
The Times   August 2012 

A journal of transport timetable history and analysis 

   Inside: Riding the “Mentaliner” 
 Frankston difficulties 
 Dùn Èideann am Glaschu ceathrar dol  
  

RRP $4.95  
 Incl. GST 



2 The Times  August 2012 

Rossum’s Universal Robots (R.U.R.) A play by Karel Čapek (1923), translated from the Czech by David Wyllie 
(2005). The play is most famous for popularizing worldwide the Czech word ‘robot’ (slave/worker). 

Act One […] 

Dr. Gall: You see, there’s a ship on its way here now. An ordinary mail boat and right on the time it says in the 
timetable. It will be dropping anchor at exactly eleven-thirty. 

Domin: Punctuality is a wonderful thing, lads. There’s nothing that gladdens your soul more than punctuality. 
Punctuality means order in the world. (raises glass)- To punctuality! 

Helena: So... that means... that everything’s alright? 

Domin: Nearly everything. I think they’ve cut the cable. It’s only if the timetable is operating again. 

Hallemeier: If the timetable is operating again, then human laws are operating again, and God’s laws are operat-
ing again and the laws of the universe are operating again and everything is operating that should be operating. 
The timetable means more than the Bible, more than Homer, more the anything ever written by Kant. The timeta-
ble is the most perfect product of the human soul. Helena, I’ll have another little drink. 

-Thanks to Brendan Whyte for bringing our attention to this. 
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O .K. folks—you all hang on real 
tight now. We’ll be leaving in a 
pair of moments.” 

Thus was our introduction to Amtrak’s 
New York—Washington Metroliner, back 
in 1975. 

At the New York Medical Center’s Depart-
ment of Psychiatry where I worked at the 
time, the train was known colloquially by 
the Medics as the “Mentaliner”, for the 
number of psychiatric cases who fled 
Washington for New York on it. But that 
was OK—we were headed the other way. 

The Metroliner was a premium express 
train service between Washington, D.C. 
and New York City in the United States 
from 1969 to 2006. It was first operated by 
Penn Central Transportation, successor to 
the Pennsylvania Railroad, and later by 
Amtrak. 

Originally operated with self-powered 
electric multiple unit cars, which were later 
replaced with locomotive-hauled train-sets, 
the train offered reserved business-class 
and first-class seating. A trip between New 
York's Pennsylvania Station and Washing-
ton, D.C.'s Union Station took approxi-
mately 3 hours. 

Amtrak later replaced Metroliner service 
with high-speed (150 mph or 240 km/h) 
Acela Express train-sets. Metroliner ser-
vice was discontinued on 27 October 2006. 

The initial schedules included one train 
daily in each direction between Washing-
ton and New York. A second train per day 
in each direction was soon added; non-stop 
service between Washington and New 
York was added on April 2, 1969. Success-
ful from the beginning, the Metroliner 
remained under Penn Central operation 
until the creation of the National Railroad 
Passenger Corporation (Amtrak) in 1971. 

The earliest timetable I can find for the 
Metroliner is in my Penn Central Em-
ployee Time Table (ETT) for 27-Apr-
1969, about 3 weeks after the Metroliner 
had been introduced. The ETT has been 
modified by pasting-in a “Lick’em and 
Stick’em” from General Order 304, effec-
tive 2-Jun-1969. Holding the page up to 
the light, one can discern that the original 
schedule times (for train 2-131) were 20 
min earlier than that specified in GO304. 

The meaning of the  symbol at the top of 
the column is not given, but it is probably 
code for “non-stop”. It was the only south-
bound train so marked in the book and was 
the only train in the 2000 number series. Its 
counterpart, Northbound 2004, was also 
introduced with GO304 and had similar 
timings. It may perhaps have been an early 

A pair of moments 
Submitted by GEOFF LAMBERT, with help from Wikipedia 
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experimental schedule. 

This train, #2005, the 0730 from Penn. 
Station, passes Trenton at 0806, an average 
speed of 95 mph. This was not bad, seeing 
as the maximum allowable speeds for the 
first 11 miles to Hunter ranged from 35 to 
70 mph. This meant the average speed over 
the 37 miles Union to Trenton was 117 
mph—the speed limit table specifies only 
115 mph! The average speed of the trains 
which surround it on this page is about 52 
mph… this Metroliner was fast. Indeed it 
was considerably faster to Trenton than 
today’s Acela Express and two-thirds 
faster than the Pennsylvania train which it 
replaced. I do not have any Penn Central 
PTTs of this period, so I cannot say 
whether this super-fast train ever appeared 
in one. 

With the coming of Amtrak two years later 
in 1971, the railroad world turned topsy-
turvy. Amtrak issued many types of time-
table over the years, generally falling into 
(at least) the following classes (in the cur-
rent century, anyway): 

1. Form T1, System timetable book– this 
contains all its trains.  

2. Form T2, National timetable book– this 
contains all trains except those in the North 
East Corridor (NEC). 

3. Form T3, NEC timetable book 

4. Other  timetable books 

5. Specific train timetable leaflets. 

In my time in New York (when the form 
numbering system was different) most  
were readily available from the timetable 
racks and booths in Grand Central and 
Pennsylvania stations.  

