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The Isle of Wight revisited
TRIS TOTTENHAM journeyed to the Isle of Wight a year ago, not long after
the time that Jack McLean’s article on his train travels there appeared in The
Times. He found a very different island and a very different railway from the
one of 55 years ago.

I

n the February 2000 edition of
"The Times" an article by
Jack McLean caught my eye.
Fifty-five years after he travelled on the railways of the Isle of
Wight at the end of World War 2, I
paid a visit in May 2000 and sampled the island but mainly by bus.
It might be of interest to note the
year of closing of most of the railways on which Jack travelled:
Newport
Newport
Newport
Newport
Merstone
Merstone
Brading
Shanklin

- Freshwater
- Cowes
- St. Johns Road
- Merstone
- Ventnor West
- Sandown
- Bembridge
- Ventnor

1953
1966
1966
1956
1952
1956
1953
1966

Ryde [Pier Head] to Shanklin took
29 minutes by steam haulage. In
2000 the journey took between 22
and 24 minutes.
It is also interesting to note that at
some time 2 stations have been
added on the line between Ryde
and Shanklin. These are Smallbrook Junction between St. Johns
Road and Brading; and Lake, between Sandown and Shanklin.
Smallbrook Junction is the junction
for the Isle of Wight Steam Railway which runs from here to
Wootton [opened 1986 and which
replaced the original 1953 closed
station nearby] This line is some 5
miles [8 km] long.
The entire railway system was
saved from closure by the electrification from Ryde to Shanklin, using ex-London Tube stock. There
have been proposals to reopen
from Shanklin to Ventnor, but I
doubt that this could be justified on
cost as at least one bridge would be
needed to be installed and a portion

of the right of way appears to
have been used for housing.
Having a free day, I decided to
have a day out from London and
visit the Isle of Wight. Just as
Jack did 55 years before, I kept a
record of my travels. Thursday 27
May 2000 saw me catching a
train from London [Waterloo] to
Portsmouth Harbour. I travelled
on the 09.08 service which arrived at 10.38. I then rode the
10.50 Wight link Catamaran service to Ryde Pier Head arriving
at 11.08 and then the 11.23 train
to Ryde [Esplanade]. Here I had a
walk around the town of Ryde
and picked up an excellent island
wide map and timetable from the
Southern Vectis travel centre at

the bus station.
I decided that the way to see some
of the Island was by circling the
Island and also take in some areas
that I wished to see for family reasons. It is quite thrilling to ride on
double deck buses along country
lanes but this does not compare
with riding the bygone steam era.
So I boarded the 12.25 service
from Ryde to Newport arriving at
12.55. This took me past Wootton
Station [the terminus of the preserved railway]. After pie and
chips in the bus station café, I
boarded the 13.45 service 12 via
Freshwater Bay and Totland to
Alum Bay at 14.40. Here I transferred to an open top Bristol decker
for the short ride up to The Needles
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Battery at the extreme western end
of the Island.
A half hour walk around in a blistering gale was enough and I returned on the next service bus to
Alurn Bay where I eventually
boarded a service 7 bus at 16.10 for

4

the long haul across the bottom of
the Island to Ventnor and Shanklin.
Arrival in Shanklin was at 17.50.
Then, finding the railway station, I
rode the 18.17 service to Ryde Pier
Head, arriving at 18.41 for the
18.50 Catamaran service to Portsmouth, in turn arriving there at
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19.08 for the 19.20 service to Waterloo, where I arrived at 21.06.
This was quite a day and my
thanks go to Jack McLean for giving me the inspiration to travel to
the Isle of Wight 55 years after he
did.
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Sydney’s lost bus routes
TRIS TOTTENHAM has read Duncan’s lost bus route articles and has
this comment to make on some of these vanished services.
Just a very short note on Duncan’s article on p10 of the January issue. In the
2nd paragraph on Route 26, he mentions “it provided a connection to Central Railway that neither tram route
could” Unfortunately, this is not
strictly correct. Both the North Bondi
and Bronte lines running via Oxford St
provided a service to Central Railway
as well as Circular Quay. The Bondi
via Bellevue Hill which ran through

