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From the Chair.

As the new President of the T.D.H.S., 1 welcome you to this, my first Bulletin Report. For
those who don’t know me. my name is Alan Gibson, and | have been a resident of this
wonderful city for over 50 years, and like many members, have witnessed vast changes
within our district.

I would like to thank Past President, Jim Hood, for all the time and the tireless effort he has
putin running the Society for a great many years. Thanks Jim.

| took over the Presidency just after the huge stormin February. For those who are not
aware, our society rooms were flooded and some damage occurred. With the cleanup
completed by a few, we are back to normal. | am endeavouring to obtain more shelving
and glass displays. Any member who knows of any glass cabinets we may be able to
obtain, please contact Thelma or myself.

I am hoping the continuity of our Guest Speakers will continue with great results. Norm
Butler and Barry Sykes have been our last two speakers, and gave excellent presentations.
In the next few months our Guest Speakers should follow with equal enthusiasm and | urge
as many members as possible to make the effort to come along.

On a personal note, | welcome you all to the meetings to meet myself and discuss what is
best for the Society, as we are all passionate about our local history.

In finishing, | would like to congratulate and thank Thelma, who works tirelessly , and makes
things happen, and Michael, our new Treasurer, and also the new Board.

Thanks

Alan.

Photo above: Left - Barry Sykes Right - Alan Gibson



Monthly Meeting - 9th March 2010

Guest Speaker. Norm Butler PSM CE, FIE.Aust.

DEVELOPMENT OF THE PRINCES HIGHWAY IN GIPPSLAND FROM 1834
”FROM BULLOCK DRAY TO B - DOUBLES”

The development of the Princes Highway from Melboume to the New South Wales Border
has been an ongoing process for the past 170 years, and parallels to development of the
vehicles using it - from Bullock Drays to B Doubles

Overview of Road development in Victoria :

Melbourne was settled in 1834 by Batman and Fawkner

Settlement in Gippsland — Angus McMillan 1839

Exploration in Gippsland — Angus -McMillan 1839. Paul Strzelecki 1840s
Access to Gippsland - in the 1840s to 1870s was largely by ships to Port

Albert, Sale and Bairnsdale, the latter by way of the Gippsland lakes.
Road development was piecemeal, largely following routes located by
bullock drays following foot tracks, bridle paths and sheer good luck.

In 1851, Victoria became a Colony with its own Government and at this stage a Central
Roads Board was set up. The Central Roads Board had a major task almost immediately
with the discovery of gold at Mt. Alexander, Buninyong, Ballarat and many places in
between. Its efforts more largely focussed upon access to the western part of the state.

In 1859, the Central Roads Board was disbanded and District Roads Boards established.
The Roads Boards were financed by rates levied upon landowners. Some major works
were financed by the Colonial Government and carried out by the Public Works
Department. The Roads Boards later grew into the Municipal Shire organisations with
which we are familiar.

Funding for the Roads Boards was limited, and with the coming of the railways additional
funding from the Colonial Government dried up as the majority of the Colonial Budget was
applied to extending the railway system as quickly as possible. Considering the road
technology available at the time, this was a reasonable approach. Aroad coach journey
from Melbourne to Sale in the 1870s took 22 - 27 hours, using up to 50 horses in the
stages, but when the Railway arrived in 1879, this trip was cut to about 3 1/2 hours.

The end result was that roads were not keeping up with the development of the Colony. In
the western part of the Colony, where there had been significant development fuelled by
gold, the roads had been well made, but in Gippsland, being settled much later, the
Colony’s roads were in a very poor state.

In the 1890s Victoria suffered a major depression after a Land Boom. Public finances
were slashed and the District Roads Boards found great difficulty in financing their
necessary works through rates on a depressed economy.

In 1901, Victoria became a State in The Commonwealth of Australia.



In 1912, after much agitation - particularly from Gippsland. the Country Roads Board Act
was passed by Parliament. This provided a Central Road Authority for Victoria and a
regulated means by which State Government funding could be channeled to the Shires
through establishing a system of Main Roads throughout the State. The first area to receive
attention was Gippsland. The major thrust of the CRB was to institute improved road
maintenance and improved standards of road and bridge construction.

