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M ost of us know that 
Express Trains have 
been running be-
tween Melbourne 

and Adelaide (in both directions). 
since 1897 The route, the rolling 
stock, the tracks the signals and 
safeworking have been changed 
now and then but the Expresses are 
still running. The stories about 
them are still being told including 
this one about the night the Ex-
presses were diverted via Hamil-
ton.  

In about 1938, I heard the story 
first hand from the late J.C.M.
Rolland a well known old-timer 
railway enthusiast. I heard many of 
these stories in his railway den in 
Trafalgar Road, Camberwell My 
story was published in the June 
1985 issue of the Australian Rail-
way Enthusiast magazine.  

Mr Rolland's story started off as a 
sort of complaint; one which I sup-
pose we have all voiced at some 
time or other. Why didn't our 
friend the Stationmaster ring us 
and tell us that something interest-
ing had happened at his station or 
was about to happen there. 

Mr Rolland's complaint was spe-
cific: Why didn't the Stationmaster 
at Willaura ring to tell him that the 
Adelaide Expresses were going to 
pass through his station? Mr Rol-
land seems to have been so an-
noyed by the stationmaster's ne-
glect that he forgot to tell me the 
date of the event.  

But I had not forgotten the story 
because I was curious to find an-
swers to other questions such as 
‘Where did the Expresses cross 
that night?’ 

 I didn't really look for details until 
some time in the nineteen eighties, 
when my wife borrowed a book 

from the Box Hill Library, enti-
tled The Train never ran on Sun-
day. 

It was written by Ted Schurmann 
of Ringwood, who described his 
schooldays in some unnamed 
town in the Wimmera. The late 
Sir Robert Menzies bought a 
dozen copies of the book because 
he thought it was about Jeparit, 
his birthplace. I was certain that it 
was NOT about Jeparit because 
Ted later in the book referred to 
the night "the Adelaide Expresses 
came through our town". There 
seemed no point in diverting the 
Expresses through Jeparit be-
cause it was on a line that went 
nowhere. I concluded that the 
town through which the Ex-
presses passed and therefore the 
town described in the book was 
Natimuk.  

Ted lived in nearby Ringwood, I 
found his telephone number in 
the directory and Ted promptly 
confirmed that the town he de-
scribed was Natimuk, on the pe-
rimeter of which was the railway 
station East Natimuk. Ted admit-
ted that he was not in Natimuk 
the night the Expresses were di-
verted because he was at school 
in Adelaide between 1930 and 
1933. This information limited 

my search for the date of the event.  

The State Library not only had 
copies of the Argus Newspaper but 
they also had copies of the Index to 
the Argus, and in the latter I found 
that the diversion had taken place 
on the night of Wednesday 26th / 
Thursday 27th July 1933. The Ar-
gus and other newspapers in the 
State Library consequently made 
interesting reading.  

My collection of time tables, which 
I now looked through, includes 
photocopies of parts of the Western 
and South Western working time 
table dated 7 November 1932 
which seems to have been current 
in July 1933. In maybe a hundred 
years of time tables of these Ex-
presses, more often than not, the 
meeting point of the eastbound and 
westbound Expresses had taken 
place between Dimboola and Ser-
viceton. In the 1932 time table the 
meeting point was shown at Nhill.  

No 29 the Melbourne- Adelaide 
Express left Spencer Street on Sat-
urdays -Excepted ,  Sundays -
Included at 4.30 pm It stopped at 
Ararat from 9.13 to 9.23 pm, Hor-
sham from 11.21 to 11.31 pm., ar-
rived at the platform at Nhill at 
12.53, from which it was set back 
and drew into the loop (to cross No 
10), it left from the loop at 1.01 am 

Where did the Expresses cross that night? 
Jack McLean turns his crystal ball towards the Horsham-Hamilton lie 
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and arrived at Serviceton at 2.30 
am Melbourne Time and continued 
on to Adelaide.  

The Adelaide- Melbourne Express 
left Adelaide at 4.30 pm on Mon-
days Wednesdays, Thursdays and 
Saturdays and on arrival at Ser-
viceton formed No 10 which left 
for Melbourne at 11.55 pm Mel-
bourne Time. Five minutes later, 
the days of the week on which No 
10 ran, changed to Tuesdays, 
Thursdays, Fridays and Sundays. 
No 10 stopped at Nhill between 1. 
00 and 1.02 am and crossed No 29, 
It stopped again at Horsham from 
2.25 to 2.31am, at Ararat from 4.40 
to 4.50 am and arrived in Mel-
bourne at 9.15am.  