Paddington could not (serve Central
Railway).
Also, it is ironic that the bottom end
of Pyrmont (where the 413 once ran)
is now served by two bus routes and
the Light Rail Line. As to the 407
service, what passengers wanted was
a fast trip to the city (via Pyrmont
Bridge or latterly the Expressway),
not to travel to central Railway– especially after the Government Print-

Letter

ing Office closed. One has only to witness the numbers who change from
route 433/445 to Victoria Rd services
in the morning peak at Rozelle
(Darling St Jct) who must live between
this point and Balmain Town Hall.
These routes also show changing travelling habits either through changing
times or forced by the operators perceiving a lack of passenger numbers.
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Go Great Western!
For 3 or 4 years now, the AATTC has been auctioning off railway timetables
from the Ted Downs collection. The timetables cover a period of 50 years from
the early 1930s. Although they are overwhelmingly Australian, there are some
sets of U.S. and U.K. timetables, apparently the legacy of an around-the world
trip in 1935. Among them is an intact set of Great Western Railway Service
Timetables. GEOFF LAMBERT describes them. This is Part I.

G

od’s Wonderful Railway' its devotees called
it; the 'Great Way
Round' was used by its
detractors. Whether one was in the
first camp or the second, one had to
admit that the Great Western Railway was one of the world’s most
significant and longest-lived lines.
Opened in 1838, it continued an
independent existence under its
own name for 109 years. In the late
20th century, the GWR name rose
again, to carry passengers between
London and Lands End (or almost).

like this by growing of its own
accord and by absorbing 150
smaller railways between 1844
and 1922. At the grouping in
1923, another 50 were swallowed
up to form a network that was
3,800 miles long.
Always a company that set great
store by administrative thoroughness, the GWR developed a geo-

graphical sectional structure that
reflected its own construction priorities and the boundaries of the
companies it had absorbed. A brief
description can be found in
McDermott and Clinker (reference
list next month). In 1935, there
were 15 'Sections', each with its
administrative machinery– and
each with its own volume of the

In 1935, someone from the Downs
family, probably Ted Downs’ father, seems to have made an
around-the-world trip. During the
trip they collected dozens of railway timetables for young Ted, 14
years old at the time. Included in
the Ted Downs collection is a complete set of GWR working timetables covering the summer of 1935:
'8th July to 29th September, inclusive'. In 15 volumes, 2521 pages
and 2¾ kg, these WTTs covered a
railway that carried over 160 million passengers and 65 million tons
of freight.
The 1833 prospectus of Brunel’s
original broad gauge railway described a line that was to stretch
from London west to Bristol. This
became the back bone of a system
that ultimately reached Penzance in
Cornwall, Fishguard in Wales and
Chester in Cheshire. According to
R. A. Cooke’s Atlas of the Great
Western Railway, the GWR considered that it had 850 'lines' and
'branches'. The system got to be

Aristotle, contemplating a bunch of timetables. The timetables were issued
twice a year and the Appendices every 5 to 8 years. There are 15 of each in Aristotle’s bunch. The GWR was, more than any other railway, addicted to the
issuing of “railway paper”. This set weighs about 12 lbs. On the modern U.K.
railway auction market they would cost Aristotle about £600 ($1500 AUD).
Painting by Rembrandt, timetables from the Ted Downs Collection; photography
Geoff Lambert
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1. System map of the GWR in the 1930s, showing the extent of each Division and hence the area covered by each volume
of the Service Time Tables and the Appendices to them. It looks rather like a catchments map with rail substituting for
rivers. But unlike a map of rivers, some of the “catchments” intrude into others, most notably Sections 7 and 11, which
sprawl across 3 other sections in Wales.