The early 1900s saw the advent of motor vehicles and by the mid 1920s the effect upon the
road system was marked. The demand for better roads increased as more people wanted
mobility. Dust and corrugation of unsealed roads became a major issue. In the late 1920s
a major program of sealing roads commenced and continued through until the Second
World War.

In 1925, a system of State Highways was established throughout Victoria. These roads
were wholly funded by the State Government.

With heavy wear and tear upon the road system as trucks increased in size, action was
taken in 1928 to regulate heavy vehicular traffic with the introduction of a Ton Mile tax
administered by the Transport Regulation Board. The movement of goods carrying trucks
was limited with the aim to put as much onto rail transport as possible.

The Great Depression of the 1930s saw much work on roads as unemployment relief.
Developmental roads such as the Grand Ridge Road and the Bonang Highway came from
this work. Concrete bridge building also expanded, as the old timber bridges needed
replacement.

Photograph of four horsemen on the Grand Ridge Road at Gunyah in 1922. The road is a sea of mud
and water winding between huge dead trees. In the background is a house and farm buildings.

From the TDHS collection.

In post war Victoria, the economy boomed and traffic increased, particularly with the
development of semi trailers. Much road building occurred in the 50s and 60s as the old
roads neglected in pre war years beganto fail. Victoria opened its first freeway (Maltby By
Pass Road) and its first road rail interchange (Clifton Hill flyover). Progressively duplicated
roads and freeways were built to cope with the traffic demands and finally toll roads were
introduced to cope with major flows of city traffic.



The Princes Highway — Dandenong to the New South Wales Border

From the early days of the settlement of Melbourne, road access into Gippsland was
limited by forests in the Drouin/Warragul area, the Koo Wee Rup swamp, which extended
through the Tynong/Longwarry area and by the swamps in the Yarragon (then called
Waterloo), and Trafalgar area.

In 1848 atrack was cut around the swamps. This is the route largely followed by the Old
Sale Road in the Shire of Baw Baw. An early traveler spoke of taking up to a day to get
from Melbourne to Drouin, riding through “dappled shade” all the way, the road having been
cut out of the bush.

CENTENARY OF THE FIRST COACH TRIP, SALE TO MELBOURNE - 1865-1965
Photograph of the coach used in the centenary re-enactment of the first coach trip from Sale to
Melbourne, taken in Rosedale 4 September, 1965.0n top of coach: Dr. C. Bridges-Webb (Pres.
Traralgon Historical Society), ladies unkno wn, Edward Neivandt (Bendigo).
In coach: Mr. lvan Maddern (Pres. Morwell Historical Society). Photo from the TDHS archives.

With the opening of the railway from Melbourne to Sale in 1877/78, the route of the Main
Gippsland Road became established, connecting the towns along the railway line. The Old
Sale Road fell into disuse as the major connecting road. Building through the swampy
areas presented its own problem. Bog holes and “glue pots” presented impassable
situations for all traffic. The most effective method to solve this was by laying logs
transverse to the road and building on top of these — the “Corduroy Road”.

By the 1860s there was reasonable road access to Bairnsdale and the road continued
along the coast to New South Wales, crossing many of the rivers by fording them at their
mouth over sand bars. The coach route along the old Coast Route was very unreliable and
precarious and in the early 1900s the Public Works Department opened up the inland
route through Orbost, Club Terrace, Cann River and Genoa.

By 1910 there were problems with settlers in Gippsland who were well and truly tired of the
appalling road conditions throughout the area. With much political agitation, the State
Government finally agreed to cost sharing with the Shires for their main roads and the
Country Roads Board was set up. Glppsland received the Board’s first and foremost
attention and in particular the Main Gippsland Road. The first contract let by the CRB was
for works on a deviation of the Main Gippsland Road near Nilma.



