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Our friend Bluey here has been a cover girl on The Times previously– see the Australian Dog’s Breakfast series in 2005. Here, 
she focuses her attention on the track and a KPI of the trains which run upon it. Like any Dog’s Breakfast, KPIs are a mixed 
bunch and hard to digest– you really need a cast-iron stomach. Nevertheless, in this issue, we shall try. 
The most closely-watched train in all of history was surely that for President Abraham Lincoln’s funeral. This month it is also 
examined, with the help of a number of what we would nowadays call “Special Train Notices”. In the post-Civil War period, the 
US had already built up a very impressive railway system– see Trains magazine for March 2011 for an excellent map.  The 
“STNs”, I feel, still bear the imprint of operating practices and jargon inherited from England. By the time the next assassinated 
President rode the rails (Garfield in 1881) the practices and jargon had transformed to an American standard. It is interesting 
and sobering to realise that funeral trains have been run for nearly all US Presidents who died or were assassinated in office– 
except JFK in 1963, but one was run for his assassinated brother Robert. 
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C losely watched trains won an Acad-
emy Award in 1967, but this was 
not for its portrayal of the monitor-

ing of railway performance (well, perhaps 
a little bit). Trains have been closely 
watched by professional, amateur and po-
litical masters since the dawn of railways 
and the rise of the notion of punctuality 
(picture, right). 

Older societies “went with the flow”, so to 
speak, their notion of time was event-
related and natural events defined time. 
With the invention of clocks, a different 
notion of time arose– it was something that 
was “out there”, proceeded steadily, and 
events took place at specific points in it. 
Events then—the running of trains for 
instance—could thus be controlled within a 
frame of time.  People sought punctuality. 
Thus the timetable arose and, with it, an 
increasing desire to measure how well the 
events had been fitted into their appointed 
spots in time. Railway punctuality—or, 
more often, the lack of it—became the 
subject of  heated debate. It is only in re-
cent decades however, that punctuality has 
been systematically quantified and made 
available as various types of  performance 
measures, or “Key Performance Indica-
tors”. 

In sociology and anthropology, time disci-
pline is the general name given to social 
and economic rules, conventions, customs, 
and expectations governing the measure-
ment of time, the social currency and 
awareness of time measurements, and peo-
ple's expectations concerning the obser-
vance of these customs by others. 

The concept of "time discipline" as a field 
of special attention in sociology and an-
thropology was pioneered by E. P. Thomp-
son in Time, Work-Discipline, and Indus-
trial Capitalism, published in 1967. Com-
ing from a Marxist viewpoint, Thompson 
argued that observance of clock-time is a 
consequence of the European industrial 
revolution, and that neither industrial capi-
talism nor the creation of the modern state 
would have been possible without the im-

(hopefully) efficiency. The measure of 
progress towards this hoped-for efficiency 
can be found in timetable KPIs. 

It is not intuitively obvious to whom all of 
this reporting is directed. One would think 
it would be, ultimately, the customer 
(passenger or freight shipper). Certainly 
passengers form opinions and make deci-
sions about rail travel based on their own  
inherent KPIs. The chart  of NSW CityRail 
performance on page 4 (inspired, may I 
venture to suggest, by the AATTC’s work 
for the Sydney Morning Herald) looks 
back to the nightmare days of 2005. It is a 
very graphic graphic, is it not? Customers 
would interpret the dramatic dip in this 
chart to purely performance decline and 
restoration. I would have a different inter-
pretation– one which relied more on the 
moving of the goal-posts than on straighter 
kicking at them. 

But, because KPIs have been imposed on 
railways by their political masters 
(Government, competition regulators), 
much of the reporting is designed to satisfy 
them. They hold the purse strings 

A brief summary of how timetable KPIs 
have been applied to railways in Australia 
and overseas is shown at the bottom of this 
page. Clearly practice varies widely from a 
handful of measures for a single entity, to a 
complete suite of figures for a wide range 
of transport undertakings. On page 4 
(bottom right) is the cover of Victoria’s 

Are we there yet? 
KPIs and all that, by GEOFF LAMBERT 

Compiling a KPI 200 years ago 

position of synchronic forms of time and 
work discipline. The new clock time im-
posed by government and capitalist inter-
ests replaced earlier, collective perceptions 
of time that Thompson believed flowed 
from the collective wisdom of human so-
cieties. While, in fact, it appears likely that 
earlier views of time were imposed instead 
by religious and other social authorities 
prior to the industrial revolution, Thomp-
son's work identified time discipline as an 
important concept for study within the 
social sciences. 

In their most common forms, KPIs meas-
ure financial efficiency– a ratio of the out-
put (or profits) to the input (or investment). 
Since time equals money, in transport eco-
nomics, the value of time is the opportu-
nity cost of the time that a traveller or 
freight spend on journeys. In essence, this 
makes it the amount that a customer would 
be willing to pay in order to save time, or 
the amount they would accept as compen-
sation for lost time. 

One of the main justifications for transport 
improvements is the amount of time that 
customers will save. Using a set of values 
of time, the economic benefits of a trans-
port project can be quantified in order to 
compare them to the costs (thus forming 
the basis of cost-benefit analysis). In par-
ticular, savings (or, for that matter, in-
creases) in travel time form part of the 
change in consumer surplus for a transport 
project. 

Values of time are used to calculate the 
non-monetary costs incurred as part of a 
journey, so that the generalised cost of the 
journey (a combination of both monetary 
and non-monetary costs) can be calculated. 
The value of time varies considerably from 
person to person and depends upon the 
purpose of the journey. 

The growing formalisation of these meas-
ures in the rail industry relate largely to the 
near world-wide practice of vertically and 
horizontally separating railways in the 
name of promoting competition and 

Reports to
Reporting
Frequency Audited?

