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A rchaeologists working 
in the Nile delta in a 
year of unusually low 
flow have uncovered 

evidence of what is believed to be 
one of the world’s earliest public 
transport timetables, if not the very 
first. 

It is a timetable for a daily barge 
service plying between the 'ports' 
of Abu Simel and the ancient city 
of Pulinyaleg, formerly right at the 
mouth of the Nile, but now nearly 
100 km upstream from it. 

Since the days of the discovery of 
the famous Rosetta Stone, it has 
been a relatively easy matter for 
archaeologists to translate the texts 
of old Egyptian documents, so the 
identity of the objects found was 
readily apparent. Inscribed with a 
mixture of Egyptian hieroglyphics 
and Sumerian cuneiform charac-
ters, the timetable is on 5 relatively 
large stone tablets, the first of 
which bears the inscription To op-
erate from and after 1 April 1200 
B.C and until further notice. The 
fact of dual language entries (long 
before CN and CPR thought of it) 
suggests the service catered for 
international travellers. 

Marketing ploys 

Even in 1200 BC, it seems that 
barges did not have a good image. 
The cover (if it can be called that) 
therefore went to great lengths to 
promote the concept of svelte luxu-
ry on board, using well-known 
identities of the time to entice peo-
ple aboard. The image, which 
about 3150 years later was later 
adapted as a symbol of Egypto-
Roman decadence appears as our 
Fig. 1. 

Family fares 

The fares section is interesting 
too, although the overall level of 
fares seems high, even when in-
flation is taken into account. Sin-
gle fare per person was 2 oxen, or 
the equivalent in sheep. In the 
fine print ('fine engraving'?) on 
the last tablet is the injunction: 
Upstream passengers are ex-
pected to help the slaves row the 
boat. A 20% surcharge will be 
imposed on those who decline 
this opportunity. It is not clear, 
however, given that the one-way 

fare was 2 oxen, how this sur-
charge was extracted. Perhaps the 
operators needed the wisdom of 
Solomon, who is said to have 
solved a similar problem at about 
the same time. 

But, in an early sign of marketing, 
special discounts were offered for 
families Two parents and 4 chil-
dren travel for the same fare as 
two parents and three children, 
provided the 4th child is offered up 
as a sacrifice to Ra on the altar 
upon entering the barge. 

 

A very early timetable 
Last year’s visit of the Dead Sea Scrolls to Sydney awakened interest in some 
of the more obscure material about daily life contained in them. One such 
piece of information lead to renewed digging near the mouth of the Nile River, 
with surprising results , as ABDUL ABULBUL BAZAAR reports. 

1. Nile Barges attempts to capture the high end of the market. The people 
pictured were popular performers at the open-air theatres of the day in 
Egypt and Rome. The glyphs at the bottom say “Nile Barges Time Table” 
and “Mondays to Fridays only” The editor has replaced the original 
glyphs at the top with their English equivalent 
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Marginalia and advertisements. 

Although the time tables of this 
'timetable' take up only 20% of the 
space (See our Fig 2), the rest of 
the timetable is devoted to a collec-
tion of fascinating material giving 
a vivid picture of life along the 
Nile. There are advertisements for 
Nefertiti’s patent mummy preserv-
ing oil, the Nile Delta Boatel (just 
toot-and-come-in), and a range of 
stonemason ads promising Next 
day delivery of 50-tonne stone 
blocks to your pyramid. 

Short-lived service 

Unfortunately, the service does not 
appear to have lasted very long, 
although this can not be deduced 
from the timetables themselves. 
However, there IS corroborating 
evidence from papyrus documents 
found with the Dead Sea Scrolls, 
indicating that the service came to 
grief during a special excursion. 
This was put on by Nile Barges for 
the AGM of a local enthusiast soci-
ety the Answan Association of 
Timetable Collectors (AATC). As 
luck would have it, the President 
turned up at the AGM with a grab-
box of over 100 copies of the cur-
rent timetable. This overloaded the 
barge, which capsized in mid-
stream precipitating the NAOTC 
members and all of the timetables 
to the bottom of the Nile. The Di-
rector of Ancient Antiquities (who 
is one himself), Mr Gerry Attrick 
Methuselah, believes the recently 
un-earthed timetable may be one of 
the copies lost overboard from this 
disastrous AGM. 

