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T his timetable is taken 
from Queensland Rail-
way's public timetable of 
31 May 1936 and sum-

marises the train service from Bris-
bane to Cairns and vice versa. It 
shows possibly the worst "through" 
service ever. It first glance it looks 
fine, but look again. Five services 
each week have stops in Towns-

ville varying from 30 to 110 min-
utes, That is quite good by tradi-
tional QR standards. 

However, if one were to leave 
Brisbane on the Friday train, the 
stop in Townsville extends from 
7.50 am Sunday until 8.20 am 
M o n d a y !  S i mi l a r l y ,  t h e 
southbound service leaving 
Cairns on Saturday involves a 

stop in Townsville from 5.10 pm 
Saturday until 7.0 pm Sunday! Was 
this reluctance to continue trains on 
Sundays due to deference to reli-
gious feeling or, more probably, a 
desire to save money? 
 
 

Bad– even by Queensland standards 
VICTOR ISAACS laments a long wait at Townsville. 
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O ne of the features of the 
Sydney tram system 
was the interworking of 
cars on various routes, 

or lines, and another almost unique 
feature, for a system of its size, 
was the lack of route numbers (see 
Willson R, ‘Route Numbers For 

car roster which started on WTT 
No 185 of 17 December 1956 and 
does not indicate where crew 
changes occurred as no doubt there 
were a few. As no other indication 
is shown, this run would have been 
operated by an R or R1 class tram 
car. WTT 185 was a handwritten 

Sydney Trams (Circa 1917)’ The 
Times, A.A.T.T.C., May & June 
1999, Nos. 182 & 183).  

As an example, let us follow the 
first car from Rozelle Depot as it 
works across all of the remaining 
Western lines in 1956. This is a 

A Day In The Life 
DUNCAN MACAUSLAN recalls the peripatetic habits of a Sydney tram. 

1. Part of handwritten WTT 185 showing run 320’s start of day in column 1, second trip in column 3 
and third at the far right. J indicates ‘Pick up passengers at Darling Street Junction from the 3.6 a.m. 
bus ex Ryde (Route 404) to Darling Street junction due 3.28 a.m. Tram conductor to receive transfer 
slip’. E is ‘Show supplementary “Glebe Point” signs and on arrival at City Road Safety Zone, transfer 
passengers and relief slip into the 4.50 a.m. ex Jones Street Crossover to Glebe Point’ Note the num-
ber of changes in the WTT. 
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document with many alterations 
indicating the rapid changes as the 
large system was run down to-
wards bus replacement. 

Run 320 left the depot junction, 
having already reversed from the 
depot entry road, at 03:16 for 

Rowntree Street Junction, Bal-
main, arriving 03:25. The crew 
had 2 minutes to reverse and de-
part for Fort Macquarie, picking 
up passengers at Darling Street 
Junction (also known as Rozelle 
Junction) with the inbound 404 

bus due at 03:28. The tram conduc-
tor was instructed to receive a 
transfer slip from the bus conduc-
tor. After arriving at Fort Mac-
quarie at 04.01 there was a 27 min-
ute rest before departing for Rown-
tree Street Junction at 04:28, on the 
way showing supplementary 
‘Glebe Point’ signs and connecting 
at City Road Safety Zone with the 
04:49 tram which started at Jones 
Street Crossover for Glebe Point 
and this time the run 320 conductor 
had to provide a ‘relief slip’. 

Again only 2 minutes were allowed 
to turn around before departing at 
05:04 for Orient Wharf (Circular 
Quay) where only one minute turn-
around was allowed before return-
ing to Rowntree Street Junction at 
05:44, arriving there at 06:23. The 
next inbound trip departed at 06:30 
arriving Fort Macquarie at 07:10. 

This time on leaving Fort Mac-
quarie at 07:13 the destination was 
Lilyfield, still on the same WTT 
but branching off the Balmain line 
at Epping Junction, arriving at the 
Catherine Street overbridge above 
the present Light Rail terminal at 
0749. Run 320 departed again for 
Fort Macquarie at 07:54, arriving 
at 08:30. Four minutes later it was 
heading back to Rowntree Street 
arriving there at 09:16. After wait-
ing for the buses from Darling 
Street Wharf (445) and Birchgrove 
(441) the car departed at 09:20, ar-
riving Fort Macquarie at 10:02. 