Punctuality
Reliability

Transit
Time

Network
availability

Speed
Restrictions

Track
Condition

Passenger
Loading Imcidents

Customer
Complaints

ARTC ARTC Quarterly Internal X X X X X

CityRail
Idependent Transport
and Safety Regulator

Monthly&
Quarterly

N/A X X X

CountryLink " " N/A X

Metro Trains Government X

QRN Government Quarterly X X X

TransPerth Government X X X X

V/Line Government Quarterly X

Westnet Government X X X X

Amtrak Congress Monthly Amtrak X X X X
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state-wide comprehensive quarterly KPI 
report, “Track Record”. On page 5 is a 
detail from Amtrak's monthly report on a 
single train 

This variability arises, I suspect, as a result 
of the “target” and of whether the KPIs are 
“do-it-yourself” KPIs or calculated by an 
outside or overseeing body. Every morn-
ing, when I catch my ferry, I am greeted by 
a Sydney Ferries poster on the wharf 
headed “How we are tracking”. It’s a form 
of boasting that would not appear were the 
performance was something of which to be 
ashamed of. But it is clearly directed to-
wards me and my fellow passengers, to 
give us a warm inner glow. Amtrak, on the 
other hand is answerable to Congress and 
the Administration, both notoriously stingy 
when it comes to rail. Its reports are there-
fore mainly composed of assessments by 
their customers—which is to say, the Con-
gress’s constituents—about how well they 
are appreciated and hence why Amtrak 
ought to continue to be funded. 

It would not be possible to do justice to 
this rather diverse field with a thumbnail 
sketch of each entity. Instead we will take 
a detailed look “under the bonnet” of the 
Australian Rail Track Corporation. This is 
partly because its KPIs appear to be well 
documented and because it is a good illus-
tration of how Government (in the form of 
the Australian Competition and Consumer 
Council, ACCC) has laid a heavy hand on 
the shoulder of rail. 

On the surface, ARTC seems to have an 
impressive KPI suite and reports in several 
forums on monthly, quarterly, annually 
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and on a 5-year rolling average, as shown 
in the table at right. 

ARTC reports on a wide range of timeta-
ble-related KPIs, summarised in the table 
on page 6 (upper). Each of these measures 
can contain considerable detail; ARTC’s 
own explanation of “Reliability” is shown 
in the middle illustration on page 6. The 
lower illustration is a single page from the 
multi-page graphical report on “Transit 
Time”.  There are, broadly speaking two 
types of KPIs for timetables– (1) measures 
of how many trains run to time (“healthy 
services” and (2) measures of how much 
delay there has been. 

The ARTC’s reporting requirements de-
rived from two separate Access Undertak-
ings approved by the ACCC in 2002 and 
2007. The second more or less coincided 
with the signing of the NSW lease. On top 

start until late 2008 (the time of the Global 
Financial Crisis). In the Annual (numeric) 
data however, the 3 “routes” remained as 
one. In consequence, there is a jarring 
mismatch between before and after, illus-
trated by our chart of delay attribution on 
the left of page 7. Can you say what tran-
spired here? The way I read it, the terrible 
performances on the NSWRC segments 
were now revealed– previously they had 
been hidden in the “Late Entry” data… late 
out of Albury, that is. 

However, the reporting is riddled with 
errors that range from niggling formatting 
problems through to clangers that make a 
school-boy howler pale by comparison. 
Combing over these reports is like looking 
for the Welcome Stranger on an old mul-
lock heap– only a few specks are to be 
found and that which glisters turns out to 
be fool’s gold. The quarterly reports rarely 
agree with the end-of-year reports which 
purport to summarise them. Both graphical 
and tabular reporting is done with Excel, 
but the people who prepare the data from it 
for publication all too often make a hash of 
it. ARTC is required to self-audit its KPI 
reporting– this often results in a rather 
acrimonious internal debate, which rarely 
results in any corrections. Sadly, the audi-
tor too creates its own errors. 

A typical example of how ARTC creates a 
rod for its own back is shown in the chart 
at the bottom of page 6. Tell us please, 
what was the total delay of all trains in the 
June Quarter of 2009? In the jargon of the 
Darrell Huff's excellent 1954 book “How 
to lie with statistics”, this would be called 
a “gee-whiz” graph. In earlier versions 
(such as the one Bluey is scrutinising on 
our cover), numbers were sometimes pro-
vided on the charts, but even then the  lack 
of a zero reference point (“origin”) de-
ceived the mind and the eye. 

In all of these analyses, the “Performance” 
is measured against some form of 
“standard”. Naturally, this is the 
“timetable”- but it is quite unclear quite 
what sort of creature this “timetable” is nor 
over what segments it is supposed to apply 
to. This is further confused by a consider-
able deal of “slicing and dicing” of the data 
in order to report on the different routes, 
different markets and to different audi-
ences . Ultimately. The data is probably 
sheeted back to the performance of each 

of this, the reporting requirements were 
altered by ACCC. From late 2007, the 
ARTC began reporting its KPIs for its 
North-South and East-West systems sepa-
rately and, in addition, began to segregate 
the North-South graphical data into Bris-
bane-Sydney, Sydney-Melbourne and 
Brisbane-Melbourne. There was, however 
a 1-year gap in the graphs, which do not 

Source Time scale

Geographical
segregaion Notes

Internal
moment-

to-
moment

By train
May be available to customers
on ARTC's WebRAMS system

ARTC Annual Report Quarterly
"East-West" and
"North South" corridors

The only report that has
actual number of services.
Best detail of delay attribution

ARTC NSW Lease Annual
Condition report

Monthly By NSW region
Only report with separate
passenger KPIs

Quarterly Performance Quarterly
By "East-West" and
East Coast track segment

Mostly now graphical only



6 The Times  March 2011 

service that runs on the system. Even here 
though, the nature of the timetable remains 
unclear. It is clearly NOT the timetable as 
it appears in the publicly-available Master 
Train Plans on the ARTC web-site. Quite 
apart from the myriad of egregious errors, 
these timetables are the ultimate veneer of 
a much deeper layering. They are what the 
customers (the train operators) have 
bought. 

It is also unclear whether both the perform-
ance and the timetable to which it is com-
pared apply only to ARTC, or also apply to 
tracks owned and operated by other enti-
ties– principally Kalgoorlie-Perth and the 
Sydney metropolitan tracks. The different 
KPI publications are inconsistent on this 
matter. 

The ultimate source of the timetable seems 
to be the “Indicative Section Running 
Times” (ISRTs), to be found on the ARTC 
web-site. Already we nosey parkers are in 
trouble. For the NSW segments of its 
track, ARTC uses the ISRTs from the 2004 
NSWRIC TOC Manual. These at least 
have the advantage of detailing running 
times by train class and by locomotive 
power. The same cannot be said of the rest 
of the system– but at least the running 
times are more recent (July 2008). 