 

One particularly interesting item 
is the Nile Barge Company’s own 
exhortations for passengers to be 
on board 5 minutes before sched-
uled departure (shades of Sydney 
Ferries!) in which they make use 
of an unusual graphic of a harried 
commuter whom they dub Rush-
ing Ramses. This is so obviously 
the source for the Long Island 
Railroad’s Dashing Dan charac-
ter. We reproduce both, so you 
can make your own judgment. 

 

2. The actual timetable, which appeared on Tablet 3 of the 5. The other pages (or tablets) were devoted to adver-
tisements and rules. The table shows a downstream service leaving Abu Simel  at 9.54 in the morning and arriving 
at Pulinyerleg at 16.55, although it doesn’t specify whether this is the same day. The upstream service is slower, 
leaving at 0500 and not arriving  until 2015. The table is the first we have seen which adopts the later common 
practice of a centre column containing the place names, with the left-hand column reading 'Down' ('downstream' 
of course) and the right-hand column reading 'Up'. Timetable analysts have been much excited by this finding, 
believing it to be the ultimate source of the terms 'Down' and 'Up', the mystery of which has baffled them for 
years. 

3. 'Rushing Ramses' (Nile Barges, c 1200BC) and 'Dashing Dan' (LIRR 
public timetable c. 1950). Can you see the similarity? 
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B y June 1941, New Zea-
land Railways had is-
sued at least 389 public 
timetables, far more 

than we have previously listed for 
any Australian railway system. 
But, The Times has seen only 5 of 
them and knows of no others in the 
possession of AATTC members. 

Then how do we know how many 
timetables were issued? Because 
the New Zealand Government 
Railways, suffering from a long 
affliction of obsessive-compulsive 
disorder, numbered them all, that’s 
why. Beginning at some unknown 
time and continuing with issues 
that must have been at least month-
ly for a long time, every public 
timetable received a sequential 
number. By 1941, at which time 
frequency of issue had dropped to 
about twice a year, NZR had 
reached 389. Before number 1, 
who knows how many?  

This numbering system seems to 
have continued up till 1950, when 
it re-commenced with what NZR 
described on its timetables covers 
as a new series. From then, until at 
least 1971, timetables were proba-
bly issued slightly less than yearly 
because, in 1972, the issue number 
had crept up to 18. Numbering of 
public timetables seems to have 
stopped  some time in the 1970s or 
1980s. 

If all of this sounds a little uncer-
tain, it is because we here in Aus-
tralia know so little about NZR 
timetables and very few seem to 
have made their way across the 
Tasman. There also seems to have 
been for a long time, an air of se-
crecy about the issuing of  ‘railway 
paper’ in New Zealand and even 

the enthusiast societies seem a 
trifle reluctant to reveal details of 
this sort of thing– that has been 
the Editor’s experience anyway. 

For a small place, New Zealand 
had a lot of railways. They seem 
to have been well-used and the 
timetables for them were not only 
prolific, but fat and packed full of 
information– 300 pages was the 
norm for public timetables even 
in the Depression era.  

NZR issued both system-wide, 
‘Island-specific’ and local area 
timetables. The split between is-
suing a system timetable and one 
per island occurred with the 1950 
re-sequencing. It is interesting 
that, in the early days of timeta-
bles, the South Island was la-
belled the Middle Island, and 
South was reserved for Stewart 
Island. Suburban timetables were 
issued for services in (at least) 
Auckland, Wellington, Christ-
church and Dunedin. In the 
1980s, the Rangitikei Railfans 
Group issued its own version of 
the NZR public timetable, con-
taining extra information such as 
the schedules of the holiday ex-
presses and the intermediate 
times at non-passenger stations. 
Although endorsed not for sale to 
the General Public these timeta-
bles were sold at a Recommended 
Retail Price of  $6.50. These 
timetables receive an entry of 
their own in our table. 

Working Time Tables are another 
world. They were probably (?) 
issued at least as frequently as 
were public timetables. But, be-
cause they were not numbered 
like the public timetables, it is 
difficult to say. Most of the infor-

mation about the early Working 
Time Tables comes from the re-
prints issued by the New Zealand 
Railway and Locomotive Society 
and by anecdotal information in a 
recent signalling history which the 
Society has published. The refer-
ences to WTTs in this publication 
stop at about the turn of the 19th 
century, when signalling infor-
mation shifted from the WTT to 
other publications. 

