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Dear Geoff 
 
From time to time The Times has featured articles 
about famous people who were interested in timeta-
bles. We should now add another name. Michael Por-
tillo was a Member of the British Parliament from 1984 
to 1997 and again from 1999 until 2005. He was Chief 
Secretary to the Treasury 1992-1994, Employment 
Minister 1994-1995 and Defence Minister 1995-1997. 
In this period he was sometimes touted as an alterna-
tive to John Major as Prime Minister. In 2001 he un-
successfully stood for Leadership of the Conservative 
Party. 

Michael Portillo is the presenter of the television series 
Great Continental Railway Journeys currently showing 
on SBS. This series is predicated on recreating the 
travels outlined in a 1913 edition of Bradshaw’s Conti-
nental Timetable. This physical timetable features 
prominently throughout the series. A follow-up is Great 
British Railway Journeys  based upon travels using a 
Bradshaw British Timetable. This has had two sea-
sons of programs. The British travels have not yet been shown on Australian TV. 
 
Regards, Victor Isaacs 

http://www.aattc.org.au/newsletter.pdf
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The State Railway Muddle in Australia 
by EDWIN A. PRATT 

T 
HE CONDITIONS OF THE 
passenger services on Australian 
railways are to be looked at from 

two points of view.  

On certain of the inter-State lines it is pos-
sible to travel with some approach to luxu-
ry, comfort, and express speed—subject to 
change of carriage on arrival at the border 
and to occasional detention owing to 
blocks of traffic on the single line. [see 
illustration at bottom of page 4] The Victo-
rian State Railways could take credit in the 
official Report for 1910-1911 for having 
five dining cars on inter-State service, and 
the New South Wales system added nine 
sleeping-cars to its rolling stock in the 
same year.  

Apart from inter-State travel, and notably 
in the case of up-country journeys, the 
conditions are very different; and this may 
explain why the impressions of British 
travellers who mainly use the trunk lines, 
and report favourably of them when they 
return home, may differ from the daily 
experiences of Australians who are well 
acquainted with the country and suburban 
lines in addition. The Pastoralists' Review 
for March 15, 1912, sums up the general 
position by saying: “Only a small propor-
tion of the country is served, the travelling 
is slow, the jolting is awful ... and the first-
class passenger accommodation, excepting 
on the one show line, Sydney to Adelaide, 
is worse than the third-class in Great Brit-
ain."  

The slowness of the ordinary train service 
in Victoria is a matter to which The Age 
(Melbourne) has been calling the attention 
both of its readers and of the State authori-
ties for many years. It started on this self-
imposed mission as far back as 1892, and 
its latest denunciations were indulged in on 
March 6, 1912; but in this period of twenty 
years it appears to have shared the experi-
ences of the farmer with the claret, and to 
have got “no forrader". The slow speed of 
the country trains, said The Age on the last
-mentioned date, remains as a legacy from 
the pioneer days of railway enterprise in 
Victoria. “Certain speeds were established 
forty years ago as the average that could 
be accomplished by the Department, hav-
ing regard to the exigencies of traffic and 
the combination of goods and passengers 
in the same train,” and these speeds " as 
well as the ‘mixed trains’ still represent 
the conditions of travel to-day. There have 
been "frequent and fervent promises of 
reform "; but nothing, The Age declares, is 
ever done. “So far from trains travelling at 
a faster pace, instances could be given in 
which the times to-day are even slower 
than they were a quarter of a century 

ago.” Some vague hope existed in the Rail-
way Department that faster trains would be 
put on when the summer was over, and 
engines then engaged in wheat haulage 
could be set free for other work; but, the 
journal proceeded: “No faith can be placed 
in any anticipation formed by the Commis-
sioners, nor will the public believe that any 
serious attempt is being made to grapple 
with the nuisance of slow trains until the 
system of mixed traffic is abolished. The 
worst delays occur on trains that carry 
both passengers and goods."   Our trains 
are among the slowest in the world, and 
they continue so because the railway au-
thorities have not the cupidity of initiative 
to make them any faster.” 

As regards the vehicles in which Victori-
ans may have to travel when they go by 
rail, an editorial in the issue of the Pastor-
alists' Review of January 15, 1912, in ref-
erence to the shortage in trucks required 
for wheat transport in Victoria, says : 

The shortage of trucks is stated to be due 
to the transference of 450 from goods to 
passenger traffic for the Christmas and 
New Year holidays. It is hardly a good 
advertisement for Government ownership 
of railways when, on their own showing, 
the Government have to carry passengers 
in trucks, especially when it is considered 
that the use of these trucks out of their 
proper sphere is having a detrimental ef-
fect on the wheat trade.” 

In respect to the railway refreshment 
rooms “which are of material importance 
for travellers on long journeys who depend 
on them for their meals” the complaints 
are especially bitter. 

