
Hannans Road. Basically the 188 
was run from one end of the route 
to the other, with a small number 
of short runnings or diversions. 

At about the same time, a timeta-
ble for the 36 was issued dated 
Monday 28th January (page 7). I 
wonder which was the right date? 
It also has half-hourly service off 
peak, run by two buses, the 8 and 
the 14. An additional bus, the 6, 
runs in both peak hours, but its 
service is largely between River-
wood and Mortdale, with some 
runs going to South Peakhurst. 

Buses from Mortdale to Punchbowl 
 

JIM O'NEIL recounts the story of the buses that plied between these 
two rather curiously-named southern Sydney suburbs. 
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ishes on route 36 at Riverwood 
at 3.59, before commencing on 
the 188 at 4.1 - a swift turn 
around. There is, once again, 
hourly service in the evening and 
the last bus, the 11.25EE from 
Mortdale runs for half a mile 
over the route 188, before rejoin-
ing the 36 and terminating at 
Hannans Road, for the Depot. 

On Monday 13 January 1992 
(pp 8 & 9), new timetables were 
issued for both routes. 
Punchbowl Bus Company had 
taken over the route 26 from 
Revesby Bus Co. (See The Times 
no. 215, February 2002, for 

Buses from Mortdale to Punchbowl 

timetables of the route 26). The 
route 188 was diverted north of 
Riverwood over the old 26 and 
ran to Bankstown instead of 
Punchbowl. See page 8, upper 
right, for the 1992 timetable of 
the 188. It is still running ap-
proximately half-hourly in the 
off-peak, and still run by buses 
number 4 and 10. However, it 
can no longer  complete the cir-

cuit in an hour. So each bus 
drops back five minutes in the 
following hour. For example, bus 
number ten leaves Mortdale at 
10.20, 11.25, 12.30, 1.35 and so 
on. 

The same service, with the same 
buses, now runs in the peak 
hours as well. Buses are increas-
ingly used by the old, the young 
and the infirm, and working peo-
ple don't use them much.  In 
1992, there was no evening ser-
vice on the 188. 

The 36 also had an approxi-
mately half-hourly service, 
though here successive runs fell 
back only two minutes each 
hour (see page 9 for timetable), 
with bus fourteen leaving Mort-
dale at 10.12, 11.14, 12.16 and 
1.18. The extra time is needed 
since during shopping hours the 
buses return from Punchbowl 
via Roselands. They do not re-
turn to Punchbowl from Rose-
lands (you have to catch other 
Punchbowl Bus Co. routes for 
that), but rejoin the old 36 on 
Belmore Road. 

South Peakhurst has become 
Lorraine W/side (for Waterside 
Pde) and is served by alternate 
buses in each direction, as be-
fore. The 36 does require an ad-
ditional bus (the 6) in both peak 
hours, and most of its services 
are restricted to the Riverwood to 
Mortdale section of the route. 
However, it does reach 
Punchbowl at 5.53 a.m, and 
again at 11.09. This last trip al-
lows the drivers of both the 8 
and the 14 to take a half-hour 
crib break. The 36, like the 188, 
no longer had an evening ser-
vice. 

On 18 August 1997, the 
Punchbowl Bus Co's routes were 
renumbered in the new, higher 
number series. The 36 became 
the 944, while the 188 became 
the 945. Both routes remained 
the same, except for the fact that 
the 944 had short extensions. It 
now ran to Sunshine Pde in 
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Buses from Mortdale to Punchbowl 

South Peakhurst (a block south 
of Waterside), as can be seen in 
the timetable on page 9, lower 
left. Since buses ran to Sunshine 
Pde in both directions, to and 
from Mortdale, the time taken 
had to be lengthened. Buses now 
ran from each terminal at forty 
minute intervals. At the northern 
end of the route, they still ran to 
Punchbowl and then to Rose-
lands. But Roselands is now 
shown as the destination of 
northbound buses, while they 
are still shown as starting from 

(Continued on page 10) 
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Buses from Mortdale to Punchbowl 
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Buses from Mortdale to Punchbowl Punchbowl. Some buses still do 
short runs from Mortdale, but 
they now terminate north of 
Riverwood, at Kentucky and 
Washington, in a new housing 
development on the west side of 
Belmore Road, opposite Han-
son's Road, through which all 
944 services now run. 

The number of people taking 
buses in the service area of 
Punchbowl Bus Company has 
been declining, but the company 
continues to provide service for 
those who use its buses, and has 
been adapting its times and 
routes so it can do the best to 
serve them. 

The modern graphics are from 
the Company’s web site– Editor. 