You will note that No 10 didn't run 
every day Instead No 16 Adelaide 
Melbourne Express ran on 
Wednesdays and Saturdays and so 
was not involved in the diversion. 
It was called the Overland because 
of its connection from Perth and 
ran about 2 hours later than No 10.  

In the absence of criticism (in the 
Argus anyway) it seems that on the 
night in question the two Expresses 
ran more or less on time - No 29 as 
far as Ararat and No 10 as far as 
Horsham.  

However at 8.20 pm on Wednes-
day 26 July, 8 trucks on what I 
suppose was the 2.15 pm Dim-
boola- Ararat mixed (running a bit 
late?) became derailed between 
Jung and Murtoa. The nine passen-
gers travelling in the guards van 
(which may have been an XYZ) 
were uninjured.  

At 8 pm, the eastbound express 
should have been somewhere be-
tween Tailem Bend and Tintinara 
in South Australia on its way to 
Serviceton, and No 29 the west-
bound Express should have been 
somewhere near Beaufort in Victo-
ria also on its way to Serviceton.  

These days in similar circum-
stances the eastbound train would 
be terminated at Horsham and the 
westbound train terminated at Mur-

toa. Local busses would be called 
out to ferry passengers and lug-
gage and mail in both directions 
between the two Expresses  

In 1933, when the main line be-
tween Murtoa and Jung was 
blocked (as it turned out until 1 
pm the following day), the ex-
pression bussing round the ob-
struction had not been added to 
the railway lexicon. The big 
problem would have been where 
in 1933 would the busses have 
come from?  

However alternative routes in 
Victoria were more numerous in 

1933, than they are now. For in-
stance, In 1933, Ararat-Hamilton 
and Hamilton-Horsham together 
made an effective alternative for 
the temporarily unavailable Ararat 
Horsham main line. The passen-
gers and luggage and mail could 
stay on the trains on which they 
started. .  

The distance between Ararat and 
Horsham was about 72 miles 
whereas the distance between Ara-
rat and Horsham via Hamilton was 
about 158 miles. The latter two 
lines had lower speed limits and so 
the running time via the diversion 



The Times No. 218                                                                       5                                                         Vol. 19, No. 5, May 2002 

was going to take longer.  

Even if it was to be three hours 
longer, the railway was obliged 
somehow to enable the passengers 
(and luggage and mail and van 
goods) to complete their journeys 
as soon as possible.  

Train Control at Spencer Street had 
been in use since 1926 and was 
eventually extended to most of the 
State's railways. . Spencer Street 
soon decided that the two Ex-
presses instead of running directly 

between Ararat and Horsham 
would be diverted to run via Ma-
roona, Hamilton, Balmoral, and 
East Natimuk (and vice versa.) 

In 1933, the Melbourne - Service-
ton and Ararat- Hamilton lines 
were "Under Control" and loca-
tions of trains in this area could 
be ascertained promptly. .  

The Horsham-Hamilton line was 
then worked by Train Section Or-
ders (see 1938 WTT extracts pp 4 
& 5) and Hamilton and Horsham 

were connected to the Control Sys-
tem on the Portland line and the 
Serviceton Line. The running of 
two Expresses on this line could 
have been done without reports 
from all manned stations because it 
seems that the Expresses on this 
night were planned to cross at Hor-
sham. Balmoral station would not 
normally have been attended after 
9 pm but the Stationmaster there 
was probably "instructed" to re-
main on duty to issue the Train 
Section Orders and to wait until 
both Expresses had cleared the 
Section Order areas. The whole di-
version was almost certainly 
planned by Centrol in Spencer 
Street and I expect that each at-
tended station reported the passing 
of the Expresses in the normal 
way.  

Central Control possibly arrived at 
approximate timings as follows: If 
No 29 arrived at Ararat on time. it 
could have been reversed,, the din-
ing car detached and the train ar-
ranged to leave, with fresh engines 
at the Melbourne end at say 9. 23 
pm  

The Ararat and Hamilton track 
(65* miles) had a speed limit of 50 
mph and so Hamilton could have 
been reached at 1 am. Here the 
train had to be reversed again and 
perhaps two D3 class engines (if 
they were available) could have left 
there at 11. 15 pm for he journey to 
Horsham. The first 70 miles to 
Noradjuha on 40 mph track could 
have taken two hours and the re-
maining 20 miles at 45 mph an-
other two hours. It is likely that an-
other half an hour would have been 
needed at Cavendish and Balmoral 
for engine requirements (maybe 
longer if there were two engines). .  