With improvements in maintenance practices, supported by additional funding. the
standard of the Main Gippsland Road improved. Deviations were constructed to avoid
steep climbs, in particular through the Haunted Hills.

The Main Gippsland Road was gazetted as the Princes Highway in June 1925.

As motor car traffic increased, problems with dust and corrugations lead the CRB to look
for cheaper methods of providing a sealed surface. Up to the 1920s, the only method was
to build either Telford or Macadam roads and to seal their top surface with tar and bitumen.

This was very expensive and usually reserved for townships. In 1927, the CRB District
Engineer at Sale, Mr Stewart Gay, carried out pioneering work in the sealing of natal gravel
roads. This proved a very economical method of sealing road surfaces and with a major
program of sealing the Princes Highway was sealed from Melbourne to Lakes Entrance by
1933.

The sealed road was extended beyond Lakes Entrance after the Second World War, but it
was not until 1966 that the sealed road to the New South Wales border was completed.

In 1928, a major collapse of the Tambo River Lift Bridge at Swan Reach highlighted the
risks of building timber structures on waters infested with the Teredo worm. The timber
piles had been badly eaten away from the inside and finally collapsed due to lack of timber.
The replacement steel plate girder bridge was the first electrically welded bridge built in
Victoria and in the forefront of welding worldwide.

Photograph of the road and rail bridges over Sheep Wash Creek at Loy Yang, circa mid 1930s.
There is a horse and wagon in the foreground. From the TDHS archives.

Major bridging of the Latrobe River and floodplain was carried out at Rosedale in 1938.
This work was carried out by the Country Roads Boards direct labour bridge gangs and
was one of the significant bridges built at that time. The roadworks for this were also
extensive Three teams of 12 horses were used on the project, with one team being spelled
every 3 weeks to be reshod and rested.

In the 1950s an extension of the Yallourn Coal Mine resulted in a major deviation to Princes
Highway between Hernes Oak and the Morwell River. The Highway was also moved out
of Commercial Road Morwell at that time.



A major rail strike in 1952 brought the condition of the Highway pavement between Moe
and Warragul to a head. Briguettes needed by suburban Melbourne had to be transported
by road. The road collapsed, especially in areas where it had been built over swampy
ground. Major dugouts up to 3 metres deep were needed to get a firm base upon which to
rebuild the road.

The 1960s saw much rebuilding of Victoria’s road infrastructure including many areas of
the Princes Highway. Major deviations out east included the Hospital Creek Deviation,
and the Club Terrace Deviation. The latter was through the Lind National Park and was
achieved after considerable care to protect the National Park during the road construction.
Much new bridging was also built at this time including the Sale Causeway bridges, the
Mitchell River Bridge at Bairnsdale. the Morwell River bridges and many others.

In the 1970s the Snowy River Bridge and approaches was replaced at Orbost, finally
putting to rest what had been an ongoing problem of flooding and bridge washout for many
years.

In the 1980s, the Genoa Bridge and deviation was completed and all timber bridges on the
Princes Highway finally replaced with up to date concrete bridges. The early 80s also saw
the construction of the Traralgon Commercial bypass, which took heavy through traffic out
of the main business area.

The most visible major improvement to the Princes Highway has been the duplication
between Dandenong and Traralgon. In the 1970s the duplication of the Princes Highway
commenced from Dandenong. This work progressed, as funds were available until in the
early 1980s, the Drouin and Warragul Bypasses were complete. In early 1990s, the
Morwell bypass was complete followed by Longwarry Bypass. By the end of the 1900s the
Princes Highway was duplicated to Traralgon and in the mid 2000s the Pakenham bypass
completed the works to date.

In recent years, works for safety improvements have been prominent. Overtaking lanes
have improved safety and assisted the clearance of traffic around slower vehicles,
particularly caravans and boats during the holiday season. Sealing of road shoulders has
been a significant safety measure together with the installation of guardrail and cable
fencing and road reflectors.