Writing on this subject to the Pastoralists’ 
Review of August 15, 1911, from Walgett, 
New South Wales, a correspondent who 
signs himself “Warrigal” declares that “ 
the old order of filth, vile food and vile 
service, and general neglect is allowed to 
continue from year to year.” There are a 
few places, he admits, where clean, good 
food and fair service can be got; but in 
nearly every case these are at small, out-of-
the-way stations, while his experience in 
regard to the refreshment rooms at most of 
the big junctions and important towns is 
that “the conditions are generally vile in 
the extreme.” 

Going into some very unsavoury details he 
continues: I have had personal experience 
of soup served full of blowflies, bread with 
cockroaches carved upon it, cockroaches 
running over the food on the tables, stale 
meats and fish, tea and coffee that have 
had leaves and grounds reboiled many 
times and of the lowest quality. If a sixpen-

ny eating house in the city were to serve its 
patrons as badly it would fail, for it would 
lose its custom and patronage; but the 
lessees of these railway refreshment rooms 
are so kindly protected by the Department 
from any opposition that the traveling 
public must accept what is offered, or go 
hungry.” 

Even for such food as this there may be a 
scramble in which the women passengers 
are at a special disadvantage. On the arri-
val at a refreshment room station of any 
train one may travel by there can be seen, 
he says, “women waiting behind a crowd 
of men, who get to the counter first, and 
the women are kept standing at the back, 
unable to force their way through.'' As a 
typical example of what happens, he says 
that the night train from Sydney to Inverell 
arrives at Moree at 7.10 a.m., “the passen-
gers for stations beyond Moree all wanting 
food. At the railway station, however, there 
is no refreshment room, and neither food 
nor drink is obtainable.” A few men race 
over to an hotel some distance away, and 
scramble through a meal with a fear of 
missing their train, but the women and 
children must remain on the station and 
starve until Warialda is reached at 10.55 
a.m., “which place", he adds, “is one of the 
few and pleasant exceptions to the matter 
of this letter."  The train from Inverell to 
Sydney reaches Moree at 2.15 p.m., mak-
ing a further demand for a refreshment 
room; yet though the need for such room 
has been felt for years, none has yet been 
provided. 

Concerning Queensland, “A.W.P.” writes 
in the Pastoralists’ Review for October 16, 
1911: 

“The railway train from the border is now 
greatly improved, but the refreshment ar-
rangements are just as bad as ever they 
were. After having struggled at Glen Innes 
for breakfast (on the New South Wales 
side), and seeing more than half the pas-
sengers hopelessly shut out, one naturally 
looks for something at luncheon time; but 
no, if you don't take what is offered you at 
11 a.m. at the border, you get little else 
until you reach Toowoomba, about 5 p.m. 
Stanthorpe should have the luncheon b 
Queensland railways are hopeless in re-
spect of decent feeding arrangements. 
From end to end of the system they are 
absolutely scandalous. Why do the people 
put up with it? Is it because the majority 
know nothing better ?” 

Without dwelling on the arrangements 
made by English railway companies for 
supplying third as well as first-class pas-
sengers with breakfasts, luncheons, and 
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dinners en route it might be suggested to the 
Australian Railway Departments that they 
should study “and imitate” the admirable 
methods adopted on the Swedish State rail-
ways for supplying long-distance passen-
gers with meals or refreshments at appoint-
ed places where stoppages are made, and 
that, too, at convenient times. The food is 
abundant in quantity, appetising in quality, 
reasonable in price, and so distributed 
“together with plates, knives and forks, cups 
and saucers, etc”  over a number of different 
tables between which the passengers can 
wander freely, helping themselves, that 
everyone can obtain what he or she re-
quires, and that, too, without the slightest 
rush or confusion. 

Of the suburban service at Melbourne the 
correspondent in that city of the Pastoralists 
Review wrote on October 12, 1911, that 
“the suburban trains are a scandal. It is rare-
ly one can obtain a seat during the busy 
hours of the day.” But crowded trains are 
not unknown in London, and Melbourne 
has, besides, the advantage of a cable tram-
way on which one can travel with reasona-
ble hope of arriving safely at one's destina-
tion. The sister metropolis of Sydney would 

thus appear to be an easy first in the matter 
of suburban transport deficiencies. 

The suburban railway service at Sydney 
[page 5, bottom] is not only slow but hope-
lessly inadequate. The "Central” station is 
situated about a mile and a half from the 
real centre of the city, so that business men 
in Sydney have to supplement their subur-
ban journey on the State railway by an 
urban journey on Sydney's State electric 
tramway, and the open, single-deck tram-
cars, with a footboard on each side, get so 
densely packed with struggling humanity 
that in the “rush  hours” of the day it would 
appear to be dangerous to life even to at-
tempt to ride on them at all. Accidents are 
more especially caused through persons 
falling from the footboards when trying 
either to enter or to alight from a moving 
car, or by their being swept off it when 
riding on the footboards because of the car 
being already so overcrowded that no more 
passengers can possibly squeeze in. Ac-
cording to the Sydney Sun which has been 
carrying on an especially active campaign 
Juggernauts of Sydney, the tram-caused 
death rate of the city is nearly one a fort-
night "without counting the large number 

of passengers injured. There are regula-
tions against overcrowding of the cars, but 
to attempt to enforce against them would, 
it is said, cause a riot”. 