My next timetable to show Metroliner 
service is an Amtrak NEC PTT of 19-May-
1974– a summer timetable. In this PTT, 
there were 15 Metroliner services (out of a 
total of 25 NY-Washington trains) on 
weekdays, with fewer on weekend days, 
particularly Sundays. These trains departed 
on every half-hour from 06:30 to 20:30 
and usually made the journey in 1 minute 
under 3-hours even, although a handful 
were a tad slower. Stops varied, but usu-
ally included any or all of Metropark (the 
former Iselin), Philadelphia, Wilmington 
and Baltimore. A page of this PTT is 
shown at right—the Metroliner services 
are the ones with the “train” symbol near 
the top of the column. 

In 1981 Amtrak replaced the Budd Metro-
liner cars, which had developed problems 
with their DC motors limiting their speed, 
with conventional locomotive-hauled 
trains powered by the Swedish-developed 
AEM-7 locomotives pulling conventional 
Amfleet I and II coaches, whose design 
was derived from the first-generation 
Metroliner design, at speeds up to 125 mph 
(201 km/h).  
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We jump ahead now to the NEC timetable 
of 30-Sep-2001,  just after the Acela Ex-
press (HST) trains were introduced. At 
right bottom of our previous page is its 
page 5, which allows a comparison be-
tween the Acela (Mon-Fri) and Metroliner 
(Sun); both have a 10 AM departure from 
New York. The travel times to Union Sta-
tion, Washington are  2h 42min and 3h 
01min respectively. Not that much of a 
saving, really. 

The Acela Express is Amtrak's current  
high-speed rail service along the NEC. It 
uses tilting technology which allows the 
train to travel at higher speeds on the 
sharply curved NEC without disturbing 
passengers, by lowering lateral centrifugal 
forces, based on the concept of banked 
turns. Acela Express trains are the only 
true high-speed train-sets in North Amer-
ica; the highest speed they attain is 
150 mph (240 km/h), though their average 
is less than half that speed. The Acela has 
become popular with business travelers 
and by some reckoning has captured over 
half of the market share of air or train trav-
elers between Washington and New York. 

Acela services (numbered in the 2100-
2299 series) seem to have been “fleeted”, 
running NY—Washington services in the 
morning and returning in the afternoon. 
The Metroliner services (numbered in the 
100 series) were then relegated to the mir-
ror image” services– North in the morning, 
South in the afternoon. A double-page 
spread from the 28-Oct-2002 ETT is 
shown at right and shows two of the re-
maining afternoon Metroliners– but of 
course no Acelas. A notable feature of this 
ETT is its improved layout and greatly 
increased number of timing points. 

The Acela service is generally considered a 
success; by 2005, Amtrak's share of the 
transport market between New York and 
Boston had reached 40% from 18% pre-
Acela. With the increasing popularity of 
the faster and more modern Acela Express, 
the Metroliner service was phased out; the 
last operated on October 27, 2006 . 

The last PTT to speak of Metroliners was 

the Spring-Fall issue of 2006, where 
just one Metroliner schedule appeared, 
a 6 PM departure out of Penn. Station, 
still running to its now almost age-old 
time of 2h 59m. The equivalent Acela 
Express in this timetable was only 4 
minutes faster. 

The Acela carried 3.2 million passengers 
in fiscal year 2010. The Acela Express is 
one of the few Amtrak lines to operate at a 
profit; the two train lines generate more 
than half of Amtrak's total revenue. 

They are yet to beat train 2005 of 1969. 
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I  find your two mags. often of interest 
and found the little piece on the Ky-
wong trip in 1950 fascinating. 

I think you will find the esteemed gentle-
man who did that run was the late and 
sorely missed Ken Winney. 

Photos of his of that trip in 1950 have been 
published in the past, so he may be the 
source or another who travelled with him. 

Those southern NSW branch lines were 
fascinating and it is not a well known fact 
that when they were dieselised in 1962, 
only one 48 class loco was needed to run 
all the services. It started off the working 
week Monday morning at Culcairn, run-
ning the weekly job over to Holbrook be-
fore coming back to Culcairn and then 
doing the run to Corowa back. The next 
two days saw runs to Oaklands and Hu-
mula as required, while Thursday’s work-
ings for that loco comprised a morning run 
to Corowa and back and then later than 

evening a weekly goods train to Rand and 
back in the hours of darkness. Friday fin-
ished the week with a return goods train up 
the long branch to Tumbarumba and back. 
The use of the single loco involved many 
placement runs comprising the loco and 
van to position itself at each junction for 
the branch run. For instance, on Thursday, 
the 48 and van off the train from Corowa 
worked up to Henty to do the weekly Rand 
goods train. 

I liked the photos of Hobart suburban 
trains particularly the one of Y4 on the 
Cadbury train clearly coming back off the 
branch at Claremont in the morning. 