There are more worthy projects carried out than | can mention here, but two in particular
are the replacement and upgrading of the North Arm Bridge at Lakes Entrance, provide an
improved facility for traffic, boating and tourists and an improved entry into the town and the
upgraded intersection at Nowa Nowa which allows heavy traffic to be channelled away
from Lakes Entrance via all upgraded route through Bruthen.

The Future

The work of the past 170 years to improve the Princes Highway will be ongoing. As always
it will depend upon the priorities of the Government of the day and upon the funding
available. The program for duplication of the Highway between Traralgon and Sale has
been announced. Regular users of the Highway can see additional needs. For the
foreseeable future, it is certain that along the Princes Highway one will see :

“Roadworks Ahead”.



Monthly Meeting - 13th April 2010
Guest Speaker. Barry Sykes

DEVELOPMENT OF THE RAILWAY SERVICES IN GIPPSLAND

This talk has been prompted by Norm Butler’s last month, where he discussed the region’s
roads, with passing references to the railways that preceded them. This is reasonable,
given that his topic was indeed roads.

He commented on the difficult roads of the 1860’s through Gippsland. | have too. For the
booklet for the first Kids’ train trip in 1968, | wrote: ‘In 1865 the trip from Sale to Melbourne
took eight days in horse-drawn coaches that were often bogged on winding roads full of
potholes and quagmires.”

When Cobb & Co. took over the run, travelling time was reduced to 24 hours during the
summer, but they would not commit themselves to a timetable in winter. Fares were high at
7 pounds 10 shillings (about $180 in today’s values!) Norm referred to the fact that the
Gippsland railway was built in sections.

This was standard practice, and it was done in order to considerably reduce the length of
time it took for a railway to be constructed, because generally each line being built was
divided into sections; and each of the contractors was at work simultaneously.

In the case of the Gippsland railway (to Sale) these sections were:
Oakleigh to Bunyip;
Bunyip to Moe,
Moe to Morwell
Morwell to Sale.
The contractors for these were:
Oakleigh to Bunyip - James Leggat
Bunyip to Moe - Noonan Bros
Moe to Morwell - Noonan Bros
Morwell to Sale - Millar & James
A note to this was that part way into their contract(s), after having completed only about 12
of the 35 miles they had contracted for (and they were obviously not coping) Noonan Bros
were prevailed upon to surrender the uncompleted section of their contract, which was
then let to Fishburn & Morton, who began to work from the Morwell and Bunyip ends
simultaneously.

They finally met at a point between Trafalgar and Yarragon and a photograph exists of this
event, even though it has only been sighted in a pub in North Carlton. Peter Synan also
claims that the Sale people were strenuously pushing for Sale as the terminus, because
they were concerned that the VR may decide to make Bairnsdale the terminal instead.

As Norm Butler indicated, the Great Swamp (we now know it as the Koo Wee-Rup
Swamp) was a major problem for builders of both roads and railways. This applied to
both the Gippsland and South Gippsland lines. Indeed, the latter was more difficult,
because rather than just skirting the northern edge, as with the Gippsland line, Falkingham
had to build the South Glppsland line through the middle. To add insult to injury with
Falkingham who was building it, the government in awarding his contract undertook to have
the swamp drained by the time his men reached there. Instead, the next year that
government collapsed, and the in-coming one had no interest at all in draining said swamp.
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As aresult, the line was in operation for about seven years by the time the gifted Italian
engineer, Carlo Catanifinally drained it. Itis fitting that the area on the north east edge of
the swamp has been given his name.

Like Andrew O’Keefe in South Gippsland years after, Millar & James had the problem of
getting their locomotives and rolling stock to Sale so they could begin work. These were
brought around the coast from Melbourne, through the lakes, and up the Latrobe River as
far as where the swing-bridge is today in the schooner “Warhawk”. This site was basically
the port for Sale at that time, and there was a wharf and two hotels located there, according
to Peter Synan. There the items of rolling stock were unloaded onto bullock wagons and
carted into Sale. With the locomotives, they were hauled to Sale by large bullock teams,
with crews of men taking the tracks from behind the locomotives and laying them in front of
them as they proceeded towards Sale. Their progress was measured In days, rather than
hours.

