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Editorial Notes
1. By the time you read this, The Times should be available on the AATTC website (www.aattc.org.au) in Adobe Acrobat (.PDF) format. At
the moment, we are trialling a single issue, that of November 1999. Files should download as a mirror image of the print version, with all the
illustrations intact and with resolution equal to the original, which is 600 DPI. We are interested in getting your feedback as to the ease of
use and time of downloading of this facility (the files will each be about 1MByte in size). Please write or e-mail with your observations
2. The Times has been chosen by the National Library of Australia as a paragon of good design! Well, the November 2000 issue will appear
in a new brochure by the library, illustrating its recommended use of ISSN numbers in magazine mastheads. I knew our obsessiveness would
be rewarded sooner or later!
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Trains, Timetables and Tribulations
MARK GIRDLER wrestles with a family of European train timetables, in an attempt to find his way from Paris to Frankfurt

M

y out of date copy of
Cook’s - Table 390,
showed Train 57,
EC, Dep. Paris Est
0854, to Saarbrucken, The Goethe.
When I received a reservation on
this train showing departure at
0820, I knew that I had some research to do.
I visited Paris Est, the day before,
and collected a pocket sized booklet Enterprises Lignes Affairs. It set
out my train as going on to Mannheim and Frankfurt as my booking
showed but, horror, there were

Paris Est.

there was a connection to Luxembourg shown, but none to Frankfurt.

four trains 57. Wait... there were
some footnotes in print so small it
was easy to miss them. The table
itself, and an extracted condensed
version appear below.
1 arrived at Paris Est on 13/10 in
time for the 0820, but the departure board only showed the 0854.
As well as having breakfast on
the station, I also collected a copy
of SNCF Guide Est and consulted
page 16 (see page 4). The layout
was much easier to follow and, at
the head of two columns, were
the figures 1 & 2 indicating two
divisions of train 57. However,

On boarding the train, on the seat
was a copy of the excellent DB
Reiseplan, setting out arrival and
departure times at intermediate stations, distances, track numbers, and
connections for both long distance
and regional services once the train
reached Germany. See page 5.
In fact, the train divided at Metz,
and a DB loco came on at Saarbrucken. It arrived at Frankfurt ten
minutes late.

57

57

57

57

0820 (b)

0854 (d)

0854 (c)

0854 (a)

(b) runs 13/10 (d) runs 13/10 (c) 20/11 only (a) runs 13/10
1234

Luxembourg
Frankfurt

1506

1249
1506
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All this raises some interesting
questions about timetables.
The two French timetables were
very different in size and intended
application, but both contained errors and, to this non-French speak-

4

ing traveller, were confusing, No
information being shown over the
border is a major fault. I can see
the compilers of the time tables
saying that as both trains arrived at
Frankfurt at the same time, the lack
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of clear detail does not matter, but
to a deaf, non-French speaker, it
was confusing. Luckily I had some
experience of railways and timetables.

Above: An extract from
SNCF Guide Est, showing
two divisions of train number
57, the ‘Goethe’. Although
there is a connection to
Frankfurt, it is not shown in
this table.
Left: A page from the 1983
official SCNF system timetable, ‘Chaix’. Here the train
is numbered 257 (but with no
name in those days). The
connection to Frankfurt is
shown and, furthermore, the
possibility of two routes- or
even two trains- is conveyed
by the line diagram above
the table, showing a division
at Metz.
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The Deutches Bundesbahn Reiseplan, provided to passengers, the clearest of the 3 timetables encountered on the trip
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Since I took over the editing of The Times, some 20 people have contributed articles and letters. Nearly all of them have been members of
the Association. That’s a pretty good participation rate for an organisation with about 150 members. The members who made these contributions had interesting things to say, interesting things to report and interesting timetables in their collections for them to describe. I am sure
that the same could be said of all of the other members who have remained readers over the last two years.

The Times

This is, of course, a heavy-handed hint suggesting that you warm up
the word-processor, typewriter and photocopier and send in an illustrated article on some aspect of your hobby that has taken your fancy.
Frankfurt Hauptbahnhof

The Times publishes several types of articles, each of which seems to
strike the right note with a proportion of our members. These include:

We don’t have our ‘lunch’- we have our ‘dinner’

•

These illustrations are the summary mainline timetables from the New Zealand
Government Railways Timetable from 4 December 1932, from the collection of
GEOFF LAMBERT, with notes by VICTOR ISAACS.