Service Time Table. The GWR
never used the term 'Working Time
Table'. Each Service Time Table
had, in turn, its own volume of the
'Appendix'. The GWR probably
issued about 2000 Service Time
Tables (often called Service
Books) between 1860 and 1947.
The earliest Service Time Table for
which I have a record is that of October 1862, issued in one volume
to cover the whole system, which
was then 614½ miles long. The
GWR carried 18 million passengers in that year. Two years later
the WTT was subdivided into 5
volumes. As the system expanded,
the number of WTT volumes grew
further, until it had reached 14 in

1904. The 'Grouping' of 1923 did
not really expand the number of
WTT volumes much, despite a
31% increase in route mileage.
GWR reorganised its divisional
structure at grouping and the 15
sections of 1924 were not the
same 15 sections of 1922. Between 1923 and nationalisation
one more section briefly appeared– and Section 2 was renamed section 17, without there
being a new Section 2. The maximum number of WTT volumes
was thus 16, during the Second
World War. The volumes in the
Ted Downs collection were issued before this expansion. Figure 1, (above) shows a map of the

GWR in 1933, with the divisional
structure (and hence the area of
each WTT) overlaid. One might
say that the Service Books were
numbered consecutively as one
traveled 'down' the three main
lines– first Penzance, then South
Wales, then Chester. Vaguely like
a catchment map, it is nevertheless
different in that some sections intrude upon others, particularly Sections 7 and 11, each of which
stretches across 8, 9 & 10.
GWR Service Timetables and Appendices – and those of many other
railways – were always flimsy
things, printed on paper brewed
from pine wood from Maine. This
gave them a characteristic back-
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woodsy smell! They had no card
covers, hence the first pages, with
their interesting route maps, almost
always fell off. This has been the
fate of many of the volumes in
Ted’s collection. But, the cover of
Section 6, for Plymouth-Penzance,
is well preserved and shows the
GWR characteristic representation
of 'double lines', 'single lines',
'Mineral and Goods' and 'Other'. It
appears as The Times cover this
month. This was one of the more
interesting maps because it included the lines of the former
Cornwall, West Cornwall and
South Devon Railways. The South
Devon once had its famous
'Atmospheric Railway', upon
which trains were propelled by a
piston running in a track-side
evacuated pipe. Also of note is the
meshwork of short lines on the
moors to the north of Truro. This
was a mineral area where tin, copper, silver-lead and china-clay,
were mined. Section 6 had 16 separate tables to cover train services
on the branches originating between Liskeard and Chacewater.
Also in Section 6 is the Royal Albert Bridge and the amazing
Liskeard-Looe branch which still
corkscrews its way down and under the main line and which once
had its own network of privatelyoperated mining railways.
Section 1 of the WTT covered the
main line from Paddington to Didcot and the Birmingham main line
north from Didcot to Banbury. In
this book also was the more direct
secondary line from Paddington to
Banbury, originally part of a controversial joint enterprise with the
Great Central. The PaddingtonDidcot main line was the busiest
part of the system and it required
the second-largest volume of all
the Service Books. The LondonDidcot-Banbury section appeared
as a single table which occupied
189 pages– this for a mere 86 miles
of railway. Our Figure 2 shows
page 20 of this volume, covering
Paddington departures around the

2. A timetable page from Section 1, the Main Line from Paddington to Didcot
and Oxford. The first stretch, from Paddington to Maidenhead was open by
June 1838 and through Didcot and beyond 2 years later. The Oxford line did
not open until 1844. In 1841, trains took 80 minutes to reach Reading, in the
table above about 50 is normal. Today, a HST covers the distance in 15 minutes.

hour of 7 a.m. There are 16 trains
on this one page although only 3
of them are Paddington departures. Look at the variety– Auto
trains, Equipment trains, Workmen, light engines, passenger

trains and local goods. A few characteristic GWR features are immediately apparent. There are no train
numbers– GWR dispensed with
showing them in the WTT in the
1920s. Instead, the columns are
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headed with expanded descriptions
and a priority letter in the A-K
range. A was the most important
and each category had a different
bell code on the block system. Another feature is the eclectic nature
of the trains shown– all train types

