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The Railway Journey

Ou tombent les poteaux minces dul télégraphle
Dont les fils ont V'allure étrange d’un paraphe.

(The scene behind the carriage wi‘nd(;‘wl-eparl1aeis;1 .
Goes flitting past in furious flight; whole p

With streams and harvest-fields and trees and blue ‘ [3] |
Arle swallowed by the whirlpool, whereinto |

The telegrapl's slim pillars ©OPPIE OB o | | Railroad Space
' ires look strangely like a " ' : . .
Whose Wi and Railroad Time

Economically, the railways’ operation . . . causes distances to
diminish . . . Lille suddenly finds itself transported to Louvres;
Calais to Pontoise; le Havre to Poissy; Rouen to Sévres or to
Asniéres; Reims to Pantin; Strasbourg to Meaux; Lyon to a place
half-way between Melun and Corbeil; Marseilles to Nemours;
Perpignan to Pithiviers; Bordeaux to Chartres or to Etampes;
Nantes to Arpajon, etc.

— Constantin Pecqueur, 1839

‘Annihilation of space and time’ was the early-nineteenth-
century characterization of the effect of railroad travel. The
concept was based on the speed that the new means of transport
was able to achieve. A given spatial distance, traditionally cov-
ered in a fixed amount of travel time, could suddenly be dealt
with in a fraction of that time; to put it another way, the same
amount of time permitted one to cover the old spatial distance
many times over. In terms of transport economics, this meant a
shrinking of space: ‘Distances practically diminish in the exact
ratio of the speed of personal locomotion’, Lardner says in his
Railway Economy.! _

The average traveling speed of the early railways in England
was twenty to thirty miles an hour, or roughly three times the

* 4 1 )I . -
29 laul Verlaine, Qeuvres poehques fD"lplﬂeq ([ ans 951 P 106 The Cyde La bonne,

! j in the winter .
g}ar;zs \‘?,earfai:,:tst:{;ctled Verse and Prose Poents, (New York, 1947)
in , :

| (321

1. D. Lardner, Railway Economy (London, 1850), p. 35.
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The Railway Journey

speed previously achieved by the stagecoaches.? Thus, any
given distance was covered in one-third of the customary time:
temporally, that distance shrank to one-third of its former
length. In early-nineteenth-century writings the temporal dim-
inution is expressed mostly in terms of a shrinking of space. An
article published in the Quarterly Review in 1839 speaks of ‘the
gradual annihilation, approaching almost to the final extinction,
of that space and of those distances which have hitherto been
supposed unalterably to separate the various nations of the

globe’, and continues:

For instance, supposing that railroads, even at our present simmer-
ing rate of travelling, were to be suddenly established all over
England, the whole population of the country would, speaking
metaphorically, at once advance en masse, and place their chairs
nearer to the fireside of their metropolis by two-thirds of the time
which now separates them from it; they would also sit nearer to one
another by two-thirds of the time which now respectively alienates
them. If the rate were to be sufficiently accelerated, this process
would be repeated; our harbours, our dock-yards, our towns, the
whole of our rural population, would again not only draw nearer to
each other by two-thirds, but all would proportionally approach the
national hearth. As distances were thus annihilated, the surface of
our country would, as it were, shrivel in size until it became not
much bigger than one immense city.?

The image of a temporal shrinkage seen as a spatial one
appeared in an even more extravagant guise in the work of
Constantin Pecqueur, the economist and Saint-Simonian,
whose Economie sociale received a prize from the Institut de
France in 1838. Here, the temporally shrunk transport space is a
new geography of France, a geography based on the new
conditions of speed, a condensed geography, as it were. The
cities of France approached each other while simultaneously
advancing on Paris. These changes in location, enumerated in
2. According to H. G. Lewin, The Railway Mania and its Aftermath, 1845-52 (London, 1936),.

the average speed, up to 1845, was ‘between 20 and 30 miles per hour’ (p. 95). The Great