 Rod Milne 

A lbert Isaacs’ letter in the July 2012 
issue of The Times about keeping 
times books reminded of when my 

wife Katrina and I travelled by train to 
Canberra for the 1997 AGM of the 
AATTC. 

In the booked seat train, sitting coinciden-
tally immediately behind us were 
two other members going to the same 
event. And they were recording the 
times of the train. 

Katrina never fails to remind me from time 
to t ime of an incident that 
occurred on that journey. When the train 
stopped at either Bungendore or 
Tarago (I cannot quite remember which), 
these two gentlemen were outspokenly 
critical of the driver or observer taking 
what they considered an inordinate 
length of time to detrain and appear to use 
the lavatory facil ities on the 
station. I have wondered ever since 
whether details such as that were 
actually recorded in their so-called "times" 
books. 

Robert Henderson 

Back to Kywong – boys will be boys...will watch trains 

Letters about trainspotting from ROD MILNE and ROBERT HENDERSON 
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S ervices on the Frankston, Dandenong 
and Ringwood lines in Melbourne on 
weekends day time have been im-

proved. 

In Frankston’s case this means a train 
every 10 min which by any standard is a 
good service for off peak. This service has 
been operating Mon – Fri for a few months 
now. 

Here’s the route map (right, upper) and a 
sample of the weekday timetable (right, 
lower). 

It is my contention that this service pattern 
is not optimal for the market. 

The key problem is slowness. Sixty two 
minutes to cover 42.7 km is hardly ground-
breaking stuff. The trains from Geelong–
about 75 km–are generally quicker. 

The problem is not poor track alignment. 
Yes, there are one or two issues such as the 
very sharp curve on the down side of South 
Yarra and the tramway crossing at Glen-
huntly (p8, top right), but quite high speeds 
can be achieved over much of the route. 

The problem is the number of intermediate 
stops. Twenty four by my count. It is my 
contention that any rail journey that has 
more than about twelve or fifteen stops 
becomes irritating and it doesn’t matter 
whether the journey is a suburban one or 
quite a long distance one (see box, p9). It 
helps with a suburban one if the operation 
is ‘snappy’, short dwell times and smooth 
but high acceleration and braking. Mel-
bourne’s trains aren’t too bad in this re-
spect. 

The traditional solution to this problem is 
to have short ‘terminators’ that stop all 
stations so that long distance trains can run 
non stop in the area served by the short 
distance trains. This is the pattern that 
operates in the peak hour; indeed use is 
made of the third track between Moorabbin 
and Caulfield to allow fast trains to over-
take slower ones. 

The difficulty is the transfer problem – 
someone travelling from say Ormond to 
say Bonbeach would have to change trains 
somewhere.  

A service out of Flinders St with three 
trains an hour stopping all stations to Chel-
tenham and three trains to Frankston semi 
fast to Cheltenham would save a train set 
or two so would be more economic than 
the six all the way to Frankston. If the 
authorities aren’t too concerned about cost 
then we could have four trains an hour on 
each service. This would integrate better 
with the Dandenong line four an hour ser-

Let’s do it for Frankston 

JIM WELLS 
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vice. A compromise might be four an hour 
to Cheltenham; two beyond. 

This is the service pattern on Sydney’s 
East Hills line – it works well. 

One accepts that Cheltenham or Mordial-
loc may not be suitable as turn back sta-
tions. Ideally a turn back station on a busy 
two track railway needs a turn back road 
between the two running lines. The turn 
back road may or may not have a platform; 
there are advantages for passengers inter-
changing if the turn back road does not 
have a platform. 

To solve this problem we need detailed 
origin–destination data. With the sort of 
ticketing data Melbourne used to have, that 
data would be difficult to come by, but one 
suspects that most off peak travel is CBD-
oriented. Caulfield has a uni. campus and 
there is a major shopping centre, South-
land, near Cheltenham. 

The good burghers of such delightful 
places as Bonbeach and Aspendale would 
lose their “no need for a timetable” fre-
quency. This really is only relevant if there 
is a lot of local traffic in the area, such as 
going from Bonbeach to Aspendale. 

This sort of traffic is often better catered 
for by bus. A bus operates at a fraction of 
the cost of a train. Yes, in Victoria trains 
are single manned, as are buses, but the 
killer for trains is maintenance . A frequent 
bus service along the parallel Nepean 
Highway would be appropriate, a major 
side benefit being service to places distant 
from the railway stations. 

The current 706 operates on the back road 
from Mordialloc to Chelsea only three 
times a day (wow!) and the 708 (Hampton 
– Carrum) serves the interior areas away 
from the railway half hourly. So amplifica-
tion would be required. 

However, I believe that what’s really 
needed is to give Frankston itself a very 
fast service at least once an hour. 

Frankston is a major suburb and rail head 
for most of the Mornington Peninsula. The 
population of the Mornington Peninsula 
Shire (2006) was 148,394 (Wiki.) and the 
City of Frankston had a similar number. 