The next run was back to Lilyfield, 
departing at 10:07 and arriving at 
10:43, returning from there at 
10:59, getting to Fort Macquarie at 
11:35. 

The next trip saw a change to the 
Leichhardt WTT, no 175, dated 17 
December 1956. Departing at 
11:38 run 320 arrived at Leichhardt 
at 12:22. Leichhardt terminal was 
in Darling Street, at Cecily Street, 
about 750 metres west from Ro-
zelle Junction on the Balmain line. 
Returning from Leichhardt at 12:34 
run 320 arrived at Fort Macquarie 
at 13:23. 

2. Shows the first run of Run 320 under the heading FROM RO-
ZELLE DEPOT (ADDITIONAL). Note the dual name of Rown-
tree Street Junction and the more public Balmain Post Office. On 
another page, Darling Street Junction is shown as Rozelle Junc-
tion. 
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Changing to its third WTT for the 
day the next run was on the Glebe 
Point Line, WTT 209, again dated 
17 December 1956. Run 320 de-
parted at 13:23 arriving Glebe 
Point at 13:53, turning around by 
13:56 to arrive back at Fort Mac-
quarie at 14:26. 

The next run was a short working 
on the Leichhardt line departing 
Fort Macquarie at 14:28 for 
Marion Street Junction where the 
remnant of the Abbotsford line 
branch began, arriving there at 
15:03, the same time as a car on 
run 314 passed on its way to town. 
The car sat there for 12 minutes 
before heading back to Fort Mac-
quarie at 15:15, arriving at 15:50. 
At 15:57 run 320 departed for 
Haberfield which was only oper-
ated at peak hours, buses on then 

routes 452 (five Dock) and 453 
(Abbotsford) operating all day. 
The car arrived at Haberfield at 
16:38, departing again at 16:42. 

The trip arrived at Fort Mac-
quarie at 17:23 and after running 
around the depot left again at 
17:27 this time heading back to 
Leichhardt arriving there at 
18:11. At 18:23 run 320 headed 
back to Fort Macquarie arriving 
at 19:07, leaving 4 minutes later, 
again for Leichhardt arriving at 
19:55. 

This was the last trip for the day 
and instead of reversing at Cecily 
Street the car continued to Ro-
zelle Junction where it crossed 
Victoria Road, reversed at the 
cross-over and turned left into 
Victoria Road and used the Bal-

main Line to get back to Rozelle 
Depot Junction at 20:05, where it 
had to reverse again to access the 
depot. 

Thus in the 16 hours and 40 min-
utes run 320 had been on the road 
it visited five of the six remaining 
terminals on the ‘Red’ lines, miss-
ing only Millers Point, and crossed 
three working timetables to do so. 
During this time probably four 
crews had operated the car but the 
WTTs don’t give any clues to 
where or when the changes oc-
curred. 

Such a variety of work was also 
apparent for many other lines with 
Newtown cars operating to Glebe 
Point and Leichhardt lines as well 
as the normal ‘Green’ lines.  

3 Shows run 320 coming off the Balmain WTT – symbol B – and running to Marion Street Junction. 

4 In far right shows run 320 coming off the Leichhardt WTT to do a trip to Glebe Point. 
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S o! You want to see a T.T. in a 
completely different format do 

you? Well, let's have a look at 
Burnley and E. Richmond Time 
Table December to March, 1906. 

The copy of the T.T. that is being 
reviewed is actually being sold in 
the Australian Association of 
Timetable Collectors' Auction No-
17, which is currently being con-
ducted at the time of publication of 
this edition of The Times. Bids for 
the auction must be in the hands of 
the auctioneer by 26th April 2002. 

The cover date of the T.T. should 
alert us to the fact that this is an 
amateur production - what does 
December to March, 1906 mean? 
Was the T.T. issued to commence 
in December 1905 or December 
1906? I suspect the former but I 
can't be sure. However, a quick pe-
rusal of this 68 x 106 mm, 28 page 
(including covers, upper right) 
publication, replete with 26 adver-
tisements, certainly suggests that 
the real reason for it being issued 
was to sell advertising space. The 
pamphlet was published by Dra-
kard & Fraser, TYP, of Prahran. 

