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Out with the old, In with the new. This Special Train Notice turned up recently in an End of the Line mail auction.
It shows the schedule for the delivery run of the VR’s first mainline diesel electric locomotive, B60, Sir Harold W.
Clapp. In addition to the timetable for the delivery run, the STN contained details of trials run from Clyde-GM’s
works at Clyde and of light engine movements to get B60 to Enfield. It was a kind of omnibus edition STN too, because it also contained details of numerous NSWGR lines which had been closed because of severe floods. The
year was 1952.

Those old SO and SO’s! One of the ways that
railways struggled to make themselves safer was
to impose a rigid set of rules which had to be carried out to the letter. By turning operations into a
formalized and orchestrated sequential dance, it
made staff think about what they were doing. This
principle was applied to all aspects of operations,
including Train Control. Here we see a notice from
above a Victorian Railways’ Train Control desk being quite open about it- “Observe the ritual”.
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Great-Grandpa’s Multi-Modal Journeys
VICTOR ISAACS

G

eoff Lambert recently analysed in
The Times Coach and Motor Cars
running from Railway Stations, as
detailed in a NSW Railways Public Timetable of 27 October 1912 (see The Times
no. 282, September 2007).
This article looks at a related subject
,mainly from the same 1912 NSW timetable - that is trips advertised as comprising a
rail and road portion, or a rail and ferry or
ship portion. Only those presented as (in
the current jargon) a “package deal”, are
mentioned here, i.e. those where connecting arrangements applied and a combined
fare quoted. Similar examples from within
a few years of 1912 in the neighbouring
States of Queensland and Victoria will also
be mentioned.
There were lots of circular trips, ranging
from one-day to major excursions. In general, First class rail tickets for interstate
journeys were exchangeable for ship tickets for the return journey.
The scenery close to Sydney was of course
a major attraction. Rail and steamer combination tickets were offered providing for a
trip from Sydney by ferry to the head of
navigation, then by the Sydney Ferry Company’s steam tram to Parramatta and return
to Sydney by train, or vice versa (para. 1,
upper right, this page). Now that seems
attractive! Perhaps Great-Grandpa and
Great-Grandma took this trip when they
were courting. Curiously this was only
available in First class – no Second class
rabble please!
A very attractive round trip was from Sydney to Hawkesbury River and return from
Windsor, or vice versa (right, this page).
Wouldn’t it be nice if it was revived now?
Another great combination trip offered
then, and not possible now, was Sydney to
Hawkesbury River by train, steamer downstream on the Hawkesbury to Pittwater and
Newport, then motor to Narrabeen, tram to
Manly, ferry home to Sydney, or vice
versa. Wow – what a great way to spend a
day!
Or, one could just catch a train to the
Hawkesbury and cruise on the river.
This paragraph is outside my self-imposed
terms of reference for this article, but I
cannot resist mentioning it. An advertisement directs tourists’ attention to viewing
Sydney via the “Splendid Electric Tram
Service [which] has rendered all the pleasure resorts…easily accessible at low
fares”. Perhaps even better, was the service
of “Special Tourist Tram-cars Daily (in
Summer only)”.
While I am exceeding my terms of refer-
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ence I will go even further off the subject
because I cannot help noticing the advertisement on the opposite page for the Railway Refreshment Room at Wallangarra. It
was very unusual for an individual Refreshment Room to advertise and for a
private lessee to advertise (page 4, upper
left).
Back to our combination trips: On weekends only, one could travel by train from
Sydney to Nowra, then coach via the Kangaroo Valley and up to the Highlands, then
return to Sydney by train from Moss Vale,
or vice versa (top, para 2).
Big intrastate trips were offered. One was

Sydney to Eden by steamer, motor up the
escarpment to Cooma, then CoomaSydney by rail. Fancy this for a trip providing lots of variety and scenery? Sydney
to Cooma by train, coach over the mountains to Tumut, then return to Sydney by
train (page 4, lower right).
Trips were also devised for the Newcastle
region. One could travel by train from
Newcastle (or Singleton) to Morpeth, then
a Steamer to Paterson, and return on the
newly-opened (14 August 1911) first section of the North Coast railway (page 5,
lower). The advertisement for this excursion is interesting in that it twice refers to
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lower right).
How about a trip from Adelaide via rail
and steamer to Mildura (page 8, top), then
returning by rail?
Turning now to Victoria, one of the usual
ways of travelling to the suburb of Williamstown was by train from Flinders St to
Port Melbourne, then by connecting ferry.
This lasted for many years (can someone
tell us how many please?). I do not have a
timetable extract, but the illustration is
taken from a booklet “Williamstown Illustrated” published in 1904 (page 9, bottom).

the little branch line train that shuttled to
and fro between East Maitland and Morpeth as a “tram”. I had seen other little
NSWGR branch line services (Yass, Camden) referred to as “trams”, but not this one
[A picture of the “Morpeth Tram” appears
on our page 8– Ed.].