Western Express, the fastest English train, reached a speed of 46 mph. Lardner says-the

speed of the stagecoaches was a little less than 8 mph (Railiay Economy, p. 36), whereas

Lewin claims that the fastest coaches achieved 10 mph. The actual speed of English
trains in the 1840s, i.e., their top speed, was, according to Lardner, frequently 60 to 70

mph (Railway Economy, p. 170).
3. Quarterly Review, vol. 63 (1839), p. 22.
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the epigraph to this chapter, are summarized in Pecqueur’s
statement that it had become possible to see ‘the new France as
fitting iI"ltO. the space of the old fle-de-France, or its equivalent’
_ The diminution of transport distances seemed to create a new ..
reduced, geography, yet it did not actually alter the size of th(;
Spaces between the points connected by the new mode of
transport. “Yet by a sort of miracle,’ says the Quarterly Review
article, after describing the shrinking process, ‘every man'’s field
yvould/ be found not only where it always was, but as large as ever
it was’. Pe(.:que_ur expressed the same notion in literary hyper-
bole: the diminished transport geography of France cdnt;,ixpiaed
/the true geography of France within it in a condensed form:
‘Each bit of terrain, each field on this surface would still remain
Intact; so would every house in a village, the village itself, or the
town; every territory with its village in the center would ,remain
a province; on the map of the imagination, all of these would
.fmally be reproduced and reduced down to the infinitely small!
Abs for Louvres, or P.ontoise, or Chartres, or Arpajon, etc., it is.
:u;lllc;l;z/f?at they will just get lost in some street of Paris or its
The notion that a French town could fit into a Paris street
demonstrates that the alteration of spatial relationships by the
speed of the railway train was not simply a process that di}r’nin-
}shed space, but that it was a dual one: space was both dimin-
1shefi an.d expanded. The dialectic of this prdcess states that this
diminution of space (i.e., the shrinking of transport time)
causeq an expansion of transport space by incorporating new
areas into the transport network. The nation’s contraction into a
metropolis, as described in the Quarterly Review, conversel
appeared as an expansion of the metropolis: 'by establishiny
transport lines to ever more outlying areas, the metro oli§
tended to incorporate the entire nation. Thus the epoch o? the
z;:il:?url‘)s;‘L Oft ft\he amoebic proliferation of the formerly contained
S Into the surroundin i i i
roads. This is Lardner in 1§5§?untrYSlde/ pegan with the raik

It is not now unusual for persons whose place of business is in the
centre of the capital, to reside with their families at a distance of from

4. Constantin Pecqueur, Economie sociale (Paris, 1839), vol. 1 p- 26
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fifteen to twenty miles from that centre. Nevertheless, they are able
to arrive at their respective shops, counting-houses, or offices, at an
early hour of the morning, and to return without inconvenience to
their residence at the usual time in the evening. Hence in all direc-
tions round the metropolis in which railways are extended, habita-
tions are multiplied, and a considerable part of the former population
of London has been diffused in these quarters.”

The notion that the railroad annihilated space and time was
not related to that expansion of space that resulted from the
incorporation of new spaces into the transport network. What
was experienced as being annihilated was the traditional space
_time continuum which characterized the old transport tech-
nology. Organically embedded in nature as it was, that tech-
nology, in its mimetic relationship to the space traversed; permitted
the traveler to perceive that space as a living entity. What
Bergson called the durée (duration, the time spent getting from
one place to another ona road) is not an objective mathematical
unit, but a subjective perception of space-time. The dependence
of this perception on transport technology illustrates Durk-
heim’s notion that a society’s space-time perceptions are a
function of its social rhythm and its territory.® ‘What is decisive’,
says Erwin Straus, discussing the psychology of distances, ‘is
not the objectively measured distance, but the relation-of such
distance to potentiality.’7 Transport technology is the material
base of potentiality, and equally the material base of the travel-
er's space-time perception. If an essential element of a given
sociocultural space-time continuum undergoes change, this will
affect the entire structure; our perception of space-time will also
- lose its accustomed orientation. Sorokin, following Durkheim,
distinguishes between sociocultural and physico—mathematical
notions of space-time, and has described the hypothetical- ef-
fects of a sudden replacement of customary. sociocultural time
measures with purely mathematical ones: ‘If we try to replace
sociocultural time by a purely quantitative time, time becomes
devitalized. If loses its reality, and we find ourselves in an exceedingly
difficult position in our efforts to orient ourselves in the time process, to