Frankston is the commencing point for the 
diesel service to Stony Point and has a 
major bus interchange. 

A fast service from Frankston stopping 
only at Caulfield should reach Flinders St 
in no more than 40 minutes. 

So what are the issues associated with this, 
apart from finding additional train sets to 
run the service? 

The first is a political one. Yes, it might be 
nice for Frankston but there would be an 
immediate clamour for similar services to 
Lilydale, Dandenong, Eltham – who 

knows where else? This would be difficult 
to handle politically quite apart from op-
erationally. 

Depending on the pattern of ordinary ser-
vices as discussed above it may not be 
possible to ‘path’ such a service. Use of 
the third track south of Caulfield would 
almost certainly be necessary; in effect this 
track would become a single line with 
alternate trains running in opposite direc-
tions. If things go astray it might get messy 
and integration with peak services may be 
difficult. Timetablers like to have 
‘robustness’. 

With the introduction of the 10 minute 
service to Dandenong V/Line Gippsland 
services running non stop or one stop 
Caulfield to Dandenong are now quite 
slow. For example train 8413 to Bairnsdale 
on Saturdays leaves Caulfield at 12:13 pm, 
five minutes after the preceding suburban 
train and dawdles along to reach Dande-
nong three minutes after it – 12:39, say 
arrival 12:38. This is a speed of just 47 km/
h. The road is straight and near level. On a 

well managed railway the average should 
be at least double that. 

Frankstn station, like suburban stations 
generally, are not designed to handle a 
very large number of exiting passengers. 
How large is very large? It may be possible 
to enlarge the platform exits and ease the 
flow of people out to the street. Capacity 
limitations may be a problem with the bus 
interchange. 

One envisages the Frankston expresses 
running at high speed along the strip be-
tween Mordialloc and Carrum. This is an 
interesting railway as it runs right along-
side a major road on the western side and 
often a minor road on the eastern. At most 
of the stations there is a boom barrier con-
trolled level crossing and traffic lights on 
the roads. What a mess! Below is  a 
Google view of Chelsea; the station can be 
seen on the right.  

It is understood that the railway has a tech-
nique of adjusting boom barrier times de-
pending on the stopping pattern of trains. 

Source: Google Maps 
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Nevertheless there may be concern about 
trains operating through these stations at 
high speed. 

It would not be possible without major 

track amplification to run an express ser-
vice in peak hour. This would severely 
detract from the overall benefit of the ar-
rangement.  

Let’s hope the Victorians review this situa-
tion and use their scarce resources more 
effectively.  

How many stops should suburban train services have? 
Australian railways are notorious for having suburban services with a large number of 
stops. Frankston is mentioned above – 24 intermediate stops, Belgrave likewise if one 
doesn’t include East Richmond. Hurstbridge has 22; Pakenham 25 including all stations 
South Yarra to Malvern.  

In Sydney the distances are typically somewhat greater and with the exception of Berowra 
services (21 stops from Town Hall) and Liverpool via Bankstown (24), all long distance 
trains skip at least two but normally more stations. For real tedium try Campbelltown via 
Granville – varies, 34 stops typical although this is a little unfair as almost all passengers 
from Glenfield south will use the alternate East Hills route to access the City. Richmond is 
almost a country service as the distance is greater than 70 km – 25 stops.  

Brisbane has Ipswich with 21 intermediate stops, Caboolture 22 and some of the other 
lines also have a large number of stops. It helps in Brisbane that the operation is ‘snappy’. 

Adelaide – Gawler Central 24, Noarlunga Centre – varies 9 is typical. This line has off 
peak short working from Brighton. 

Perth – none exceeds fifteen from a quick look.– 

I did a quick survey of London suburban (National Rail) routes and couldn’t find any with 
more than fifteen stops. These services typically don’t serve inner areas to any great ex-
tent. Based on the 1996 timetable (it wouldn’t have changed much) here’s a sample (off 
peak only – M-F): Chingford 7, Gidea Park 9, Southminster 14, Welwyn Garden City 14, 
Luton 9, Slough 8, Guildford 8, and Orpington 11. 

It’s true that some of the London Transport train services have many stops. Piccadilly 
Line services have 19 intermediate stops to reach Heathrow (T5) from Piccadilly Circus 

Much the same situation exists in New York. “Local” services on the subway can be very 
tedious but there are plenty of Express ones on main routes.  

Let’s look at the “normal” railways. Port Washington (LIRR) – 11 intermediate stops, 
Babylon – 17 (all stops), Port Jervis – 24 (long distance), Raritan (NJT) – 11. 

And now, what about Paris? Having landed at Charles-de-Gaulle airport Terminal 2 – how 
many stops to Chatelet on RER Line B? There’s a mix of fast and slow trains – the former 
has two intermediate stops, the latter 11. When these trains continue to the south side of 
Paris the number of stops is reasonable. 

The difficulty here is drawing the line between suburban service and regional ones. The lat-
ter should not have any more stops as they should run express through inner suburban ar-
eas. 