Rather like the Queensland Rail-
ways, the NZR, especially in the 
South Island, grew in isolated sec-
tions, which did not join into a 
complete network for many years. 
Consequently, for a long time there 
were many regional and no system 
working timetables. In the South 
Island, there were WTTs for Hu-
runi-Bluff (the backbone for the 
South Island WTT), Picton, the 
west coast and Christchurch. By 
the 1930s WTTs seem to have been 
issued in both a South Island and a 
North Island edition. The NZLRS 
has reprinted one of each from the 
1940/50 era. From the 1960s NZR 
WTTs were issued in loose leaf 
format, updated frequently. One in 
the Editor’s collection, effective 
from 24th June 1968, contains pag-
es with 20 separate effect dates. 

The present New Zealand train op-
erator, Tranzrail, continues to issue 
Working Time Tables, the most 
recent for which we have a record 
was for the North Island, issue 
number 34 of 1998, offered 
through AATTC’s distribution ser-
vice. This, however, was merely a 
summary table showing arrival and 
departure times and frequency for 
each train. We do not know if a full 
WTT is issued. 

Railway timetables of New Zealand 
As GEOFF LAMBERT points out, hens’ teeth are a glut on the market com-
pared with New Zealand train timetables. At least it seems that way. This is 
the latest in a series of check–lists of Australasian timetables. Contributions 
also from VICTOR ISAACS. 
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In all, our table lists only 30 out 
what must have been over 400 pub-
lic timetables and only 45 of an 
unknown number of WTTs. Read-
ers can surely add to these. 

In the table, the usual conventions 
for The Times check-lists apply: 
An X indicates that the timetable is 
known to exist and a number with 
the X indicates the sequence num-
ber assigned to the timetable by the 
publisher. A question mark beside 

the X indicates that a timetable of 
the indicated time and place is in-
ferred to exist. Timetables which 
exist, but for which for which the 
district(s) covered is/are unknown 
appear in the Unknown column. 

Replica timetables have an addi-
tional entry ‘R’ beside the X. One 
of these was a working time table 
of the Wellington and Manawatu 
Railway company. 

Dates are given with as much pre-

cision as possible: the full day of 
effect, the month, or sometimes 
only the year. 

ChCh= Christchurch. 

RRG = Rangiteki Railfans 
Group. 

W&MRCL: Wellington and 
Manawatu Railway Company. 
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K class locomotives at Auckland running shed 1937. Photo: W.W.Stewart 
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A n interest in timetables 
is no armchair hobby, 
as any train timer will 
tell you.  To understand 

their timetables, you must record 
and analyse trains’ performances! 

I have timed trains for many years, 
an interest germinated by articles 
written by Cecil J. Allen and O.S. 
Nock in the British magazines The 
Railway Magazine and Railway 
World in the 1960s and 1970s.  
Their descriptions stimulated me to 
try timing for myself, through 
which I gained a deeper apprecia-
tion of train running and timeta-
bles. 

All AATTC members are aware 
that just because a timetable allows 
a certain amount of time for a train 
to travel from A to B, that is not 
necessarily the time the train actu-
ally requires.  Timing allows a 
train’s performance to be assessed 

to understand how tight its sched-
ule is and hard the locomotive 
has to work. 

While trains in Australia do not 
generally run at such high speeds 
nor with such high frequencies as 
those in Britain and mainland 
Europe, there is still plenty to 
entertain those armed with a stop-
watch.   

For example, in Victoria there are 
first generation and more modern 
diesel locomotive hauled trains, 
Sprinter railcars and, except in 
the summer months, steam trac-
tion too.  In New South Wales, 
Explorer and Endeavour railcars, 
XPTs and electric multiple units 
all provide variety, while the tilt 
train in Queensland has a particu-
lar interest all its own.  Throw 
into the equation the severity of 

some Australian gradients and 
there is enough to interest anyone. 

In addition, train timing has a 
strong element of the thrill of the 
chase about it, especially when a 
driver is trying to make up lost 
time or keep a very tight schedule, 
for example when one type of loco-
motive is substituting for another.  
I am not advocating reckless driv-
ing, of course, but there is no doubt 
that a train travelling faster than 
usual is exciting and that can really 
only be appreciated with the help 
of a stopwatch. 

