The Times

May 2009

A journal of transport timetable history and analysis

Inside: Newton Falls is hard to do
Smith’s Guide
Round the loop to North Fitzroy

RRP $2.95
Incl. GST

The Times
Journal of the Australian Association of Time Table Collectors Inc. (A0043673H)

Print Publication No: 349069/00070, ISSN 0813-6327

May 2009

Issue No. 302 Vol 26 No. 05

—Contents—
LETTER– HIGH NUMBERED BUS ROUTES IN SYDNEY

3

HOW TO GET TO NEWTON FALLS

4

SMITH’S GUIDE TO WESTERN AUSTRALIA

7

BY TRAIN TO NORTH FITZROY

13
On the front cover

Newton Falls. It was a hard place to get to and to find out anything about– then and now. Google knows a lot about Newton
Falls in Ohio, but very little about Newton Falls in New York. This obscurity makes it an ideal test of the ability of a railroad timetable to help one reach this little lumber town hidden in the Adirondacks. In this issue, Jim Wells challenges himself (and us) to
use the New York Central timetable to work out when and where to go. The NYC was, unsurprisingly, focused on The Big Apple
and “how to get to there” from it– just like the New Yorker’s view of the world illustrated opposite. The trouble with Newton Fall’s
railroad was that its attention was otherwise-to the west, on the shores of Lake Ontario and not to the east and the world of the
New Yorker. The railroad was built to carry lumber to the lake steamers and was not much interested in other things, not even
passengers. It probably missed an opportunity there– the Adirondacks became something of a playground for New Yorkers
around the turn of the 19th to the 20th century. The town could have cashed in on that and the railroad too– as did many others,
as described in a recent issue of our US sister magazine, The Timetable Collector. At any rate, when you reached the Junction
Station of Carthage (opposite), you were nearly there … but how to get to Carthage?– now THAT was the challenge.
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High numbered bus routes in Sydney
A

Letter from ROBERT HENDERSON

D

ear Geoff

Thanks to Jim O'Neil for another
in his series on Sydney's private
bus route timetables, Route 244, Bankstown-Hurstville (The Times, April 2009).
Routes 4 and 28 were combined as Route
244 as from 6 November 1967. I have a
timetable with that date, plus others dated
in 1969 and 1975. Timetables in my collection after that year are, like Jim's, undated.
Another small point, bearing on Jim's
opening comments about high numbered
routes, is that there was also Route 239,
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Auburn to Blaxcell Street, South Granville.
It was certainly running during the 1950s
and 1960s, being operated by the redoubtable Stone Brothers. It was subsequently
renumbered 916 in 1985.
Of the other routes with "high" numbers of
which I am aware, 241 was used twice:
first for what would have been a very rural
route between Parramatta and Eastern
Creek for a short time in the 1920s, and
then later for a more urban service between
Hurstville and Cronulla during the 1930s
until the Cronulla railway was opened in
1939. The number 244 was previously
used for a route between Bondi Junction

and Birrell Street, Waverley, run by J H
Bowden for two years from 1950 to 1952,
in between ownership by the Government
bus operator of the time.
It should perhaps be pointed out that bus
routes with numbers considerably higher
than 244 now exist, resulting from the
Ministry of Transport's renumbering of
Sydney bus routes from 1980 onwards into
a single numerical series.
Yours sincerely
Robert Henderson
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How to get to Newton Falls in 1939
Are timetables any real use to the user? Jim Wells leads us through the
steps of digging out what you need to know.

O

ne of the pleasures of our
hobby is to work out itineraries
from time tables, i.e. how to
get to some place from another.

there is no reference to Newton Falls
in these tables or reference notes.

the fact that the return service leaves at
2.30 pm.

Below is table 52.

The to place for this article is Newton
Falls, NY; the from New York City.
The timetable is shown on our cover.

This is remarkable for what it doesn’t
tell us – no connecting information, no
arrival or intermediate point times and
no indication of type of service or
‘equipment’. The dagger symbol
means Daily except Sunday.

But what about type of service? Best
guess is a freight train. The writer has
no knowledge of American practice
when it comes to passengers riding in
cabooses (vans) with the conductor
and brakeman. In Australia up to the
1970s passengers were generally permitted to ride on goods trains and
there were services advertised as
goods train with passenger accommo-

First of all, let’s look at the geography.
The map in the timetable shows that
Newton Falls is the end of a branch
line from Carthage which, judging by
the thickness of the line on the map, is
on a main line running up from Remsen.