•

The Why I collect timetables articles, which describe the personal
history of the collector, what timetables they have collected or are
interested in. Jack McLean’s articles How to collect timetables,
including the justly famous Coal-hole story are a good example of
this type.
Examination of particular timetable issues (for instance the GWR
1935 Working Time Tables described in this issue). Another example would be the ‘autobiography’ of the Burma Railways 1941
timetable which appeared last year.

•

Descriptions of the history of timetables, and of transport services
for geographical areas. An example is the series of articles on Sydney’s private bus routes by Jim O’Neil.

•

Timetable check-lists or tabulations of web sites and literature containing timetables. Next month we detail the railway timetables of
New Zealand.

•

Articles on timetable science, logistics, even timetable artwork and
printing.

T

here are two interesting
points: NZR's habit of not
running their main express trains on every day
of the week in this period, but only
on three or four days a week. This
was increased to every weekday
only for a few weeks during the
peak Christmas holiday period.
There was no day train (on the admittedly long) route between the
two main cities, Auckland and Wellington, except during this period.
NZR's use in the timetable the then
good-luck symbol, the Swastika.
(Victorian Railways was also fond
of using Swastikas in their Working
timetables until as late as 1940).
And the editor also points out the
use of the common meal-names of
the day- “dinner “ was in the middle of the day and “tea” was taken
in the evening. Railway timetables
of Australia at the time used
“lunch” and “dinner”.

The Times
Journal of the Australian Association of Time Table Collectors

There are more I could add and, more importantly, I am sure that there
are more you could add. I invite you to submit something for publication.
The Times accepts articles in any form from handwritten to fully formatted word-processor documents. Electronic submission is preferred
in these modern times. Most articles are considerably enhanced by illustrations- especially of timetables themselves of course, but really of
anything relevant to the timetable genre.
Submit paper manuscripts or word-processor files (MS Word preferred) on disk by mail or via e-mail. Illustrations should be submitted
as clean sharp photocopies on white paper or scanned TIFF format images with at least 600 dpi resolution on disk or via e-mail. Originals are
acceptable and will be closely guarded. Take care with your photocopying or scanning to ensure the image quality remains high- remember they must pass through at least 2 more stages of reproduction before they appear on the printed page.
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Go Great Western! (2)
GEOFF LAMBERT continues his meanderings around the Great Western Railways network. In this second installment, he looks at Sections 7 to 15 of the 15
volume set of GWR timetables of 1935. The timetables are part of the Ted
Downs collection.

W

ith Section 7, we
enter Wales, along
the South Wales
Main Line, the
original 'Great Way Round'. The
division was rather dumbbell
shaped with the South Wales Main
Line forming the connecting bar.
The main line itself ran north-east
up the Severn Estuary until it could
find its way across the river at
Gloucester, then curled back southwest to Newport. From Newport, it
ran through Cardiff and followed
the line of the coast, but 6 miles
north of it, until Pyle Sand Siding.
This was not a name familiar to
even 1 in 1,000 Britons, but it was
ingrained in GWR consciousness,
one of its great and longest-lived
division points. There was nothing
much there. Although over 200
trains passed through Pyle Sand
Siding on an average day in 1935,
only 6 bothered to stop. Our Figure
8 shows one of them, the Porthcawl to Margam Goods. Even it is
CR– calls only if required.
At the eastern end of the dumbbell,
Section 7 contained a curious network of lines generically dubbed
the Forest of Dean, although the
track with that formal GWR name
was only one of nearly 20 named
line sections in a very small region.
With a spaghetti bowl of operating
and closed railways and tramways,
the GWR could not bring itself to
draw these lines on the cover of its
timetable at all and, as only a few
of them had any train service either, needed only a couple of pages
in Section 7 to cover the lot, including the Forest Of Dean Central branch, which is our Figure 9.
The area was both a coal mining
and iron mining region, one of