From these times, ARTC calculates the 
following (these are its own words, the 
numbering is mine): 

1. Transit Time – Infrastructure Configu-
ration Capability: A measure of transit 
time over the Network, delivered by the 
infrastructure given its configuration 
(alignment, grades, curves, and associated 
permanent speed restrictions). Measured 
by simulated operation of a reference In-
dicative Service over the Network 
(excluding prevailing temporary speed 
restrictions).  

2. Transit Time – Infrastructure Practical 
Capability: A measure of transit time over 
the Network, delivered by the infrastruc-
ture given its configuration (as measured 
by Transit Time –Infrastructure Configura-
tion Capability) and maintenance require-
ments (including the transit time impact of 
temporary speed restrictions). The transit 
time impact of temporary speed restric-
tions is determined by applying the tempo-
rary speed restrictions in place on the Net-
work to a simulation model designed to 
determine the total of time lost by refer-
ence Indicative Service subject to each 
temporary speed restriction.  

3. Transit Time – Availability to Market: A 
measure of transit time offered to the mar-
ket, delivered by the infrastructure given 
its configuration, maintenance require-
ments and network usage (scheduled de-
lays for path interactions). Measured by 
average scheduled transit time for Indica-
tive Services adjusted for any Operator 
requirements (dwells, deviation from of-

Measure Notes
Reliability In 12 categories, as detailed below

Network Availability
Measured in average speed of theoretical,
practical and "offered to Market" transit times

Transit Time
Delay in minutes and minutes per hour above-
and below-rail, on a route basis

Speed Restrictions Kilometres of track under speed restrictions
Track Conditions Calculated "Track Quality Index", TQI
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fered section run times).  

I like that bit about “scheduled delays”. This refers mostly 
to standing times in loops awaiting crosses. The ultimate 
customer (freight forwarder or gizmo wholesaler) is thank-
fully unaware of these but surely would regard them as 
“avoidable” delays if they knew about them.  

Likewise, “Operator Requirements” could mean lunch 
breaks, locomotive servicing or a myriad of other things. 
In the ARTC Annual Report this term appears to be re-
placed by the term “Operator Preference” and ARTC itself 
reckons these are genuine delays. These can be quite large: 
Brisbane-Sydney trains operated by InterRail pause for 
over 3 hours at Glenlee to shunt, after running for only 3 
minutes on the ARTC network. A number of Adelaide-
Brisbane trains appear to pause for a similar amount of 
time in North East Victoria. This appears to be tied up 
with avoiding the Sydney curfew. It is hard to believe that 
ARTC would try to sell such paths on the market and they 
must instead be the result of  ARTC-Operator negotiation. 

So, is performance measured against Transit Times 1, 2 or 
3– or against some other criterion? I don’t know.  None of 
this would matter if KPIs were a mere academic exercise. 
But billions of dollars of Government money is spent on 
the basis of them. 

If there be delays (and, like fleas on Johnson’s dog, you 
can bet on it), who is to blame? In its quarterly perform-
ance reports, ARTC attributes them to  “Below Rail”, 
“Above Rail” and “Neither”. It is less coy in its Annual 
Report, referring to the first two as “ARTC delays” and 
“Operator Delays”. The Annual Report breaks each of 
these attributed delays into a total of 5 ARTC types, 7 
Operator types and 2 “Other” types. These can be found on 
the small print in the diagram to the left and the three ma-
jor categories are coloured (bottom to top) greenish, yel-
lowish and bluish respectively on the chart itself. Clearly 
most delays have been attributed to the train operators. It is 
not clear whether the operators agree with this.  

Over the last 2 years on the Melbourne-Sydney track, 
which has an average Master Train Plan (MTP) time of 
about 14 hours and an apparent average actual transit time 
of 10.5 hours, the above three type of delays appear to 
average 10, 22 and 4 minutes per service. Given the incon-
sistencies in the data and our lack of knowledge of how 
both standards and performance are measured, it is ex-
tremely hard to pass judgement on any of these figures.  

Dissection of the KPIs. confirms what was said in this 
magazine last year– the traffic on the system is perilously 
thin and declining steadily instead of growing as forecast 
by the optimists. Not only that, transit times (i.e. the times 
in the MTP) for intermodal (“Superfreighter”) trains, have 
not altered materially after 10 years of infrastructure up-
grades. This is especially galling on the Sydney-
Melbourne component of the “North-South” route, where a 
great fuss was made of the supposed advantages of 
“levelling the playing field”. South-bound trains are now 
10 minutes faster; northbound trains are 14 minutes 
slower. There are still only 2 trains per day each way. Now 
that we have long “passing lanes”, north-bound trains 
spend more time stationary in them than they previously 
spent in the old short crossing loops. There appears to be a 
policy of forcing the north-bound trains into the loops on 
the Albury-Junee section, to give the south-bound trains a 
clear run. The MTP, of course, is what the customers have 
bought and not necessarily what ARTC can provide. It 
appears that InterRail have ponied up more money than 
Pacific National, because they seem to get preference in 
the MTP. 
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A braham Lincoln's funeral lasted for 
nineteen days. They were days of 
deep mourning, dirges, muffled 

drums, torchlight vigils, and processions. 
In keeping with the mood of the people, 
the weather was frequently rainy. During 
that time the funeral train traveled nearly 
seventeen hundred miles in taking the mar-
tyred President's body from the White 
House to Springfield, Illinois. The body 
was removed from the train to a public 
building or to a specially built structure for 
viewing at ten of the cities along the route. 
A million and a half Americans gazed 
upon the face of the Sixteenth President 
and more than seven millions saw the train 
or one of the hearses pass by. It was such a 
funeral as the country had not seen before 
or since. The late Lloyd Lewis character-
ized it as "half circus, half heartbreak." 
Here is a timetable of those dramatic days 
of a hundred years ago, beginning with the 
moment of his death and ending with the 
morning of Thursday, May 4, 1865, when 
his " friends and neighbors” walked behind 
Lincoln's coffin to a vault in Oak Ridge 
Cemetery on the north edge of Springfield. 