There are 12 railway tables, one for 
each hour from 11 o'clock, to 12 
o’clock. A glance at the Illustration 
(right,10 o'clock) shows the typical 
format. Times for the Monday-
Friday, Saturday and then Sunday 
services appear sequentially down 
the page. One will see that the 
headings for each of these is actu-
ally different—the Monday-Friday 
table doesn't have a heading, the 
word 'Trains' is included as part of 
the Saturday heading but not on 
that for Sunday. 

However, the most unusual feature 

of the table is that the 10:00am 
and 10:00pm times appear to-
gether on the 10 o'clock table and 
this quaint feature is a constant 
on all tables. Because of this, Il-
lustration 3 (11 o'clock, top of 
next page) shows no times at all 
on Sunday - there are no morning 
trains because this is Divine Ser-
vice time and in 1905-1907, there 
were certainly no trains; and eve-
ning rail services had actually 
stopped by this time. Illustration 
4 (12 o'clock, next page, lower) 
shows plenty of afternoon trains 
in both directions on Monday-
Friday and on Saturday with a 
few Sunday afternoon Downs 
starting to run towards the end of 
the hour, although there were still 
no Sunday Ups; the early morn-
ing service shows the last of the 
Ups on Monday-Friday and Sat-
urday but no Downs. Illustration 
5 (next page, lower, 12 o'clock) 

shows only afternoon trains and, as 
one would expect, nothing was 
running in the pre-dawn hours. 

The T.T. gives starting times for 
each journey but no arrival times. 
Further, although the cover states 
that it is a T.T. for both Burnley 

Burnley & East Richmond in the days of Melbourne sub-
urban steam-a timetable in a most unusual format. 
AATTC Auctioneer ALBERT ISAACS opened up a box from the Ted Downs 
timetable collection– and found the following peculiar timetable staring back 
at him. 
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and East Richmond, the Up times 
are actually for Burnley only, with 
a note at the foot of each table: 
'East Richmond 2 minutes later'. 
Obviously this note only applies to 
the Up times as Down times would 
be from Melbourne. Nevertheless, 
the note stretches over to the Down 
table, thus adding to the confusion. 

Not only did the T.T. not give jour-
ney times but there is nothing to 
tell commuters that trains through 
both Burnley and East Richmond 
were served by steam trains on 
both the Kew and Camberwell 
lines, with some of the latter con-
tinuing to Box Hill or Ringwood 
and, a few times a day, even to the 
rural destinations of Upper Fern-
tree Gully or Lilydale. Neither is 
there anything to tell us that 
Burnley was the change station for 
the shuttle service to Darling. 

The word 'Melbourne' was used as 
the description of the Up terminus. 
In fact, services through Burnley 
and East Richmond would still 
have used Prince's Bridge station, 
although this situation was not to 
last much longer. The present Flin-
ders Street station was in the proc-
ess of being built and on 1st De-
cember 1907, Kew and Camber-
well line services were to be trans-
ferred over to Platforms 4 & 5 at 

Flinders Street. 

The service itself is interesting in 
its inconsistency. (memory tables 
were unknown at this time.) Tak-
ing Illustration 5 (2 o'clock, top 
of next page) as an example, one 
sees eight Ups during this hour 
on Saturday, four on Sunday but 
only three on Monday-Friday. 

Apart from the train tables adver-
tised on the cover, other public 
transport in the region is also 

covered. Illustration 4 (below) 
shows a listing of first and last 
cars on the Richmond cable tram 
service. Because of the frequency 
of cable cars in Melbourne, the 
listing of first and last cars was 
the nearest to a public T.T. that 
was ever published or indeed 
needed. This table appeared on 
the left-hand page which was 
usually reserved for advertise-
ments. This table would have 
complemented the advertisements 
for businesses along Bridge Rd., 
the route of the cable tram. 

The intriguing Illustration 6 
(bottom, next page) gives us 
some very sketchy information 
about busses (sic) between the 
corner of Toorak Rd and Chapel 
St and Richmond station. 
(Curiously, rail services from 
Richmond station are not covered 
although the publishers have 
sought and received advertise-
ments from traders near this sta-
tion.) 