8. Whoever heard of Pyle Sand Siding? Every employee of the GWR perhaps,
but hardly anyone else. The South Wales Main Line, formerly the South Wales
Railway stretched from Newport in the East to Pyle Sand Siding, and was the
heart of Section 7 of the Service Book. Unlike most other sections, the greater
part of this line was devoid of branches in an administrative sense, although
there were plenty of physical junctions.
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Britain’s early Industrial Age areas
but, by the time of the 1935 timetable, worked out and abandoned. At
one time, a railway company was
floated to connect the Forest of
Dean more directly to the coal mining areas of Wales than did the
GWR main line itself. Nothing
came of it, of course.
Marching across Wales from east
to west, north of the South Wales
Main Line, were 3 GWR districts,
covering lines in a dozen mining
and smelting valleys coursing
north-west to south-east, to the 5
ports of Newport, Cardiff/Barry
and Port Talbot/Swansea. Each
Welsh valley had at least one railway and one had four. The railway
map of Wales, with its snakes and
ladders appearance surely forms
one of the most striking in the
world. All of these lines were for
coal, of course- lines where sometimes 95% of the goods traffic was
in 'Black Diamonds'. In an area 25
miles square, there were no less
than 500 miles of railways, probably a greater density than of any
other equal area on the planet. By
1935, the coal industry was dying
and the myriad of mines were producing less than half the 50 million
tons they produced in their peak
year of 1913. A feature of most of
these interdigitating lines was that
Up trains ran in what, on the GWR,
would normally be considered the
Down direction– i.e. away from
Paddington. This was because the
headquarters of their predecessors’
lines were in the valleys, rather
than on the coast. The westernmost
of these valley railway lines was
actually included in an excrescence
of the Section 7 book coverage,
north of Pyle.
The first WTT book of these coalmining valleys was that of Section
8, radiating from Newport. This
covered the lines north and northwest of Newport- the Eastern Valleys, the Western Valleys and the
Cardiff-Rhymney line. These were
mostly lines that had been GWRowned for decades, but included

9. The Forest of Dean Central was one of the few remaining sections of line in
its namesake region that still had a train service in 1935. Four days a week
only– and it never quite makes it to the end of the line

10. On the Sabbath, thou shalt not mine, but thou shalt travel by train to chapel.
Here we see the Sunday service of auto trains in the Ebbw Vale. An auto train was,
in other places, known as a push-pull train.

The Times No. 204
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(Left) 11. Ebbw Vale and the Crumlin
Viaduct on a good day. On a average
day in 1935, 62 timetabled trains rumbled over the bridge and 66 under it.
The viaduct was one of the great
achievements of the early Victorian railway (1854), more graceful than many
that came later in the Welsh valleys.
(Below) 12. Otherwise untabled trains
from Section 9 of the Working Book.
These trains ran under local control,
according to traffic requirements. They
could out-number the regular tabled
trains. Down the Ebbw Vale in 1913, it
is said, over 500 trains a day once shuttled back and forth, with coal and empties.

also the Brecon and Merthyr and part
of the Rhymney Railway. In the centre of this territory was Crumlin with
its famous viaduct (Figure 11),
which carried the Vale of Neath line
(part of Section 11) at a dizzying
height above the Western Valleys
Line. On a weekday, some 66 timetabled trains passed along the Ebbw
Vale and under this bridge. Sundays
were quieter. We show, in Figure 10,
the entire Sunday Up service for the
Western Valleys line, which appeared on page 57 of Book 9. Wales,
a bastion of Calvinist rectitude, did
not work on Sundays. The only
goods trains are those finishing their
trips from the night before. But there
are 8 'Auto-trains'- steam powered
push-pull passenger trains. People
had to get to church, you know.
The Cardiff Valleys Division, Section 9 covered another clutch of parallel railways. These were all lines
absorbed by the GWR at the Grouping– it owned none of them beforehand. First and foremost among
them was the Taff Vale Railway
(TVR), one of the world’s greatest
colliery railways– and one of the
most profitable. It is said to have run
up to 500 trains a day in and out of
Cardiff at its peak. The Taff Vale’s
main line stretched NNW from Cardiff to Pontypridd, where it ramified
startlingly into half a dozen
branches. A south-east trending line
to Aberthaw complemented these
lines. The Taff Vale published a
combined rule book and Working
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its coal trains, by way of a simple
listing of the engine rosters for
them. In Figure 12 is one such page
from Section 9.
In Section 10, we find the continuation of the South Wales Main
Line from Pyle Sand Siding (that
famous non-place!) right through
to Swansea and past it all the way
west to Fishguard Harbour. Fishguard was touted by the GWR as
the ideal docking place for transAtlantic liners. Many ships did call
in there, speeding passengers and
mails to London much faster than
the ships could have done.
This area of Wales was famous for
its copper smelters, steel works,
galvanising plants and tinplate
works. It was said that there were
more than 80 tinplate works around
Llanelly. The 1939 Appendix to
Section 10 (more than half as big
again as the Section 10 WTT itself)
lists more than 15, most of them in
the Llanelly area.
Section 10 also had its own clutch
of parallel coal lines running up
into the hills, some were GWR oldtimers, but there were also lines
that had made up the Port Talbot,
Neath & Brecon, South Wales
Mineral and the Rhondda & Swansea Bay Railways. On summer Saturdays one could catch a train over
the ghost of the latter railway from
Cardiff to Aberystwyth, via Treherbert and Port Talbot. On the
coast, these lines snaked into a
heavily industrialised area between
Port Talbot and Swansea, riddled
with smelters and tinplate works.