Saturday, April  15, 1865 

7:22 a.m.  The Sixteenth President of the 
United States stops breathing at 7:21 and 
55 seconds; and at 7:22 and 10 seconds his 
pulse ceases to beat. "Old Abe," as he is 
affectionately known, dies on the sixty-
third day of his fifty-seventh year a rela-
tively young man. Secretary of War Edwin 
M. Stanton says, "Now he belongs to the 
ages."  

Saturday April 15 to Thursday April 20. 
Ceremonies in Washington (omitted) 

Friday, April 21 

6:00 a.m. Secretary Stanton, Secretary of 
the Interior John P. Usher, Secretary of the 
Navy Gideon Welles, Postmaster General 
William Dennison, Attorney General 
James Speed, General Grant and some 
members of his staff, Dr. Gurley, several 
senators, members of the Illinois delega-
tion, and some officers of the army arrive 
to take a last look at President Lincoln. 
The body is then removed by a detachment 
of the Quartermaster General's Volunteers, 
selected by General Rucker, and is es-
corted to the Baltimore & Ohio depot, 
without music, by four companies of the 
Twelfth Veteran Reserve Corps. At the 
depot the remains are met by President 
Johnson and other dignitaries. 

7:30 a.m. Lincoln's body is placed in the 
hearse car, where the remains of his son 
Willie had already been deposited. 

7:50 a.m. Robert Lincoln, accompanied by 
two relatives, arrives and takes his place in 
the car provided for him.  

7:55 a.m. John G. Nicolay and John Hay, 
the late President's secretaries, arrive and 
take their places. 

8:00 a.m. The funeral train, eight coaches 
trimmed in black and drawn by the engine 
"Edward H. Jones," pulls out of the station, 
moving between regiments drawn up at 
present arms. A pilot engine precedes it by 
ten minutes to assure a clear track. 

10:00 a.m. The funeral train arrives at the 
Camden Station in Baltimore. The body is 
escorted by an immense procession to the 
rotunda of the Merchant's Exchange, where 
it is placed upon a catafalque surrounded 
by flowers. Here it rests while thousands 
file by to pay silent tribute. The body is 
then returned to the train. 

3:00 p.m. The sad journey is resumed. 
There is a brief stop at York, Pennsylvania, 
where a beautiful floral wreath is placed 
upon the coffin by the ladies of the city. 

8:20 p.m. At Harrisburg it is raining. Fif-
teen hundred soldiers stand in line for 
more than an hour, awaiting the cortege. 
They escort the body to the Pennsylvania 
State Capitol, where it is  placed in the hall 
of the House of Representatives. Part of 
the night and again the next morning, peo-
ple in vast numbers pay their respects. 

Saturday, April 22 

10:00 a.m. The remains are escorted 
through the principal streets to the depot. 

11:00 a.m. The funeral train leaves Harris-
burg one hour ahead of schedule. It is met 
by crowds of grieving people as it passes 
through Middletown, Elizabethtown, 
Mount Joy, Landisville, and Dillerville. In 
many cases the crowds assemble at the 
depots many hours in advance of the arri-
val of the train. In Lancaster, 20,000, in-
cluding former President James Buchanan 
and Congressman Thaddeus Stevens, con-
vey their tribute. Crowds have assembled 
also in Penningtonville, Parkesburg, 
Coatesville, Gallagherville, Downingtown, 

In This Sad World of Ours, Sorrow Comes to All a 
Timetable for the Lincoln Funeral Train  
BY RALPH G. NEWMAN  
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Oakland, and West Chester. 

4:30 p.m. The train reaches the Broad 
Street station of the Philadelphia, Wil-
mington & Baltimore Railroad. It is said 
that half a million people are on hand. A 
magnificent hearse is in readiness, and the 
coffin, draped with an American flag, is 
transferred to it. The grand procession 
moves slowly through the city to the sound 
of solemn music played by many bands. 

Monday, April 24 

2:00 a.m. The coffin is closed and taken to 
the train. 

4:00 a.m. The funeral train moves out of 
the Kensington depot, Philadelphia. At 
Bristol, Pennsylvania, and Morristown, 
New Jersey, large crowds stand silently 
with heads uncovered. 

5:30 a.m. There is a brief stop at Trenton, 
then the journey is resumed through 
Princeton, New Brunswick, Rahway, 
Elizabeth City, and Newark. 

9:00 a.m. At Jersey City the remains are 
taken from the depot to the ferry. A vast 
choir, consisting of several German musi-
cal associations, fills the air with hymns, 
which continue until the boat reaches the 
opposite shore of the Hudson River. 

10:00 a.m. The ferryboat lands at the foot 
of Desbrosses Street, New York City, and 
the coffin is immediately placed in an 
elaborate hearse, prepared especially for 
the occasion. The platform is fourteen feet 
long and eight feet wide. The coffin rests 
on a dais which is five feet above the 
ground. The remains are escorted by the 
Seventh Regiment of the New York Na-
tional Guard to Hudson Street, over to 
Canal Street and on to Broadway, and then 
down that thoroughfare to the City Hall, 
where the coffin is surrounded by many 
floral pieces. All day and night the proces-
sion of mourners passes through the Hall. 
Midnight. The German musical societies of 
New York, about one thousand voices, 
sing a requiem. 

Tuesday, April 25 

11:00 a.m. In New York City the Lincoln 
coffin is closed and is prepared for the next 
stage of the journey. 

12:30 p.m. The hearse, drawn by sixteen 
white horses, each led by a groom, begins 
the procession to the depot of the Hudson 
River Railroad on Twenty-ninth Street. It 
is estimated that 125,000 persons have 
seen the face of the departed Chief Execu-
tive and that more than half a million have 
stood along the line of the procession. 

4:15 p.m. The train moves north out of 
New York City and along the Hudson 
River past Fort Washington, Mount St. 
Vincent, Yonkers, Hastings, Dobbs' Ferry, 
Irvington, Tarrytown, Sing Sing, Mon-

trose, and Peekskill. 

6:20 p.m. At Garrison's Landing, opposite 
West Point, the entire corps of cadets is 
lined up to pay its respects. The cadets all 
pass through the funeral car and salute the 
remains of their late Commander-in-Chief. 