Years ago in England, I remember 
being thrilled (and astounded) to 
‘clock’ a Waterloo to Bournemouth 
third rail electric multiple unit train 
at 177 km/h, more than 30 km/h 
faster than its normal maximum 
speed.  While I have not recorded 
excesses of such magnitude in 

Timing trains 

 

Not content with the times you find in the timetable?  Per-
haps you should join the ranks of the ‘train performance’ 
mob– people like Cecil J Allen, O. S. Nock, Peter Semmens 
and MALCOLM SIMISTER, who explains how to compare 
theory with reality by timing your train. 
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the posts is shorter. 

Other important information to 
record is the locomotive, the car-
riages and their weight, the number 
of passengers (for calculating total 
train weight) and the weather con-
ditions.  Heavy rain or strong 
winds can make a significant dif-
ference to train performance. 

So onto some logs.  Tabulated are 
four runs between Melbourne and 
Geelong featuring two different 
types of motive power (steam and 
diesel) and four different classes of 
traction. 

The first run tabulated is one of the 
instances when an ‘R’ Class 4-6-4 
hauled a regular service train be-
tween Melbourne and Geelong dur-
ing the July school holidays.  Con-
sidering the schedule was that for 
Sprinter railcars (permitted to trav-
el at 130 km/h) and the load of well 
over 350 tonnes, the performance 
of R761 was superb.   

While not having the acceleration 
of N463 in the second run with 
such a load, much less that of a 
Sprinter, R761 had no trouble 
maintaining speed at 120 km/h and 
more.  Dropping only a little over 
two minutes on the Sprinter sched-
ule between Footscray and Lara 

Australia, I have experienced plen-
ty of instances of drivers taking a 
liberal view of speed limits.  For 
their sakes, discretion is important 
when discussing these logs public-
ly. 

For anyone who has not tried it or 
is unsure how to go about it, train 
timing is not difficult.  The tools of 
the trade are a digital watch dis-
playing the time in seconds, a stop-
watch and a notebook. 

In addition to recording the train’s 
starting and stopping times, times 
at intermediate places are also im-
portant, especially those with a 
time in the working timetable.  Sta-
tions and junctions are obvious 
places to record passing times but 
where these are few and far be-
tween, I note times at kilometre 
posts.  Recording all these times 
enables a good comparison of the 
train’s operation relative to its 
timetable. 

Ascertaining a train’s speed re-
quires using a stopwatch to very 
accurately note the time taken to 
travel a half or one kilometre and 
then calculating the speed from the 
reading (see table).  In Victoria 
there are posts every kilometre on 
the down side of all lines showing 

the distance from Melbourne.  In 
New South Wales the situation is 
better with a post every half kilo-
metre on the down side showing 
distance from Sydney.  I am un-
sure of the situation in other 
States but, for interest, in Britain 
there is a post every quarter of a 
mile (0.4 km), while German rail 
fans are really lucky in having a 
post every 0.2 kilometre on both 
sides of the line.  On the high 
speed TGV lines in France there 
are posts every kilometre, plenty 
enough when they flash past the 
window every 12 seconds at 300 
km/h! 

This method, which is usually 
only practical during daylight, 
gives the average speed of the 
train over the half or one kilome-
tre and not necessarily the actual 
speed at the second post.  For 
example, if the train is accelerat-
ing, the reading will be slightly 
lower than the actual speed, and 
if the train is decelerating, slight-
ly higher than the actual. (An ac-
celerating train is travelling faster 
at the second post than its aver-
age speed between the posts, and 
slower than its average when de-
celerating).  Speed calculations 
are therefore more accurate in 
New South Wales than in Victo-
ria because the distance between 
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was magnificent running and repre-
sents a start-to-stop average speed 
of 93.7 km/h.  Eliminating the ef-
fect of the blanket 60 km/h speed 
restriction in the inner suburban 
area, average speed from passing 
Newport to the Lara stop was 
103.7 km/h or about 64 mph. 

The second run in the table features 
the same train and schedule but 
with an ‘N’ Class diesel hauling a 
three-car ‘N’ set of carriages.  
N463’s driver was more restrained 
than R761’s and kept to the 115 
km/h maximum speed permitted 
for his locomotive.  However, de-
spite the light load typical of trains 
in Victoria, N463 was unable to 

quite keep the Sprinter schedule. 