Now, let’s look at an earlier period – 1882.
Need to make an intercolonial journey, but
prone to seasickness? Then try the new
overland routes. The following is taken
from the “Book Time Table of the Victorian Railways including the late Melbourne and Hobson’s Bay United Railway
and the Deniliquin and Moama Railway
1st June 1880”.
Melbourne to Sydney is comparatively
straightforward: Train to Wodonga, coach

to South Wagga (now Wagga Wagga),
train to Sydney (page 10, upper– left half).
The suggested overland journey from Melbourne to Adelaide, however, is a doozy.
Train Melbourne-Ararat-Hamilton, coach
Hamilton to Penola, overnight, coach Penola to Naracoorte, train NaracoorteKingston overnight coach KingstonMeningie, steamer Meningie-Milang,
coach Milang-Adelaide (page 10, upper–
right half). One would really have had to
be anxious to avoid sea-sickness to undertake that journey!
How did one travel to North Queensland
before the littoral railway was completed?
An extract from the Queensland Railways
Public Timetable of 9 May 1910 tells us.
On Friday nights the Northern Mail departed Brisbane in two divisions. The second went through to Rockhampton as
usual. The first and faster terminated at
Gladstone where it provided a direct connection to the steamship Bingera which
arrived at Townsville 41 hours later. From
Townsville one could continue to Cairns

Also in this region, but from the 14 November 1915 timetable is an excursion that
seems unlikely to us today. It is for combined rail and steamer tickets for a trip by
rail from Newcastle to Toronto, then
steamer to Belmont and Swansea (page 5,
upper right).
Want to get to Taree? Try this: Rail Sydney to Newcastle, ferry to Stockton, coach
to Salt Ash, steamer to Nelson’s Bay and
Tea Gardens, next day steamer Tea Gardens to Bungwahl, coach to Wallis Lake,
launch to Forster and Tuncurry, coach to
Taree (page 6). Phew!
The interstate circular trips were of course
bigger. The most significant was Sydney to
Melbourne by rail, thence to Tasmania,
and back to Sydney by sea, or vice versa
(page 7, top).
Combining a number of sectors no longer
available to us is a trip Sydney to Grafton
by sea, rail to Murwillumbah, river steamer
to Tweed Heads, rail to Brisbane and return to Sydney by rail via Toowoomba,
Wallangarra and Tamworth, or vice versa
(page 9, top). Now that sounds good! This
trip was also advertised in Queensland
Railway’s timetable for 1912, as was also a
variant via Byron Bay.
Another big trip was to go from Sydney to
Bright (Victoria) by rail, then coach over
the mountains to Bairnsdale, steamer to
Cunninghame and Sale, and return to Sydney by rail (picture and table- page 7, bottom). Quite a trip!
Also offered was Melbourne to Tumut,
then (presumably—but not stated) coach to
Cooma, then rail to Sydney (this page,

4

The Times January 2008

via a connecting steamer (page 11). The
table of fares is interesting:
Only First class fares are quoted
(although the text does concede the
existence of a Second class sleeping car
on the train); and
Through fares are quoted not only for
coastal towns, but also for inland locations.
At this time on the Great Northern Railway
the Mail train ran only once a week, departing Townsville for Cloncurry on Mondays and returning ex Cloncurry on Sundays arriving Townsville on Mondays.
This was obviously designed to connect
with the Bingera. Otherwise all trains beyond Charters Towers were only Mixeds
or Goods trains with carriage attached
(pages 12&13).

This QR timetable also advertised a
through rail and coach service to Tewantin
and “to the popular tourist resort of
Caloundra”. One could travel to Caloundra
twice a week (page 10, bottom left and

bottom right).

