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This is Bart, with his collection of BART commuter 
timetables. Bart has not joined the AATTC, nor the 
NAOTC—yet. When he does so, he will surely 
cause the average age of our members—now about 
55 and creeping up by one year every year—to drop 
dramatically. IF he does. That’s the problem—
membership of organisations like ours seems no 
longer to be attractive to the young. Nor to women 
it seems– it’s a blokey kind of thing, although I did 
meet a female TT collector on an Amtrak train just 
recently. Timetables themselves have never gone 
out of fashion nor apparently has interest in them. 
It’s just that, with everything freely available on the 
Internet these days, there seems to be little incentive 
to facilitate one’s interest by joining groups such as 
ours. 
You will renew this year, won’t you? 
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Y ou must take the A train 
To go to Sugar Hill way up in Har-
lem 

If you miss the A train 
You'll find you missed the quickest way to 
Harlem 

Hurry, get on, now it's coming 
Listen to those rails a-humming 

All aboard, get on the A train 
Soon you will be on Sugar Hill in Harlem 

"Take the A Train" is a jazz standard by 
Billy Strayhorn, referring to the A subway 
service that runs through New York City, 
going at that time from eastern Brooklyn 
up into Harlem and northern Manhattan, 
using the express tracks in Manhattan. 
Strayhorn, a Pittsburgh soda jerk, wrote the 
tune in 1938, inspired by the subway direc-
tions to Duke Ellington's home for their 
first meeting. It became Ellington’s signa-
ture tune and often opened the shows of 
Ella Fitzgerald.  

I rode the “A” train just recently– hurtling 
through the strange musts that permeate a 
New York subway tunnel, rattling over 
crossings and screeching round the sharp 
curves in Lower Manhattan. These are 
images familiar  to most New Yorkers, 5 
million of whom use the Subway every 
day. 

The present NY subway system is an amal-
gamation of 3 separate systems– the BMT, 
IRT and IND networks. In June 1940, the 
transportation assets of the former BMT 
and IRT systems were taken over by the 
City of New York for operation by the 
City's Board of Transportation, which al-
ready operated the IND system. In 1953 
the New York City Transit Authority, a 
state agency incorporated for the benefit of 
the city, now known to the public as MTA 
New York City Transit, succeeded the 
BoT. 

A combination of factors had this takeover 
coincide with the end of the major rapid 
transit building eras in New York City. 
The City immediately began to eliminate 
what it considered redundancy in the sys-
tem, closing several elevated lines includ-
ing the IRT Ninth Avenue Line and most 
of the IRT Second Avenue El in Manhat-
tan, and the BMT Fifth and Third Avenue 
Lines and most of the BMT Fulton Street 
Line in Brooklyn. 

Despite the unification, a distinction be-
tween the three systems survives in the 
service labels: IRT lines (now referred to 
as "Division A") have numbers, BMT/IND 
(now collectively "Division B") lines use 
letters– although this system came rela-

How to get to Sugar Hill 
GEOFF LAMBERT rides the “A” train 

tively late in the piece. At the time that 
Strayhorn wrote “Take the A Train”, the 
nomenclature was nearly brand new. The 
“A” train was an IND Division route, inter-
leaved with the “AA”- the double letter 
signifying an all-stops version of the lim-
ited-stop “A” express. 

The A and AA were the first services on 
the IND Eighth Avenue Line when it 
opened on September 10, 1932. The A ran 
express between 207th Street and Hudson 
Terminal (today's World Trade Center 
station), and the AA was a local between 
168th Street and Chambers Street 
(adjacent to Hudson Terminal). During 
late nights and Sundays, the A didn't run 
and the AA made all stops along the line. 

The A Express runs on tracks A3 and A4, 
which are the middle pair of 4 tracks, al-
though in some places the pair is separated 
vertically rather than horizontally. The AA 
runs (or ran) on the outer tracks A1 and 
A2. Under the East River between Lower 
Manhattan and Brooklyn, there are only 2 

tracks, A3&A4, shared by the A and the 
AA. 

The A was extended to Jay Street–
Borough Hall on February 1, 1933, when 
the Cranberry Street Tunnel to Brooklyn 
opened; an extension to Bergen Street 
opened on March 20, and to Church Ave-
nue on October 7. 