13. The cross-country line linking South Wales to West Wales, which finishes
up at the tongue-twisting Aberystwyth, progenitor of many rude limericks.
Here Section 10 made an end-on connection with Section 14. If you knew your
Bradshaw, you could make a round trip from Cardiff in a day via this place.

Timetable from as early as the
1850s, but few seem to have survived. In addition to the TVR,
there were the lines of the Barry
Railway and the Cardiff Railway.
On the GWR, coal (or 'mineral')

trains hardly ever appeared in the
Service Books. Instead, most
GWR Service Books for sections
where coal traffic was rife had a
supplementary section dealing
with un-timetabled workings of

The London and North Western
Railway, ever hungry to tap into
the coal traffic of South Wales, had
built two lines into it. One of them
was the so-called Central Wales
line which climbed from Craven
Arms, over Sugar Loaf Summit
and down into GWR territory,
where it shared several lines in the
Llanelly and Swansea regions. On
occasion, the GWR and L&NWR
issued joint working timetables for
this line. In 1935, these lines of the

The Times No. 204
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L&NWR had become part of the
LMSR, but they were still shared with
the GWR.
There was also a series of lines in the
western Wales 'hinterlands', including
the connecting line through the curiously-named Strata Florida to Aberystwyth in North Wales. It is the north
end of this line which we illustrate in
our Figure 13. This was rather sparse
territory for a railway and there was
never very much call for North Wales
to South Wales traffic.
Having reached as far west as it could
in Wales, the GWR turned to the east
again for its Section 11 Service Time
Tables. This section was mostly devoted to the Vale of Neath line, nearly
45 miles of up and down single-track
railway that cut across the grain of the
Welsh valleys to join Pontypool with
Swansea. One of the very early broad
gauge railways of Wales, the original
line with this name ran only from near
Swansea to Neath. When the GWR
took over, it gave the name to practically all of the cross-country route between Pontypool and Swansea. The
Vale of Neath line also shot off an important branch to Merthyr, to the north.
The Vale of Neath Railway itself
aimed for Merthyr in the first instance,
in an attempt to give Merthyr an alternative outlet to the sea at Swansea, instead of at Cardiff through the TVR. It
had trouble with construction on the
single line section between its main
line and Merthyr and eventually fell
prey to a connecting line pushed
through by a GWR subsidiary. Merthyr
evolved into a ‘miasma of toil, sweat
tears and fumes, the archetype of all
South Wales industrial towns.’ Four
hundred feet above Merthyr, among
the slag heaps, its sister town Dowlais
brooded on its history of being the
greatest iron-making town on the
planet– in 1935, that was already 100
years ago. Three railways managed to
find their way down the slope between
the two.
Merthyr became a five-company station in 1879– the Brecon & Merthyr,
the L&NWR, the GWR, Rhymney and
the Taff Vale. The locomotives of the

14. Crumlin Viaduct again, this time on the GWR’s Vale of Neath line. Although the table lists trains only to Neath Junction, the GWR considered that
the Vale of Neath tracks ran right through to the outskirts of Swansea. The
line was formed from two independent railways that sought the desirable destination of Merthyr– and met somewhere in the middle.

Cambrian Railways also worked
into Merthyr. The station, which
was designed by Brunel and
lasted until 1953, had 5 platforms
under the one roof. In 1935, there
were 80 train departures from
Merthyr, 55 of them passenger
trains. Trains ran to 41 destinations and left town via 5 separate

lines. One could catch GWR or
LMS trains up the corkscrew towards Morlais Junction, thence towards Brecon or Abergavenny;
down the Cardiff-Merthyr line to
any number of destinations including Cardiff, Newport, Barry and
Penarth; down the Quaker’s Yard
single line; or over the Merthyr

The Times No. 204

Branch, through the Merthyr tunnel, and onwards towards Neath.
At weekends, the traveller had
available as destinations such exotica as Llantridod Wells, Moat Lane
and Sully.
Eventually all of the lines calling at
Merthyr, except the L&NWR, were