Here it must be pointed out that all this equipment was considerably smaller than today’s
equivalent, and thus to do these things wasn't as difficult. For example, today’s railway
carriages are about 75 ft. long: inthose days they were only about 20 ft. The rails etc.
were brought in by other vessels at various times.

Since thisis Traralgon, you could well ask where this town comes into the picture. At the
outset apart fromthe obvious (a stopping place) it was also a watering point for
locomotives working between Sale and Morwell. The water was pumped from the
Traralgon creek.

When railways were being constructed about the State, in each major centre it was
necessary to provide an adequate water supply, because steam locomotives don’t seem
to go too well without it.

As a result, in many country centres, the railways had to set up their own, resulting in quite a
network of them across the State. Prior to many towns getting their own reticulated water
supply, the railway water supply was the only alternative available to residents, apart from
their rainwater tanks. This was invaluable during summer, when those tanks ran dry, or to
provide some sort of protection in the event of fire.

Here in Traralgon a water main was run from the locomotive water supply down the length
of the main street (Franklin St), purely for the local fire brigade to tap into it should they
have to fight a fire in one of the business premises. This remained in place until years later
when a reticulated town water supply was available to replace it.

It wasn’t until the building of the Heyfield line, later continued on to Maffra, that Traralgon
became a junction station, and the beginnings of the station complex were begun, with the
introduction of a locomotive depot to house locomotives working the branch

Partly because the importance of Sale had diminished, Traralgon was eventually upgraded
to the status of the major depot for the line. As a result many of the men employed in Sale
were transferred to Traralgon. Whilst a number of these men weren’t very happy, the City of
Sale was even less enchanted to have all these people leaving the town, and some
acrimonious debate took place over the issue.

Conversely, of course City of Traralgon was delighted, because of the boost it gave to their

economy, economy - and still does. 11
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Photograph of the steam locomotive K153, being turned on the turntable at the
Traralgon Loco Depot, for the return of the Royal Jubilee Special, October 1978.

A crowd of people are watching. From the archives of the TDHS.

Traralgon made history in 1956. when the electrification reached there, because this was
the first major country line to be electrified in Australia. To the VR’s discredit, in be late
1980's it was the first country line to have the electrification dismantled: the GM salesmen
had triumphedl! Thistoo at a time when other states, particularly Queensland, were
extending their electrification of country lines. In the latter’s case, as far as from Brisbane to
Rockhampton.

One of the curious things about Sale was that it was for many years the only dead-end

station on a main line in Victoria. There was another at Beech Forest on the Colac to

Crowe’s narrow-gauge line, and yet another at Brighton Beach on the metropolitan

network. For those who are curious, a dead-end station is one where the trains continuing
to the end of the line have to
depart the station.

Left, photograph of the electric
locomotive L 1152 on the up
Gippslander, and the Maffra Rail
Motor, 28 RM, at the Traralgon

Railway Station in 1977.

From the archives of the TDHS.



As a result, once the Maffra line was extended to Stratford, and on to Bairnsdale in 1888,
this became the normal route for goods trains travelling from Traralgon to Bairnsdale right
up until the 1980’s, when the Sale station was moved out of the centre of the town to enable
trains to continue direct to Stratford and Bairnsdale. Indeed, for all that time (about 100
years) the Sale - Stratford line was probably the sole passenger trains only line in country
Victoria.

Then came the branch lines.

| have covered the Maffra line, which in its own way wasn’t a branch, as much as it was an
alternative main line. This was well illustrated in the 1950’s when passenger traffic at
holiday times was so heavy that two divisions of a number of the main passenger services
had to be run. This was so of the Bairnsdale line, with one train terminating at Sale, whilst
the other travelled via Maffra and went direct to Bairnsdale. That said, the Maffra line had
its own branch from Maffra to Briagolong. One of the features of this line in its later years
was the amount of sugar-beet conveyed from Briagolong to the sugar-beet factory in
Maffra.