Graeme Cleak (who has helped 
with a lot of the historical back-
ground in this article) tells me 
that the bus service would have 
been a horse-drawn bus. If my 
earlier guess of December 1905 



The Times No. 216                                                                       9                                                      Vol. 19, No. 3, March 2002 

for the publication of this T.T. is 
correct, the Victorian Railways' 
experimental steam bus service 
from the Prahran Town Hall to 
South Yarra station would have 
been running concurrently, as this 
service started on 1st December 
1905 and ceased as early as June 
1906. There were no known motor 
omnibus operations in Melbourne 
until tourist services started in 
1910. The first recorded route ser-
vice does not appear to have oper-
ated until after World War I. 

The route of the bus shown in the 
T.T. is unclear - it may have trav-
elled along Church and Swan Sts 
or, alternatively, along Toorak and 
Punt Rds. Why did the first bus 
leave as late as 10.15 or 10.30am, 
thus completely ignoring the morn-
ing peak period? Surely Sunday 
services did not commence, as is 

implied, at the same time as other 
days and run right through the 
Divine Service hour. Why was 
there a better service on Sundays 
than on any other day? One as-
sumes that the transfers for Prah-
ran and Toorak refer to ticketing 
arrangements and that one would 
walk from the bus terminus to 
either of these railway stations. 

Was this Burnley and East Rich-
mond T.T. a stand-alone publica-
tion, or did Drakard & Fraser 
publish a series of such pam-
phlets? Whatever the answer to 
this question may be, it is obvious 
by the amateurism of the produc-
tion, that the transport informa-
tion certainly took second-place 
to the selling of advertising 
space. 

Actually, all of the information in 
this publication would also have 

been available at any newsagent by 
investing 6d in a copy of Brad-
shaw's Guide to Victoria which 
was published monthly. Contempo-
rary editions of Bradshaw's would 
have been of over 200 pages and, 
as well as containing full transport 
information for all of Victoria, 
would also have told residents of 
the municipality of Richmond all 
about their local councillors, the 
times that mail was collected from 
their local post offices and many, 
many pages of other useful (and 
useless) information that was not 
covered by the Burnley and E. 
Richmond Time Table. Whether 
the real publication date for this T.
T. was December 1905 or Decem-
ber 1906, the V.R. themselves pub-
lished new public T.T.s on both of 
those dates. On the other hand, the 
advantages of the Drakard & Fra-
ser publication were that it was of a 
handy size for the pocket, wallet or 
handbag and that it appears to have 
been free of charge. 
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O utside North America people 
laugh at them- “timetables 

with no times!” and point at the 
peculiar numbering systems. 
Americans, on the other hand, are 
mystified as to why the employee 
timetables of the rest of the world 
are published without a sequence 
number. 

As in the United Kingdom, railroad 
timetables designed specifically for 
employees seem to have appeared 
in the 1840s. The earliest I have 
heard of is an Erie Railroad ETT of 
1841. This was a pen and ink time-
table written out on half sheets of 
notepaper; a total of 9 copies were 
produced. Nine was a manageable 
number to write out in long-hand, 
but it wasn’t long before printed 
versions became more convenient.  

Unsurprisingly, there is no surviv-
ing sample of these timetables, but 
examples from the 1850s do exist 
and we show two here, from the 
Reading and the Baltimore and 
Ohio Railroads. The Baltimore and 
Ohio timetable–—the railroad des-
ignated it a Time Book—had a 
separate page for each train. 

Divisional structure 
A railroad like the Baltimore and 
Ohio, of about 5,300 route miles, 
was the same length as the New 
South Wales Railways. It issued 
ETT volumes for as many as 43 
separate areas (though never at any 
one point of its history), whereas 
the NSWGR found it necessary to 
issue them in no more than 6 vol-
umes. This profligacy was due to 
the divisional structure of Ameri-
can railroads. At least partly origi-
nating in locomotive stamina, work 
practices and union rules, a Divi-
sion was about 300 route miles of 
track for the standard railroad. This 

Horse blankets and lickem ‘n’ stickems 
GEOFF LAMBERT makes a brief review of timetables whose production num-
bered over 110,000 separate issues– the railroad Employee Time Tables of 
North America. 

1. The Old & Weary–New York Ontario & Western–has become one 
of the fabled railroads of North America– fabled because it was old 
and decrepit and the first class 1 railroad to be abandoned. Like 
many railroads in the 19th century, it issued its ETTs in horse blan-
ket style. Here, a Carstens’ reprint of the ETT of June 26th 1898 
adorns an old and weary, non-iron, horse. 