That the timetable could be 
achieved is illustrated in the third 
run tabulated when a brace of 
Sprinters made light of the over-
all schedule, partly by some live-
ly running just for the fun of it, it 
seems!  The log illustrates how 
quickly Sprinters can accelerate 
and how lively they can run.  The 
start-to-stop average speed from 
Footscray to Lara was 107.8 km/
h, inclusive of two signal checks, 
while that from passing Newport 
to the Lara stop (again including 
the signal checks) was 116.1 km/
h (about 72 mph)! 

The last run in the table features 
‘first generation’ diesel S300 on 
West Coast Railway’s 08.43 Mel-
bourne to Warranambool service.  
The load was not particularly 
heavy and at no time did the train 
exceed the maximum permitted 
speed.  Indeed, the run shows 
how easily the schedule was 
maintained, despite what seems 
like a usual signal check for this 
train at Laverton, although with-
out the 8 minutes of recovery 
time built in it might have been a 
different matter.  Certainly, dur-
ing the last two years or so rebuilt 
‘R’ Class R711 has had no prob-
lems maintaining this schedule 
with heavier loads than that 

Undated TGR timetable 

A year ago, we published ‘Tasmania A to Q’. It continues to 
generate correspondence, the latest letter from JIM STOKES 
uses Holmesian  techniques to date a timetable from IAN COOPER’S collec-
tion (Times December 2000) 

Sorry, should have sent this sooner. 

In the Times of December 2000 Ian 
Cooper queried the date of a Ho-
bart suburban timetable published 
in our TGR list in the September 
issue. Ian is quite right, the date 
should be 30 October 1972. I had it 
correct in my first draft, but the 
gremlins must have go to it.  

I tried to date the Tasman Lim-
ited timetable published with 
Ian's letter. The timetables and 
fares are identical with those in 
Moore's Guide for May 1970. 
The next Moore's Guide I have is 
October 1973, in which the times 
are virtually identical but the 
fares are about 10% higher. Ian's 
timetable carries the rather primi-
tive TGR lettering which first 

appeared on the November 1970 
issue of the TGR's publicity news-
letter T Rails. Issues up to October 
1970 carried the circular 'lion on a 
map of Tasmania' logo. So Ian's 
timetable probably dates from late 
1970 or 1971.  
 
Dr Jim Stokes                                

Letter 

Isle of Wight re-revisited 
TRIS TOTTENHAM adds to his recent article on the Isle of Wight. 
 

Just a short postscript to my article 
which appeared in the February 
2001 The Times. The heavy rain 
that affected much of England dur-
ing the first weeks of October 2000 
flooded the tunnel at Ryde to a 
depth of over 2.5 metres. Only two 
of the five electric units escaped 
damage and the line was closed for 
four days while 8 washaways were 

attended to. There is now a pro-
posal around that, when the units 
become life expired in a couple 
of years, the current railway be 
converted to a light rail line. It 
seems that there is still a further 
saga to be played out on the Isle 
of Wight. 
 
Tris Tottenham 

Letter 
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T here were very few private 
bus services in the Manly 
Warringah area, along the 
coast in Sydney's North 

East, which was a virtual govern-
ment bus monopoly. Of the three 
which once existed there, the small-
est, and furthest north, was Pittwater 
Bus Lines. Although wholly within 
the Sydney government bus area, it 
was never assigned a route number 
in the private bus series. 

Pittwater operated at a disadvantage 
- private buses weren't allowed to 
pick up along the routes of govern-
ment services. The route 190 ran 
along Barrenjoey Road, outlined in 
bold on the map (on page 11), and 
the less frequent 189 ran from Ava-

lon Beach along Avalon and Hud-
son Parades to Taylor's Point 
(marked PT on the map). Conse-
quently all of the private bus ser-
vices had restrictions on pick up 
and set down, outlined to the left of 
the map. The longest restriction 
was on the service north to Whale 
Beach, here first set-down was at 
Alexander Street, three blocks after 
leaving Barrenjoey Rd and almost 
halfway to the terminus at Bynya 
Road. William St on the Taylor's 
Point via Careel Bay and Stokes' 
Point run was almost as far from 
Avalon, while Palm Grove Road, 
on the Bilgola Plateau runs, was 
only a block from Barrenjoey 
Road, and not far from Avalon. 