5. Op. cit., p. 36. .

6. Emile Durkheim, The Elementary Forms of the Religious Life (Glencoe, 1il., 1947}, pp- 10-11,
440. :

7. Erwin Straus, The Primary World of the Senses (New York and London, 1963), p. 385.
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find out “‘where we are” an . '
“the bridge of time”’.® (Ital?c??ﬁrifigi::i;)ther soctl phenomea on
Thus, the idea that the railroad annihilated space and time
must be seen as the reaction of perceptive powers that, formed
by a certain transport technology, find suddenly that tec’hnolo
has been replaced by an entirely new one. Compared to tﬁz
eqtechnical space-time relationship, the one created by the
railroad appears abstract and disorientating, because thg] rail-
road — in realizing Newton’s mechanics — negated all that
characterized eotechnical traffic; the railroad did not appear
epredded in the space of the landscape the way coac.k}xj an
hlghway are, but seemed to strike its way through it.
Hemrl'c.h- Heine captured the disorientation experienced b
the traditional space-time consciousness when confronted bz
the"new technology; apropos the opening of railway lines from
Paris to Rouen and Orléans in 1843, he wrote of the ‘tremendous
foreboding such as we always feel when there comes an enor-
mous, an gnheard—of event whose consequences are imponder-
able and incalculable’, and called the railroad a ‘providential
feven,t’, cpmparable to the inventions of gunpowder and print-
ing, ‘which swings mankind in a new direction, and chan Es the
color and shape of life’. Heine continues in this vein: 8

What cl:1anges must now occur, in our way of looking at things, i
our notions! Even the elementary concepts of time and s acegh';a\l/rl
be:g}t\lq to vacillate. Space is killed by the railways, and \A}')e are leti
:n time alpne; . . . Now you can travel to Orléans in four and a half
ours, and it takes no longer to get to Rouen. Just imagine what will
happen when the lines to Belgium and Germany are completed and
connected up with their raitways! I feel as if the mour}:tains d
forests of all countries were advancing on Paris. Even now | Iign

~ smell the German linden trees; th ’s i
oainst my doo? ; the North Sea’s breakers are rolling

We have now clearly stated the two contradictory sides of the
same process: on one hand, the railroad opened up new spaces
that were not as easily accessible before; on the other, it did so
Py destroying space, namely the space between poi/nts That
in-between, or travel space, which it was possible to ’.savor’

8. Pitrim A. Sorokin, Sociocultural Causali i )
r r , usality, Space, ime
9. Helng, Lutezia, pt 2, lvii, Elster ed., voil.l 6,P;.a36(gfd T (Dusham, NG, 1943) p- 157
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while using the slow, work-intensive eotechnical form of trans-
port, disappeared on the railroads. The railroad knows only
points of departure and destination. ‘They [the railways] only
serve the points of departure, the way-stations, and the ter-
minals, which are mostly at great distances from each other’,
said a French author in 1840, ‘they are of no use whatsoever for
the intervening spaces, which they traverse with disdain and
provide only with a useless spectacle’.’