There has been much vigorous writing on 
this subject in the Sydney Press, but for a 
sober statement of facts and a calm review 
of the situation by an acknowledged au-
thority I cannot do better than quote the 
following, from a communication ad-
dressed to the Sydney Morning Herald of 
March 7, 1912, by Sir Joseph Carruthers, 
K.C.M.G.: 

The state of the traffic on the streets of 
Sydney has become a problem that must be 
faced in a determined fashion. Every day 
the danger is becoming intensified, and, 
apparently, the control is diminished. At 
certain hours of the day tram-riding can 
only be attained after a desperate scramble 
for a seat, or even for a footing on the 
platform or steps. The risk to human life 
thereby is far too serious to be ignored by 
the authorities. The loss of fares alone 
must represent a good annual sum, which, 
if capitalised, would cover a large outlay. 
It is not more cars that we require, since 

Express and Local compared. The Melbourne-Ballarat line in 1912. The “Express” is what later became known as The Overland. 

The various Divisions of this train took an hour to reach Bacchus Marsh - where it no longer stopped for refreshments because 

Dining Cars had been added to the train. The Sunday Excursion train, however, took 1½ hours and stopped at all passenger sta-

tions except Staughton’s Siding. Even Tottenham was out in the country in those days. The hand-writing is that of Jack McLean. 
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more of them would add to the congestion 
of the traffic. Double-deckers are unpopu-
lar and unsightly, and Sydney has done 
well not to tolerate them. The time has 
come when we must have railways under-
ground, overhead, or on the level, I care 
not which, to carry the vast and increasing 
volume of traffic now forced on the 
streets.” 

Referring to the fact that the government 
were considering the question of complet-
ing the Sydney central railway station, “at 
a huge cost,”  Sir Joseph proceeded: 

“I have never hesitated to express my 
opinion that the fixing of our suburban 
railways at Redfern has been a colossal 
blunder. It means that we turn out scores 
of thousands of people from commodious 
railway trains, and expect a few cars on 
our tram-line to carry them through our 
main streets to their places of work or to 
their business. Far better will it be for the 
Government to hold their hand in regard 
to spending more money on the central 
station, and to devote their attention to 
completing the railway through the city. 

No tram system can be devised to carry the 
traffic on our streets. Only a railway sys-
tem will meet the case. No railways in 
Australia will pay so well as those which 
are advocated for Sydney and its suburbs. 
If private capital were invited to undertake 
the work there would be an immediate rush 
for the concession to build these railways, 
and take the risk of profit or loss. 

Is the State ownership of railways to be 
always handicapped by the want of suffi-
cient capital to construct safety and con-
venience of over half a million of people?”  

In commenting upon this letter, the Sydney 
Herald declares that “The only practicable 
solution of the transport problem in Sydney 
will be found in the construction of an 
underground circular railway, tapping a 
wide suburban area, and communicating 
directly with the city. 

In London, New York, or any other capital 
where private enterprise has the chance of 
showing what it can do, the trouble now 
being experienced in Sydney would be 
speedily overcome; but in Sydney it is State 
enterprise that controls the situation, and 
the suburban residents suffer according-
ly.” 

This text was extracted from a book of the 
same name, published by Murray in 1912 

The book is available at the “Forgotten 
Books” web-site—

www.forgottenbooks.com..  

 
 

 

Departures from Sydney Central in 1906, the first year of operation. 
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N 
UMEROUS ALTERATIONS 

have been made in the time-

tables to come into force on 

Sunday, 30th November, 1947. Station-

masters and all others concerned must 

carefully peruse the time-tables immedi-

ately on receipt, so as to become conver-

sant with the changes, and report at once 

to "Tables," Sydney, anything they ob-

serve which in their opinion requires atten-

tion. 

In all cases where the departure times of 

Passenger and Mixed trains are altered 

Station-masters must take care to exhibit 

notices at their stations directing attention 

to the altered times, and take every means 

of informing the public; they must also see 

that each member of their staff, Guards, 

Gatekeepers and others under their control 

who are employed in the working of 

trains, are supplied with a copy of the 

Working Time-table, and receipt obtained. 

All out-of-date Sheet Time-tables must he 

removed, and the boards thoroughly, 

cleaned before the new Sheet Time-tables 

are placed on them. 