(Top to bottom): East Maitland station, Morpeth station, Morpeth wharf with Paterson River steamer (right) and Paterson
River at Paterson wharf.
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From Newport to Manchester via Moat Lane Jct in
1956
JIM STOKES

A

ny rational person who wanted to
travel from Newport in South
Wales to Manchester in the summer of 1956 would have taken the 8.55
a.m. express from Cardiff via the West to
North main line. This left Newport at 9.15
a.m. and stopped only at Pontypool Road
(to pick up through cars from Bristol Temple Meads via the Severn Tunnel and the
Maindee triangle), Hereford, Shrewsbury,
Crewe,
Wilmslow
and
Stockport
(Edgeley), arriving at Manchester (London
Road) at 1.37 p.m.
However if you were one of those people
who believe that it is better to travel hopefully than to arrive there was a much better
way of doing it. At 8.03 a.m. a Great Western pannier tank or an 0-6-0 and a couple
of coaches left Newport for Brecon on the
old Brecon and Merthyr Railway. DS Barrie, the historian of the B & M, said that
before the grouping in 1922 the line traversed no fewer than 21 junctions, in the
course of which the rolling stock of eight
other companies could be seen. Even when
he wrote in the 1950s he said ‘there is still
no finer prospect of South Wales for the
money’. From Newport the line climbed
over the ridge between the Ebbw and
Rhymney valleys and then swung north up
the latter, with a distant view of Caerphilly
Castle. From Maesycwmmer the line was
in typical South Wales mining country,
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with collieries, coke ovens and factories
crammed into the narrow valley floor and
terraces of miners’ cottages climbing the
steep hillsides. The B & M line paralleled
the Cardiff – Rhymney main line on the
west bank of the river until Bargoed, where
it crossed the river to share the Rhymney’s
Bargoed station before turning away on a
long slog on grades as steep as 1 in 38 up
onto the bleak moor lands above Dowlais
and Merthyr.
At Dowlais the line passed over the London and North-Western line from Abergavenny to Merthyr and then dropped
down through Pant (which had a short
branch into Dowlais Central) to Pontsticill
Jct, where there was a connecting service
from and to Merthyr via a spur to the LNW
line. Pontsticill marked the end of industrial territory and the start of mountain
country through the Brecon Beacons. The
line ran beside the reservoirs of the Taf
Fechan valley and then made another formidable ascent to Torpantau tunnel, which
took it through the divide between the Taff
and Usk river systems. Beyond the tunnel
it descended the famous Seven Mile Bank,
much of it at 1 in 38, with a runaway siding half way down the hill at Pentir Rhiw.
At Talybont the line crossed the Usk and
headed north to Talyllyn Jct. Here we left
the Brecon train and awaited the arrival of
the 10.32 a.m. Brecon - Builth Road (Low