On the Hamilton- Horsham track 
speed limits were usually reduced 
to 25 mph for double headed trains 
but on the Ballarat-Colac track, the 
Ballarat Colac Royal Train on 1 
November 1934 was exempted 
from a similar instruction and so it 
seems likely that a diverted Ade-
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laide Express a year or so earlier 
would have been granted similar 
latitude.  

An arrival time for the Westbound 
Express at Horsham was therefore 
likely to be 2 am, and it could 
probably have left there at 2.30 am 
which would match the three hours 
late which was reported in the 
newspapers.  

If the Eastbound Express arrived at 
Horsham on time at 2.25 am it 
would have made a rather neat 
cross with the Westbound Express 
there. It seems unlikely that the (D 
class) engines arriving FROM 
Hamilton would have been made 
ready in time to take the Eastbound 
Express back to Hamilton. It is 
more likely that fresh (D class) en-
gines were prepared and may have 
been ready to drop on to the rear of 
the Eastbound Express as soon as it 
arrived. The Eastbound Express 
might then have departed at say 3 
am and the 2 hours running time to 
Hamilton might have placed the 
Eastbound Express at Hamilton at 
5.45 am. Here another reversal and 
a fresh pair of engines, could have 
taken the Express away at 6 am. 
About this time, all concerned were 
probably congratulating themselves 
that they were now almost out of 
trouble when a disturbing report 
came in from Dobie (about 5 miles 

from Ararat on the Ballarat side), 
where two trucks on a Ballarat- 
Ararat ballast train were off the 
road. and about forty yards of 
track were damaged. One news-
paper item stated that the derail-
ment occurred at 3.50 am which 
seems more likely than the 1.50 
am given elsewhere          

It looks as if the crane train was 
sent from Stawell to rerail the 
trucks from the Ararat end. In any 
case the 7.10 am Down Ballarat-
Dimboola mixed was held at Do-
bie (until the track was repaired) 
and it arrived at Ararat at 12.40 
pm instead of 9.40 am. Its pas-
sengers continued their journey 
on the crane train to which a pas-
senger carriage was attached at 
Ararat.  

So since early that morning, 
while the Eastbound Express was 
somewhere near Hamilton, the 
main line out of Ararat was not 
available and so the Express had 
to be diverted again, this time via 
Cressy. The newspapers (and in-
deed Mr Rolland) gave the im-
pression that it was "diverted at 
Maroona" but bearing in mind 
that it was getting close to break-
fast time, (AND that the Dining 
Car was at Ararat waiting to be 
attached to the Eastbound Ex-
press) it seems more likely that 

the Express would have gone into 
Ararat and reversed there.  

If the Eastbound Express had left 
Hamilton at 6 am it could have ar-
rived at Ararat at about 7. 30 am. 
Breakfast was normally at Ballarat 
where 20 minutes were allowed. 
The staff on duty at Ararat would 
have been smaller in number and 
so refreshments there could well 
have taken an hour. and so the Ex-
press might have left at 8. 30 which 
was already 3 hours late. Instead of 
the 60 mph main line, the train had 
to continue its journey across the 
Pleurisy Plains where the speed 
limit as far as Gheringhap was 40 
mph.  

The 123 mile journey at an average 
speed of say 35 mph would have 
taken about 3 hours. Engine re-
quirements at Derrinallum and 
Cressy would have brought the ar-
rival time at Geelong to about 12. 
30 pm and another meal stop was 
indicated. It might have taken an 
hour. until 1. 30 pm.  

The 45 miles journey of the Ex-
press to Spencer Street had still to 
be covered and the newspapers re-
ported the arrival of the Express at 
3.15 pm. instead of 9.15 am  

Perhaps the reversal of the train at 
Geelong was made to rearrange the 
consist of the Express so that it was 
ready for departure for Adelaide at 
4.30 pm.  

My calculations (and I am not a 
mathematician!) show that the Ex-
presses crossed at Horsham (left) 
but I still think that East Natimuk 
would have been a more interesting 
exercise at least to a railway enthu-
siast spectator.  