9

are mixed in together in a single
book. The other railways of the
'Big Four' usually issued separate
Passenger and Goods timetables
for each line. Although GWR did
this for a short while in the
1940s, it never made a habit of it.
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After Nationalisation, British Railways maintained these practices
and GWR’s WTT structure for
about 5 years before moving to its
own characteristic system.
Section 2 was a volume of only 37
pages, the smallest in the set. It
covered train movements in the
area around Paddington station,
plus the so-called West London
line, which joined Old Oak Common to Clapham Junction. This
was a small area but a busy one.
Old Oak Common engine and carriage sheds were 2½ miles out
along the main line and the traffic
between them and Paddington, under the much-photographed Westbourne bridge, was heavy and consisted of regular traffic trains, light
locomotive movements and empty
carriage movements.
The Paddington station had 16
platforms. After 1933, Platforms 1
to 4 were departure platforms, 5
and 6 were for departures and arrivals and 7 to 12 were for arrivals.
These were all stub-end platforms,
but the suburban platforms 13 to 16
were through-running, 15 and 16
being shared with London Underground’s Metropolitan line.
Our Figure 3 shows the some of
the trains that could be seen at Paddington’s platforms 13 to 16– 85
movements in the 4 hours between
4 a.m. and 8 a.m. This is just one
page out of eight covering these
platforms.

3. Section 2 of the Service Time Table, with local train and carriage working in
and out and around Paddington station and Old Oak Common. Trains arriving
at the platforms from out of the Underground appear also. These include a 4coupled light engine which has come from Neasden Depot, the individual locos
of which will haul GWR trains toward Liverpool St Underground station.

The workings shown in this table
deal with trains on the 'Suburban
Section', that is they are mostly
electric services– the GWR’s own
trains and those of the connecting
Metropolitan section of London
Transport. Six GWR trains per day
ran through from Hayes, Windsor,
Southall and Uxbridge to Liverpool
St or Aldgate on the Met. These
were steam-hauled into Paddington
(they are shown in italics), where a
Metropolitan electric loco took
over to haul them to Liverpool St.
The electric locos for this service

The Times No. 203
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in the morning travelled as a 4coupled light locomotive from
Neasden depot arriving at Paddington at 0759, as can be seen.
Section 3 covered what GWR
called the Berks and Hants Line
westward from Reading to Westbury, then south along the Weymouth line. As with most WTT
sections, over a dozen branch lines
sprout off the backbone line. Fantasy readers might remember the
dreadful encounter with the train in
‘Watership Down’. This was near
Newbury, on the Berks and Hants
Line. Watership Down, a real
place, was one of many downs that
skirted the railway to the south and
constrained it to an east-west
course.
The 'supplementary instructions' of
Working Time Tables sometimes
took up almost as much space in
the Working Book as did the train
timings. A lot of this material was
shifted to the Appendix to the
Working Book in the late 19th century. Among the Big Four, only the
Great Western retained a significant proportion of this material
within the WTT itself. Even so, the
GWR had an Appendix, just as
thick as the WTT, for every WTT
section. The Service Book’s Page
120, (this page) shows a mixed bag
of some of this material and deals
with various matters in the Basingstoke area of Section 3. This was
where the GWR met the Southern
Railway.
There is material on exchange of
wagons with the Southern, restrictions on heavy locomotives and the
operation of banking engines between Reading and Basingstoke.
Basingstoke was an outpost of the
GWR within Southern Railway territory in 1935, hence the instructions at the head of the page for interchange of traffic with that railway.
Note the use of the term 'Red Engines'. Although GWR red engines
were really green engines, the description refers to GWR’s rainbow-

4. This is section 3, covering Berkshire– appropriately the ‘Berks and Hants
line’. The special instructions shown in this extract, deal with the Basingstoke
branch which ran south from Reading, at the extreme east end of the Division.
Basingstoke was really Southern railway territory– the GWR only poked its
nose in.

hued locomotive classification
system that included even
'Uncoloured' engines. The classification was based on axle load
and was directed towards the running of trains on bridges with restricted loading. The 'colours' of