After the Sheet Time-table is pasted on the 

board, and time allowed for it to dry. a red 

ink line, one-sixteenth of an inch wide, is 

to be neatly and distinctly drawn immedi-

ately below the row of figures showing- 

the times of departure of trains from the 

station. 

Time-tables and public notices must be 

affixed to the boards in a careful manner, 

otherwise they will present a very untidy 

appearance and soon become mutilated. 

Station-masters controlling unattended 

platforms must arrange for Sheet Time-

tables to be exhibited at such places at due 

time. 

Sheet Time-tables are to be exhibited in 

accordance with instructions contained in 

Regulation 43, clause (a), of the General 

Appendix, Part I, respecting "Control and 

Working of Stations." 

List of Time-tables to be Issued. 
 

Working Time-tables 
 

Main 

Suburban. 

Local Services. 

Illawarra. 

South. 

West. 

North. 

Sheet Time-tables 
 

Main Suburban 

1.  North Sydney to Parramatta-Mondays 

to Fridays. 

2. Parramatta to North Sydney- Mondays 

to Fridays, 

3. North Sydney to Parramatta– Saturdayss  

4. Parramatta to North Sydney·-Saturdays. 

5. North Sydney to Parramatta-Sundays. 

6. Parramatta to North Sydney-Sundays. 

7. Clyde-Carlingford, Sandown and Abat-

toirs lines. 

8. Bankstown--Lidcombe Local Service. 

 

Illawarra Line 

9. Sydney to Nowra (including Port Kem-

bla and Unanderra-Moss Vale lines). 

10. Nowra to Sydney (including Port Kem-

bla and Unanderra-Moss Vale lines). 

11. St. James to Waterfall-- Mondays to 

Fridays. 

12. Waterfall to St. James--Mondays to 

Fridays. 

13. St. James-Waterfall-Saturdays. 

14. St. James-Waterfall-Sundays. 

15. St. James--Cronulla. 

16. St. James-East Hills. 

17. Wynyard to Bankstown. 

18. Bankstown to Wynyard. 

 

South 

19. Wynyard to Campbelltown. 

20. Campbelltown to Wynyard. 

21. Campbelltown-Camden. 

22. Sydney--Albury-Melbourne, also Yass 

Town, Boorowa and Harden-Blayney, 

Tumut and Batlow lines. 

23. Sydney-Goulburn Services, Picton-

Mittagong Loop line, and Bombala, 

Captain's Flat, Canberra, Crookwell 

and Taralga Branches. 

24. Branch lines beyond Cootamundra 

(except Tumut and Batlow lines). 

 

West 

25. Wynyard-Penrith. 

26. Blacktown-Kurrajong. 

27. Western Line Services to and from 

stations west of Lithgow. 

28. Sydney-Parkes-Broken Hill, and 

Forbes line. 

29. Sydney-Lithgow. 

30. Western Branches. 

 

North 
31. Wynyard to Hawkesbury River. 

32. Hawkesbury River to Wynyard. 

33. Central to Hornsby via North Sydney. 

34. Hornsby to Central via North Sydney. 

35. Sydney to Newcastle. 

36. Newcastle to Sydney. 

37. Sydney-Wallan-garra-Brisbane and 

Branches. 

38. Sydney-Grafton-South Brisbane; also 

Dorrigo and Murwillumbah Branches 

39. Newcastle-Toronto-Belmont. 

40. Newcastle-West Maitland-Singleton 

(also Morpeth Branch and South Mait-

land line). 

41. Singleton-West Maitland-Newcastle 

(also Morpeth Branch and South Mait-

land line). 

 

Official Time-table Folders 
 

Sydney Suburban Services. 

Country Services. 

 

Station-masters and others concerned to 

see that supply of necessary sheet timeta-

bles is to hand, and in the event of non-

receipt a telegram to that effect must be 

sent as follows:-Sydney District to 

"Despatch," Sydney; other districts to re-

spective Traffic Superintendents. Under 

this arrangement, absence of advice to the 

contrary will be regarded as sufficient 

proof of receipt. (W.N. 46-1947.) 

Let’s get this straight!! 
Making sure the wall-sheet timetables were neat and orderly. Weekly No-
tice extract of 1947, material supplied by  ROSS WILLSON 
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T 
HE MARCH 2012 ISSUE OF 
“The Times” featured an article on 
the Hobart-Glenorchy Corridor. 

From 3rd November 2013 this corridor 
was recast as Hobart’s “Turn Up and Go” 
where routes 28, 31, 32, 34, 36, 37, 38, 39, 
40, 42, 100, 110, 111, 117, 118, 119, 120, 
121, 122 and 126 combine to operate ap-
proximately 10 minutes Monday-Friday, 
20 minutes Saturday and 30 minutes Eve-
nings and Sundays along the Hobart-
Glenorchy corridor. Twelve months later 
this initiative had resulted in an 8% in-
crease in patronage and a steady improve-
ment in passenger satisfaction ratings, thus 
declared a success. 