On April 9, 1936, the IND Fulton Street 
Line was opened to Rockaway Avenue. 
On December 30, 1946 and November 28, 
1948, the line was extended to Broadway–
East New York (now Broadway Junction) 
and Euclid Avenue, respectively. 

On April 29, 1956, Grant Avenue was 
opened, and the line was extended over the 
BMT Fulton Street Line to Lefferts Boule-
vard. 

Two months later, on June 28, 1956, the 
former Long Island Rail Road Rockaway 
Line was converted to subway specifica-
tions, and service began to Rockaway Park 
and Wavecrest (Beach 25th Street). At this 
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time, rush hour express service on the Fulton Street Line 
with the E train began. 

On January 16, 1958, a new terminal was created at Far 
Rockaway–Mott Avenue, and the through connection to 
the Long Island Rail Road's Far Rockaway station was 
severed. 

In 1963, the E train was extended to the Rockaways, and 
the A train ran local to Euclid Avenue or Lefferts Boule-
vard at all times. (CC shuttle service from Euclid Avenue 
provided all service to the Rockaways). 

On July 9, 1967, the A train was extended to Far Rock-
away middays, evenings, and weekends, replacing the CC 
shuttle on that branch. Five years later, it would also be 
extended during rush hours. 

On January 2, 1973, the A train became the express ser-
vice along Fulton Street and the E train became the local. 

In 1986, the IND practice of using double letters to indi-
cate local service was discontinued. The AA service was 
renamed the K. In 1988, it was discontinued and replaced 
by the C. 

Until 1990, the main service was to Lefferts Boulevard, 
while the Far Rockaway service did not run late nights; at 
this time, a transfer to a shuttle at Euclid Avenue was 
available. In 1990, this pattern was switched, with late-
night A service running to Far Rockaway only. A shuttle 
now provides service from Euclid Avenue to Lefferts 
Boulevard during late nights. A few years later, special A 
service began running from Rockaway Park to 59th 
Street-Columbus Circle during the morning rush, and 
from 59th Street–Columbus Circle to Rockaway Park 
during the evening rush. 

In 1999, the A became the express on the Fulton Street 
Line on weekends after C service was moved from World 
Trade Center to Euclid Avenue during that time. 

On January 23, 2005, a fire at the Chambers Street signal room 
crippled A and C service. Initial assessments suggested that it 
would take several years to restore normal service, but the dam-
aged equipment was replaced with available spare parts, and 
normal service resumed on April 21. 

The NYC subway was rather like the London Underground, in 
that public timetables were, for long, not considered necessary 
due to the very frequent service. In my own time in NY, in the 
mid-1970s, the City produced a variety of small vest-pocket sized 
timetables for individual stations, but these never seemed to be 
very popular . Nowadays, NYC Transit produces a “DL”-sized 
public timetable for each line, folding out sometimes to the 
American equivalent of A2 paper size. These are full timetables 
containing most times at most stopping stations, although some 
segments show entries such as “then every 15 minutes until 3 
pm”. They are, of course, also available on the web. 

The timetable reproduced here is an Employee Time Table, No. 
144 of 15-December-1940, to take effect at 12:03½ A.M. 
(precisely?). NYCT employee timetables are rather hard to find, 
although they were obviously produced in large numbers and at a 
high frequency– the example shown is No. 144, for a line only 8 
years old at the time, suggesting at least a monthly issue. ETTs 
for NYC Transit are still produced and today exist in PDF form 
as well as in hard copy. 

This one is 101 pages long and seems to have been produced at a 
time when the system was in a state of flux, as a considerable 
portion of it is devoted to “Superseding Timetables”, covering 
single-track operation on parts of the system between midnight 
and 5 am 

Like many systems (Sydney’s for instance), each train receives a 
run number, which it keeps for most of its time on the tracks. Run 
1 comes into service at 12:53½ and returns to its starting point at 
roughly 2hour 20 minute intervals, after having made a return trip 
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to Rockaway, having a 15 minute layover 
there.  At this hour of the night, there are 
12 trains in service and the frequency is 
thus about every 12 minutes, and remains 
that way until dawn, when more and more 
trains begin to enter the system. 