Frankston station– image cour-
tesy Railpage©. Photo by Andy-
roo64 
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S ince 12 December 2010 the two 
main Scottish cities, Edinburgh 
and Glasgow, have been con-

nected by no fewer than four rail 
routes: 

The E&G - by Falkirk High. 

The Caley by Carstairs. 

Monklands–by Airdrie and Bathgate. 

Across the moors – by Shotts. 

This came about with the reopening, 
after a 56 year hiatus, of the line be-
tween Airdrie and Bathgate which had 
been closed in January 1956 and the 
track lifted from February 1982. 

All trains within Scotland are branded 
ScotRail Scotland’s Railway and op-
erated by the First Group of compa-
nies. Scottish Gaelic is further used to 
distinguish the brand from other op-
erators from England and Wales op-
erators. Many coaches are branded 
ScotRailRèilena h-Albaand for many 
places both English and Gaelic names 
are shown on signage and maps. For 
example Glasgow’s Queen Street sta-
tion becomes SràidnaBanrighinn 
whilst Falkirk High is Bràighna h-
Eaglaise Brice. The title of this article 
translates, I think to Edinburgh to 
Glasgow Four Ways. That very few 
Scots speak the Gaelic is not an issue. 

ScotRail’s timetables are published in 

three sizes: A5 booklets; 9cm by 
17.2cm stapled booklets and sheets 
folded to A7 pocket sized. There are 
twenty different timetables for Scot-
land plus Caledonian Sleepers and 
books for other operators such as East 
Coast, Cross Country and Virgin 
Trains. 

The four timetables referred to in this 
article are sheets folded to A7. The 
covers are red for Falkirk High, dark 
green for Carstairs, pale green for Air-
drie/Bathgate and pink for Shotts. 

The E  & G 

This is the main line and the oldest 

route. The Edinburgh and Glasgow 
Railway opened on 21 February 1842 
from Glasgow Queen Street to Edin-
burgh Haymarket and was later ex-
tended east to meet the North British 
Railway at Edinburgh Waverley. The 
line accesses Queen Street by the fa-
mous Cowlairs Incline. Earlier this 
year plans were announced to electrify 
the line and reduce the journey time by 
10 minutes. 

The current red covered timetable pro-
vides a very intense four trains an hour 
service, Mondays to Saturdays, be-
tween 06:30 and 19:30. There’s an 
early train at 05:55 and after 19:30 

Dùn Èideann am Glaschu ceathrar dol. 
 

By Duncan MacAuslan
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trains run half hourly until 23:30. On 
Sundays the service is hourly until 
12:30, half-hourly until 21:30 and 
then hourly. The trip time is usually 
50 minutes. 

There are two stopping patterns dur-
ing the weekdays. All trains, both 
ways, stop at Haymarket and Falkirk 
High. Trains on the hour and half-
hour also stop at Croy. Here passen-
gers from Edinburgh can, after a 10 
minute wait change to the trains 
from Stirling or Alloa to get to Len-
zie and Bishopbriggs. Trains at quar-
ter to and quarter past also stop at 
Linlithgow and Polmont. Similarly 
trains from Glasgow offer connec-
tion at Croy from Bishopbriggs and 
Lenzie. 

This pattern continues in the evening 
and Sundays on the hour to Croy and 
half hour at Polmont with all trains 
stopping at Linlithgow. 

Class 170/4 TurbostarDMUs are 
used on this line in six car forma-
tions; each set providing 400 seats. 

The Caley 

The Caledonian Railway opened 15 
Feb 1848 as a main line from Car-
lisle to Carstairs with branches from 
there to Glasgow Central and Edin-
burgh Princes Street. Keen to get a 
share of the Edinburgh and Glas-
gow—later North British—traffic 
they included a chord at Carstairs 
allowing cross country services. 
There’s still an irregular service pro-
vided to this day, despite the signifi-
cantly longer journey time. Edin-
burgh’s Princes Street station closed 
in 1965 and trains were diverted to 
Waverley. 

This line was electrified as part of 
the West Coast Main Line. Some 
trains continue to North Berwick on 
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the Lothian coast where the short 
branch was electrified as part of the 
East Coast Main Line. 

Monday to Friday trains from Edin-
burgh are at 06:24, 07:22 from Dun-
bar, 08:33 ScotRail from North Ber-
wick, 09:11 from Darlington, 11:11 
from Birmingham, 13:12 from Bristol, 
15:11 from Plymouth, 17:11 from 
Penzance, 17:42 ScotRail, 18:24 Sco-
tRail from North Berwick, 19:11 from 
Plymouth, 20:16 East Coast from Lon-
don King’s Cross, and 21:14 from 
Plymouth (operated by Cross Country 

unless indicated). 

Weekday trains from Glasgow operate 
at 06:01 to Plymouth, 06:50 East 
Coast to London King’s Cross, 07:05 
ScotRail to North Berwick, 07:50 to 
Penzance , 09:00 to Penzance, 10:59 to 
Penzance, 12:51 to Plymouth, 15:00 to 
Bristol, 15:14 ScotRail to North Ber-
wick, 16:52 to Birmingham, 18:59, 
19:49 ScotRail, and 21:05. 