2. An early printed 
ETT, No. 1 of 
March 7, 1859, for 
the Chester Valley 
Railroad, in what is 
today, part of sub-
urban Philadel-
phia. This line later 
became part of the 
Reading Railroad 
and today is part of 
the City-owned 
transit system. 
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might comprise about 150 miles of 
main line and 150 of branches, the 
former representing the distance a 
locomotive and crew could be ex-
pected to move a train along in a 
standard working day. A Division 
had its own staff and its own ETT, 
the details of the former generally 
appearing in the latter. Divisional 
ETTs were necessarily small for 
working timetables on a world-
wide basis, especially when so few 
of them contained train timetables 
(see later). Ten to twenty pages 
was about the usual size.  

The Division was often only the 
middle man in a hierarchy that ran 
Region-Div is ion-Subdivis ion 
(‘Sub').  Finicky railroads some-
times issued separate ETT volumes 
for their Subs or groups of Subs 
within a Division. Divisions grew 
in size after the middle of the twen-
tieth century, when diesel replaced 
steam, when so-called featherbed-
ding practices faded away and 
when mergers produced “super 
railroads”. Thenceforth Regions 
came to issue their own ETTs, sub-
suming those of their component 
Divisions. Sometimes—even on 
big railroads like the Union Pa-
cific—the ETT was issued in a Sys-
tem volume. Little railroads had no 
need of divisions, of course. A sin-
gle System ETT was all they ever 
needed. 

Timetable numbering 
According to a definition of the 

Association of American Rail-
roads (AAR), adopted on April 
12, 1899, a ‘timetable’ is : The 
authority for the movement of 
regular trains subject to the 
rules. It contains the classified 
schedules of trains with special 
instructions relating thereto. The 
important word here is authority, 
because on many early American 
lines, trains ran according to the 
absolute authority of the timeta-
ble. The AAR Standard Code of 
Operating Rules, adopted by most 
lines, devoted rules 4 to 6 to the 
form and authority of timetables 
and these rules were modified 
perhaps more than any other.  

The AAR had a permanent Oper-
ating Rules Committee and it ran 
a kind of Agony Aunt column for 
Superintendents, who could bom-
bard it with real and hypothetical 
rules conundrums. No rules 
caused more confusion, nor at-
tracted more questions to the 

Aunts than Rules 4 and 5, which 
dealt with the primacy of the cur-
rent timetable (see example, bot-
tom left).  

The timetable being the absolute 
authority for the movement of 
trains- almost like a train staff was 
on British-oriented railways- it was 
important to ensure that crews 
were all operating to the same one. 
It was this need which underlay the 
American practice of giving each 
fresh issue of the ETT a unique se-
quence number. To help ensure 
that trainmen knew they had the 
correctly-numbered timetable, the 
numbers were often overprinted on 
the covers and sometimes on each 
page in large type and a glaring 
colour (Fig 5.). 

Railroads tried to give their timeta-
bles logical number systems, but 
the definition of logical varied. 
Some roads– the New York Cen-
tral was one– bent over backward 

4. Dear Abbey… A Superinten-
dent puts a question about a 
vanishing train to the AAR’s 
Agony Aunts. How would you 
have answered this timetable 
teaser? 

3. The Baltimore & Ohio Railroad was one of the first American 
lines. Here is an 1858 ETT, showing a single train running 379 
miles in some 17 hours. It looks like it meets or passes at least 16 
trains on its journey. It was a busy line for its time. 
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proximately 3,000 ETTs in their 
lifetimes. Timetables were almost 
invariably (90% of the time) issued 

to issue all of their Divisional 
ETTs simultaneously and give 
them all the same number. In gen-
eral a run of numbers might last 
anywhere from 50 to 200 ETTs– 
25 to 50 years worth, depending on 
the road. When the railroad was 
restructured the numbering might 
begin afresh. On some roads, most 
notably many of those in the South 
East, it began afresh each year. The 
Canadian Pacific and its subsidiary 
the Soo once attempted to give 
their timetables numbers in series 
that reflected the geographic loca-
tions of its Divisions– CP num-
bered its ETT in the 10, 20, 30, 
40….. 90 series from east to west, 
rising up over time to 19, 29, 39, 
etc., before falling back and com-
mencing the cycle again. The Soo 
had timetables numbered in the 
500 series according to a similar 
scheme- Soo Eastern Division ETT 
508 did not mean that a collector 
must needs collect 508 ETTs to 
complete his collection, but merely 
8. These systems seem to have 
foundered and reverted to simpler 
ones. I suspect that some small 
railroads deliberately gave their 
ETTs similarly inflated numbers, 
in the same way and for the same 
reason that they gave their small 
locomotive fleet large numbers– to 
puff themselves up like lizards in 
the face of their competitors. 