Not surprisingly, the services were 
rather limited, as we can see from 
the 1st June 1979 timetable on 
page 12. Schedule A, the all-year 
schedule ran only on Thursdays 
and Fridays, and could be run by a 
single bus. It had no services in the 
morning peak, but started at Ava-
lon at 9.30 for Stokes' Point and 
Taylor's Point, then ran at 9.56 to 
Bilgola Plateau, followed by 10.15 
to Whale Beach, then 11.00 to 
Stokes' Point again, and so on. This 
was a shopper's service, though it 
ran until 5.28 p.m. 

Schedule B operated during school 
terms only, though not restricted to 
school children. Many of the after-
noon runs were in common to 

Private buses on the Pittwater peninsula. 
JIM O'NEIL takes us for another tour around the highways and by-ways of Syd-
ney on a private bus. This month we visit the northern beaches, where the spe-
cies is now effectively extinct. Where private buses once connected with the 
trams from Manly, now all is the blue and white of Sydney Buses. Take a tour 
around the peninsula. 
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Pittwater Bus Lines timetable of 1 June 1979 
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both, marked * in the Timetable. 
Three additional buses were required 
in school term, to operate the 3.45 
buses to Whale Beach and to Stokes' 
Point and the 4.00 to Bilgola Plateau, 
for example. 

This service proved unprofitable and 
in 1986 Pittwater Bus Lines surren-
dered their licences. The U.T.A. 
(government buses) took over the 
service and extended its operations, 
no longer restricted by competing 
with itself, and provided connections 

to Wynyard. The bulk of the ser-
vices to Bilgola Plateau were now 
provided by diverting the 189 
(from Wynyard) through the Plat-
eau to Taylor's Point and then back 
over the old route to terminate at 
Avalon - some of these services 
connected with 190 Express buses 
to Wynyard (see May 1986 timeta-
ble above). A few 189 services 
started from Newport, while other 
services were provided on the old 
runs, now numbered 191. these 

were still operated by a single bus 
but running Mondays to Fridays. 
Was the new, more frequent service 
more profitable, or were its losses 
more effectively concealed in the 
consolidated accounts? 

Both the 189 and the local routes 
have continued, the latter with sepa-
rate numbers from 1987; 191 Avalon 
- Bilgola Plateau; 192 Avalon - 
Stokes' Point and 193 Avalon - 
Whale Beach.  

U.T.A. bus timetable for route 189, dated May 1986 
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I  am writing to add a few sug-
gestions to your very interest-
ing piece of detective work 
on Zeehan’s 36 arriving/

departing trains/trams in March 
1908 (The Times January 2001). 
Your article encouraged me to try 
to date a TGR working timetable 
which I copied in the CME’s office 
in Launceston in the 1960s (copy 
enclosed). I did not copy the title 
page, but wrote 1905 on the first 
timetable page. I have always been 
a bit dubious about the 1905 and I 
now think the WTT must have 
been issued some time in 1907. It 
does not include the Mowbray 
Racecourse branch (opened on 16 
November 1907) or West Ulver-
stone (which first appeared in the 
TGR timetables in Walch’s Tasma-
nian Almanac for 1909). It does 
include Ravenswood and Nelsons 
Creek (both first in Walch in 1907) 
and Mona Vale (first in Walch 
1908). It appears to be identical to 
the timetables in Walch 1908, but 
it differs in varying degrees from 
the timetables in Walch 1907 and 
earlier and 1909 and later. I think it 
must have been issued after the 
TGR provided information for 
Walch 1907 (which must have 
been in late 1906 or early 1907) 
but before the Mowbray Race-
course line opened. I shall refer to 
it as the 1907 WTT.  

Strahan – Zeehan 

The 1907 WTT shows that the en-
gine of the morning southbound 
train remained at Strahan to work a 

special if required and an engine 
which had been stabled at West 
Strahan overnight took the mixed 
back to Zeehan. In the 1907-08 
financial year West Strahan, Stra-
han Wharf and Regatta Point be-
tween them dispatched 22,019 
tons of freight and received 
11,103 tons. On these numbers 
the two mixed trains would have 
been adequate for the traffic, 
even allowing for the fact that the 
C class 2-6-0s took a ruling grade 
load of only 120 tons goods or 
100 tons mixed. However as you 
point out the arrival of a shipment 
of coal/coke at Strahan Wharf 
would certainly require extra 
trains and it is reasonable to al-
low the line a long term average 
of 3 trains per weekday.  