There is also a more intensive Edin-
burgh to North Berwick local service. 

A variety of train types are used 

mainly class 43 HSTs for Cross Coun-
try and East Coast whilst ScotRail 
services use class 380 EMUs. 

By the Monklands 

Waggonways into the coal mining 
region east of Glasgow known as the 
Monklands date from 1800 onwards. 
Several of these were combined and 
eventually came under North British 
ownership and, on 28 July 1863, was 
extended east from Airdrie to Coat-
bridge and Bathgate, where the line 
met the Edinburgh to Bathgate line 
(opened 12 November 1849). The ac-
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tual story of these lines is fascinating 
and too complex to relate here (see 
h t t p : / / w w w . j h o w i e . f 9 . c o . u k /
monkland.htm ). 

The winter 1954/5 timetable shows 
only two through trains on weekdays 
and three extras on Saturdays – for the 
football? Of note is that then all trips 
run to Glasgow’s forgotten terminus at 
Hyndland. Closed in 1960, the old 
station, on a branch to Hyndland Road, 
once hosted through coaches from 
King’s Cross. 

The through service closed to passen-
gers on 9 January 1956, with track 

lifted between Moffat Mills in Airdrie 
and Bathgate from February 1982. 
From then on the line operated as two 
branches: local trains between Edin-
burgh and Bathgate and electric ser-
vices from Helensburgh, on the Clyde 
west of Glasgow, to Airdrie. Only two 
trains an hour operated between Bath-
gate and Waverly. 

In Glasgow the main station is Queen 
Street Low Level which is under, and 
at right angles, to the main station. 
This line was originally electrified as 
part of the famous Glasgow Blue 
Trains scheme in the 1960s. 

However the population growth in 
central Scotland meant that there be-
came a case to re-establish the through 
service and the A2B, as it was known, 
saw the reinstatement of double track 
and the creation of a new cycle path to 
replace the one on the old track bed 
between Airdrie and Bathgate and re-
duplication of the Bathgate to Edin-
burgh line. Four new stations were 
opened between Airdrie and Bathgate: 
Drumgelloch, Caldercruix, Blackridge 
and Armadale. 

The first through train from Edinburgh 
was the 08:37 to Helensburgh arriving 
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10:44. The first train from Helens-
burgh was the 07:55 to Edinburgh 
arriving 10:07. 

The present timetable provides four 
trains an hour, twice the previous ser-
vice, each way Monday to Saturday. 
From Edinburgh those at 07 and 37 
past are limited stops and continue to 
Milngavie (pronounced mul-guy), 
while those at 21 and 48 past stop at 
all stations to Helensburgh. An addi-
tional half-hourly service operates 
from Airdrie to Balloch (near Loch 

Lomond) hence the irregular departure 
times from Edinburgh. The limited 
stops trains take 64 minutes from 
Waverly to Queen Street while the all 
stations take 79 minutes. 

Class 334 Juniper EMUs are used on 
this line providing 366 seats per set. 

Across the moors 

The fourth line is known as the Shotts 
Line. It was opened on 9 July 1869 as 
the Cleland and Midcalder Railway 
and became part of the Caledonian. 

Trains depart Edinburgh half hourly 
during the morning with those at 26 
past the hour stopping at all stations 
except Breich and those at 56 past 
stopping only at five stations. Breich 
only gets one train a day; it has no car 
park and is relatively isolated. 

From Glasgow the pattern is 05 all 
stops but Briech and the 18 past the 
hour has only five stops. 

The all stops services take around 90 
minutes for the trip whilst the limited 
stops journeys take between 66 and 74 
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minutes. 

There is only a service between West 
Calder and Edinburgh on Sundays. 
Two coach class 156 DMUs form the 
main service providing 142 seats per 
set. There are no plans to electrify the 
line. 

Seats 

Thus, for two cities, about 65km apart, 
ScotRail provides four different direct 
routes and for much of the day oper-
ates at least ten trains an hour each 
way on them. 

Each hour during the day ScotRail 
provides over 3,400 seats each way 
and from my observations there are 
times when all are needed. Loadings 
have increased considerably because 
of the frequency and high speeds. 