12

incorporated into the GWR, and
became part of section 11, which
GWR dubbed the 'Pontypool
Road and Neath Junction' section
of its timetable.
Along the Vale of Neath, we encounter again the Crumlin Viaduct, this time from the high
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level. About 62 trains a day shuttled back and forth across its spindly steel girders. Crumlin (High
Level) was more a safeworking
station than a passenger station and
the notation C S in our Figure 15 is
explained on page 2 of Section 11
of the Service Book as 'Call at single line stations for Train Staff,
Tablet, Token or Ticket'. The track
across the viaduct was singled in
1926. The station signal box was
open from 4.15 am on Mondays to
2.05 am on Sundays for such purposes. Crumlin Viaduct is gone
now: the traffic shrank, the bridge
became tottery, and was closed and
demolished in the early 1960s,
along with many other victims of
the Beeching rationalisation.
After 5 sections devoted to Wales,
with Section 12 we return to England– at least partly. This is the socalled Welsh Marches, essentially
the border area between England
and Wales. Section 12 is a kind of
mish-mash of lines centered around
Hereford. Through the centre runs
the important line connecting Newport in Wales (Sections 4 and 8)
with Shrewsbury (Section 14).

15. Frontier Territory. In Section 12, the GWR and LMS met in several places–
often with the intent of doing battle for custom, but also sometimes cooperatively to share traffic. This table shows an astonishing degree of the latter.

If you were from the Midlands and
you wanted a seaside holiday in
Cornwall or in Wales (Heaven forfend!), your train could well have
come this way. A whole swathe of
such trains passed along this line,
especially on summer weekends,
many of them in the dead of night.
They are the trains referred to as
arriving at the Teignmouth Sea
Wall early in the morning in Part 1
of this article. In the July 1935 Section 11 timetable, there were no
fewer than 12 of them: CreweCarmarthen, Crewe-Paignton, CrewePenzance, Crewe-Plymouth, CreweTaunton, Liverpool-Paignton, LiverpoolPenzance, Manchester-Paignton (2), Manchester–Truro, Manchester-Swansea,
Shrewsbury-Paignton/Truro. But they
were only 12 out of 300 Down
trains between Shrewsbury and
Newport on an average day.
Here, more than in any preceding
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section, the GWR meets one of the
other Big Four– in this case, the
LMS. Before Grouping the LMS
lines had been part of both the
L&NWR and Midland systems.
The line between Shrewsbury and
Hereford was shared, as were a
number of branches around
Shrewsbury. The LMS also made
contact at Abergavenny Junction,
Worcester, Hay, Eardsley and
Great Malvern. As with other
shared track both joint Working
Timetables and Joint Appendices
to them were issued by the LMS
and the GWR.
The way in which traffic is shared
and exchanged is glimpsed in the
tables of Section 12. In Figure 15,
we choose to show a page on
which joint and independentlyworked passenger and goods trains
all appear, and interchange occurs
at 3 points: Shrewsbury, Craven
Arms and Hereford. It is a complicated timetable page.
GWR’s main line to Birmingham
and beyond forms the core of Section 13, which also deals with the
cross-country line from Birmingham to Bristol. Both of these lines
competed with similar lines of the
LMS. The LMS generally had the
better of it in this fight. That is not
to say that the line wasn’t busy– it
was. It was quadruple track for
considerable distance on either side
of Birmingham. At Birmingham’s
two stations Snow Hill and Moor
Street about 600 trains passed
through, originated or terminated
on an average Monday-Saturday
day and it took 100 pages of the
Service Time Table to list them all.
These figures must seem like fairy
tales today, but they were occurring when Britain was only just
struggling out of the Depression.
And, of course, the LMS had its
own Birmingham trains–much
greater in number than those of the
GWR.
Cutting across from the main line,
through Stratford-on-Avon, Cheltenham and Gloucester, towards

16. Whimsy or tradition? The GWR gave a range of exotic names to many of its
goods wagons, especially those constructed after World War I. If the practice
was sanctioned by the Directors, they had probably done so in the knowledge
that the great Brunel had preceded them.

Bristol, was the 'Birmingham and
Bristol' line. Not quite so busy, it
was, like the BirminghamNewport line, a favoured route
for holiday expresses between the
Midland and the southern coast.