Frequency of issue 
In the long run, American rail-
roads issued 1 to 2 ETTs per divi-
sion per year– more frequently 
early last century and less so at 
the end of the century. Like their 
British counterparts, the railroads 
tended to issue new ETTs when 
there were major changes to pas-
senger schedules– and these 
changes were mostly seasonal 
with a summer season and an 
“rest of the year” season. April 
issues constitute 25% of all ETTs 
ever issued and September/
October a further 29%. Naturally, 
the frequency varied for other 
reasons too. There were a number 
of ‘terminal railroads’- generally 
ones whose stock was held by a 
group of roads sharing a common 
city terminal. For such roads, the 
timetable changes could be fast 
and furious and the turnover of 
ETTs was high. ETTs for them 
could be issued on a weekly ba-
sis, sometimes even more fre-
quently. In this case, the collector 
really is faced with the challenge 
of collecting hundreds of timeta-
bles to complete a collection. 
Several roads, among them At-
chison Topeka and Santa Fe, Bal-
timore & Ohio, Canadian Na-
tional, Chicago & North Western, 
Southern, Southern Pacific and  
Union Pacific all produced ap-

6. A “lickem ‘n’ stickem” General Order: an insert to the Pennsylvania Railroad’s 1913 Pittsburgh 
Division ETT showing signalling changes to be made at the famous Horseshoe Curve, near Altoona. 

5. Abundantly clear. This is 
timetable #7, right? Woe be-
tide anyone who tried to oper-
ate trains according to an un-
destroyed #6. 
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7. Mighty Fine Line- an information-rich page from an Employee Timetable of the Rock Island Line- the Chi-
cago, Rock Island and Pacific from November 22 1942. This is for Subdivision 52 of the Arkansas Division, 
Third District and shows the Main Line from Memphis to Little Rock. First Class (passenger) and Second 
Class (freight trains) both appear, other untimetabled trains must stay out of their way. Down the left hand 
edge are the codes for the block station and signal towers, 1- or 2-letters, usually based on the place name. The 
method of operation (CTC, Automatic Block, etc.) is shown next. Then come the stations themselves. Look at 
those names!- this could only be a U.S. timetable.  Between the station names are the inter-station distances, to 
the right of the names are dispatchers’ station codes (T.O. indicates Train Order, P stations have a train order 
telephone). There is more information in the next 4 columns, which show the station number and the capacity 
of running tracks and sidings and more station symbols (FW indicates Fuel & Water). Then the train times, of 
course, with the crossings of other trains shown in the usual fashion by insertion of their running numbers. 
The table also shows the average speed of each train and the time over the Sub.. The Choctaw Rocket flies 
along at over 51 mph, but the Gold Ball Freight rolls at a rather tarnished 16. Most of the action seems to be at 
night. The times on this page had to be read upward- this is an Eastward table. Westward trains, on another 
page, were read downward. 



The Times No. 216                                                                   14                                                      Vol. 19, No. 3, March. 2002 

to take effect on a Sunday morning, when 
the railroad was at its quietest.  

Form 
One surmises that many of the early ETTs 
were produced in the form of large single 
sheets, probably as they were in many 
other places in the world. These could be 
monsters– with dimensions measured in 
multiples of feet rather than inches. When 
they evolved into book form, they tended at 
first to retain this size- it was common 
practice to print all of the trains, both East-
ward and Westward on the one page, the 
station names in a column down the mid-
dle, train times reading down on the left-
hand side and up on the right. Of necessity 
such timetables were very wide. It is these 
timetables– the horse blankets- that give us 
the title of this article. Timetables were 
generally folded down to a convenient car-
rying size– for instance to fit in the narrow 
bib pocket of an engine driver’s overalls. 
They did not wear well under this treatment 
and came to be printed in ever narrower 
format. Many were–and still are-printed on 
vaguely standard American paper sizes 11 
inches high by 8.5 inches wide. Even these 
need to be folded, so many railroads ended 
up printing them in a format that didn’t 
have to be folded at all, about 9 inches by 
4.5 inches. This is still a common format, 
but it does not lend itself to showing many 
trains on the one page. Since there are no 
longer any trains in the timetable, this 
doesn’t matter very much now. 