6:55 p.m. The train reaches Fishkill, and 
then continues on through Poughkeepsie, 
Hyde Park, Staatsburg, Rhinebeck, Barry-
town, Tivoli, Germantown, and Catskill. 

9:45 p.m. Thousands are assembled at 
Hudson. The train then passes through 
Stockport, Stuyvesant, and Castleton.  

10:55 pm. East Albany soldiers and three 
companies of firemen bearing torches es-
cort the funeral party across the river to 
Albany, where the coffin is placed on a 
catafalque in the Assembly Chamber of the 
State Capitol. 
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Wednesday, April 26 

1:30 a.m. The coffin is opened and the 
people are permitted to view the body. 
They pass through at a rate of almost sev-
enty per minute, or more than four thou-
sand per hour. 

4:00 a.m. John Wilkes Booth is trapped on 
the farm of Richard Garrett in Virginia, and 
is shot by Sergeant Boston Corbett.  

4:00 p.m. The train carrying the remains 
leaves Albany. In rapid succession it goes 
through Schenectady, Amsterdam, Fonda, 
Palatine Bridge, Rome, Green's Corners, 
Verona, Oneida, Canastota, Chittenango, 
Kirkville, and Manlius. 

11:15 p.m. A brief stop is scheduled at 
Syracuse, where at least 35,000 people 
witness the passage of the train. Guns fire 
salutes and bands play dirges. At midnight 
the train passes through Memphis, and then 
on through Jordan, Weedsport, Port Byron, 
Savannah, Clyde, Lyons, Newark, Pal-

myra, Macedon, and Fairport. 

Thursday, April 27 

3:20 a.m. At Rochester, the mayor, city 
council, military and civic organizations, 
and most of the population assemble at the 
depot, which is draped in mourning. The 
Fifty-fourth New York Regiment, together 
with the reserves, hospital soldiers, and a 
battery are all lined up. The train passes on 
through Cold Water, Chili, Churchville, 
Bergen, Byron, Batavia, Crofts, Corfu, 
Alden, Wende, and Lancaster, where light 
of the new day appears.  

7:00 a.m. At Buffalo, ex-President Millard 
Fillmore is one of the party that escorts the 
body to St. James Hall, where it is viewed 
by thousands, including many Canadians 
who have come to demonstrate their sym-
pathy. 

8:00 p.m. The coffin is closed, and the 
body is returned to the train. 10:00 p.m. 
The grim trip continues. The train moves 

through New Hamburg, North Evans, 
Lakeview, Angola, and Silver Creek. 

Friday, April 28 12:10 a.m. Shortly after 
midnight the train passes through Dunkirk 
on the shores of Lake Erie; then on through 
Brocton to Westfield, where, four years 
before, en route to his inaugural, Mr. Lin-
coln had spoken briefly and had kissed 
little Grace Bedell, the girl who had sug-
gested that he raise a beard. Ripley is 
passed, and then the route leads across the 
state line into Pennsylvania once more, 
through North East, Erie, Girard, Spring-
field, and over the Ohio state line past 
Conneaut, Kingsville, Ashtabula, Geneva, 
Madison, Perry, Painesville, Mentor, Wil-
loughby, Wickliffe, and Euclid. General 
Joseph Hooker, commander of the Depart-
ment of Ohio, boards the train at Wickliffe, 
and other Cleveland citizens join the group 
at Euclid.  

1:00 a.m. The train arrives at the Euclid 
Street Station in Cleveland. A military 
escort, led by General Hooker and Gover-
nor John Brough of Ohio, followed by 
many civic and fraternal organizations, 
accompanies the body to a public park. 
Fifty thousand persons then file past the 
coffin. 

10:00 p.m. The procession is re-formed 
and the body is escorted to the depot, and 
at midnight the train resumes its westward 
journey. Rain has been falling throughout 
the night, but it does not deter thousands 
from lining up to greet the train in Berea, 
Olmstead, Columbia, Grafton, La Grange, 
Wellington, Iberia, Cardington, Ashley, 
Eden, Delaware, Westerville, and Wor-
thington. 

Saturday, April 29 7:30 a.m. Immediately 
upon its arrival in Columbus, the coffin is 
escorted by the Eighty-eighth Ohio Volun-
teer Infantry and a procession of citizens to 
the rotunda of the Ohio Capitol. 

6:00 p.m. The doors of the Capitol are 
closed. The coffin is again closed, and the 
procession begins to form for the final 
escort to the funeral car at the Great Cen-
tral Railway depot.  

8:00 p.m. With the solemn tolling of bells, 
the train steams out of Columbus, continu-
ing west through Pleasant Valley, Union-
ville, Milford, Woodstock, Urbana, Piqua, 
Covington, Greenville, and New Paris. 

Sunday, April 30 

3:10 a.m. Richmond is the first town in 
Indiana on the route of the train, which 
passes through a magnificent arch, twenty-
five feet high and thirty feet wide. There is 
a brief pause for the benefit of the more 
than 12,000 people present at the depot; 
then the journey continues through Center-
ville, Germantown, Cambridge City, Dub-
lin, Lewisville, Rayville, Knightstown, 
Greenfield, and Cumberland. Everywhere 
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there are mourning decorations and em-
blems, flowers, and other evidences of the 
great and deep sorrow of the people. 

7:00 a.m. The train arrives at Union De-
pot, Indianapolis. Through the falling rain, 
the body is escorted in a procession to the 
Capitol. The coffin is placed in the center 
of the rotunda. Sunday-school children are 
admitted first, followed by the public. 
Shortly before midnight, the remains are 
escorted back to the depot. 

Monday, May 1 

12:01 a.m. The train passes over the Indi-
anapolis & Lafayette Railroad through 

Augusta, Zionsville, Lebanon, Colfax, and 
Stockwell.  

3:35 a.m. At Lafayette the train is 
switched to the tracks of the Louisville, 
New Albany & Chicago Railroad and then 
resumes the journey, going through Battle 
Ground, Chalmers, Bradford, Medaryville, 
Westville, and LaCroix. 

8:00 a.m. The train arrives at Michigan 
City and is switched to the Michigan Cen-
tral Railroad for the final leg of the journey 
to Chicago. 