Moving down the line, the Mirboo North line branched off to the south at Morwell. It is
claimed that originally this line was intended to end up in Foster to tap into the goldfield
there. However, beyond Boolarra a satisfactory route (in terms of gradients) could not be
found, and so its terminus became Mirboo North instead - or in those days North Mirboo.
Between Morwell and and Moe there was the somewhat insignificant station of Herne’s
Oak, which has now been totally swallowed up by the Yallourn open cut. From here there
was a line originally built by the Great Morwell Coal Coy (don'’t be fooled: they were at
Yallourn North ) in the early 1890's to service their mine and briquette factory. Then in 1922
it was taken over by the S.E.C. (V) to connect to their new Yallourn undertakings. Indeed,
S.E.C. (V) PR blurb of the time tried to intimate that there was no line there priorto 1922,
but that just wasn't so.

Surprisingly, it wasn’t until 1960 that the direct Moe - Yallourn line was built. Further down
the line, Moe had three branches. There was the one above, but the earliest one went south
to Thorpdale. We all know about the third - the Walhalla line, which is now partly
submerged by the Moondarra reservoir, and the final section is now operating again, This
line was opened in May 1910, about 14 years after they began agitating for it. This makes
the centenary of this line next month, and there is a whisper that plans are afoot to return
Loco 7Ato Walhalla for the occasion, because this was the one that hauled the last train
out of Walhalla. Time will tell on this one.

Left, Walhalla Railway Station, circa
1939, with three men and a dog on
the platform and a carriage on the left
hand side of the photograph. A pile
of sleepersis in the foreground. This
station was later moved to Hartnell.

From the TDHS archives.
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Now back to the Thorpdale line.

Like the final part of the Walhalla line, this line too, had many bridges as a result of
following up the valley of the Narracan Creek for much of its length, until it rises over the
headwaters, and then into Thorpdale. Last week someone was trying to tell me that this
was also narrow gauge - it wasn’t. Apart from the destination, Thorpdale, from where many
thousands of tons of potatoes have been railed, the other station of interest along this line
was Coalville, where in the period 1887 to 1900 large quantities of black coal were taken
out of here tofire Victoria’s locomotives - or at least some of them! This tapered off once
the Korumburra mines started up after 1892, and the VR only used the coal from Coalville
to fire locomotives working between Warragul and Bairnsdale as a cost- saving exercise.
By 1900 the mines there were defunct. Coalville’s main claim to fame in railway history is
that it was from here that the first ever train load of Victorian coal departed on 28 June
1887.

Left. T101 is one of a series of VR wagons
designed to carry perishable meat and dairy
products. They had an ice bunker to keep them
cool. The walkway along the roof is to allow
ice to be placed in the hatches located there.
Because they were built so early, when modern
forms of insulation were unheard of, the
insulation used in them was sawdust.

Virtually every timetabled Jumbunna train
would have at least one of these wagons in its
makeup to convey butter and cheese from

Kongwak.

Right. Dennis Horrigan of the Departmental Ice Works,
regulates the flow of ice into a “T” wagon, while Manager J.
Keenan supervises from the balcony.

Photos courtesy Mr. Barry Sykes

Moving down to the next major station, Warragul, it also
had a branch to the north to Noojee in order to tap into
the timber resource of that area. The large heritage
listed trestle bridge just south of Noojee, still stands
today, and is probably the only real evidence of a once
busy line that was partially destroyed in the 1939
bushfires - yes they DID have bushfires before TV
began!! Here itis interesting to note that Warragul
came into being as a result of the railway alignment.
The old Melbourne road (track ?) actually passed through Brandy Creek, four miles to the
north. This also happened at Leongatha where the planned town was also to be a few
miles to the north, but the railway alignment went further south, and the new settlement of
Leongatha sprung up around it, and abandoned their previous plans.

Between Warragul and Drouin one sees the major grade separation project that was set
up to make negotiating the grades between those two places easier for the many loaded
briquette trains traversing the line in those years. Itis here too, that the watershed between
the Gippsland Lakes and Westernport Bay, is crossed. The only other thing of interest is
the section of single track between Bunyip and Longwarry that is encountered along the
largely unduplicated main line as far as Moe.
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In spite of the curious stories of one Wells Esq, the reason for this was the VR’s failure to
build the second Bunyip River bridge to take the duplicated track.