We can get an indication of arrival
time from the distance (46 miles) and

On the ‘American Map’ Road Atlas
2005 it is shown as being in the Adirondack Park on a minor loop road off
Highway 3. It’s about 220 miles as the
crow flies from New York City but the
rail distance would be much greater. A
pity about this atlas and also Rand
McNally ones is that they don’t show
railroads.
Wikipedia tells us that Newton Falls
has a current population of about 400,
has a paper mill, and is at an altitude
of 1500 feet.
The railroad to Newton Falls still exists as a short line owned by the Mohawk Adirondack and Northern Railroad Corporation. It looks as if the
railroad is steeply graded and heavily
curved – perhaps it would be a good
candidate to be a tourist line.
Now back to the timetable. The map
doesn’t show table numbers but the
station index for Newton Falls lists
Tables 52, 62 and 63.
The latter two seem to be an error.
They cover Albany to Boston and

4

The Times May 2009

dation.

would cope with this query.

“Fifth Avenue Special” to New York.

Our problem now is to get to Carthage
by 9.00 am so we look up the index
again expecting to see a reference to a
full timetable for the line from Remsen. We are disappointed (Table 51,
previous page, bottom).

Watertown is a major centre and does
have a full train service (below).

Why then is the branch service ex
Syracuse also No 6? This must have
caused confusion at that station. But
no, the actual start of No 6’s branch
wanderings is at Utica which is to the
east of Syracuse – reference note c.

Browsing the book confirms that the
only service to Carthage is this one.
The good news is that it looks like the
7:05 am might provide a connection to
the 9.00 am ex Carthage but we don’t
know. Time to ring up. One wonders
how well the octagonal inquiry booth
on the concourse at Grand Central
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First impression is that there are three
trains a day and if we are happy to
travel overnight train No 6 looks a
good bet – 45 minutes at Watertown
for breakfast. Again, is the connection
guaranteed?
But why does the table start at Chicago and not Albany or New York to
show connections or through running?
Does train No 6 run all the way from
Chicago? Possibly yes as Table 2 has
No 6 ex La Salle St at 11.15 am – the

The writer believes the reason for
showing the main line to the west of
Syracuse rather than the east related to
either patronage patterns or to the provision of a through sleeping car from
Buffalo to Massena on No 6. This car
had 12 sections and a drawing room.
It is an unfortunate fault of Table 48
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that it doesn’t show Utica. Utica passengers are consoled though by Table
54 (previous page, bottom), which has
a departure from Utica for Richland at
3.55 am – almost certainly No 6 but we
had better check by inquiring .
Bad luck if you want to go beyond
Richland.
No 6 ex Chicago arrives at Utica at
2.30 am but the 3.55 am departure is
consistent with 5.25 am time for Richland shown on Table 48.
There’s a lot more we could say about
Table 48 but we need to focus on getting to Syracuse or Utica to connect to
No 6 or whatever its true number is on
the branch.
Table 3 – too large to reproduce here –
has nineteen trains ex New York City
stopping at Syracuse. However, four
are noted with a “g” as stopping only
to receive passengers. This includes No
25 the famed “Twentieth Century Limited”. Almost all stop at Utica which
also gets a terminator. So the service is
very generous specially by today’s
standards.
We need at this stage to think about
ticketing. Is it cheaper to connect at
Utica or Syracuse? Another inquiry. If
we connect at Utica the latest departure
from New York City is No 29 “The
Niagara” to Buffalo at 9.15 pm but
with through cars to Chicago via the
Michigan Central Railroad. Our wait at

Utica is less than an hour.

into Chicago until 5.55 am next day.

If the agent or conductor makes us go
to Syracuse we’ll have to catch No 19
“The Lake Shore Limited” at 6.50 pm
arriving Syracuse at 12.28 am with a
wait of a little over an hour. To amuse
us while we wait No 11 “Southwestern
Limited” (g stop) and, eastbound No
14 “World’s Fairliner” and No 4 “The
New York Special” will come through.

Perhaps a bit of lateral thinking is in
order. To the east of Newton Falls is
the more westerly route of the two
routes between Albany and Montreal.
Tupper Lake is not far from Newton
Falls and has three trains a day from
New York City with the 9 am service
No 51 arriving 5.25 pm.