Prior to 3rd November 2013 the Hobart-
Glenorchy high frequency service was 
provided by six routes combining to make 
a ten minute service in the Monday to Fri-
day off-peak. These routes are 28 TOLO-
SA ST operating every 30 minutes, 31/32 
JACKSON ST operating as 31 clockwise 
or 32 anti-clockwise every 60 minutes, 34 
ROSETTA every 60 minutes, 39 CAD-
BURY FACTORY every 120 minutes, 42 
AUSTINS FERRY every 60 minutes and 
100 GLENORCHY  every 120 minutes. 

From 3rd November 2013 details of ser-
vices from Hobart in the middle of the day 
Monday to Friday is as follows:- 

Route & Depart Depart 
Destination Hobart Glenorchy 
39 Cadbry Factory 10.06 10.37 
42 Austins Ferry 10.16 10.47 

42 Austins Ferry service departing Hobart 
at 10.16 connects at Glenorchy with 
31Jackson St feeder service departing Gle-
norchy at 10.55 

28 Tolosa St 10.26 10.57 
39 Cadbury Factory 10.36 11.07 
34 Rosetta 10.46 11.17 

34 Rosetta service departing Hobart at 
10.46 connects at Glenorchy with 31 Jack-
son St feeder service departing Glenorchy 
at 11.25 

28 Tolosa St 10.56 11.27 
39 Cadbury Factory 11.06 11.37 

Compared with the earlier timetable 31 
Jackson St now operates as a feeder with 
morning frequency increased to half-
hourly. Earlier the 39 Cadbury Factory 
service operated as a feeder service from 
Glenorchy operating every 40 minutes 
with every third service operating through 
from Hobart. Now the 39 operates half-
hourly through from Hobart. As before the 
35 Glenorchy-Claremont Doorstopper 
Local Service operates every 80 minutes 

serving parts of Chigwell not served by the 
more regular route 39. The Jackson St 
service changes from 31 clockwise to 32 
anti-clockwise from the 11.55 trip depart-
ing Glenorchy. This means that the majori-
ty of the route is served by the inward trip 
in the morning and the outward trip in the 
afternoon.  

Prior to 3rd November the Monday to 
Friday departures southbound from Gle-
norchy to Hobart were not organised as a 
“memory” timetable. The combined time-
table on journeys between Glenorchy and 
Hobart had headways varying between 1, 
3, 5, 7, 8, 12, 13 and 17 minutes with an 
average off-peak headway of 8.25 minutes. 
From 3rd November 2013 southbound 
services had a regular 10 minute frequency 
with the following pattern:- 

Route & Depart Arrive  

Starting Point Glenorchy Ho-
bart 
39 Cadbury Factory 10.42 11.13 

31 service departing Jackson St at 10.34 
arriving  Glenorchy at 10.52 & 34 service 
departing Rosetta at 10.36 arriving Glenor-
chy at 10.51 connect with the 10.52 or 
more realistically the 11.02 Hobart service 

42 Austins Ferry 10.52 11.23 
28 Tolosa St 11.02 11.33 
39 Cadbury Factory 11.12 11.43 

34 service departing Rosetta at 11.06 arriv-
ing Glenorchy at 11.21 connect with the 
11.22 or more realistically the 11.32 Ho-
bart service. This trip does not have a cor-
responding outward trip. 

31 Jackson St 11.22 11.53 
28 Tolosa St 11.32 11.53 
39 Cadbury Factory 11.42 12.03 

Peak Hour Services from Hobart from 5.02 
pm to 6.10pm are provided as follows 

Route & Depart Depart 

Destination Hobart Glenorchy 
32 Jackson St 5.02 5.33 

32 Jackson St service departing Hobart at 
5.02 connects at Glenorchy with 42 Aus-
tins Ferry feeder service departing Glenor-
chy at 5.41 

37 Claremont 5.10 5.41 

37 Claremont service departing Hobart at 
5.10 connects at Glenorchy with 28 Tolosa 
St feeder service departing Glenorchy at 
5.50 

100 Glenorchy 5.17 5.48  
34 Rosetta 5.24 5.55 
42 Austins Ferry 5.32 6.03 

42 Austins Ferry service departing Hobart 
at 5.32 connects at Glenorchy with 32 
Jackson St feeder service departing Gle-
norchy 6.09 

36 Claremont 5.42 6.13 
100 Glenorchy 5.50 6.21 
100 Glenorchy 6.00 6.31 
28 Tolosa St 6.10 6.37 

This means that on average the frequency 
at this time is every seven/eight minutes. 
Notice that Chigwell and Claremont are 
now served by the more direct routes 36 
and 37 which omit Marys Hope Rd served 
in the peak by X4 Hobart-Granton Express 
every 30 minutes. Another peak hour ser-
vice is provided along Main Rd between 
Hobart and Springfield Av by route 24 
Hobart to Glenorchy via Springfield.  In 
the off-peak Hobart to Springfield to Gle-
norchy is served by 180 via West New 
Town and 190 via East New Town. Jointly 
180/190 provide an average 50 minute off-
peak service through Springfield. In the 
peak Tolosa St and part of the Jackson St 
route are served by X6 Hobart-Glenorchy 
via Lenah Valley Express.  