As can be observed as one passes over, the foundations for the second bridge are there,
but at that time the standard gauge was being built to Wodonga, and all the bridge-building
gangs were diverted to that project to ensure its early completion.

By the time they had finished all that work the frequency of the briquette trains had
slackened off, and so the VR decided not to build that bridge and to leave that short
section as single track. Hence the wait there sometimes.

To finish, we could look at the other lesser known small branch lines that have existed at
some of these places. Probably the largest is the one built from Morwell to the briquette
sidings (known by the VR as Morwell South ) and then on to Hazelood to enable all the
materials required for the building of that power station to be railed there.

We then move to Sale, where there was the wharf line, with an extension to oil terminals
and other industrial entities in the area further east. Bairnsdale too had a wharf line to
service the wharves down along the river. It may have also service the butter factory located
nearby.

Then there were the extensions.

the First World War, the line was extended from Bairnsdale to Orbost, where it arrived on
the west bank of the Snowy Riverin 1919. It is pretty obvious that they baulked at having to
build a quite substantial bridge to get the line into the town proper.

As with the Noojee line out of Warragul, the Orbost line’s role was to carry out the large
guantities of timber being cutin that area. As well, there was the produce fromthe very
fertile Snowy River flats around Orbost. In later years there was also the limestone traffic
out of Nowa Nowa for the APM. This was trucked down from the Buchan area.

Later on the PortAlbert line was extended from Alberton to Yarram, and on to Woodside.
Thenin 1949 the Alberton - Port Albert line. which had been used for some years merely to
cart fish, was dismantled. The VR also built a narrow-gauge tramway to carry fish from Port
Welshpool to Welshpool. It was horse-drawn.

With both these extensions, there is little doubt that both of them were to be extended
further.

There are a number of indications that the extension to Woodside was actually the start of
an effort to link the South Gippsland line with be Gippsland line at Sale but as with the
Orbost situation, the VR found the cost of bridges and embankments required to cross the
area south of Sale quite prohibitive, and so the line’s terminus remained at Woodside.

With the Orbost line, older maps show a proposed route from Orbost to Brodribb (about
halfway to Cann River). It is believed that their ultimate aim was to link up with the N.S.W.
system at Bombala, but of course we’ll never known and both the Orbost and Bombala
lines are long gone.
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Coach Trip to Ballarat
by Thelma Mayze

On Saturday March 13th., 2010, the Traralgon and District Historical Society members and
friends boarded Hazelwood Coach Lines coach at 6.30 amto spend the day sight seeing
the City of Ballarat.

Mark, our coach driver, stopped at the Shrine of Remembrance in Melbourne for morning
tea, then travelling on to, and arriving at Ballarat, at 11.30 am.

The Eureka Centre was our first stop - this is the site of one of the most significant events
in Australia’s history, the Eureka Rebellion in December 1854. There is alotto see inthe
Eureka Centre.

After spending an hour there, it was time for lunch in the beautiful Botanical Gardens where
we had a guided tour of all the magnificent statues, and the remarkable collection of
mature trees. The garden was established in 1858.

After lunch, we boarded the coach for a guided tour by Mr. Greg Binns of Ballarat’s City
Heritage Buildings, and Lake Wendouree, which only had a small amount of water due to
the drought.

Members of the Ballarat Historical Society provided afternoon tea, and a guided tour for us
of the Gold Museum, where the Gold Monument stands to commemorate the discovery of
gold at Poverty Point on August 2nd., 1851.

It was then time to leave Ballarat and head for home after a very interesting and pleasant
day.

IROT TIA NS

Photos above: Left- Thelma and “miner” at Ballarat Eureka Centre
Right - Gold License - also at Ballarat Eureka Centre
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Obituary.
Kathleen Matilda Teychenné

Born: 11th June 1925
Died: 11th January 2010

Music was dear to Kath Teychenné's heart and it was a deep-seated passion she shared
with the Latrobe Valley community.