Looking at the intermediate sid-
ings, Bellinger, Henty, Firewood, 
Eden and Grieves dispatched a 
total of 8,702 tons in 1907-08, 
which would have been predomi-
nantly firewood and milling tim-
ber. Oceana Jct recorded 4,010 
tons outward (?mainly timber/
firewood off the Mariposa Tram) 
and Austral recorded 1,400 tons 
inward (?mainly firewood for the 
smelters pumphouse). The smel-
ters shunter might have run as far 
south as Oceana to lift firewood, 
but overall the intermediate traf-
fic would not justify any more 
than the 3 Strahan – Zeehan 
trains we have already identified.  

There would certainly have been 
quite a few excursion trains out 

of Zeehan during the year, but I 
doubt if they would have averaged 
anything like one per day. In 1907-
08 Zeehan recorded 33,480 out-
ward and 20,896 inward passen-
gers.  

Zeehan – Dundas 

In addition to the twice daily 
Maestris service the 1907 WTT 
shows a conditional trip to Brew-
ery Jct. This would have been 
mainly for traffic from the Ade-
laide Proprietary mine which was 
enjoying a brief period of prosperi-
ty. The curious thing is that the 
WTT allows only 10 minutes at 
Brewery Jct, which would not have 
been enough to run up to the mine. 
Either they ignored the timetable or 
the Adelaide branch was still being 
worked by horses.  

Bell Jct – Tasmanian Smelters 

In 1907-08 the smelters received 
86,692 tons, but dispatched only 
8,751 tons, which suggests that it 
took 10 tons of ore, fuel and flux to 
produce every ton of refined met-
als. The problem is to estimate the 
split of traffic between 1067 and 
610 mm gauges. We can probably 
credit the 1067 mm gauge with at 
least 10,000 tons of coal/coke from 
Strahan Wharf, 15,000 tons of ore 
from the Dundas line and 10,000 
tons of ore from the Emu Bay 
(although it may well have been 
less). On the 610 mm gauge nearly 
all of the 14,178 tons consigned 
from Williamsford would have 
been ore, as would be several thou-

Busy days at Zeehan– what the  
timetables really did show 
JIM STOKES adds some information about Zeehan in 1908, to complement our 
article in the January issue. Timetables from Jim’s collection show that nearly 
all of the trains described in the original article did in fact appear in the 
Working Timetable of the day. Which, I suppose, is a lesson in how to look be-
fore you leap, but also in how The Times readers can extend the knowledge 
available to all through correspondence. 

Letter 



The Times No. 205 15 Vol. 18, No. 4, April 2001 

sand tons from sidings in the Nick-
el Show/North Dundas Road area 
and the circa 4,000 tons consigned 
from the Comstock Tram. This 
would leave perhaps 20,000 – 
30,000 tons to come from Zeehan 
area mines via the Zeehan Tram-
way Coy’s line. Given the 1 in 40 
climb for loaded trains from 
Zeehan to Silver Bell Jct and the 
lack of a locomotive water supply 
(as far as I know) at the smelters 
there would probably have been at 
least two 1067 mm gauge and three 
610 mm gauge trips to the smelters 
and return each weekday.  

North-East Dundas and Com-
stock Trams 

The 1907 WTT gives the most in-
tensive Zeehan – Williamsford line 
service that I know of. In addition 
to the Mixed there was a mineral 
train which took its load up to the 
summit at Confidence Saddle in 
two sections on the return journey. 
There was also a firewood train to 
North Dundas Road, which pre-
sumably ran on a line clear report. 
It was necessary for the firewood 
train to get back to Zeehan on time 
so that the mineral train could be 
issued with a staff ticket at Confi-
dence Saddle. The firewood train 

was an enduring feature of the 
lower end of the line. The Gen-
eral Appendix of 1 February 1918 
noted that ‘Firewood trains run 
by a Krauss engine to the 5-mile 
may bring in 8 trucks of fire-
wood’ and RJ Howard was still 
running a firewood train to North 
Dundas Road in 1937 with an ex 
ZTC Krauss.  

On days that all three trains ran 
and there was also a trip to Com-
stock the motive power situation 
must have been fairly tight. Pre-
sumably J1 ran the mineral train, 
the two G class 0-4-2 tanks ran 
the Mixed, Comstock and the 
smelters between them and the 
two remaining Krauss 0-4-0 tanks 
ran the firewood train and shunt-
ed Zeehan yard.  