 

Current route of the 944, aka the old Route 36. The map is taken 
from the Company’s web site. 
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S ome weeks ago the Balmain 
Association asked me to 
write a few paragraphs on 

the counterweight dummy used to 
assist Balmain trams on the steep 
hill down to Darling Street wharf. 
That task was fairly easy requiring 
only a summary of the published 
material in David Keenan’s book on 
the Western Lines of the Sydney 
Tramway System. 

But as with many research tasks it 

As can be seen (page 12) it is a sin-
gle sided handbill showing the 
times in the then standard 
‘paragraph’ format. It was mere 
coincidence that I found it 101 
years to the day it started. Note the 
additional unbalanced 4 minute 
inward service in the morning from 
Johnstone Street, Annandale from 
06:53 until around 07:53 and 
again in the afternoon with no cor-
responding short workings on out-
ward trips. 

was only the beginning. A comment 
that there were at least seven other 
proposals for the means of con-
quering the hill lead me to the 
Mitchell Library and then State 
Records. Unfortunately much of 
the material I was looking for has 
long since disappeared, however in 
looking at one file of correspon-
dence on the electrification of the 
tramline I found a copy of the time-
table for the conversion from steam 
to electric service. 

This wasn’t what I was looking for! 
DUNCAN MACAUSLAN has been crawling around in the subterranean world of 
Balmain, examining the old counterweight tram tunnel. Among the detritus of 
Sydney’s vanished system and stormwater—he found this…. 

Ascending the grade. Electric 
tram, F-class car 337, with 
the dummy car just visible at 
the rear, ascends the Darling 
St grade. Unseen, but possi-
bly audible, the counter-
weight car is going down the 
hill inside its tunnel. The 
dummy was an ex-cable car 
truck from the North Sydney 
system and it had a grip to 
the cable below and operated 
in many ways just like the 
cable cars themselves. 

Inside the tunnel. Opened out for inspection 
at the time they were first commissioned, 
are the innards of the counterweight tunnel. 
Visible is the hydraulic buffer meant to 
cushion the downwards arrival of the coun-
terweight car which, in this photo would be 
somewhere up near the top of the hill. Driv-
ers of ascending trams were cautioned to 
bring their cars gently to a stop at the top of 
the grade ‘to avoid shocks’- the buffer was 
there to catch the counterweight should this 
not be achieved. Up above, the tram and the 
dummy had their own substantial buffer to 
rest against, although the balancing of the 
system was such that the natural tendency 
was to push the tram back up the hill.—
power had to be applied to descend. 
The tunnel is still there under the street in 
2004 and a recent expedition by a Sydney 
speleological group managed to crawl the 
length of it– encountering a dead duck in the 
process. Both illustrations are from 
Keenan…. The Western Lines of the Sydney 
Tramway System © Transit Press 
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This wasn’t what I was looking for! 
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trains operate, providing a six-
minute or four-minute headway.  
Bayside station principally serves 
the five non-Disney hotels.  Five 
bus routes, one to each hotel, radi-
ate from Bayside station and their 
frequency corresponds approxi-
mately with train arrivals and de-
partures. 

As this is Disneyland, a monorail 
train is called a Resort Liner® and 
the connecting bus is a Resort 
Cruiser®.  From inside and out, 
there is no mistaking their Disney 
connection, from the Mickey 
Mouse® shape windows, to the grab 

I  HAVE a nomination for the 
shortest regularly scheduled 
bus route in the world.  Does a 

200 metre route sound short?  I 
think so.  Please bear with me 
while I provide some background. 

Tokyo Disneyland Resort is a well 
attended attraction in Japan, being 
one of the Disney theme parks 
originating out of Anaheim, USA.  
The Tokyo Disneyland complex 
consists of two adjacent parks, 
Disneyland® and DisneySea®, to-
gether with seven hotels and a 
shopping precinct.  Two of these 
hotels are operated by the Disney 

company while the other five be-
long to Japanese or US hotel 
chains. Most visitors to the com-
plex arrive by rail at a conveniently 
adjacent station, Maihama, on the 
Tokyo suburban Keiyo line. 

Within the complex, there is a 
monorail of the Alweg type (where a 
six car train straddles a concrete 
beam resting on pylons).  This 
monorail runs in a single track 
endless loop and has four stations, 
Resort Gateway, Disneyland, Bay-
side and DisneySea.  These trains 
take 12 minutes to complete the 
circuit and either two or three 

Shortest bus ride on the planet—a Mickey 
Mouse bus service? 