As the sound of violins from the Latrobe and Francis orchestras - the very orchestras she
formed decades ago - filled St Michael's Parish Church in Traralgon, family, friends and
community members reflected on the many contributions of a dedicated and spirited lady.

Mrs Teychenné was born in Maffra - the only child of Jock and Florence Mackay.

At boarding school, she learnt to play the violin and piano - music skills she would later
pass on to hundreds of music students for many years.

After school she returned to Maffra to work as a bank teller.

It was music which led her to meet her future husband Dick, an accordion player in the local
dance band.

The pair were married and opened a milk bar in Traralgon - the hip place to meet after the
“flicks" on Saturday night and ““where the milkshakes were legendary".

Mrs Teychenné started the Latrobe Valley Eistedfodd and recruited members with gusto by
cycling around town.

A photographic print dated 1955, from the TDHS archives, of some of the members of the Latrobe
Valley Eisteddfod Committee. Back Row: Dick Teychenne, Mrs. Judy Reid, Mrs. R. Williams, J.
Posthumus, D. Hourigan. Front Row: R. Hentschell, Mrs. D. Hourigan, Mrs. K. Teychenne, E. Watts,

C. Stephenson, R. Williams.
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By the 1960s, Mrs Teychenné was mother to five children - Maree, John (now deceased),
Eugenie, Richard and Kevin.

And with her young troops in tow, she continued her tireless work on the eistedfodd.
"She didn't walk, she ran, she didn't talk, she yelled," daughter Eugenie told the service.

Inthe 1970s, the Teychenné's opened a music shop and in 1974, Mrs Teychenné was
awarded a British Empire Medal for her outstanding contribution to music and the arts.

’ . Left: an early photo of Kathleen Teychenne
IITY 01: TRAR LLG ON BANH standing outside the City of Traralgon Band
ENQUIRIES 743070 room, with her telescope. Kathleen was a
T ————  member of the Band for many years. This

T building was in Franklin Street opposite Grey
Street Primary School.

|

In the 1980s, Mr Teychenné passed away
from cancer.

But Mrs Teychenné "got on with it, as
always".

She kept the shop running, sold her home
and travelled, studied astronomy, attended
concerts and furthered her studies.

She conducted orchestras, learnt how to
drive the family boat, took courses in sign
language, explored her Scottish heritage
and settled in a cottage on the shores of
Lake Glenmaggie where her nine
grandchildren often visited.

The icing on the cake was the unveiling of the Kath Teychenné Centre in Traralgon.

Photo above: Kathleen Teychenne outside the new Library in Breed Street at the former
Traralgon Men's Club building, but now called the Kath Teychenne Centre.
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She loved being old, it was her license to be bad,' Ms Teychenné said.
She always said "don't look back" and she never did.
"She quite simply was an inspiration to us all."”

Mrs Teychenné passed away as the result of a car accident.
As afinal tribute, orchestra and band members formed a guard of honour for
Mrs Teychenné, as family and friends honoured a woman to whom music was

the sound of life.

(Obituary by Catherine Sweeney, courtesy The Latrobe Valley Express)

TRARALGON AND DISTRICT HISTORICAL SOCIETY INC.
Membership Application Form

You are welcome to join the Traralgon and District Historical Society, and participate in the work
of preserving our history. Membership includes posted copies of the Bulletin, which is
published four times a year. Please complete the membership application form below, and
forward it with your remittance in an Australian dollar cheque, or bank draft in Australian dollars,
to:

The Secretary,
TRARALGON AND DISTRICT HISTORICAL SOCIETY INC.,
Post Office Box 697,
Traralgon, Vic. 3844, Australia
Please tick the category of membership you require:

Ordinary Member - Australian $25.00)
Concession (Pensioner, Student) Australian $20.00)

Your Name:

Address:

Postcode/Zipcode:

Your email address (Optional)

Thank you for being interested in the work of the Society
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