Trains in each direction are shown on 
facing pages (above) and an attempt is 
made to match the run numbers on each of 
these pages, so it is very easy to see the 
history of each run– indeed it forms a 
tabular version of the “zig-zag” diagram 
used by Sydney’s CityRail today. 

Many times, including departure times at 
the termini, are given to the half-minute. 
The first train of the day—actually one of 
the last of the day before—is like this and 
accounts for the otherwise inexplicable 
commencement time for the entire timeta-

ble. 

ETT #144 also 
contains the times 
for  the Hoyt St-
Court St shuttle, a 
1.5 minute journey 

in Brooklyn. Run by a single train, which 
made 152 trips per day, the motormen 
spent more time walking from end to end 
of the train than they did actually driving 
(lower right). 

Sixteen pages of ETT #144 are devoted to 
various “Superseding Timetables” (lower 
left). These tables, which came into opera-
tion only when a “General Order” was 
issued, allowed single track operation at 
night over either track A3 or A4 between 
Chambers and Jay Sts under the East 
River. This was, presumably, to allow 
maintenance work on the other track. It 
illustrates well how a short bottleneck can 
have flow-on effects over an entire line.  
Service frequency had to be decreased 
from 5 to 4 trains per hour, to accommo-
date this 2 mile section of single track. It 

was not possible, of course, to divert the A 
onto the AA “local” track, because there 
was no “Local” under the river. Travel 
timers were still 54 minutes under these 
conditions.  

Page 101 of the ETT is a table of distances 
and running times for the entire route, 
which was 18.55 miles long, with 27 Ex-
press stops in 1940. John Randell, who 
designed the master plan for Manhattan in 
1811 decreed that numbered streets, which 
run East-West, were to be spaced at ex-
actly 20 to the mile. On the A line, Ex-
press stops are  spaced at very irregular 
distances, with a 66 block-3.3 mile gap 
between 59th and 125th. This is the real 
reason that the “A” is an “Express”. There 
are actually 6 stations in this gap, served 
by the AA train. 

But 125th is really the heart of Harlem, 
and Duke Ellington’s club was nearby, 
making his advice to Billy Strayhorn to 
“Take the A train” sound advice indeed. 
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O ne of the first bus services other 
than my local one of Royle Bros. 
which I came to notice when I first 

started travelling was the route 53, from 
Chatswood to Riverview. At that time, in 
early 1955, it ran from a stand on the west 
side of Chatswood Station, just north of 
Royle Bros.’ two stands and two buses 
would arrive on the route 53 at about 9.15, 
when I normally arrived in Chatswood on 
my way to school. However, in August 
1955, Hunter’s Hill Bus Co., who ran the 
53, took over the Gladesville service, the 
route 95, from Newman’s Longueville Bus 
Co. The 53 and Newman’s remaining ser-

vice, the route 127 to Longueville, 
swapped their stands to the opposite sides 
of Chatswood station, so that Hunter’s Hill 
services both now operated from the west-
ern side, as Longueville’s two services had 
done previously. At the same time, since 
Hunter’s Hill now had two services be-
tween Lane Cove and Chatswood, with the 
53 running by the longer route, the number 
of buses arriving at Chatswood on the 53 
around 8.15 was reduced to one. 

This state of affairs continued at the time I 
first obtained a timetable for the 53 
(below). The service was basically covered 

by one bus. In peak hours it varied be-
tween runs to and from Riverview and the 
intermediate terminal at Mowbray Road 
and Centennial Avenue (this section of the 
route was shared with the 128 to Mowbray 
Road West.) There were additional school 
days only services between Riverview and 
Lane Cove. These could have been oper-
ated by one bus in the morning (but what 
did it do between 7.55 and 8.48?), but two 
were required in the afternoon. 

Off-peak service ran between Riverview 
and Chatswood, at approximately hourly 
intervals, with one run from Riverview, at 
12.10, going only as far as Lane Cove. 
Since there is no gap in service to allow for 
a meal break, presumably two drivers were 
required, with each of them also driving 
school bases in the peak hour when they 
were not driving the main 53 bus. Service 
was also provided on Saturdays during 
shopping hours. 