11:00 a.m. The train stops at a special 
platform erected just north of Twelfth 

Street on the shore of Lake Michigan in 
Chicago. Three arches, Gothic in style, 
have been erected to honor the cortege. 
The coffin is carried under the largest arch 
and is set briefly on a dais, while thirty-six 
young ladies deposit a garland each upon 
the bier.  

Tuesday, May 2 

8:00 p.m. The doors to the courthouse are 
shut. The coffin is closed and carried out 
on the shoulders of sergeants of the Vet-
eran Reserve Corps to the hearse which is 
waiting to take the body back to the train. 
As the hearse reaches the depot of the Chi-
cago & Alton Railroad on Canal Street, a 
German choral group of three hundred 
sings solemn music. 

9:30 p.m. The train moves slowly out of 
the depot and on to the final section of the 
journey. As it passes through the Bridge-
port district on the south side of Chicago, 
the people kindle bonfires and stand with 
lighted torches. Crowds assemble at the 
Summit, Willow Springs, and Lemont 
stations. 

11:33 pm. At Lockport there are more 
bonfires, persons with torches, and mourn-
ing drapery. One motto reads, "Come 
Home." Midnight. At Joliet at least 12,000 
are assembled in the rain. An immense 
arch spans the tracks. The train goes on 
through Elwood and Hampton. 

Wednesday, May 3 

1:00 a.m. At Wilmington, where minute 
guns announce the arrival of the train, men 
with torches line each side of the track. 
The depot is draped in mourning. About 
2,000 people are present. Then the train 
passes on through Gardner, where all the 
houses are draped in mourning and illumi-
nated. 

2:00 a.m. At Dwight the entire population 
turns out. Guns and tolling bells signal the 
arrival of the train. Similar demonstrations 
and tributes occur in Odell, Cayuga, 
Pontiac, Chenoa, Lexington, and Towanda.  

5:00 a.m. At Bloomington 5,000 persons 
have assembled. Many Bloomington citi-
zens have gone to Springfield or Chicago 
to attend the obsequies. The depot is 
draped, and there is a large arch over the 
track reading, "Go to Thy Rest." The train 
passes through Shirley, McLean, and At-
lanta, and at each place large crowds have 
gathered. 

7:00 a.m. At Lincoln, his namesake town, 
a handsome arch has been erected over the 
tracks. Ladies in dresses of white trimmed 
in black sing a requiem. The national col-
ors are prominently displayed, and the 
motto on the arch says: "With malice to 
[sic] none, with charity for all." The final 
few miles are through Elkhart and Wil-
liamsville.  

9:00 a.m. The train arrives in Springfield  
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an hour behind. Long before the expected 
arrival, the crowds at the Chicago & Alton 
depot extend along the tracks for several 
miles to the north. Every building in the 
vicinity is covered with spectators. Minute 
guns are fired by Battery K, Second Mis-
souri Light Artillery (which is composed 
mainly of Illinois men). The beautiful 
hearse which was used for the funeral of 
Senator Thomas Hart Benton of Missouri 
is provided. The coffin is gently placed in 
the hearse, and the procession, led by Gen-
eral John Cook and his staff and General 
Hooker and his staff, moves east on Jeffer-
son Street to Fifth Street, then south on 
Fifth to Monroe, east on Monroe to Sixth, 
north on Sixth to the east gate of the State-
house Square.  

10:00 a.m. The doors are opened, and the 
crowds are permitted to enter the Capitol at 
the north door, ascend the stairway in the 
rotunda, and enter the north door of the 
Hall of the House of Representatives. They 
then pass by the catafalque. All day and 
night the people he loved so much pay 
their final tribute to their friend and 
neighbor. More than 75,000 pass through 
the Hall. 

Thursday, May 4 

10:00 a.m. The coffin is closed, and, as it 
is carried out of the building, a choir of 
two hundred and fifty voices sings several 
hymns, including "Children of the Heav-
enly King." The remains are placed in the 
hearse. "Old Bob," the horse that had car-
ried Lincoln over the Eighth Judicial Cir-
cuit, is led riderless behind. The proces-
sion, moves to the eastern entrance of the 
cemetery (one and one-half miles from the 
Capitol). Upon arriving at the cemetery, 
the body is placed in the receiving tomb. 
The Rev. Albert Hale of the Second Pres-
byterian Church offers a brief prayer. The 
choir sings a dirge, composed for the occa-

sion, with music by George F. Root and 
words by L. M. Dawes, "Farewell, Father, 
Friend, and Guardian." President Lincoln's 
Second Inaugural Address is read by the 

Rev. A. C. Hubbard. The funeral oration 
is delivered by Bishop Matthew Simpson 
of the Methodist Episcopal Church. 
"Look over all his speeches; listen to his 
utterances. He never spoke unkindly of 
any man." The choir sings "Over the 
Valley the Angels Smile." The Rev. Dr. 
Gurley delivers the closing prayer. 

Abraham Lincoln  has come home. 
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T he first bus companies I discovered 
when I started to travel any distance 
from my home and the nearby 

Roseville P.S., were the ones operating out 
of Chatswood Station, and one of these, 
A.J. Wagg’s route 54, which ran from the 
west side of the station, operated a com-
plex set of services. My first timetable for 
the route 54 (right and next page) was 
issued by Testro Timetables, and unlike 
other Testro timetables I have, was issued 
in the form of a small booklet of sixteen 
pages, rather than on two sides of a large 
sheet of paper (see for example, my earli-
est Timetable from Wagg’s, for his other 
route the 221, in The Times in August 
2005.) This timetable contained both his 
routes, the 54 and the 221, as well as the 
off-shoot of the 221, route 124, by this 
time operated by Fulton’s Garage. I have 
printed here all the timetables for the 54 
and the advertisements on adjoining pages. 
The timetables are printed in either black 
or light blue ink, and the advertisements in 
light blue or pink – not colours often found 
in timetables. The front and back covers 
were printed in several colours of ink – 
none of them, apart from black, corre-
sponding to the colours used inside. These 
were dark blue, maroon, light green and 
grey. 

The timetable is undated, but the reference 
to “Fulton’s Route 124”, shows the timeta-
ble was issued early in 1955, since Ful-
ton’s Garage only operated the 124 from 
January to July of that year. I didn’t obtain 
the timetable until two years later in 1957, 
when it was still in force on Wagg’s 
routes. I got it at Wagg’s depot on the Pa-
cific Highway. As far as I could determine 
at the time, Ray Glass, the next proprietor 
of the 124, was also operating the timeta-
ble printed in this booklet. 