Zeehan Tramway Coy 

The ZTC’s traffic returns for 
1908 record that the tramway ran 
6,526 miles during the year and 
carried 1,111 passengers. Regular 
passenger traffic had ceased in 
1905, but excursion traffic con-
tinued until around 1918. The 
operating mileage equates to be-
tween four and five round trips 
over the line each weekday. In 

addition to the ZTC's two locomo-
tives the Western silver mine and 
Dunkley's timber tram had two lo-
comotives each and the Silver 
Spray mine had one. ‘Foreign’ lo-
comotives did some work over the 
ZTC, but I do not know whether 
their mileage was in included in the 
ZTC’s returns.  

I am not entirely convinced that the 
‘36 trains and trams’ includes the 
ZTC at all. It is a pity that whoever 
made the statement was not warned 
that he would be subject to ruthless 
deconstruction 92 years later, so 
that he could have given a bit more 
detail. On my numbers we have got 
to 34 arrivals and departures from 
Zeehan even without the ZTC. It 
may be that because the ZTC ex-
change sidings were in the north-
western corner of Zeehan yard 
some distance from the passenger 
station ZTC movements were not 
included.  

[The Editor notes that the TGR 
timetable also confirms that the 
EBR ran two trains into Zeehan at 
this time, as he speculated in the 
original article] 

Tables for M Section and N Section reproduced from the 1907 TGR WTT, showing between them 16 arrivals and 
departures at Zeehan station, almost half the trains reported by the reporter of the Zeehan & Dundas Herald in 
1908. The Strahan-Zeehan line accounted for probably 6 more and the remainder of the reported 36 would have 
run between Zeehan and the Smelters. 
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Graphic Insight #65 
CHRIS BROWNBILL, in keeping with the current interest in the Murray River, 
floats his Li-Lo merrily down the stream, and counts the number of punts and 
ferries he sees 

T his month, Graphic Insight departs a little from its habitual stamping grounds, and for the first 
time takes a look at water transport.   

Our graph this month, instead of our usual quantitative chart, is a geographical map represent-
ing the location of all existing cross-river ferries or punts over Australia's largest river - the 

Murray.   That section of the Murray River down-steam of Lake Hume is illustrated by the thick line 
whilst other rivers (Darling, Murrumbidgee and Lachlan) by thinner lines flowing in from the North.  
The Murray flows Westward and forms the border between New South Wales and Victoria, then for a 
short distance forms the border between Victoria and South Australia. After entering South Australia it 
turns Southwards at Morgan and flows to Lake Alexandrina then into the Southern Ocean near Goolwa. 

The majority of ferries are in South Australia where the river is at is largest and most costly to bridge.  
The ferries (or probably more correctly punts) in South Australia are operated by the SA Department of 
Transport, and are principally to carry road vehicles, although pedestrians are also carried.  All ferries 
are advertised as operating 24 hours per day.  Ferries exist at Lyrup, Waikerie, Cadell, Morgan, Swan 
Reach, Walker Flat, Purnong, Mannum, Tailem Bend and Wellington.  There is also a ferry across the 
mouth of Lake Albert at Narrung.  A similar ferry has been decommissioned since the opening of the 
controversial bridge between Goolwa and Hindmarsh Island in early March 2001.  Until 1997, a dual 
ferry operated at Berri (just west of Lyrup), until a road bridge was constructed.  Road bridges over the 
Murray exist at a handful of locations in SA and in all or most cases these replaced ferries across the 
Murray.  For example at Blanchetown (between Swan Reach and Morgan) until a bridge was built in 
1964, as well as at Kingston-on-Murray, Paringa and at the obviously named Murray Bridge. 

Further upstream, the Murray is narrower and easier to bridge, and only two ferries remain spanning the 
river in the NSW/Victoria border section.  These are at Speewa (just west of Swan Hill) and at Wymah 
on Lake Hume east of Albury.  These much smaller vessels than found in SA are both operated by the 
NSW RTA, and cater primarily for local residents going about their daily business.  Unlike the SA fer-
ries which operate 24 hours, according the NSW RTA web site, the Speewa ferry operates 7 am to 9 am 
only.  These two unassuming conveyances sit alongside the much more glamorous "Spirit of Tasmania" 
and "Devilcat" as Australia's remaining regularly scheduled interstate water transport. 