About 8 such trains per day are
shown in Section 13.
But we shall turn away from timetables to examine some of the supplementary material of Section 13.
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mostly focused on the 10 to 15 ton
4-wheel unbraked wagons from the
19th century.
The north and west of Wales, and
parts of England north of Shrewsbury were covered by Section 14
of the Service Time Tables. In
route mileage it was probably the
biggest of any of the GWR’s administrative divisions. But, because
it was less busy, the Service Book
is not quite as big as one would expect– although, at 235 pages it is
the third-largest of the 15-volume
set. Just before WW II, the south
west half of Section 14 was split
off to form a Section 16.
The eastern extremity of this district was formed by the GWR’s
main line that stretched out to Birkenhead and Chester (and a little beyond). In 1935, the core and western extremity of it had been formed
out of the ex-Cambrian railways
network. Through a connection
with the L&NWR, the Cambrian’s
main line joined Liverpool to Merthyr in Wales. But it shot off an
important branch westward to the
coast at Dovey Junction. Here it
forked north and south, to Pwllheli
and Aberystwyth. Midway along
the main line, which was single,
was Abermule– a place that has
gone down in history because it
was the location of one of the most
notable accidents ever to occur under the electric staff system of safeworking.

17. The Great Little Trains of Wales. Here are two lines, which already had romantic connotations at the time of the 1935 Service Book. The Vale of Rheidol
went on to land in British Railways hands and operated under steam– and still
does, as a privatised tourist railway.

Like all 15 sections of the Service
Time Tables, No. 13 carried details
of goods rolling stock, such a page
forming our Figure 16. Surely, it
was management whimsy that lead
to wagons with names like Macaw,
Gadfly, Morel and Mite & Mite.
But then, Management had a century old precedent to draw upon for
inspiration. Brunel had established

the practice of imaginative, curious, or even misspelled names
with his locomotives of the
1840s. Hence Bacchus, Viper,
Harpy, Mazeppa and Goliah
(sic). Look here at the aptlynamed Crocodile L– a long
many-wheeled wagon that could
carry 120 tons. This was a massive load for a railway still

Like the Forest of Dean area in
Section 7, the area to the west of
the Shrewsbury line in Section 14
was a veritable rats’ nest of railways. These were old mineral and
coal railways, mostly singletracked. Often based on 18th century tramways, they dated from the
earliest days of industrialisation.
Like the Forest of Dean too, they
fell upon hard times well before the
currency of the 1935 Service Book.
The Ffrd Branch, Brynmally
Branch, Gwersyllt Branch and part
of Ponkey Branch (marvellous
names!) had already been closed
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With that service, our Figure 19,
we come to the end of our analysis
of the 15 GWR Service Timetables
which Mr. Downs lugged around
the world in a steamer trunk for
young Ted.
On September 25, 1935, the lifetime of these GWR timetables expired. On the same day, on the
other side of the Atlantic, nearly
every U.S. railroad in the northeast
issued its own fresh set of Employee Time Tables. Mr. Downs
collected all of them too. But that,
as they say, is another story.
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Graphic Insight #64
CHRIS BROWNBILL this month analyses the timetables of what he refers to as
‘real choo-choo trains’
This month, Graphic Insight takes a look at some of Australia's premier tourist railways, and analyses the seasonal
nature of their services.
Timetables for the following three tourist railways have been used as follows: Zig Zag Railway - Web site timetable, January - June 2001; Puffing Billy Timetables 2000-2001; and SteamRanger Timetable 2001.
The graphs illustrate the number of services scheduled each week over the first six months of 2001. Each week is
measured commencing on a Sunday. Only Down direction services are shown; this is illustrative of the relative
service frequencies for both directions although Puffing Billy does operate slightly more Up services than Down.
The dark area of the graph indicates the number of advertised Steam services, and the lighter area is the number of
diesel or railmotor services. The top of the shaded area indicates the sum of steam and diesel services.
These tourist railways are geared around providing train 'rides', and it is evident from the graphs that the peak season for this coincides with school holidays (January and April) and long weekends (varying from State to State).
The magnitude of the peak service density relative to off-peak varies; Steam Ranger is heavily oriented to holidays, whereas Zig Zag and Puffing Billy are less so. Note that Puffing Billy does not schedule any diesel services,
although they will operate under certain circumstances such as Total Fire Ban days.
One interesting observation is that whilst Zig Zag operate a more steam-oriented service during the January school
holidays, in terms of total number of trains, the week commencing 14th January (an all-Steam week) is in fact the
week in which they run fewer trains than at any other time over the period analysed.
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