The basic service on the 54 was from 
Chatswood to Fullers Bridge, where the 
buses turned in the middle of the road out-
side the entrance to Lane Cove National 
Park. You couldn’t do that in today’s traf-
fic. Quite a few of the buses climbed the 
hill to the west, going via Delhi Road to 
the Northern Suburbs Cemetery. Apart 
from the Cemetery and the Crematorium at 
the top of the hill, there wasn’t much you 
might want to go to on this area – the mod-
ern offices along Delhi Road weren’t there 
in 1955. Other buses, five outbound and 
seven inbound, all operated by shift 2, 
went north along Lady Game Drive, on the 
east side of the river, to Bradfield Park. 
This also went through the bush, but at the 
terminus was a migrant hostel, also served 
by Wagg’s route 221. In 1955, it’s unlikely 
that migrants had their own cars, so they 

were captive customers for the bus.  

Also going beyond Fullers Bridge were 
buses marked R, going to River Road, or 
so this timetable calls it. Gregory’s Guide 
calls it River Avenue, as do my later time-
tables. A cross road at the southern end of 
River Avenue, where it turns west, was 
later renamed Fairyland Avenue after a 
park named “Fairyland”, located down 
river beyond the western end of River 
Avenue. Two weekday buses marked R, 
those arriving at 9.44 and 3.52, had corre-
sponding buses back to Chatswood, at 
10.30 and 3.52. The 9.44 bus made a trip 
back to Chatswood and out to the Ceme-
tery before resuming service from River 

Avenue, while the bus at 11.45 went on 
from River Avenue to Bradfield Park, 
where it is marked * “Lunch”. The next 
bus from Bradfield after lunch, at 1.07 did 
not divert via River Avenue. There were 
also short workings to Hawthorne Parade.  
On the map, Hawthorne Parade might 
seem to be on an alternative route to Full-
ers Bridge along Fullers Road, instead of 
Millwood Avenue. But Fullers Road has a 
very steep hill down to the Bridge at its 
western end, while Millwood Avenue 
drops steadily throughout its length. In the 
fifties Fullers Road did not go through to 
the Bridge. In the peak hours Hawthorne 
Avenue buses went only there and no fur-

To Fullers Bridge and Fairyland 
Jim O’Neil 
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ther. The few off-peak buses going to 
Hawthorne Avenue normally took five 
minutes from there to Fullers Bridge, 
showing that they turned back and went 
down Millwood Avenue. We may note that 
two buses were needed to operate the 
Monday to Friday timetable. 

Only one bus was needed at the weekends. 
There were no buses on Saturdays to Brad-
field Park, though there was a column of 
blanks under that heading.  There were 
three services to the Cemetery and one 
service out to River Avenue and two back, 
as well as seven short workings to Haw-
thorne Avenue. On Sundays and Holidays 
the Forward and Return Journeys can be 
shown side by side, since there are no col-
umns for Hawthorne Avenue or Fullers 
Bridge.  

The Sunday bus starts at Bradfield at 7.45, 
presumably having come from Wagg’s 
depot on the Pacific Highway near Fiddens 
Wharf Road, and operated between Chats-
wood and the Cemetery from nine o’clock 
to a quarter to six. After that the timetable 
lists three buses marked * - to Fullers 
Bridge – with the last bus at 6.40, though 
the footnote says they ran until 7.40. Cor-
responding arrivals at Chatswood are 
marked †, starting from Fullers Bridge six 
minutes earlier. I think the buses leaving 
Chatswood at 8.10 and 8.51, and returning 
at 8.30 and 9.07 should also have been 
marked with these signs * and †. On Sun-
days, unlike the other days of the week, the 
Northern Suburbs Cemetery was the main 
focus of the route 54, as people travelled to 
the Cemetery to pay their respects to their 
dead relatives. 

Over the years, the route 54 was extended 
west to the A.W.A. factory and to Mac-
quarie University. Service to Bradfield 
stopped in 1974, as the National Measure-
ments Laboratory wasn’t a traffic genera-
tor as the Migrant Hostel had been. My 
next timetable (see page 14, map page 15) 
was issued on the 16.11.81 and gives no 
clue to the operator, or how you could 
contact them. By this date Deane’s 
Coaches operated the route 54 and the 
opening of the Macquarie Shopping Centre 
meant that most buses ran through between 
Chatswood and Macquarie. (I looked at the 
changes to North and Western’s timetables 
as a result of the opening of this shopping 
centre in March 2009.) Two buses were 
needed in the off peak period, diverting 
alternately to Hawthorne Ave and to Fairy-
land. At first sight the buses seem to be 
operating on a clock face basis, but around 
one o’clock the regular times of departure 
changed. 

Two buses went in the morning from 
Chatswood to the A.W.A. Factory in Ta-
lavera Road and two returned in the eve-
ning. You could also catch a bus from 
Chatswood to A.W.A. at 4.41 p.m., but this 
arrangement enabled passengers from the 
factory to be picked up on the outward 
journey at 5.08, before the bus got to the 
shopping centre. I don’t know why this 
was felt necessary, or why another bus left 
the University at 5.06 and ran nine minutes 
earlier than the A.W.A bus. Clearly just 
after five o’clock was the busiest time on 
the west end of the route. There were only 
two short workings to Hawthorne, both in 
the morning peak at 7.20 and 7.41 a.m. 
Fullers Bridge is no longer used as a termi-
nating point, but the buses go on to Fairy-
land. Two buses, marked CP, divert to the 
Caravan Park in Plassey Road, one in the 
morning to Chatswood at 9.28 a.m. and 
one returning from Chatswood at 5.39 p.m. 

On Saturdays the main service was to 
Macquarie Centre, with only four going on 
to the University. Once again we find a 
partial clock face timetable, with changes 
to the departure times after eleven, and 
then back again after one o’clock. Two 
buses were needed between nine and one, 
but only one before and after that time on 
Saturday. There were no Sunday or Holi-
day buses in 1981. This timetable has a 
map on its front cover. 