the engines were manifested in
real life by painted spots on the
cab sides.
The engines shown as 60XX are
the famous 'King' class locomotives. They had the heaviest axle
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load on the system and were one of
the most powerful locomotives in
Great Britain, having recorded an
output of 2000 HP in controlled
tests. In Section 3, they were restricted to the Berks and Hants
main line itself.
Dr Day’s Bridge Junction, was one
of the unusually-named (and famous) places that appeared in Sec-
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tion 4 of the GWR Service Time
Tables. This book mostly covered
the western half of the original
main line, the eastern half of
which occupied Book 1. The
original route from Paddington to
Bristol swung south through Bath
before heading north west towards Bristol itself. This was one
of the goads to those who dubbed
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the GWR the 'Great Way Round'.
In 1903, the GWR rectified this
problem by building a 'cut-off' line
from Wooton Basset to Stoke Gifford (now called Bristol Parkway).
This became the new main line and
the majority of trains to South
Wales– and even to Bristol itselfran this way in the Service Book of
1935. The GWR instituted a vigorous campaign of building such cutoffs. Many of them appear on the
system map in Fig. 2, where these
new constructions have been highlighted by the text boxes.
Book 4 included also the eastern
end of the South Wales main line,
including the Severn Tunnel, the
line that initially blunted the 'Great
Way Round' stigma in 1886.
Our Figure 5 shows the opening
hours for signal boxes in the Bristol region– including Dr Day’s. In
an area of less than 4 miles by 3
around Bristol, there were over two
dozen GWR signal boxes. In 1935,
the other railway in the Bristol area
was the LMS, which stretched a
line down from Birmingham into
GWR territory. It too contributed
to the glut of signal boxes in the
Bristol region.
It will be obvious that Bristol was a
busy place, because of the necessity of more than half of the Bristol
area boxes to remain open continuously– or at least to shut only for a
short time over the weekend.
The signal box was named for the
area it served and that, in turn, was
named after a local notable. There
is a Day’s Road quite close by. The
first box with the name was opened
in 1886, and it was replaced in
1932, not long before the tenure of
these timetables. The box closed in
1970, when control of all signalling
around Bristol was transferred to a
the new Bristol control centre.

5. Signal boxes of the Bristol area and their hours of working. There are 45
boxes on this page, 18 of them open continuously. In 2001 a few of them still
exist, but most signalling is controlled from the Bristol Signalling Centre
opened in 1970. Dr Day’s lives on as a junction between the Filton main line
and the Bristol loop, but there is no working signal box there now.
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Section 5 picked up on the westward
extension of both Sections 3 and 4,
and it carried the main line southwest through Exeter, along the route
of the old atmospheric railway and
over the fearsome Dainton Bank as
far as Totnes. This was the Exeter
Division and it had what was probably the most-photographed section of
railway in Great Britain along the
sea (and, in stormy weather, IN the
sea) through Dawlish and Teignmouth.
The line gave Brunel constant trouble in construction and maintenance
and has been washed away several
times in its existence.
In David St John Thomas and Patrick Whitehouse’s book The Great
Days of the GWR, they say: ‘it was
easy to tell the time of day along the
Sea Wall by the nature of the traffic.
Numerous overnight trains from all
kinds of places in the Midlands,
North and Scotland… were scheduled to pass along the sea wall in the
period from around 3 a.m. to 9. Then
there was meant to be a gap in which
the occasional freight might even
appear until the first of the down
Londons came through in mid morning, trains via Castle Cary and Bristol alternating for the rest of the day
from about lunch time. All day long
it was usual for trains to be occupying both sides of Newton Abbot’s island platform and the through platformless relief. The Up rush was
more concentrated, the majority of
passengers wanting to leave Torbay
between breakfast and lunch time,
though many trains starting from
Cornwall did not reach the sea wall
until early afternoon. On busy Saturdays, there was no spare capacity on
the Up line between 9 a.m. and 2
pm.’

6. Along the Exeter Division, where one of the steepest main lines (over Dainton Bank) abutted one of the flattest (along the sea front through Dawlish.).
Every beach-goer of the 1930s had a holiday snap of a GWR train on the waterfront at Dawlish. Below (7): the line in the days of the atmospheric railway.