Why no times in the timetable? 
All trains run extra was the justification for 
that peculiarly American practice of having 
no train times in the ETT. Whereas Ameri-
can public timetables were what one would 
expect and like time tables everywhere else 
in that they displayed the schedules of 
trains, American ETTs did not. The current 
Burlington Northern Santa Fe ETT, in 21 
sections, totalling more than 500 pages, has 
nary a train time in it. 

It was not always thus. Fifty years ago (Fig 
7), many roads published timetables with 
the times of First Class trains in them. One 
hundred years ago, trains of all classes 
would appear. Classes? Just as the ETT 
was the authority for the absolute schedul-
ing of trains on early lines, so its classifica-
tion system formed the basis for establish-

8. A General Order– a rather significant one too. This is the last 
G.O. of the Pennsylvania Rail Road, signifying its transforma-
tion into the Penn Central. This particular G.O. comes from an 
Eastern Region PRR ETT supplement, part of a small volume of 
blank pages the same page size as those of the ETT and into 
which G.O.s were pasted in chronological order. The apparently 
left-handed owner has ticked off the hand-written changes he 
made in the ETT itself.  His supplementary volume is larger than 
the entire ETT of many railroads. 
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ing priorities of trains. The timeta-
ble might specify a superiority of 
train by Class and Direction. First 
Class trains– usually that meant 
passenger trains– were superior to 
trains of a lower class. Eastbound 
trains might be superior to west-
bound trains. The ETTs pecking 
order established what trains would 
wait for others at a siding and 
which ones would ‘go into the 
hole’- take the loop line.  Passen-
ger trains, which presented a time-
table face to the outside world had 
one in the ETT, but freight trains 
often did not. 

Over the years, regular freight 
trains disappeared and, with the 
passing of the passenger service 
into Amtrak hands, class 1 trains 
vanished also. All trains ran extra– 
as and when a load or a ‘path’ was 
available for them. I have dis-
cussed previously the (sometimes 
surprising) reluctance of American 
railroads to set down schedules for 
the trains they operate (The Times, 
July 2000). It seems to a cultural 
thing as much as anything else. 

In the last half of the twentieth cen-
tury, ETTs contained details of 
track and sidings, rules for particu-
lar places, locomotive loads and 
restrictions, speed restrictions and 
other operating details. A lot of 
these things appear in the Working 
Time Tables we know in this coun-
try. And, like here, vaguely similar 
material can also appear in supple-
ments to the ETT, the Special In-
structions book– the American 
equivalent to our WTT Appendi-
ces. Always, absolutely always, the 
ETT contained a list of manage-
ment staff and a list of company 
surgeons, with their home phone 
numbers, to rouse them out of bed 
in the middle of the night to attend 
to some staff medical emergency. 

Maps 
Many ETTs carried maps of the 
division served by the timetable or 
sometimes of the entire railroad. 
These greatly varied in the quality 
and detail. Those of the New York 

Central were highly detailed, for 
instance, while those of others 
were very rudimentary. The maps 
available with the current BNSF 
ETTs show every single siding, 
station or ‘place’ on the railroad. 
U.S. railroad maps tended to fol-
low a style characteristic of that 
country and exemplified by those 
produced by the Rand McNally 
Company. Often the maps in an 
ETT were produced by such com-
panies. Very occasionally the 
maps might show geographical 
features that provided some sense 
as to why the railroads followed 
the routes they did. A review of 
ETT maps has appeared in the 
NAOTC’s The Timetable Collec-
tor for Fall 2000. 

Lickem ‘n’ Stickems  

General Orders (Fig 8) are ETT 
updates. These are published pe-
riodically, on an as-needed basis, 
and act as a summary of the Bul-
letin Orders (when used; see be-
low) since the last General Order. 

When ETTs were published in 
paperback book form, General 
Orders were printed on gum-
backed paper, like postage 
stamps. Sections were torn apart 
and pasted into the ETT, covering 
the page or portion of a page that 
was superseded. A summary of 
the changes with each General 
Order was often provided and 
would be pasted into empty pages 
in the back of the ETT. These in-
serts were referred to colloquially 
as Lickem ‘n’ Stickems (Fig 6). 