Monday to Friday Evening Services are 
provided as follows:- 

Route & Depart Depart 
Destination Hobart Glenorchy 
117 Gagebrook 7.10 7.37 
42 Austins Ferry 7.40 8.02 
117 Gagebrook 8.10 8.32 
42 Austins Ferry 8.40 9.02 
117 Gagebrook 9.10 9.32 
42 Austins Ferry 9.40 10.02 
119 Gagebrook 10.10 10.32 
42 Austins Ferry  10.40 11.02 
117 Gagebrook 11.10 11.32 
38 Claremont 11.40 12.02  (Fridays 
             only) 
117 Gagebrook 12.10 12.42  (Fridays 
         only) 
100 Glenorchy 12.40 1.02 (Fridays  
           only) 

28 Tolosa St services depart Glenorchy at 
8.03, 9.03, 10.03 and 11.03 

32 Jackson St services depart Glenorchy at 
7.33, 8.33 and 6.33 

38 Claremont via Rosetta services depart 
Glenorchy at 8.05, 9.05, 10.05 and 11.05 

Prior to 3rd November 2013 90 minute 
services had operated to Gagebrook, Aus-
tins Ferry, Claremont and Tolosa St whilst 
Jackson St only had services on Friday 
nights. Previously a 20 minute service had 
operated on Friday nights up to 9.10pm. 
Normally Gagebrook, further north, is 
served by express services operating by 
Brooker Av rather than Main Road, or 
from Glenorchy via the Bowen Bridge.  

Daytime services also operate a twenty 
minute service on Saturdays as shown by 
the following representative services:- 

Hobart’s Turn Up and Go 
by HILAIRE FRASER 
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Route & Depart Depart 
Destination Hobart Glenorchy 
31 Jackson St 11.10 11.41 
38 Claremont 11.30 12.01 
42 Austins Ferry 11.50 12.21 

31 Jackson St departing Hobart at 11.10 
connects at Glenorchy with 28 Tolosa St 
feeder service departing Glenorchy at 
11.43 

This pattern is followed throughout the day 
except from the 12.10 Jackson St trip the 
service is provided by 32 anti-clockwise.  
The 1.30 and 3.30 Claremont trips are 
provided by 40 Claremont via Marys Hope 
Rd, however, Rosetta is still served by 
additional route 38 trips departing Hobart 
at 2.00, 3.10 and 4.10. Route 29 Spring-
field Metro-Tolosa St via Springfield  & 
Glenorchy which had operated on Friday 
evenings and Saturdays has been discon-
tinued being replaced by 60 minute ser-
vices on 28 Glenorchy-Tolosa St and 90 
minute services on 26 Springfield Metro-
Springfield. Route 26 now operates Mon-
day to Friday evenings. 

Saturday Evening Services are provided as 
follows:- 

Route & Depart Depart 

Destination Hobart Glenorchy 
117 Gagebrook 7.10 7.32 
42 Austins Ferry 7.40 8.02 
117 Gagebrook 8.10 8.32 
42 Austins Ferry 8.40 9.02 
117 Gagebrook 9.10 9.32 
42 Austins Ferry 9.40 10.02 
119 Gagebrook 10.10 10.32 
42 Austins Ferry  10.40 11.02 
122 Gagebrook 11.10 11.32 
100 Claremont 11.40 12.02    
122 Gagebrook 12.10 12.42    
100 Glenorchy 12.40 1.02  

A 28 Tolosa St services depart Glenorchy 
at 8.34 

38 Claremont via Rosetta services depart 
Glenorchy at 8.05, 10.05 and 11.05 

Daytime services also operate a thirty mi-
nute service on Sundays as shown by the 
following representative services:- 

Route & Depart Depart 
Destination Hobart Glenorchy 
117 Gagebrook 11.10 11.35 

117 Gagebrook service departing Hobart at 
11.10 connects at Glenorchy with 28 Tolo-
sa St feeder service departing Glenorchy at 

11.35 

42 Austins Ferry  11.40 12.05 
117 Gagebrook 12.10 12.35 
38 Claremont 12.40 1.05 

31 Jackson St services depart  Glenorchy 
at 9.03 and 11.05 

32 Jackson St services depart Glenorchy at 
1.05, 3.05 and 4.35 

Sunday Evening Services are provided as 
follows:- 

Route & Depart Depart 

Destination Hobart Glenorchy 
122 Gagebrook 7.10 7.32 
42 Austins Ferry 7.40 8.02 
122 Gagebrook 8.10 8.32 
100 Glenorchy 8.40 9.02 
122 Gagebrook 9.10 9.32 