On the 30 June 1986, the route 54 was 
transferred to North and Western Bus 
Lines, and in July the route 43 buses to 
Macquarie University were withdrawn and 
many of the route 54 buses were diverted 
two blocks north to Fontenoy Road in 
North Ryde. Continuation of that diversion 
depended on continued regular patronage. 
This was successful, and Fontenoy Road 
has become the normal route. On the 23rd 
July 1990, the Department of Transport 
planned new routes for the North and 
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Western, and renumbered them into the 
Sydney Region Route Number system. The 
routes 54 and 172, and parts of the 85 were 
combined into a new route 550, from Par-
ramatta to Chatswood via Eastwood and 
Macquarie. There was also a new route 
551, which followed the old 54 from 
Chatswood to Macquarie and then went on 
to Epping. From my third timetable (map, 
below, page 17) I have shown the complete 
service of the 550/551 to Chatswood, and 
the western three quarters of the route map. 

The basic service on the route 550 was two 
buses an hour and, and often an additional 
bus on the route 551. The Chatswood 
bound buses on the 551 started from Ep-
ping up until 9.50 and then there was an 
hour and a half’s break until the departure 
from Macquarie University at 11.28, and 
then buses left the University at hour and a 
half intervals. These buses diverted via the 
Caravan Park, marked P or Z (which di-
verted to set down passengers there on 
request), Fairyland and Hawthorne Ave-
nues. In the morning peaks two buses 
started from Hawthorne Avenue at 7.31 
and 7.53, two did both loops, leaving 
Fairyland at 8.00 and 8.27, while some of 
the long distance buses also diverted by 
one or other loop in the mornings. In the 
afternoon peak, buses served both loops 
every half hour from 3.41 to 5.41. If you 
look closely at the timings you will see that 
each run is scheduled to leave Hawthorne 
Avenue eight minutes before it was due to 
leave Fairyland. Clearly Chatswood pas-
sengers were picked up on the outwards 
trip. 

At the top of the timetable we read that for 
full details of services west of Eastwood 
we should consult the Dundas Valley time-
table. This includes service on the new 
route 545, from Parramatta to Top Ryde, 
which combined the old route 86, via Dun-

das Valley, with the southern portion of the 
old route 89. This operated half hourly, 
giving four buses an hour between Par-
ramatta and Eastwood in the weekday off-
peak hours and three an hour on Saturdays. 
Very early and late buses, and all buses on 
Sundays, are labelled V: these services ran 
as 550’s, but diverted through Dundas 
Valley on the route of the 545. Connecting 
trains are shown at Eastwood Station (in 
both timetables – though for passengers 
coming from different ends of the service.) 
On the timetable for the 547, shown on the 
map, but not reprinted here, connecting 
times for route 551 buses from Epping are 
also shown. 

This pattern of service continued until 13 
December 1999, when the state govern-
ment bought North and Western. On the 4 
March 2001 a new set of timetables were 
issued, with new routes as well. The basic 
service from Parramatta to Chatswood now 
diverts via the Dundas Valley and pre-
serves the number 545. As we can see 
from the timetable (see page 18) the basic 
weekday service was three times an hour, 
with additional buses to Macquarie Park in 
peak hours only, which operate via Kissing 
Point Road and keep the number 550. Pas-
sengers for the Dundas area would look for 
the familiar route numbers, while those 
travelling further would look for the famil-
iar destinations. Service to the part of Kiss-
ing Point Road not covered by the 545 is 
now provided by a new route 521, which 
runs from Parramatta to Eastwood via 
Rydalmere and Mobbs Lane. In more re-
cent years the route 550 has been re-
extended to Chatswood, but it remains a 
peak hour service. 

Two new bus routes now covered the east-
ern end of the old route 54. The 256 to 
Chatswood West provides basic service to 
Hawthorne Avenue (see page 19) running 

hourly in the weekday off-peaks, when it is 
interworked with the 255 to Colwell Cres-
cent, which leaves Chatswood at twenty 
past the hour and returns at 47 minutes 
past. Service is provided on the 256 every 
second hour on weekends and holidays, 
which works in with the hourly service on 
the 255 on Saturday mornings, but leaves 
large gaps on Sundays and Holidays when 
the 255 does not operate. 

Peak service on the 256 on weekdays in-
cludes Fairyland as well. Morning peak 
buses leave Fairyland, go up Millwood 
Avenue and then turn left to go round the 
Hawthorne Ave Loop and then back uphill 
to Chatswood. These morning buses oper-
ate back to Fairyland as specials, enabling 
the inward journeys to operate more fre-
quently than half hourly. In the afternoon 
peak the bus runs every half hour to Haw-
thorne Avenue and then run alternately 
either down the steep hill to Fullers Bridge 
and Fairyland (marked b in the timetable) 
or back along Fullers Road to Chatswood. 
These buses do carry passengers on their 
return journeys, but the buses from Fairy-
land run along Millwood Avenue and do 
not pass Hawthorne Avenue on their way 
back to Chatswood. 

The final service on the old route 54 did 
not start until the inauspicious day of Fri-
day 13th April 2001. It was the 259 from 
Lane Cove River Caravan Park to Chats-
wood and initially it ran daily during 
school holidays only. My final timetable 
was issued in September 2002 (see page 
20) when the route 259 had reached its 
greatest extent. In the school holidays there 
were three buses a day, out in the morning 
and back in the afternoon, all running 
seven days a week. During school term, 
there were two buses a day, on weekdays 
only, and the times of school holiday jour-
neys which would have fallen at the height 



The Times   March 2011 17  



18 The Times  March 2011 

of the school peak, 8.30 from the Caravan 
Park and 3.45 from Chatswood have been 
avoided. In 2004 the route 259 reverted to 
School Holidays only and ceased operation 
altogether in 2006. However, the left turn 
arrow for the 259 from Plessey Road was 
still in place in September 2010. 

Bus service between Chatswood and Full-
ers Bridge has prospered over the years. It 
has expanded westwards, now providing a 
link from Chatswood to Eastwood and 
Parramatta, while service for commuters 
and shoppers remains important.  Two 
diversions, to Bradfield Park and to the 

Caravan Park, both of which operated 
along the boundaries of the Lane Cove 
River National Park, have proved unviable 
in the long run and these no longer have 
bus service provided from Chatswood. 
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