The Times No. 203

13

Vol. 18, No. 2, February 2001

Our Figure 6 shows the first page
of the Up timetable, which lists
some details of the line and running times over it and then the first
trains of the day, well before the
‘rush hours’ described above. Here
is the Dainton Bank, with its 1:40
grade reducing a train to 24 mph,
even when banked in the rear to the
stop-board at 217 miles 57 chains.
The timetable contains supplementary instructions for the bank engines returning east and west from
the summit. These were engines
based at Newton Abbot and attached to west-bound trains there
or to east-bound trains at Totnes, 8
miles further west. Today, most
trains still pause at both, but not to
attach bank engines, and the Railtrack WTT allows only 10 minutes
Newton Abbot—Totnes for a HST.
The most scenic and interesting
section of railway on the Great
Western, probably in all of Britain,
is covered by Section 6. This is the
western end of the main line, from
Totnes to line’s end at Penzance.
Near to the eastern end of this section was Plymouth, home of the
navy and, just to the west, the
Royal Albert Bridge at Saltash.
To the west of the Royal Albert
Bridge, the line turned inland,
crossing no fewer than 43 valleys
in east Cornwall, on Brunel’s terror-inducing high wooden viaducts.
The last of these bridges was not
replaced until the 1930s. Eventually reaching the valley of the
Fowey River, the line followed it
downstream, turning south again
through Bodmin Road, until it
reached the coast again near Par.
Mines were everywhere in the
Bodmin Road-Penzance stretch
and their chimneys, winding machinery and mullock heaps were
prominent all along the route. As
well as the GWR lines, the area
gave birth to a number of mineral
tramways, including the 4-foot
gauge Redruth and Chacewater
Railway. We show, in Figure 8,
page 112 of the Section 6 Service

8. On the moors of mid Cornwall. The branch railway lines hereabouts were
almost all involved with the export china clay traffic. They are linked together
on this page of the timetable because they were all the result of the Cornwall
Minerals Railway Act of 1873. Newham was a port line, the others were mine
branches. They all fell into GWR hands in 1877.

Book. The table shows 4 Truro
area china clay branch lines, with
their service of minerals trains. In
these tables CR means 'calls
when required' and RR means
'runs when required'. There were
obviously few regular trains on

these lines. The Retew branch
boasted of no fewer than 39 sidings in its 4 mile length, although
only 13 were shown in the 1935
timetable book.
To be concluded.
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From the world of the timetable
A few snippets from all over.
Don’t bust a gut –because your train sure won’t!

Worth reading is an article in the January 2001 issue of the ARHS Bulletin,
which contains a long review of the
train services put on for the celebrations
associated with Federation in Sydney in
1901.
Special trains began to run on December 29th, but the big movement was on
January 1. The NSWGR ran a total of
23 special and regular trains into Sydney Station on the morning of Federation Day. In addition, a number of military specials ran into Sydney, ferrying
3218 men, 1085 horses and 147 officers.
The celebrations apparently went on for
quite a while– the return services did
not peak until January 5.

A recent clipping from the Sydney
Morning Herald

The article notes that the principal suburban services circular and most of the
Working Time Tables for the period are
not contained in the State Archives collection (see article in January 2001 The
Times), but some circulars have survived. These include the 64-page Train
and Ticket Arrangement book and, from
this, are reproduced services on the
Western line immediately prior to New
Year’s Day.

Sutherland businesses promote rail
Once a common thing, the publishing of public transport timetables by local area businesses is rare these days. In Sutherland,
in Sydney’s south, they still do it, in this brochure sent to The Times by REG LLOYD
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Train and Ferry to The Big Apple
JAMES MANCUSO relates a short history of the ferries, trains and their timetables for the services from New Jersey and across the Hudson to New York.

T

he Erie Railroad completed the shifting of all
its passenger trains from
its own Jersey City, NJ
facility into the Delaware, Lackawanna & Western's Hoboken, NJ
terminal in March, 1957 as the
Form 1 timetable I have for the
Erie reflects this change. The two
railroads combined main line trackage between Binghamton and
Corning, NY, for a distance of 75
miles and used the Erie stations at
Endicott, Elmira, Waverly along
that stretch. The Lackawanna stations at S. Waverly, Vestal, Nichols and Elmira were all closed. The
two railroads merged in name on
October 17, 1960, forming the Erie
Lackawanna Railroad Company,
which, due to corporate in fighting
remained essentially two railroads
in operation until about June 1961,
when the implementation of that
merger finally began. A study of
Erie Lackawanna working timetables from October, 1960 until October 1962 will show you that the
Erie Railroad number series for the
Western District consisting of Allegany-Meadville, Mahoning, Kent,
and Marion Divisions continued
until the final issues of October 28,
1962.
On the Eastern District, consisting
of the Buffalo, Susquehanna,
Scranton, and New York Divisions,
a whole new series of timetables
began to be issued as of April 30,
1961, all Number 1 for the Buffalo,
Susquehanna, Scranton, and New
York divisions.