The neglect of the Willaura Sta-
tionmaster to inform Mr Rolland 
has been noted for another reason 
in that it resulted in an absence of 
photographs of a well known train 
a long way from its normal stamp-
ing ground. 
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E ven prior to the standardisa-
tion of Victoria’s Western 
line and its branches, the 

most direct railway route from 
Melbourne to Hamilton was actu-
ally via Cressy.  However, regular 
services (passenger and goods) 
never operated this way and the 

route via Ballarat, Beaufort and 
Ararat was considered to be the 
main line to Hamilton (either via 
Meredith or via Bacchus Marsh).  
Until the line closures of the 
1970s there were a number of 
other, indirect ways of getting 
from Melbourne to Hamilton 

(including numerous other permu-
tations of the possible routes via 
Cressy).  However, after those di-
rect routes already mentioned, the 
fourth most direct route was via 
Warranambool, Koroit and Pen-
shurst. 

The Hamilton-Koroit line opened 

In Victoria, it's quicker the long way round! 
ALBERT ISAACS back-tracks over ground already covered by Jack MacLean 
and the Overland, to return us to the Western District of Victoria. 
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on 22nd August 1890; passenger 
services ceased on 15th July 1935; 
but the line did not close for goods 
traffic until 12th September 1977.  
Hamilton was 367 km from Mel-
bourne via Koroit and only 318 km 
via Ararat—a difference of some 
49 km. 

Despite the differences in distance 
between these two routes, the ser-
vice that operated during the last 
decades of the passenger opera-
tions showed a quicker journey via 
the longer route.  Tables 49 & 50 
(page 7) from Country Lines Ser-
vices Passenger Time Tables, the 
public T.T. effective from 23rd Oc-
tober 1933, is typical of this. 

A passenger train for Hamilton and 
Portland connected with the West-
ern main line service at Ararat on 
Monday-Saturday and an AEC rail 
motor for Hamilton coordinated 
with the South-Western main line 
service at Koroit on Tuesdays and 
Thursdays.  The Western line train 
left Spencer Street at 8.00am while 
that on the South-Western line de-
parted 20 minutes later, at 8.20am. 

However, the service via Ararat 
arrived at Hamilton at 4.30pm, 
with the Koroit rail motor just 14 
minutes behind at 4.44pm. This 
mans that despite the extra 49 
km, the journey via Penshurst ac-
tually took six minutes less.  The 
obvious question is: why? 

Using the 1933 Public T.T., the 
first thing I checked were the 
number of servicing stops of over 
a minute on each route.  Surpris-
ingly, there were six such stops 
via Koroit [Geelong, Colac, Cam-
perdown, Terang, Warrambool 
and Koroit] (see Tables 38 & 39, 
our page 10) but only two via 
Ararat [Ballarat and Ararat 
(Tables 24 & 25, this page and 
next).  Even so, the latter were 
extraordinarily long breaks of 25 
and 41 minutes respectively - a 
total of 65 minutes - whereas the 
journey via Koroit saw a total of 
only 54 minutes at the six stops 
(including the longest stop of 18 
minutes at Camperdown, pre-
sumably for lunch).  That 11 min-
utes, therefore, gives us part of 

the answer.  Via Ararat had a total 
of 27 compulsory and 11 condi-
tional stops, compared with 25 
compulsory and 12 conditional 
stops via Koroit - surprisingly 
similar!  Therefore, it must have 
been the express running over the 
longer spaces between the stops on 
the South-Western line that also 
made a difference. 

Nevertheless, the Up journey 
showed the sort of pattern that one 
would expect, with the Koroit rail 
motor leaving Hamilton 55 minutes 
before the train via Ararat and the 
former arriving 32 minutes after 
the latter.  This 87 minute differ-
ence in favour of the shorter jour-
ney is what one would have antici-
pated given the 49 km difference. 

The extra train shown on Table 49 
on Thursdays between Branxholme 
and Hamilton is explained by Ta-
ble 52 (see our page 11) where we 
see that this is actually the final 
part of a Casterton-Ararat service.  
However, Table 52 also shows us 
that the Branxholme-Hamilton ta-
ble as published in Table 49 is not 
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quite complete as there is also a 
Wednesdays only Casterton-
Hamilton train which departs 
Branxholme at 12.25pm. 