While in his second childhood(?) at Disneyland, DAVID CRANNEY 
found a bus service that advertises ‘it would be faster to walk’ 

Disney Resort Cruiser® en route from the Sheraton Grande Hotel to Bayside 
monorail station.  Note the unmistakable mouse ears.  Photo by David Cranney 
8 October 2003. 
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handles for standees embellished 
with the ears of you-know-who.  
Both monorail and bus services are 
available to the general public, be-

ing outside the entrance gates for 
Disneyland® and DisneySea®, and 
the hotels in fact provide a range of 
non-Disney services such as wed-
ding receptions.  Fares are charged 
for travel by monorail but bus 
travel is free. 

The Sheraton Grande and Okura 
hotels would each appear, in my 
estimation, to be no more than 200 
metres distant from Bayside sta-
tion, while the other three hotels 
would be a little further.  Why is 
there a separate bus route to each 
hotel?  I can only speculate that 
after a hard day of sightseeing in-
side Disneyland® or DisneySea®, 
customers of these five star hotels 
are deemed to be in need of com-
fortable transport.  However, the 
display at the Bayside station bus 
stop does advise potential passen-
gers: “Buses may be delayed due to 
heavy traffic on the roads around 
Tokyo Disney Resort.  It may be 
faster to walk to the hotel from 
here.”  So there, take the bus or 
leave it! 

Does any reader know of a shorter 
scheduled route service? 

Photos by David Cranney 7 October 
2003. 

Mickey Mouse bus service? 

Passenger information display at 
the Bayside station bus stop, in-
cluding a diagram of the bus 
route to the Sheraton and advice 
that it may be faster to walk.   
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Mind the stop! 

A little while ago, Sydney buses made available on its web site complete bus time-
tables for all routes showing the time for each bus at every stop along every route. 
That’s disappeared, but now you can get almost the same thing while standing at 
the stop, using your mobile phone. This is from the Transport Infoline, a web site 
with a ‘phone number’ 
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GEOFF LAMBERT has been reading the Parry Report into Sydney’s 
transport ‘woes’. 

Graphic Insight #81: Twin Peaks revisited 

Y OU’VE seen something like this twice before in The Times. The first was a Graphic Insight by 
Chris Brownbill in the November 1999 issue, detailing the number of trains departing Flinders St 
for the Box Hill line in Melbourne. The second was in my own article (The Times, October 2002)  

and illustrated the number of different types of rolling stock ‘rolling’ around the Sydney rail system dur-
ing the dreadful timetable of May 1975. This time, our graph comes from a government source, the no-
torious ‘Parry Report’ and it’s a graph of the number of people coming and going through the railway 
turnstiles throughout the Sydney network on both weekdays and weekends. 

Tom Parry, Chair of IPART, the Independent Pricing and Regulatory Tribunal, was commissioned by the 
then new Transport Services Minister, Michael Costa, to investigate the financial performance of NSW’s 
transport agencies. He found (as if we didn’t already know) that public transport recovered only about 
one-third of its costs through ‘fare box revenue’. One of the reasons is that, with so much of the public 
transport task focused on urban transport, the system must provide investment, infrastructure and 
staff to handle high peaks of traffic that only last for a few hours each day. This is an age-old dilemma 
of course, although it hasn’t always dragged down financial performance as much as it has now.  Until 
well past the middle of the twentieth century fare-box revenue did cover costs and the railways, at 
least, made an operating profit.  

The graph below shows the current situation, focusing on only the Sydney CBD. Sydney’s commuter 
traffic is radial, centering on the city, so the numbers below represent a substantial fraction of the total 
daily traffic. About half of the comings and goings shown below are accounted for by Town Hall station, 
for long regarded as unsuitable for handling its daily load. You can see that, in the morning peak, the 
number of people through the turnstiles peaks at more than 4 times the inter-peak period (the graph, 
inadequately labelled, appears to refer to passengers per hour). Naturally, there are no peak periods at 
weekends and, as noted by Parry, there appears to be a broad ‘hump’ in the middle of the day. 

This is a world-wide and transport-wide phenomenon of course. There have been sporadic attempts in 
the past to alter this pattern, such as by attempting to regulate the hours of work  for different people in 
different places, thus smoothing the humps and reducing the up-front investment needed. These have 
rarely worked, except perhaps in war-time, when people could be convinced it was in the national inter-
est. Sydney is currently undergoing a number of enquiries like the Parry Report. One of them has re-
vealed an interesting variation– Triple Peaks. A substantial proportion, indeed a majority, of the traffic 
carried by Sydney’s private buses is for school children, whose hours of education mean that the after-
noon traffic pattern has two bumps about 90 minutes apart. 