As for the trans-Hudson Ferries.
The merged railroad used mostly
ex Lackawanna boats in this service including Elmira, Binghamton
and Scranton, to name three. The
majority of the ex Erie boats had
been retired by the time of the
1960 merger. Since these boats
were all steam powered, they, like

the commuter trains they served,
were a financial drain on a financially troubled railroad that was
never very strong financially to
begin with. The Binghamton
serves as a floating restaurant on
the Hudson waterfront and I believe it is the last of these railroad
ferries still in existence. The Erie
Lackawanna discontinued this
ferry service November 22,
1967– exactly four years after the
death of President Kennedy. This
ferry service has since come back
in the form of entirely new boats
(all diesel powered) operated by
New York Waterways on a network of routes out of Hoboken
and New York's Battery Park.
Thus, this interesting railroad
ferry service has come full circle,
though a separate company,
rather than the railroad, is the operator.
The February 4, 1968 merger of
the New York Central and Pennsylvania Railroads was the beginning of the end for the Erie
Lackawanna for it was this new
railroad that proceeded to destroy
one of the Erie's key connections
on its east end- that with the New
Haven at Maybrook, NY. But all
that is another story.
In its final years, the Ferry Service schedule was printed in the
railroad's suburban timetables,
rather than as a separate form. If
any one Down Under is interested
in more on the Erie Lackawanna,
drop me an e-mail and I will be
delighted to tell more about it.
This was one of my hometown
roads, the other being the Baltimore and Ohio, which came right
here into Perry NY, where I live,
until June 26, 1973 when the last
freight left town for good.

Part of page 100 from the Erie
Lackawanna employee timetable
No. 5 of October 20 1966, the last
to be issued before the abandonment of the ferry services, showing
part of the evening rush-hour from
Hoboken.
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Graphic Insight #63
By CHRIS BROWNBILL

T

his month, Graphic Insight follows up a question we asked a number of years ago: just how much time
does an express train save compared to a stopping all stations train?

To answer this question, we must look at a line that has numerous services travelling the same route
and offering a variety of stopping patterns. The Sydney suburban network is fertile ground for such
conditions, and we have chosen to study the Penrith to Parramatta section of the Western suburbs line. Data has
been taken from the CityRail timetable dated 21st May 2000. Our graph tallies the number of Up trains scheduled on a Friday to travel from Penrith to Parramatta. The size of each bubble represents the number of trains
scheduled to travel Penrith to Parramatta in the number of minutes indicated on the vertical axis, and with the
number of stops indicated on the horizontal axis. Only trains stopping at both Penrith and Parramatta are included, and trains running non-stop between these two places are determined as having one stop because the
start to start time is used and therefore the acceleration from Penrith, deceleration and dwell time at Parramatta
are all included.

The graph indicates that there are two major groupings of trains illustrated by clusters of large bubbles - the slow
trains making about 10 stops and taking about 33 minutes, and the fast trains making 2 or 3 stops and taking 24
or 25 minutes. There is also a scattering of trains with other stopping patterns. As you would expect, the more
stops trains make, the longer the journey time. The graph includes a linear trend-line that illustrates the
weighted average journey time for all numbers of stops. It is the slope or angle of this line from which we can
deduce the average time penalty of a station stop. From such an analysis we can deduce that each station stop
adds one and a quarter minutes to the journey time. Naturally, this is an average and depends on factors such as
the type of rolling stock the time of day etc. It is possible to extrapolate the trend line to conclude that a truly
non-stop train (passing through both Penrith and Parramatta at speed) would take 21.25 minutes.
It could be argued that the three outlying trains in the top right corner which take 40 or more minutes distort this
analysis by increasing the average stop length. All three trains are in the morning peak hour and presumably are
slowed by traffic congestion or increased loading time. This of course raises the question of how does this calculation vary with time of day - but that's a question for a future Graphic Insight!
Penrith to Parramatta Train Times
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