Tables 49 and 52 also highlight an 
interesting feature of most pre-War 
country Victorian timetables.  That 
is, that Up services usually have a 
more complicated pattern than their 
away-from Melbourne counter-
parts. 

It may also be interesting to have 
a brief look at the main line 
Western and South-Western ser-
vices (Tables 2 and 3, respec-
tively, not shown here).  In both 
cases we see services that were 
yet to have the benefit of express 
running as introduced by Chief 
Commissioner Harold Clapp in 
the late 1930s.  In 1933, main line 
services were not that much dif-
ferent to what they had been 30 

or even 40 years previously. 

The pattern on the main Western 
line is: one overnight express ser-
vice through to Adelaide, six days 
per week.  Then there was a slow, 
full day service from Melbourne 
through to the small village of Ser-
viceton, where the only feature that 
ever made the settlement more than 
a mere dot on the map was its mag-

(Continued on page 11) 
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nificent railway station and the ac-
companying yards, built simply 
because it was the change-over 
point between the Victorian and 
South Australian railways (three 
days a week, this service was trun-
cated at Murtoa) - two train sets, 
one in each direction were required 
to operate the service. 

Of course, when the T.T. talks 
about "daily", it must be remem-
bered that in the railway jargon of 
the time, this really meant Monday 
to Saturday - practically the only 
trains operating in Victoria on Sun-
days were suburban trains, the Syd-
ney Limited and a few to Geelong, 
Ballarat, Bendigo and Daylesford. 
The Adelaide and Mildura trains 
that ran overnight and made part of 
their journey on Sunday can't really 

be counted as Sunday trains. 

The second service to Dimboola 
was a slow one that went to/from 
Ballarat only and, once again, 
two sets were required for its op-
eration.  A few extras also ran 
between Ballarat and Ararat and 
once a week there was an extra to 
Stawell.  These services were un-
balanced over the week, with 
some of the rolling stock being 
returned on goods trains. 

On the Up side of Ballarat, we 
see as few as two extra daily ser-
vices to/from Ballarat and only 
seven extra Bacchus Marsh ser-
vices per week.  There was also 
the Ballan-Ballarat commuter ser-
vice which actually lasted into the 
1970s. 

The Geelong-Port Fairy table 
shows two through services per 
day to either Warranambool or Port 
Fairy.  Although the Geelong local 
service of nine or ten trains a day 
was a great improvement on the 
service of only a decade or so ear-
lier, it was a far cry from the com-
muter level service we see today.  
Surprisingly, Werribee got only 
two or three locals per day, most 
involving a change at Newport, al-
though there were two through 
trains per week from Spencer 
Street in both directions. 

This 1933 Public T.T. contains 
many other delights that have not 
yet been looked at.  There is cer-
tainly potential for one or two other 
articles on this T.T. in the future. 

 

 
Nothing allocated here yet 
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I n late 1982, I picked up from 
Transport House, near Wynyard, 
a timetable for a private bus 

route which was not only new to me, 
but had a much higher number than 
any existing private one, the 800. 
Unlike the Red Arrow services, with 
numbers in the 300s, which had been 
being introduced for several years, 
this was over twice the next highest 
private number. It was also not a 
limited stops service, like the Red 
Arrows, though it did run between 
more distant suburbs - part of the 
creation of cross-suburban routes 
which continues to the present. 

The route 800 was run by Bosnjak's, 
and combined two existing runs, the 

167 Parramatta to Smithfield and 
one half of the 45, Cabramatta Sta-
tion westwards. My earliest timeta-
ble for the 167 is the May 1978, 
(see AA), published by Western 
Road, who had sold it to Bosnjak's 
some time before 1982. The buses 
took just under the hour to com-
plete their run from Parramatta and 
back, which means that the half-
hourly off-peak service required 
two buses. The morning peak 
needed four and the evening three. 
The location of the far terminal is 
uninformative: just Smithfield. My 
Collins Sydney Street Directory 
from the early 1960s shows the 
167 ran down Liverpool Road 
(Warren Road by 1978) as far as 

The Horsley Drive. An alternative 
terminus is listed as simply Bruce 
(one bus, the 7.00 from Parramatta, 
went to both.) This is Bruce Road, 
on the north side of the Water Sup-
ply Pipeline. Woodpark Road was 
on the south side. Notice that it takes 
five minutes from Woodpark and 
Warren to reach both the more dis-
tant Smithfield and the fairly close 
Bruce Road. 