The “Lake Shore Limited” has been
perpetuated as the name of Amtrak’s
current service from New York to Chicago on the water level route. It leaves
(Mar 09) New York at 3.45 pm and
arrives Syracuse (291 miles) at 9.41 so
it’s even slower than its namesake 70
years ago.
But supposing we don’t want to hang
around stations at 1.00 am or whatever, our eyes revert again to Table 48.
Why not overnight at Watertown? If
so we can catch No 90 “The Northern
New Yorker” at 2.30 pm at Syracuse.
Yippee, there’s a fast train out of New
York City at 9 am- No 51 “Empire
State Express” to Cleveland, Ohio.
Arrival at Syracuse is 2.14pm which
gives us a 16 minute connection. Is
this guaranteed? Better ask the agent.
Care is needed here because the preceding train ex New York City No 1 –
not named – is overtaken by No 51 at
Albany. The alternative is No 9 “Fast
Mail” at 4.50 am (Syracuse 1.00 pm).
This is anything but fast as it’s not due

Now for the coming back…….
PostScript
Our intrepid traveler might do better
by consulting the “Official Guide”
which covers all North America. The
August 1939 edition has a full table
for the “Adirondack Branch” with
times consistent with Table 52 shown
above. This indicates that the service
was a mixed train, that it arrived in
Newton Falls at 1.00 pm after many
flag stops on the way and that, yes, it
either leaves Watertown at 7.05 am or
connects with a train that does.
It’s clear from the Guide that main line
services were different in August,
probably enhanced for the summer
holiday period. One could leave New
York City on No 35 at 10.40 pm with
through cars for Messina via Carthage,
i.e. running via Remsen. No need to go
to Watertown. Likewise there is a direct day train option.
My thanks to Ian Brady for valuable
assistance.

Fulton Chain Lakes in the Adirondack Mountains
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Smith’s Guide to Western Australia 1924 – 1925
by Victor Isaacs and David Whiteford

T

here have been many privately produced timetables published in Australia in years past. One not hitherto
noted in The Times was Smith’s Guide to
Western Australia.
The December 1924 edition was a large
production – 254 pages in a paperback
format 21 x 14 cm. This may have been the
first edition. It was published by the Perth
Publicity Co. and cost twopence. In the
Preface, the publishers said it would be
published in “May and November of each
year”. The front cover (right) showed a
panoramic view of (low-rise) Perth.

Smith’s Guide included timetables of Perth
Tram, Bus and Ferry services and we illustrate examples of each. The Guide also
included a copy of WAGR’s fold-out map
of the WA railway system. Strangely, although the 1925 edition was smaller, it did
include more char-a-banc services in the
Perth suburban area than the 1924 edition.
In 1924 there was only Red Reo and Bluebird on the Fremantle run (the subject of
one of our illustrations), but here were

more operators in 1925. Perth char-a-banc
services will be the subject of another article in The Times soon.
Smith’s Guide went much further than the
WAGR Public Timetable, in that it also
included a huge range of other information
which would have been of use to Westralians (and others). This included, in order of
appearance, such diverse things as:
Tourist information

The largest content comprised complete
timetables of the WAGR services (which
is, of course, why this review appears in
The Times). These timetables were apparently taken from the WAGR official timetables. Indeed they appear with exactly the
same notes as in the WAGR official Public
Timetable. However, they do not appear in
the same order. Indeed in Smith’s, country
services appeared before suburban, unlike
the usual WAGR practice.
Smith’s Guide was not entirely logical in
its layout. There was some doubling up of
tables in the 1924 issue. For example, there
is a Katanning - Donnybrook table and
later a Donnybrook - Katanning table. A
table was headed Collie - Narrogin, as well
as one headed Narrogin - Collie - Brunswick. Both sets have tables for both directions. There seems to have been an attempt
to group the Great Southern Railway and
branches first, then Eastern Goldfields,
then South West and perhaps that's why
the doubling occurs. But the groupings
aren't perfect with Flinders Bay branch
isolated near the end of the GSR.
An interesting omission in the 1924 issue
is the Kalgoorlie suburban service. The
stations appear in the Index / Passenger
fares list but not in the tables. The intermediate stations between Coolgardie and
Kalgoorlie are also missed out. In both
issues the Midland Railway's timetable is
separated by some of the WAGR branch
tables
There are many typos, not just the timetables. These two issues also capture the
very short lived White Hope branch from
Kamballie on the Kalgoorlie suburban
lines.
We have selected for illustrations a main
line table, a group of branch lines in the
Great Southern region, branches from the
wheat country, the zig zag railway to Karragullen and a suburban page.
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Statistics concerning minerals and
wheat
How to read Roman numerals
Notable WA events
How to make a will
Tram fares
Converting nautical miles to land miles
Duties on spirits
Common phrases and legal terms
Farmers’ seed sowing table
Duties on estates
The WA Mining Act, Health Act and
Agricultural Bank Act