In addition to the Main Rd Corridor there 
is an Express Corridor between Hobart and 
Glenorchy via Brooker Av with journey 
times of twenty minutes. During the Mon-
day to Friday off-peak a 30 minute service 
is provided by X1 Hobart-Bridgewater. On 
Saturdays a 40 minute service is provided 
by X7 Hobart-Gagebrook via Bridgewater. 
A Monday-Friday 5 to 10 minute peak 
service frequency is provided by X1 in 
conjunction with X3 Hobart- Gagebrook 
via East Derwent Hwy, X4 Hobart-
Granton and X9 Hobart-Brighton via East 
Derwent Hwy & Gagebrook. At other 
times the Brooker Av Corridor is also 
served by X8 Hobart-Brighton via Bridge-
water, and X10 Ten Mile Hill-Hobart 
(inwards only). In the 3 November 2013 
timetables X5 Hobart-Glenorchy has been 
discontinued. 

Times in this article come from the follow-
ing timetable leaflets, available from 
www.metrotas.com.au effective 3 Novem-
ber 2013:- 

28 to 126 Glenorchy (all stops) 
X1, X3, X4, X7, X8, X9 Glenorchy 
(express) 
27, 28, X6 Glenorchy (Tolosa St) 
31, 32, X6 Glenorchy (Jackson St) 
34 Rosetta 
35 to 40 Claremont & Chigwell 
42, X4, X10 Austins Ferry 

The map accompanying this article shows 
the Hobart to Glenorchy corridor. Route 10 
City-Lenah Valley via Pottery Rd & Ruth 
Dr shown on this map has been discontin-
ued and replaced by extra trips on route 9 

City-Lenah Valley via Giblin St & Ruth 
Dr. Details of routes north of Glenorchy 
can be seen on the map published with the 
previous article entitled “By Bus to 
Bridgewater” 

In June 2014 Metro released details of the 
Northern Suburbs network review. Under 
these proposals new services will be as 
follows:- 

All Stops Services:- 
500 Hobart-Glenorchy via Main Rd 
501 Hobart-Cadbury Estate via Marys 

Hope Rd 
502 Hobart-Claremont Plaza via Ab-

botsfield 
503 Hobart-Grantham via Allunga Rd 
510 Hobart-Tolosa St 
511 Hobart-Tolosa St & Wariga Rd 
512 Hobart-Jackson St 
520 Hobart- Bridgewater via Claremont 
521 Hobart- Brighton via Claremont 
522 Hobart- Gagebrook via Claremont 
530 Hobart-Bridgewater via Old Beach 
540 Hobart-West Hobart 
541Hobart-Springfield via Florence 

Heights 
542 Hobart-Glenorchy via Springfield 
550 Hobart-Glenorchy via Lenah Valley 
551 Hobart-Lenah Valley via Mt Stuart 
560 Hobart-Glenorchy via Moonah East 
561 Hobart-Glenorchy via Lutana & 

Goodwood 

Peak Hour Express Services:- 

X02 Hobart-Grantham via Abbotsfield 
X03 Hobart-Claremont Plaza via Allunga 
Rd 

(Note X02 and X03 swap termini with 502 
and 503 to provide a faster peak service to 
Abbotsfield and Grantham) 

X11 Hobart-Tolosa St & Wariga Rd 
X12 Hobart-Jackson St 
X20 Hobart- Bridgewater via Claremont  
X21 Hobart- Brighton via Claremont  
X30 Hobart-Bridgewater via Old Beach  
X50 Hobart-Glenorchy via Lenah Valley 

Off-peak express services would no longer 
operate. These proposals were to be imple-
mented in November 2014 but their com-
mencement has been delayed until funds 
are available. It is anticipated that later 
there will be a Southern Suburbs review 
and southern routes will be renumbered in 
the 400 series. In 2009 Eastern Shore 
routes were renumbered in the 600 series. 
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NSWPTC Ferry Timetables, 1975 
Supplied by ROSS WILLSON 
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 ???Tooraweenah 
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T 
HERE IS SOMETHING INEFFA-

BLY romantic in the ad. on page 12, 
with its juxtaposition of the horse 

and plough with the DC3. Are those horse-
flies I see? 

Butler Air Transport was a limited liability 
company created by Cecil Arthur Butler to 
operate air transport primarily among New 
South Wales airports in Australia, from 
1934 until 1959. 