We may also notice the buses run-
ning to Sphinx Engineering - Smith-
field has long been an industrial area. 
Early morning buses started from 
Parramatta Station (marked STN), 
and presumably the previous runs 
terminated there also - Parramatta 

The route 800 

By JIM O'NEIL 

Route 167 timetable, May 1978, issued by Western Road. This is a typical Western Road timetable of the 1970s on a 
single foolscap sheet (this one is on yellow paper) The Saturday services, the date of issue and the owner's name are 
on the reverse side.  
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at Avoca Road (the second timing 
point out of Canley Vale Rd), ran as 
far as Humphries Road, then back to 
Canley Vale Road, while P turned 
north at Cambridge Road (the first 
timing point) then west via Parklea 
Pde and Foxlow St. to Avoca Road. 
Here buses either turned south again 
to Canley Vale Road, or north to end 
up at Richards Road. 

Most buses ended up at Bibby's 
Road (just short of the present day 
Smithfield Road - that part of 
Bibby's Road is now Brisbane 
Road). Service from Bibby's Road 
was much more frequent in the 
morning peak, there was no bus from 
Richard's Road before 6.32a.m., after 
eight buses had already left Bibby's 
Road. Yet in the off-peak hours, both 
termini received roughly the same 
service. Richards Road was also on 
the route 76 from Fairfield (see page 
13 August 2001 Times), and that 
would give a shorter journey in to 
the metropolitan area. But for mid-
day shopping Cabramatta would 
have been as good as Fairfield. All 
Richards Road buses ran via Parklea 
Pde. and no inbound buses from 
Bibby's Road did so. But the 10.10 
from Cabramatta did run to Bibby's 
Rd via Parklea Pde. Not all buses ran 
between Canley Vale Station and 
Cabramatta, but all the early morn-
ing peak runs did so. The pattern of 
buses not going to Cabramatta 
makes no sense to me today. 

The route 800 was extended further 
along the main road running south-
west from Parramatta from the old 
terminal of the 167, at Horsley Drive 
to the northern terminus of the 45 at 
Richards Road, as can be seen from 
the map from the October 1982 
timetable (see CC). Apart from the 
area around Richards Road, served 
by both Bosnjak's and Calabro's this 
area was already a Bosnjak service 
area. The routes 80 and 78 crossed 
Smithfield Road westbound from 
Fairfield in the part over which the 
800 was extended. The 800 was also 
extended to Edensor Park, an area 
previously covered by the St. John's 
Road branch of the 45. 

Park is on the north side of the shop-
ping center, opposite to Smithfield to 
the south west of Parramatta. Notice 
also that the 6.00p.m. from Par-
ramatta returns to depot from Wood-
park at 6.35 "except for late night 
shopping then as per below". Drop 
down three lines and you can follow 
the times on. Did anyone travel from 
Smithfield to Woodpark Road, or 
from either to the depot in Rawson 
St on other nights? 

The second component was the 
route 45. This consisted of two 
routes, one via St. John's Road and 
the other, to the north via Canley 
Vale Road. My earliest timetable 
for the latter was issued by 
Bosnjak's in May 1980 (see BB). 
Buses started earlier on the 45, at 
5.00 rather than 5.45. There were 
three different routes out of 
Cabramatta: C went direct via 
Canley Vale Road, H turned north 

Route 45 timetable for Canley Vale Road service, issued by Bosnjak's. 
Also on a foolscap sheet (this one is on green paper). The evening, 
Saturday and Sunday service, and the explanation of signs are on the 
reverse side. 
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The October 1982 timetable from 
Cabramatta west and northeast to 
Parramatta is shown on DD. There is 
half hourly service at each end of the 
route, but only hourly in the middle. 
From Cabramatta buses run alter-
nately to Parramatta and Edensor 
Park. Route variations A and C are 

still well represented, but only two 
services, the 3.20 and the 4.07 still 
go via P. Parklea Pde. The addi-
tional buses to Parramatta start 
mostly at Richards Rd or Polding 
St, south of the old terminus of the 
167 and there are still buses via 
Bruce Road. After 5.28p.m. there 

are no buses to Parramatta, but this 
run returns to Cabramatta at 7.13. On 
Sundays, however, the Parramatta 
half of the 800 does have no service. 