As the space between the points — the traditional traveling
space — was destroyed, those points moved into each other’s
immediate vicinity: one might say that they collided. They lost
their old sense of local identity, formerly determined by the
spaces between them. The isolation of localities, which was
created by spatial distance, was the very essence of their ident-
ity, their self-assured and complacent individuality. Heine’s
vision of the North Sea breaking on his doorstep in Paris was
tinged with ‘tremendous foreboding’ because both localities —
Paris and the North Sea — were still presented in their mutually
isolated state, ‘worlds apart’: thus their collision appeared un-
fathomable. Thirty years later, as an interlocking ‘network of
railroad lines connected all of Europe, that kind of conscious-
ness was no longer realistic. Regardless of their geographical
remoteness, the regions appeared as close and as easily access-
ible as the railways had made them. One generation after Heine,
the more privileged inhabitants of Paris had the option of letting
themselves be transported, in a matter of hours, to a region that
was as distant from their city as Heine’s North Sea. The Mediter-
ranean does mnot extend its shores right up to Parisian
thresholds, but it could be reached so much more quickly than
before that the journey there was no longer experienced as such.
The Parisians who migrated south in the winter saw nothing but
blue skies and the sea. As Mallarmé wrote in the winter of
1874/5, in La Derniére Mode, the journal he edited, they are ‘calm,
self-absorbed people, paying no attention to the invisible land-
scapes of the journey. To leave Paris and to get to where the sky
is clear, that is their desire’.! They were no longer travelers —
rather, as Ruskin puts it, they were human parcels who dis-

10. Charles Dunoyer, Esprit cof méthodes compards de I'Angleterre et de la France dans les
entreprises de travaux publics et en particulier des chemins de fer (Paris, 1840), p- 104.
11. Stéphane Mallarmé, Oeuvres complétes, Pléiade ed. (Paris, 1970), p- 843.

[38]

Railroad Space and, Railroad Time

:at'ck.led themselves to their destination by means of the railwa
r%vmg as they left, untouched by the space traversed 7
mOt\;e;le gloough hthe r:;lllroad was incapable of bringing the re-
ns physically to Paris, the speedy and
accessibility of those regior I Peciouen e
gions created a conscio i
that spororitod o Beinds v usness of distance
eine’s vision of space, but with
sense of foreboding. The regi I o e
. ion that could b i
from Paris realized its : ) o
elf for the Parisians b
It ther aopensed as the ns by means of the train.
' product or appendage of the rail
in a phrase of Mallarmé’s: 'Nor. : S B
: mandy, wh i i i
palrat of the Western Railway’." Y, wehicl Bee 3rlttaﬂy, °
partu:)flihljc‘%r:atndy Ranld Brittany, being its destinations, were
stern Railway, then the point of depart I
| ‘ ilway, the ure of that
sarrlle rallwa‘y, the station in Paris, became the entF;ance to those
‘r;?tons.’ 'T}.ns was a common enough notion in the nineteenth
th tury. it is to be found in every one of Baedeker’s travel guides
at recommends a certain railroad station as the point of de .
ture for each excursion. ' par
. The 1c'lentiﬁcation of the railroad station with the traveler’s
westmatxon, and the relative insignificance of the journey itself
herg‘ expressed by Mallarmé in La Derniére Mode, under thé
hiad{ng Gazette et Programme de la Quinzaine; the following sub-
taiz n‘ilgﬁts zczfﬁls]eqtgd icgua;};ly important institutions for enter-
: rairies, Les Théitres, Les Gares (the last i
replaced by Les Voyages). Thus a rai j S eared in no
' 7 . ailroad journey appeared in
;v:ryc k:\:hfferefnt from a visit to the.theater or the Egrary — tr;\g
ase of a train tick qui
puxch et was equivalent to.that of a theater
A generation after Mallarmé, Marcel Proust, in A la Recherche

du temps perduy, disc i
. U, ussed the difference betw j '
train and one in a motorcar: cen & Journey by

zlkz)etojourngy was one. that would now be m‘ade, probably, in a
o Slr1 ;ﬁ?rslezv?:)ght l:vc;uld be Slllpﬁosed to render it more interésting
. at, accomplished in such a way, it would .
‘ . . ; , even b
:;1 : zle;seer rirl'l]c:'re genux}?e, since one would be following more clearlye
imacy, the various contours by which th :
earth is wrinkled. But after al attraction e oor
. all, the special attraction j
. ! _ % of the journe
lies not in our being able to alight at places on the way and’to sto;}),