My next timetable was issued on Monday 
20th September 1976 (pages 7&8), taking 
effect at 12.01 a.m., an hour at which no 
buses were running. It was issued by the 
successor to Hunter’s Hill, North and 
Western Bus Lines. The service from 
Chatswood to Centennial Avenue had 
passed to the route 43, Chatswood to Ryde, 
and this section was no longer covered by 
the 53, except for two journeys on school 
days, which are marked CA. These pro-
vided service from that area of Lane Cove 
to Lane Cove Public School, which could 
not be covered by the route 43, which ran 
too far to the west. Instead of operating via 
Centennial Avenue, the route 53 now ran 
along Nundah and Ralston Streets, close to 
the Pacific Highway along which the route 
95 ran, but with a steep climb up to the 
Highway. Since this area provided fewer 
customers than the old route, the River-
view end of the service became the more 
important one, Service at the Riverview 
end was now extended from Kallaroo 
Road, the original terminal via the River-
view Estate, with buses running in a loop 
between the two, apparently going back-
wards in time when the order of service did 
not match the order of the columns in the 
timetable. Off-peak service now only ran 
during the mornings, while there were now 
three school days only buses in the after-
noon from Lane Cove to Riverview. 
Traces remain of a single morning school 
days only bus, imperfectly erased from the 
timetable, but by the time I obtained it, 
school children had to ride on the regular 
buses in the morning (or were there other 
unrecorded school buses not in the timeta-
ble?) Saturday service was still provided, 
with only alternate trips going to River-

Buses to Riverview 
JIM O’NEIL  

Hunter’s Hill Bus Co. Route 53 Riverview to Chatswood: 19th 
September 1960. 
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view Estate. It also started later, at 8.16 
instead of 7.30, and finished earlier, 12.28 
instead of 1.40. 

The next timetable was issued in March 
1988 (see page 9). By this time, North and 
Western timetables came with a map. We 
can see the route via Nundah and Ralston 
Street north of Lane Cove, a little to the 
left of the Pacific Highway. Further left is 
Centennial Avenue, which is not marked 
as part of the route, even though the school 
buses marked CA are still being operated, 
At the southern end of the route Kallaroo 
Road is to the right (the name is largely 
obscured by black line of the bus route: 
Riverview Estate is the loop to the right. 
The service is generally similar to that 
operated in 1976. There are now extra 
buses from Riverview to Lane Cove only 
in the morning and the number in the after-
noon in the reverse direction has been 
reduced from four to two. Saturday service 
operates at the same frequency, but all runs 
now go via the Riverview Estate. 

In August 1989 North and Western took 
over the services of Harbour City Coaches, 
including the Chatswood to Colwell Cres-
cent service, then numbered 264 (formerly 

52: see The Times August 2003 for de-
tails). North and Western combined the 
routes 53 and 264 under the latter number, 
avoiding any running over the Chatswood 
to Gladesville service, now numbered 536. 
However, the number 264 was soon as-
signed to the Wynyard to Ryde via Lane 
Cove service and 532 became the number 
of the Riverview service. I have included 
the timetable for the 532 reprinted in Octo-
ber 1998 (see page 9). The map shows 
several changes, the most obvious being 
the diversion through Chatswood West, 
instead of Mowbray Road and the Pacific 
Highway. The route in Riverview has been 
simplified into a single loop - with Kalla-
roo Road covered only by two services in 
shopping hours, marked K - and operating 
via Hamilton Avenue at the northern end, 
which had been part of the old route 224 
Tambourine Bay service. The school ser-
vice via Centennial Avenue now operates 
via Nundah and Ralston instead of the 
corner of Centennial and Mowbray. The 
morning service leaves Nundah and Ral-
ston at 8.20, marked P, but no correspond-
ing afternoon service is shown. 

In peak hours the buses don’t run via West 
Chatswood in the contra-flow direction. 