<<
  /ASCII85EncodePages false
  /AllowTransparency false
  /AutoPositionEPSFiles true
  /AutoRotatePages /None
  /Binding /Left
  /CalGrayProfile (Dot Gain 20%)
  /CalRGBProfile (sRGB IEC61966-2.1)
  /CalCMYKProfile (U.S. Web Coated \050SWOP\051 v2)
  /sRGBProfile (sRGB IEC61966-2.1)
  /CannotEmbedFontPolicy /Error
  /CompatibilityLevel 1.7
  /CompressObjects /Off
  /CompressPages true
  /ConvertImagesToIndexed true
  /PassThroughJPEGImages true
  /CreateJobTicket false
  /DefaultRenderingIntent /Default
  /DetectBlends true
  /DetectCurves 0.0000
  /ColorConversionStrategy /CMYK
  /DoThumbnails false
  /EmbedAllFonts true
  /EmbedOpenType false
  /ParseICCProfilesInComments true
  /EmbedJobOptions true
  /DSCReportingLevel 0
  /EmitDSCWarnings false
  /EndPage -1
  /ImageMemory 1048576
  /LockDistillerParams false
  /MaxSubsetPct 100
  /Optimize true
  /OPM 1
  /ParseDSCComments true
  /ParseDSCCommentsForDocInfo true
  /PreserveCopyPage true
  /PreserveDICMYKValues true
  /PreserveEPSInfo true
  /PreserveFlatness true
  /PreserveHalftoneInfo false
  /PreserveOPIComments true
  /PreserveOverprintSettings true
  /StartPage 1
  /SubsetFonts true
  /TransferFunctionInfo /Apply
  /UCRandBGInfo /Preserve
  /UsePrologue false
  /ColorSettingsFile ()
  /AlwaysEmbed [ true
    /BlackadderITC-Regular
    /Iglesia-Light
    /OttoNormal
    /PalaceScriptMT
  ]
  /NeverEmbed [ true
  ]
  /AntiAliasColorImages false
  /CropColorImages true
  /ColorImageMinResolution 300
  /ColorImageMinResolutionPolicy /OK
  /DownsampleColorImages true
  /ColorImageDownsampleType /Bicubic
  /ColorImageResolution 300
  /ColorImageDepth -1
  /ColorImageMinDownsampleDepth 1
  /ColorImageDownsampleThreshold 1.50000
  /EncodeColorImages true
  /ColorImageFilter /DCTEncode
  /AutoFilterColorImages true
  /ColorImageAutoFilterStrategy /JPEG
  /ColorACSImageDict <<
    /QFactor 0.15
    /HSamples [1 1 1 1] /VSamples [1 1 1 1]
  >>
  /ColorImageDict <<
    /QFactor 0.15
    /HSamples [1 1 1 1] /VSamples [1 1 1 1]
  >>
  /JPEG2000ColorACSImageDict <<
    /TileWidth 256
    /TileHeight 256
    /Quality 30
  >>
  /JPEG2000ColorImageDict <<
    /TileWidth 256
    /TileHeight 256
    /Quality 30
  >>
  /AntiAliasGrayImages false
  /CropGrayImages true
  /GrayImageMinResolution 300
  /GrayImageMinResolutionPolicy /OK
  /DownsampleGrayImages true
  /GrayImageDownsampleType /Bicubic
  /GrayImageResolution 300
  /GrayImageDepth -1
  /GrayImageMinDownsampleDepth 2
  /GrayImageDownsampleThreshold 1.50000
  /EncodeGrayImages true
  /GrayImageFilter /DCTEncode
  /AutoFilterGrayImages true
  /GrayImageAutoFilterStrategy /JPEG
  /GrayACSImageDict <<
    /QFactor 0.15
    /HSamples [1 1 1 1] /VSamples [1 1 1 1]
  >>
  /GrayImageDict <<
    /QFactor 0.15
    /HSamples [1 1 1 1] /VSamples [1 1 1 1]
  >>
  /JPEG2000GrayACSImageDict <<
    /TileWidth 256
    /TileHeight 256
    /Quality 30
  >>
  /JPEG2000GrayImageDict <<
    /TileWidth 256
    /TileHeight 256
    /Quality 30
  >>
  /AntiAliasMonoImages false
  /CropMonoImages true
  /MonoImageMinResolution 1200
  /MonoImageMinResolutionPolicy /OK
  /DownsampleMonoImages true
  /MonoImageDownsampleType /Bicubic
  /MonoImageResolution 1200
  /MonoImageDepth -1
  /MonoImageDownsampleThreshold 1.50000
  /EncodeMonoImages true
  /MonoImageFilter /CCITTFaxEncode
  /MonoImageDict <<
    /K -1
  >>
  /AllowPSXObjects false
  /CheckCompliance [
    /None
  ]
  /PDFX1aCheck false
  /PDFX3Check false
  /PDFXCompliantPDFOnly false
  /PDFXNoTrimBoxError true
  /PDFXTrimBoxToMediaBoxOffset [
    0.00000
    0.00000
    0.00000
    0.00000
  ]
  /PDFXSetBleedBoxToMediaBox true
  /PDFXBleedBoxToTrimBoxOffset [
    0.00000
    0.00000
    0.00000
    0.00000
  ]
  /PDFXOutputIntentProfile ()
  /PDFXOutputConditionIdentifier ()
  /PDFXOutputCondition ()
  /PDFXRegistryName ()
  /PDFXTrapped /False