Mail closing times
Places of interest in Perth
Shipping Companies’ information,
including dates of sailing and fares
State Government officials
Members of the Legislative Assembly
and Legislative Council
How to measure hay stacks
Postal information
Federal taxation, and
Motor roads.
Smith’s Guide, of course, included many,
many advertisements, and no doubt the

aim was to make money thereby. They
were for varied products and services.
Some were for local transport services.
Many were for hotels.
By the edition of June 1925 a great deal of
this information had disappeared and the
publication was much smaller at 192
pages, indicating that perhaps it had been
unsuccessful. Indeed these two editions of
December 1924 and June 1925 are the only
ones extant in major Australian libraries
and it is possible that these are the life
dates of this publication.

The main suburban line. Many services extended beyond Midland to & from Bellevue
8
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(Above left) The Upper
Darling Range branch,
with its zig-zags near
Kalamunnda.
(Above right) Branch
lines off the main Eastern line
(Right) The Eastern
Goldfields main line
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Branch lines in the Great Southern region,
which takes its name from the Great
Southern Railway
(Below) Wagin railway station
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The line to the north

The line to the south
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South West branches. The suburban lime to Armadale had a sparse service

South West branches
12
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(Above) Commonwealth Railways to the east.
(Below) Buses including an advertisement for services to Fremantle.
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(Above) Trams
(Left) Ferries, showing a
long gone service
(Below) The ferry Perth
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By train to Fitzroy … or...How to be beaten by the
cable tram
by David Hennell

M

elbourne’s suburban railway
network developed as two separate sections: the private lines
based on Flinders Street and Princes
Bridge and the government lines radiating
from Spencer Street. The two regions, by
then both under government ownership but
not operation, were connected by a street
tramway between Flinders Street and
Spencer Street on 20th December 1879,
with the Viaduct opening for normal traffic
on 23rd November 1891.

The basic Fitzroy service required passengers to change at Nicholson Street3. The
only through trains were the placement
runs and hence they did not operate at the
most convenient of times. No doubt the
Fitzroy local train’s locomotive was
changed during the day as it would be
unlikely that coal was available other than
at Spencer Street. Water could be taken at
Nicholson Street. A locomotive and cars
stabled overnight at Heidelberg so a positioning run wasn’t needed.

The railways from Royal Park Junction (on
the Coburg line about 200 m north of
Royal Park station) to Collingwood (1st)1,
Clifton Hill to Heidelberg and Nicholson
Street to Fitzroy opened on 8th May 1888.
This resulted in a rather circuitous route
from Spencer Street and hence journeys of
considerable duration. Nevertheless, a
reasonable train service was provided to
Heidelberg (15 trains Monday to Saturday
and 8 on Sunday in August 1888) but one
that involved a reversal at Collingwood
followed by a doubling back to Clifton
Hill, there being no direct connection from
Nicholson Street (North Fitzroy) to Westgarth Street2. Upon arrival at Spencer
Street, passengers bound for shops and
offices in the city would have walked or
taken a cable tram along either Bourke
Street or Collins Street.

16 trains operated between Spencer Street
and Fitzroy, Monday to Saturday over the
period 5 15 a.m. to 11 25 p.m. from the
city and 5 56 a.m. to 12 midnight to the
city, giving average frequencies of 73 and
72 minutes respectively. However, the
intervals are far from uniform with 108
minutes being the longest. In this timetable, most suburban lines have a slightly
better service on Saturday than Monday to
Friday, but not in this case.