By the 14 October 1991 timetable, 
issued by Westbus, as Bosnjak's had 
become, (see EE) the logical move 
of the southern terminus to Liverpool 
(a larger shopping centre than 
Cabramatta or Fairfield) has taken 
place, and the timetable is now set 
out in vertical columns. The bus now 
turns south at Cambridge Road and 
misses Cabramatta altogether, leav-
ing it (and Edensor Park) to the 826. 
The 800 also diverts to the west of 
Smithfield Road via the Wetherill 
Park TAFE. At the northern end 
most buses now start at Parramatta 
Station, though a few still come from 
Market Street. Five south bound 
buses run via Bruce Road instead of 
Woodpark Road and the half-hourly 
service runs all the way from Par-
ramatta to Liverpool. 

By the 20 March 2000 Westbus 
timetable (see FF), the cross-
suburban link has been extended fur-
ther, and the 800 has given place to 

Route 800 timetable of October 1982 Cabramatta to Parramatta. A 
Joint development of The Urban Transit Authority of N.S.W., The 
Department of Motor Transport, and Bosnjak's Bus Service Pty. Ltd. 
Folded in four, with brown lettering on white. 

Map of route 800 from 
Bosnjak's timetable of October 
1982. Brown lettering on white. 
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the 600, Rogan's Hill to Liverpool. 
There is still a half-hourly service 
off-peak, but starting at Castle Hill, 
with additional hourly service from 
Rogan's Hill to Parramatta. Service 
all the way from Rogan's Hill to 
Liverpool takes place during the 
peak hours only. There is a good 
provision of service for wheel-
chair-bound passengers, marked by 
the wheelchair sign in the column 
above Rogan's Hill. 

Route 800 timetable of 14 October 1991, Parramatta to Liverpool 
Weekdays, issued by Westbus. Folded in six, black letters on white 
and extra material in orange 

Route 600 timetable of 20 March 2000, Rogan's Hill to 
Liverpool Weekdays, issued by Westbus. Black letters on 
white glossy paper, with additional material in bright or-
ange. Page eight of a twelve page brochure, stapled to-
gether and folded in two. 

 
 
 

Nothing allocated for this space yet 
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G raphic Insight takes a look this month at the evolution of passenger rail services between Perth and Kal-
goorlie in Western Australia over the past sixty years or so.  The graph below is based upon data taken 
from the following timetables: "Western Australian Government Railways Time Tables - From 5th May 

1941", "Western Australian Government Railways Timetable - From January 1970", Westrail website - in effect 
2002, and Great Southern Railway Fares and Timetables Effective from July 2000. 

The graph plots the weekly number of scheduled passenger trains from Perth to Kalgoorlie on the horizontal axis 
against the scheduled transit time in hours on the vertical axis.  There are two lines - the uppermost plots the tran-
sit time of the slowest scheduled train, and the lower line plots the transit time of the fastest scheduled train.  For 
each To interpret the graph, note that the upper left corner of the graph depicts an infrequent service of slow 
trains, whilst the bottom right corner depicts a more frequent service of faster trains.  In this context you will note 
that as the years have passed, the service has moved from the upper left to the lower right of the graph, so this 
shows a steady improvement in both speed and frequency.  It is probably true to say however that whilst the in-
crease in frequency is somewhat less than might be observed in other parts of the country, the increase in speed is 
quite significant - the fastest train of today takes less than half the time of the fastest train in 1941.  Of course it is 
worth noting that today's line is Standard Gauge whereas in 1941 the route was Narrow gauge, and today's railway 
takes a more southerly route between Southern Cross and Kalgoorlie - a route that is ironically 18 miles longer.  
Interestingly in 1970, both routes were operating and the traveller could choose whether to travel by Narrow or 
Standard gauge train - the standard gauge train providing the faster service even though it travelled the longer 
route.  Note that the Indian Pacific has almost identical transit time now compared to thirty years ago, although in 
1970 it was the fastest service, whereas today it is the slowest service having been surpassed by "The Prospector", 
the standard gauge successor to the narrow gauge "Kalgoorlie Passenger" of 1970.  Note also how little change 
there was between the speed of the "Westland Express" in 1941 and the "Kalgoorlie Passenger of 1970", although 
it should be noted that the Kalgoorlie Passenger served many more intermediate stations. 

Graphic Insight 
By CHRIS BROWNBILL 
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