On occasion, the General Order 
instructed that a portion of the 
ETT was to be modified in ink. 
These were usually very simple, 
minor modifications or correc-
tions, or else were wholesale re-
movals of information, such as 
the annulment of a train. 

Bulletin Orders Bulletin Orders 
are updates to the last General 
Order. They are often published 
weekly, though individual styles 
vary. Some railroads (e.g. Am-

trak) publish the full complement 
of ETT changes each week. Others 
(e.g. Conrail) publish the full com-
plement (typically 4-6 pages) 
monthly (a "Summary Bulletin Or-
der"), with weekly (1 or 2 page) 
updates to the monthly update. 

Collecting them 
Despite what I have described as a 
rather disconcerting lack of  times 
in American ETTs, they are still 
interesting and still collectible. In 
such a big country, with such a 
long publishing history, there is 
surely a big resident population of 
ETTs still. By my own amateur 
reckoning, there must have been 
about 110,000 separate issues of 
ETTs (this includes Canada and 
Mexico). About 70,000 of these are 
from the big fellows– the Class 1 
roads and about 40,000 from the 
small jobs. The former are more 
common because these lines were 
much bigger, had more staff and 
needed more timetables. There is 
not much evidence on how many 
copies were printed of a given 
timetable and how many survived 
the injunctions to destroy all previ-
ous issues. A printer’s bill for the 
53-mile (but busy) Colorado and 
Cripple Creek is for 300 copies of 
its No 22 timetable of 1907 (they 
cost $50.50, by the way). If this is 
representative, a standard Divi-
sional printing was probably about 
1500-2000 copies. 

And you can still find them. The U.
S. National Association of Timeta-
ble Collectors has several people 
with staggeringly huge collections. 
One told me he had 30 tons in his 
collection. At railroadiana fairs, by 
private exchange, through profes-
sional dealers  and over the Inter-
net, there is a brisk trade. The on-
line auction house E-Bay, for in-
stance, lists 50 to 60 new ETTs 
every day of the week. Many of 
these are mundane, but both rarities 
and  antiquities do pop up. They 
are still relatively cheap- typically 
$5 to $10, although one profes-
sional dealer has forewarned that 
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‘surely the day of the $100 timeta-
ble is at hand’ (in Australia, we 
passed that milestone at least 10 
years ago). There are several books 
that either deal exclusively with 
American timetable collecting or 
touch upon timetables as part of the 
wider field of railroadiana in gen-
eral (included in bibliography). 
The Ted Downs collection has a 
good selection, the result of a 
round-the-world trip in 1935, so 
expect to see them in a future 
AATTC auction. 

Demand and interest in ETTs from 

fabled railroads such as those that 
served the Colorado mining 
camps, or those that vanished 
long ago, has been high enough 
that facsimile editions have be-
come a relatively common item 
of trade. Not always identified as 
such, especially in the on-line 
auctions, these serve the interests 
of the timetable student rather 
than the person who collects 
timetables  for their value as ob-
jects. A certain number of these 
timetables have been made avail-
able in scanned form on CD-
ROMS, although I have no detail 

on the scope of this. And, as men-
tioned in the January Times, the 
Burlington Northern Santa Fe 
makes its current ETTs available 
on its web site. 

The NAOTC maintains a list of 
current ETTs for all US railroads 
on its website: http://www.
rrhistorical-2.com/naotc/ 

Looking at it both ways. This is a map from a New York Central combined Hudson Division and Mo-
hawk Division ETT of 29-Apr-1940. The Hudson Division map was easy to read because the Main Line 
ran north-south along the river and was printed upright on the page. The Mohawk Division map was 
printed sideways because the Mohawk River ran East-West. These idiosyncrasies reflect the history of 
these two Divisions. Originally, as part of the New York Central and Hudson River Railroad in the early 
1900s, they were published, together with the Western Division, in a single ‘Main Line’ volume with a 
single map oriented conventionally. Then the Main Line became separated into three Divisions and 
three volumes and later still the two Divisions, while separate administratively, combined again to pre-
sent their timetables in a single volume. But the maps stayed the way they were in 1900. 