The original Collingwood station was located on Johnston Street and the Collingwood (also known as Carlton or Studley
Park) cable tram route -opened 21st December 1887 - was adjacent to the buffers.
The cable trams provided a direct, quick
and very frequent service into the city via
Johnston Street, Elgin Street, Lygon Street,
Russell Street, Londsdale Street and Swanston Street They siphoned off through
passengers at Collingwood station and, in
later timetables, some trains ran just between Collingwood and Heidelberg rather
then al1 the way to or from Spencer Street.
With the opening of the direct railway
from Princes Bridge on 21st October 1901,
Heidelberg line passengers gained a convenient route to the city and, apart from
local journeys, transfer to the trams would
have all but ceased.
The Sands & McDougall’s Monthly Diary
for August 1888 shows the train service to
Fitzroy and Heidelberg via Collingwood
soon after opening. I’ll let you ponder the
Collingwood and Heidelberg service as
this article is concerned specifically with
the Fitzroy line.
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Apart from the placement trips, Fitzroy
trains don’t appear in the Sunday table and
there is no mention of Fitzroy itself at all.
Nevertheless, 9 Fitzroy trains did operate4.
The same basic arrangements as weekdays
applied on Sunday and the usual church
hour is evident in the morning. Afternoon
frequencies are slightly less than those on
other days and the last trains are significantly earlier, as was the case on other
lines at the time. Departures from Spencer
Street were 9 30 and 9 59 a.m., then 1 00
p.m. to 9 00 p.m. with the probable times
from Fitzroy being 10 10 a.m. and 1 10 to
9 35p.m.
The service is cleverly designed so that the
Heidelberg trains always cross at Nicholson Street and connect with the Fitzroy
shuttle. As a consequence, Fitzroy passengers were able to connect from and to
Spencer Street, Collingwood and Heidelberg. Passenger connections were a maximum of 5 minutes, with most being 2 or 3
minutes. The Fitzroy local was allowed
either 7 or 8 minutes at the junction when
connecting. At this time, the main line
through Nicholson Street was still single
track so three passenger trains at the same
time must have challenged the station staff.
Presumably, there was a platform on the
crossing loop.
The section of track from Nicholson Street
station to Scotchmer Street on the Fitzroy
branch was apparently constructed as double line and was not singled until 1895,
well after the cessation of the passenger
service.

The running time between Nicholson
Street and Fitzroy in both directions was 4
minutes for a distance of 1 miles (1.6 km).
Journeys into Spencer Street generally
took 24 minutes, with 26 minutes in the
other direction due to the longer transfer
time at Nicholson Street. Through trains
were 21 minutes in either direction which
is surprising given the severity of the
Flemington Bridge bank against downs.
Not unusually in a very ephemeral5 document, a couple of omissions (in addition to
Fitzroy station on Sunday) have crept into
the timetable: the weekday departure from
Spencer Street is 10 32 a.m. and the Sunday morning placement run arrives Nicholson Street at 9 47.
Not only was Fitzroy station 6 miles (9.5
km) from Spencer Street by rail (and only
about 2½ miles (4 km) from Town as the
crow flies) but through passengers almost
always had to change trains. Consequently,
a Fitzroy passenger service was doomed
from the start. The North Fitzroy cable
tram route (opened before the railway on
2nd October 1886) ran along Brunswick
Street, about 200 m west of the railway
station. Trams ran very frequently and
tram passengers travelled directly to the
city and then along Collins Street.
On 9th May 1892, after a mere 4 years to
the day, the passenger service between
North Fitzroy and Fitzroy was withdrawn,
a victim of tramway competition6
Fitzroy remained open for goods traffic
until 1st August 1981 when the branch and
the residual part of the Inner Circle line
closed. The route from Royal Park to Fitzroy and Northcote Loop Junction, adjacent
to Rushall station, is now a rail trail.
Footnotes:
1 The first Collingwood station was at ground
level immediately to the east of the present
Victoria Park station and it occupied what
later became the Victoria Park goods yard.
With the opening of the direct line from
Princes Bridge on 21st October 1901,
Collingwood was rebuilt at a higher level
and renamed Victoria Park. The station
immediately to the south of Victoria Park
was opened on this date as Collingwood
Town Hall, its name being simplified to
Collingwood on 1st May 1905.
2 Westgarth Street was renamed Northcote
South on 19th July 1888 but this change
may well have been too late for incorporation in the August diary. Note that the 1888
map of the Melbourne suburban area incor-
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in use for just 1 month.
rectly shows the station as Northcote West.
3

4
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Nicholson Street was renamed North Fitzroy on 16th October 1889, two months after
Langridge Street had been renamed North
Carlton on 19th August 1889.
C. D. Gavan Duffy includes details of the

Sunday Fitzroy trains in summary form over
the entire period of their operation in Some
More “G.W.R.”, ARLHS Bulletin No. 144,
October 1949, pp. 40 & 41.
5

I think that degrees of ephemeralness are
acceptable as a timetable that is current for
6 months is less ephemeral than one that is

6

Fitzroy still has the benefit of fixed rail
transport as Brunswick Street is currently
served by West Preston electric trams (route
112) and the occasional Preston Depot via
St. Georges Road ear (route 9).
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