Saturday service has been extended into 
the afternoon and combined with the route 
261, Queen Victoria Building to Lane 
Cove Post Office via River Road, by divid-
ing the 532 at Lane Cove. A few buses do 
still run from Chatswood through to River-
view, but mostly passengers much change 
to or from the 536 to Gladesville, whose 
departure times from Chatswood are 
shown with a C. There is one such service 
during weekdays, at 1.59 from Yallambie 
Street, with a Chatswood connection via 
the 536. 

The route 532 was a casualty of the gov-
ernment takeover of North and Western. 
Chatswood to Colwell Crescent resumed 
as a separate service, route 255, no buses 
ran via Nundah and Ralston, while River-
view was served by a diversion of the West 
Lane Cove service, numbered 253, provid-
ing hourly service at the off-peak (see 
column E on the timetable dated 24 June 
2001 on page 10) There are no buses any 
more to Kallaroo Road, and Riverview is 
served in peak hours only in the peak di-
rection. 

 

North and Western Bus Lines. Route 53 Riverview to Chatswood: 20th September 1976 
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North and Western Bus Lines. Route 53. Riverview to Chatswood: March 1988 
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North and Western Bus Lines. Route 532 Chatswood to Riverview: reprinted October 1998 
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Sydney Buses, Routes 252-254. Lane Cove West to City, inbound Mondays to Fridays, 24 June 2001 
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S TEAM TRAIN MAURY, who has 
died in Napoleon, Ohio, aged 89, 
started life as Maurice Graham and 

was drawn by a whistle to hop on a freight 
train to freedom and, much later, fame. 

Graham, who found that fame as the first 
and only grand patriarch of the hobos in 
the US, was the chief caretaker of hobo 
myths, a cornerstone of which is "taking 
the westbound" - the term for death. His 
final westbound freight left the yard when 
he suffered the last of several strokes and 
slipped into a coma. 

In 1990 Graham co-wrote a book about his 
life, Tales of the Iron Road: My Life as 
King of the Hobos; he had been crowned 
king five times at the US national hobo 
convention in Britt, Iowa - in 1973, 1975, 
1976, 1978 and 1981. In 2004 he was 
anointed grand patriarch. No one else has 
ever been named a hobo patriarch. Graham 
also had the title "Life King of the Hobos 
East of the Mississippi". 

When he was asked in 1989 whether it was 
true that some hobos read timetables, Gra-
ham replied: "It's a shame, but I don't 
know what we can do about it." 

Hobos belong to that part of the American 
imagination where real history merges 
with showmanship. Since the Civil War, 

itinerant men have snuck onto freight 
trains for free rides, and as field hands, 
loggers and miners they had much to do 
with building the American West and 
shaping industry. During the Depression, 
more than 1 million desperate people rode 
the rails in search of work. 

They were admired as much as pitied. 
John Steinbeck called hobos "the last free 
men" and by the late 19th century hobos 
had formed their own tongue-in-cheek 
union, Tourist Union Local 63. Officials in 
Britt offered Local 63 their town for its 
annual convention in 1900 and were 
shocked when big-city reporters showed 
up and did not treat the event as the joke it 
was intended to be. By 1933 Britt, by then 
known as "the hobo town", decided to 
capitalise on the unlikely confab. It mar-
keted the convention and crowned hobo 
royalty. 

But now hobos are scarce, as freight car-
riages have been sealed and the prosecu-
tion of trespassers has tightened. Graham 
had said some pretenders were "show-bos, 
not hobos", but he was one of the last of 
the authentic, undisputed, old-time hobos. 
Graham gave the crowds what they were 
looking for, including a flowing white 
beard, a walking stick decorated with owl 
feathers and stories about friends such as 

Frying Pan Jack and the Pennsylvania Kid, 
who shaved with a piece of glass from a 
Coke bottle. He was reputed to have 
amassed the world’s largest rail schedule 
collection. 

Graham was born in Atchison, Kansas. He 
first hopped on a train in 1931, at age 14, 
but eventually settled down, learned the 
cement-mason trade and was an army 
medical technician during World War II. 
By 1971, he was a labourer with a wife, 
two children and a bad hip that kept him 
from working much. So one day he again 
hopped on a freight carriage with a vague 
idea that he would relive hobo memories 
and see his wife, Wanda, in a few weeks. 
But it was 1981 when he returned. Wanda 
agreed to go out for dinner and talk. (She 
paid, of course.) He wanted to come home, 
and she ultimately could not resist his 
charm. 