12. Op. cit., p. 774.
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altogether as soon as we grow tired, l?ut in its n.laking the _difference
between departure and arrival not as 1mpe.rce'zpt|ble_b.ut as intense as
possible, so that we are conscious of it in its totality, intact, as 'lt
existed in our mind when imagination bore us from the place in
which we were living right to the very heart of a place we longed to
see, in a single sweep which seemed miraculoqs to 'us not so .m.uch
because it covered a certain distance as because it united two distinct
individualities of thé world, took us from one name to another narpe;
and this difference is accentuated (more than in a form of locomotion
in which, since one can stop and alight where one choose§, there can

* scarcely be said to be any point of arriv.a_l) by the myf&ternous opera-
tion. that is performed in those peculiar places, railway .statlons,
which do not constitute, so to speak, a part of the surroundm.g_ town
but contain the essence of its personality just as upon their sign-
boards they bear its painted name."

The fate wrought upon the outlaying regions by' the railroads
affected goods even sooner: as long as production and' colr:—
sumption were strictly regional — which they were until t e;
beginning of modern transportation — gooc.ls remalr}ed part Qf
the local identity of their place of production. Their route o
circulation was to be perceived at a glance..Only when modern
transportation created a definite spatial distance l?etween the
place of production and the place of consumption did the goods
become uprooted commodities. In Grundrzs-se, Marx makes an
observation about the relation between spatial distance and the
nature of commodities; it tells us a good c'ieal about how’mo_dern
transportation has affected our perception of goods: This lo-
cational movement — the bringing of the product to the market,
which is a necessary condition of its circulation, except when the
point of production is itself a market — could more precisely be

. e
regarded as the transformation of the product into a commodity’.

(Italics in original.) '

With the spatial distance that the product Fovered on its wa)i
from its place of production to the market, it also lost its lc?ca
identity, its spatial presence. Its concretely sen.sual propertles,f
which were experienced at the place of production as a result 0

13. Remembrance of Things Past, vol. 11, Within a Budding Grove, §; transl. by C. K. Scott

ieff (New York, 1934, pp. 489-90). N
14 lbgaorTCMn:rx,( Grundrisse, Foundations of the Critique of Political Economy (London, 1973), p.

534.
[40]

Railroad Space and Railroad Time

the labor process (or, in the case of the fruits of the land, as a
result of natural growth), appeared quite different in the distant
market-place. There the product, now a commodity, could real-

‘ize its economic value and simultaneously gain new qualities as

an object of consumption. No longer was it seen in the context
of the original locality of its place of production but in the new
locality of the market-place: cherries offered for sale in the Paris
market were seen as products of that market, just as Normandy
seemed to be a product of the railrpad that takes you there.
Pecqueur touches on the notion of the unity of the realization of
economic value and the biological process, using the example of
the ripening of fruit: ‘For instance, economically speaking, and

 for the sake of freshness and price, the cherries of Montmorency

really ripen on the uncultivated summits of the Quartier Lafay-
ette; the roses of Fontenay burst into bloom and fragrance in the
flower beds of the Jardin du Luxembourg; the peaches of Mon-
treuil in the Parc de Monceaux, and the grapes of Fontainebleau,

- too, ripen on some hill closer to Paris than the one where the

Surénes is still greening’.'® -

The regions, joined to each other and to the metropolis by the
railways, and the goods that are torn out of their local relation
by modern transportation, shared the fate of losing their in-
herited place, their traditional spatial-temporal presence or, as
Walter Benjamin sums it up in one word, their ‘aura’.