  /CreateJDFFile false
  /Description <<

    /BGR <>
    /CHS <FEFF4f7f75288fd94e9b8bbe5b9a521b5efa7684002000410064006f006200650020005000440046002065876863900275284e8e9ad88d2891cf76845370524d53705237300260a853ef4ee54f7f75280020004100630072006f0062006100740020548c002000410064006f00620065002000520065006100640065007200200035002e003000204ee553ca66f49ad87248672c676562535f00521b5efa768400200050004400460020658768633002>
    /CHT <FEFF4f7f752890194e9b8a2d7f6e5efa7acb7684002000410064006f006200650020005000440046002065874ef69069752865bc9ad854c18cea76845370524d5370523786557406300260a853ef4ee54f7f75280020004100630072006f0062006100740020548c002000410064006f00620065002000520065006100640065007200200035002e003000204ee553ca66f49ad87248672c4f86958b555f5df25efa7acb76840020005000440046002065874ef63002>
    /CZE <>
    /DAN <>
    /DEU <>
    /ESP <>
    /ETI <>
    /FRA <>
    /GRE <>

    /HRV (Za stvaranje Adobe PDF dokumenata najpogodnijih za visokokvalitetni ispis prije tiskanja koristite ove postavke.  Stvoreni PDF dokumenti mogu se otvoriti Acrobat i Adobe Reader 5.0 i kasnijim verzijama.)
    /HUN <>
    /ITA <>
    /JPN <FEFF9ad854c18cea306a30d730ea30d730ec30b951fa529b7528002000410064006f0062006500200050004400460020658766f8306e4f5c6210306b4f7f75283057307e305930023053306e8a2d5b9a30674f5c62103055308c305f0020005000440046002030d530a130a430eb306f3001004100630072006f0062006100740020304a30883073002000410064006f00620065002000520065006100640065007200200035002e003000204ee5964d3067958b304f30533068304c3067304d307e305930023053306e8a2d5b9a306b306f30d530a930f330c8306e57cb30818fbc307f304c5fc59808306730593002>
    /KOR <FEFFc7740020c124c815c7440020c0acc6a9d558c5ec0020ace0d488c9c80020c2dcd5d80020c778c1c4c5d00020ac00c7a50020c801d569d55c002000410064006f0062006500200050004400460020bb38c11cb97c0020c791c131d569b2c8b2e4002e0020c774b807ac8c0020c791c131b41c00200050004400460020bb38c11cb2940020004100630072006f0062006100740020bc0f002000410064006f00620065002000520065006100640065007200200035002e00300020c774c0c1c5d0c11c0020c5f40020c2180020c788c2b5b2c8b2e4002e>
    /LTH <>
    /LVI <>
    /NLD (Gebruik deze instellingen om Adobe PDF-documenten te maken die zijn geoptimaliseerd voor prepress-afdrukken van hoge kwaliteit. De gemaakte PDF-documenten kunnen worden geopend met Acrobat en Adobe Reader 5.0 en hoger.)
    /NOR <>
    /POL <>
    /PTB <>
    /RUM <>
    /RUS <>
    /SKY <>
    /SLV <>
    /SUO <>
    /SVE <>
    /TUR <>
    /UKR <>
    /ENU (Use these settings to create Adobe PDF documents best suited for high-quality prepress printing.  Created PDF documents can be opened with Acrobat and Adobe Reader 5.0 and later.)
  >>
  /Namespace [
    (Adobe)
    (Common)
    (1.0)
  ]
  /OtherNamespaces [
    <<
      /AsReaderSpreads false
      /CropImagesToFrames true
      /ErrorControl /WarnAndContinue
      /FlattenerIgnoreSpreadOverrides false
      /IncludeGuidesGrids false
      /IncludeNonPrinting false
      /IncludeSlug false
      /Namespace [
        (Adobe)
        (InDesign)
        (4.0)
      ]
      /OmitPlacedBitmaps false
      /OmitPlacedEPS false
      /OmitPlacedPDF false
      /SimulateOverprint /Legacy
    >>
    <<
      /AddBleedMarks false
      /AddColorBars false
      /AddCropMarks false
      /AddPageInfo false
      /AddRegMarks false
      /ConvertColors /ConvertToCMYK
      /DestinationProfileName ()
      /DestinationProfileSelector /DocumentCMYK
      /Downsample16BitImages true
      /FlattenerPreset <<
        /PresetSelector /MediumResolution
      >>
      /FormElements false
      /GenerateStructure false
      /IncludeBookmarks false
      /IncludeHyperlinks false
      /IncludeInteractive false
      /IncludeLayers false
      /IncludeProfiles false
      /MultimediaHandling /UseObjectSettings
      /Namespace [
        (Adobe)
        (CreativeSuite)
        (2.0)
      ]
      /PDFXOutputIntentProfileSelector /DocumentCMYK
      /PreserveEditing true
      /UntaggedCMYKHandling /LeaveUntagged
      /UntaggedRGBHandling /UseDocumentProfile
      /UseDocumentBleed false
    >>
  ]
>> setdistillerparams
<<
  /HWResolution [2400 2400]
  /PageSize [612.000 792.000]
>> setpagedevice