Arthur Butler OBE (1902-1980) was an 
English-Australian aviator whose first 
aviation experience was as a toolmaker and 
later ground engineer in Sydney then Hay, 
New South Wales. Butler was engineer to 
pilot Francis Stewart Briggs who taught 
Butler to fly at Hay. After getting a pilot's 
license, he became a barnstormer before in 
1934 winning the contract for the Charle-
ville, Queensland to Cootamundra, New 
South Wales leg of the England-Australia 
airmail route. The Butler Air Transport Co 
lost the contract on its expiry in 1938, but 
went on to operate as a civil airline, serv-

ing country towns in New South Wales 
and Queensland. 

During World War II, Butler continued 
operating on a limited scale, and also man-
ufactured parts for the Australian war ef-
fort on a cost recovery basis. At the end of 
the war, Butler registered Butler Air 
Transport Pty Ltd as a public company, 
that became the most successful airline in 
New South Wales, operating three Douglas 
DC-3s, Avro Ansons, De Havilland Her-
ons and three Airspeed Ambassadors. But-
ler encouraged employee ownership of the 
company, and in 1947 they owned 51%. 

In the 1950s the Government of Australia  
adopted a "two airline policy" favouring 
Ansett Airways and Trans Australia Air-
lines. Arthur Butler fought against the 
trend, including an intended buy-out in the 
early 1950s by Australian National Air-
ways Pty Ltd. In 1955 Butler acquired two 
Vickers Viscounts. Reginald Ansett's An-
sett Transport Industries Ltd acquired 
A.N.A. in 1957, thus acquiring appreciable 
stock in B.A.T., then acquired more from 
staff stockholders until he controlled the 
Butler airline. Despite a legal and board-
room battle to retain or regain control, 

Arthur Butler lost. In late 1958, Butler was 
offered the position of Managing Director 
but instead left the company, which was 
effectively absorbed into Ansett as Airlines 
of New South Wales in 1959, then into 
Ansett Express. 

Local knowledge said that Tooraweena 
was the home town of Butler's wife. He 
made it the hub for the surrounding air-
ports, in a "Hub and Spoke" operation. 
Early on, a Dragon Rapide took passengers 
from, e.g. Coonamble to Tooraweena, 
where they transferred to a DC3 for the 
rest of the journey to Sydney 

From Wikipedia, with additional notes by 
Geoff Lambert 

Tooraweenah??? 
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I 
F YOU’RE SHUTTLING BETWEEN 
Sydney and Singapore this month, 
here’s something to reflect upon. 

August 2013 marks the 75th anniversary of 
Qantas’ original Empire Class flying boat 
service between Sydney’s Rose Bay and 
Singapore, a trip which used to take four 
full days (with three overnight stops) in-
stead of today’s eight hour jaunt. 

But everything was different back then – 
especially the way we travelled. 

Forget about the endless concrete of air-
ports: passengers headed to the Rose Bay 
Flying Boat Base, nestled on the edge of 
Sydney Harbour to board one of Qantas’ 
magnificent Empire Class flying boats. 

The zenith of a golden age of commercial 
flying between the wars, the flying boats 
were primarily designed to carry first-class 
air mail but they quickly embraced a mod-
ern spirit of  romance and adventure, open-
ing international air routes and strengthen-
ing ties within the British Empire. 

Qantas flying boats ushered in an era of 
stately and pleasurable flying – and they 
were built for comfort and safety rather 
than speed. 

Only 16 passengers could be accommodat-
ed during flights with overnight legs, but 
they enjoyed “the most luxurious saloons 
ever prepared in an aircraft” spread over a 
series of tiered cabins including a smoking 
room and bunk-like sleeping berths. 

Hudson Fysh, one of the founding mem-
bers of Qantas and managing director at 

the time,  recalled: “Getting up out of his 
chair, a passenger could walk about and, if 
he had been seated in the main cabin, stroll 
along to the smoking cabin for a smoke, 
stopping on the way at the promenade deck 
with its high handrail and windows at eye 
level to gaze at the world of cloud and sky 
outside.” 

There’s plenty of romance in that vision, 
but it came at a price: a Sydney-Singapore 
return trip was slightly more than the aver-
age annual wage of the time, which in 
today’s terms would mean handing over 
some $72,800. 

That included three overnight stops en 
route to Singapore – at Townsville, Dar-
win and Surabaya – spent at sumptuous 

hotels while the aircraft lay at moorings in 
a nearby lake or seaport. 

The second leg of what had already been 
tagged as Kangaroo Route, from Singapore 
to London, took a further six days. 

It was a brief shining moment for the fly-
ing boats before the start of World War II 
saw the aircraft stripped of those wide 
seats and sleeping bunks, to be replaced by 
guns and bomb racks. 

The short-range Empire Class was re-
placed in 1943 by the longer range Catali-
na flying boats, which were retired in the 
early 1960s but gave their name to the five
-star Catalina restaurant adjacent to the site 
of the old Rose Bay terminal. 

The way it was: Sydney to Singapore in 4 days by 
Qantas flying boat 
By DAVID FLYNN  
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