A reviewer of his book in the Los Angeles 
Times wondered if it neglected "a darker, 
hard-drinking, womanising, gambling side 
of Graham's nature" in its emphasis on 
hobo chivalry. 

In addition to his wife of 69 years, Graham 
is survived by two daughters, five grand-
children and seven great-grandchildren. 

Douglas Martin The New York Times 

Voice of the hobos, and guardian of their traditions 
Steam Train Maury, 1917-2006 "Taking the westbound" 
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100 years of Central Station 1906-2006 



The Times   January 2007 13  

S eventy-five years ago this month, the 
slumbers of Sydney’s North Shore 
residents were disturbed by eerie 

clanking noises, as a strange procession of 
trains trundled up and down their railway 
line. Those who staggered blearily to their 
windows would have seen a ghostly pro-
cession of four steam locomotives—one in 
steam, the others cold and dead. 

For more than a week from 13th January, 
several times per night, such trains made 
their way from Enfield to North Sydney, 
via Hornsby. They were of course being 
amassed at North Sydney for load testing 
of the Sydney Harbour Bridge, which 
opened on 19th March 1932. 

Accounts vary as to how many engines 
were required; it seems to have been some-
where between 76 (from some STNs) to 92 
(according to the Sydney Morning Herald).  
The total weight seems to have been  8 to 
9,000 tons. The idea was to test, in se-
quence, the northern approaches, the 
southern approaches and the main span. 
Testing was planned for night time because 
the summer sun had differential effects on 
each side of the bridge, expanding one side 
relative to the other. There are many pho-
tos, however, of the locos. sitting on the 
bridge in daylight.  There were, of course 4 
tracks on the bridge from its opening, two 

of them being for trams. 

The locomotives y were engines of the 24, 
25, 50 and 53 class. The smaller engines 
were mostly on their last legs and many 
were condemned after they had done their 
bit for the testing. 

Several STNs were issued to cover the 
movement of trains to and from the North 
Sydney Works Siding. STN10 and STN13 
covered the forward movement for the 
week beginning Wednesday 13th January 
(except the Sunday); we show STN13 on 
our pages 14-15.  

Each STN showed timetables for 4 trains 
per night heading south from Hornsby, but 
some of these were alternative tables, de-
pending on whether the engines being 
transported were with or without their side-
rods. The trains had previously moved in a 
similar fashion from Enfield to Hornsby. It 
would seem that 3 trains ran on most 
nights, the total number of engines which 
could be moved by such a schedule us 84. 
On arrival at North Sydney, all 4 engines 
of each train, including the “live” engine, 
were stabled to await the testing days.  

For the testing, on the 4th and 5th of Feb-
ruary, no STN was needed because the 
tracks involved were not officially in ser-
vice.  Sixteen engines, marshalled in 4 

trains of 4, 1 train per track,  tested the 
northern approaches and the southern ap-
proaches, where they were then  stabled 
overnight. Next day they were joined by 76 
more for the testing of the main span. 

STNs 53, 65 & 72 covered the return jour-
ney which was again staged via Hornsby,  
Two 4-loco trains ran to Hornsby on each 
of 17 and 18 February and four 4-loco 
trains left North Sydney on 4 nights be-
tween Saturday 27 February to Wednesday 
3rd March. at half-hour intervals starting at 
12:30. No mention was made of engines 
with or without side-rods, nor for alterna-
tive schedules. This accounts for 80 en-
gines. Some engines were semi-
permanently stored at Hornsby, but the rest 
continued to Enfield. 

Many other STNs were issued at this time 
in association with the bridge works. These 
included timetables for the catenary train, 
for training drivers in electric train running 
over the bridge and in moving the con-
struction locos back and forth along the 
line. For a while a 19-class loco was shed-
ded at Milsons Point station– the old one, 
presumably.  

Many thanks to the Railway Resource 
Centre for supplying us with the STNs. 
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Seventy five years after its opening, the Sydney Harbour Bridge was still featuring in Spe-
cial Train Notices. We can be sure that the 1932 STNs were not as colourful as this one. 