Level), headed by one of the neat little
Ivatt 2-6-0s. At Three Cocks Jct (picture
page 15, top) there was a connecting service to Hereford over the former Midland
line, but we headed north up the Wye valley on the former Cambrian Railway’s Mid
Wales line through some of the most attractive scenery in Wales. Builth Road
(map, page 15, lower) offered a refreshment room and perhaps a glimpse of a
Stanier 4-6-0 or 2-8-0 at the high level
platforms on the L&NW Central Wales
line from Craven Arms to Swansea. Another 2-6-0 then arrived with the 12.45
p.m. Builth Wells – Moat Lane Jct and we
continued up the Wye valley to Rhayader,
before beginning the third major ascent of
the day up through the wild moor country
around Pantydwr. We then dropped down
into the Severn valley to Llanidloes, which
had a locomotive shed and a massive two
storey station building that seemed rather
generous for a small town on a remote
branch line (picture, page 18).
We arrived at Moat Lane Jct at 2.09 p.m.
to await the arrival of the 12.45 p.m. semi
fast out of Aberystwyth on the Cambrian
main line, probably headed by a Great
Western Manor class 4-6-0. Between Newtown and Abermule we passed the site of a
disastrous head-on collision in 1921, an
accident that proved there is no safeworking system in the world that cannot be
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defeated by a sufficiently determined set of
idiots working in combination. At
Welshpool we dropped the Shrewsbury
portion of the train and got a glimpse of the
762 mm gauge line to Llanfair, then in the
last months of British Railways’ freight
operation. We had ten minutes at Oswestry, still the Cambrian section’s main
locomotive depot and workshops, and then
stopped at all 11 stations to Crewe, having
traversed the full south – north extent of
the Cambrian from Talyllyn Jct to
Whitchurch. From Crewe the 3.55 p.m.
from Birmingham (New Street) got us into
Manchester (London Road) at 6.19 p.m.
This was nearly five hours after the arrival
of the 8.55 a.m. express from Cardiff, but I
know which route I would have chosen.
Unfortunately economists have little patience with people who prefer to travel
hopefully rather than to arrive. Passenger
services to Brecon from Neath, Newport,
Hereford and Moat Lane all ceased in
1962, even before Dr Beeching could catch
up with them. Freight services between
Talyllyn and Llanidloes and on parts of the
line south of Pant ceased at the same time.
Freight traffic ceased in 1964 between
Merthyr, Pant and Brecon and in 1967
between Llanidloes and Moat Lane. The
remainder of the B&M line gradually died
with the coal industry, the only surviving
section being between Newport and a
quarry at Machen. North of Moat Lane the
Welshpool – Whitchurch line went in
1965, apart from the section between Llynclys and Oswestry, which is now a preservation venture.
However all is not lost. I never travelled on
the Mid Wales, but I did see the Manors
working between Shrewsbury and Aberystwyth in 1965. In more recent times I have
explored the whole route from Newport to
Moat Lane and travelled the Central Wales
line, which remains one of the most attractive rail trips in Britain. Most impressive is
the 610 mm gauge Brecon Mountain Railway, which has re-laid the B&M line from
Pant to Torpantau, although it is currently
operating only as far as Dolygaer (right,
middle).
The accompanying map and timetables
come from Bradshaw’s monthly guide to
British Railways No 1472, covering the
period from 7 May to 10 June 1956. This
massive and much cherished tome is the
result of an aunt in England asking me
what I wanted for my 13th birthday. The
complete Bradshaw was probably not the
gift suggestion she was expecting, but to
her everlasting credit it duly arrived in
Tasmania by sea mail.
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Corinna, on the Pieman River on Tasmania’s West Coast, is a town of signs. The
shop has a permanent “Back in Five Minutes” sign on its front door; the accommodation huts at the Pieman River Bush Retreat all have signs warning occupants not
to leave their boots on the verandas because the Tassie devils will eat them. The
little picnic area beside the river has a
large sign commemorating the untimely
drowning of four blokes nearby, and the
prominent Department of Forestry sign
indicating the track to the world famous
slender tree fern grove was followed by a
much less prominent “Track closed temporarily for minor repair” sign, dated August, 2004. Even the absent storekeeper
had a familiar green triangular sign on his
ute’s rear window, reading NO DAM
GREENIES. The best signs were at the
punt mooring (left).
When I first saw Corinna in about 1970
during a walk from Waratah to Zeehan,
there was no sign, no barge, no road and
not even a track on the other side of the
river. After giving me a free trip on the untimetabled mail-delivery run to Pieman
Heads, the ferryman rowed me across for
$2– and I was a “damn greenie” even in
those days.
Note: there is now a button to press to
wake-up the ferryman.
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Working to rule on the North Shore
DEAN OGLE writes, with some comments on the train operating rules of the North Shore.

G

’day, Geoff,

Regarding Albert’s article on the
Chicago North Shore and Milwaukee Railroad in the November issue of The
Times, he mentions three Special Rules
which he found of interest.

Rule 10, Train Two Hours Late – the standard rule in most American and Canadian
rulebooks provided that any train becoming more than TWELVE hours late lost its
schedule. North Shore probably cut this
down to two hours because of the sheer
volume of trains they operated. There must
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have been places along the line at which a
motorman had to know that all trains
which were superior to his train had arrived or left. With trains operating every
thirty or sixty minutes and oftener during
rush hours, imagine having to keep track of
twelve hours worth!
Discussing Rule 54, Hours of Service Law,
Albert notes train crew could work 16
consecutive hours, while operators, dispatchers and tower men could work only 9
hours at stations open continuously, and 13
hours at stations open only during the day-

Letter

time, with additional hours authorized in
case of emergency, and notes “One must
presume that such regulations have now
been altered.”
Not really – train crew are now allowed
only 12 consecutive hours, but so far as I
know the allowable hours for operators,
dispatchers and tower men have not
changed.
Editor’s note. The “12-hours late” rule
varied over the years, as shown below in
the AAR Operating Rules compendium of
1941.
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