The detaching of the remote region from its original isolation,
its opening-up by the railroad, can well be defined as the ‘loss of
its aura’, as Benjamin characterizes the aura and its loss in his
essay ‘The Work of Art in the Age of Mechanical Reproduction’.
The notions of spatial-temporal presence and distance were
integral parts of Benjamin’s concept of the aura. He defined the
‘aura of natural objects’ as ‘the unique phenomenon of a dis-
tance, however close it may be’.'® The aura of a work of art is “its
unique existence at the place where it happens to be’.'” This
spatial-temporal singularity, this ’happening-but-once-ness’,
this genuineness of the object, is, according to Benjamin, de-
stroyed by reproduction. ‘The situations into which the product
of mechanical reproduction can be brought may not touch the

15. Op. cit., pp. 34-5..

16. Walter Benjamin, IHuminations, (New York, 1973), p. 222.
17. Ibid., p. 220.
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actual work of art, yet the quality of its presence is atlwa:KZ
depreciated.”’® It is tempting to apply thtlj s:)ategin:aﬂc;oad‘
' i i de accessible by :
outlying regions that were ma by the T
i i they remained, utially
while being opened up to tounsm, ' tially
' i i ical actuality, but their easy,
least, untouched in their physical act gl
’ i i bility robbed them of thel
comfortable, and inexpensive accessl om of e
revi t-of-the-way places. "1he stap
revious value as remote and ou . _
of the district is, in fact, its beauty and 1;} Zhgrafcte; 'ofg ste;lui;zr;
i ! te in 1844, defendin
and retirement’, Wordsworth wrote in e .
District against,the intrusion of the railways.'” The deva}luatlto)n
of outlying regions by their exploitation for masscl tqtrlrtlrs;?fic iz
i i ineteenth century and ai :
means of the railroad in the nine _ O ad
' i i ili nce. As soon as the railr
the twentieth, is a familiar occurre > ralon
i thern England that ha
reached the seaside towns of sout! : had o
i far into the nineteenth century,
strongholds of the aristocracy . .
i . Then the aristocracy r _
the middle classes took them over T e e
iti Scotland, Ireland, an
to remote localities such as . 1, Ire '
District.? Contemporary air-line tourism 18 engaggd in further
devaluation of formerly exclusive, very remote ‘re.glons.f which
The destruction of aura by means of fre};lroductlonér(c:nd tich
jami i jon of. the same
Benjamin speaks, is an expression ot ame that
br01]1ght thepmasses ‘closer’ to the outlying regions mstkt\;: kr)\g:.g
: ire of contemporary masse
teenth.century: ‘The desire 0 [y 0 DRl
ings “ i humanly . . . is just as ar
things “closer” spatially and \ _ .
theixg bent toward overcoming the uniqueness of every realltyaZ};
accepting its reproduction’.21 The remote regions were I

available to the masses by means of tourism: this was merely a

prelude, a preparation for making any unique thing available by

means of reproduction. When spatial distance is nodlor;('g;:;
experienced, the differences between original ;nd re;;rec; ﬁlg.'nl "
imini ilmi tion — i.e., the per
diminish. In the filmic percep — . prion o
j iti f the most disparate images 1 '
montage, the juxtaposition Of 1¢ . nto ot
i i ihilated in-between spaces
unit — the new reality of annih _ : X
clearest expression: the film brings things closer to the viewer a

well as closer together. ' o '
The regions lost their temporal identity in an entirely concrete

. : at, 2.
ig I\'l\)lll‘ljh;xf\ \%Izolr.dsworth, The Prose Works, ed. A. B. Grosart, (London, 1876, vol. 2), p

20. ]. A. R. Pimplott, The Englishman’s Holiday (London, 1947), p. 118.
21. Benjamin, ibid., p- 223.
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sense: the railroads deprived them of their local time. As long as
they remained isolated from each other, they had their individ-
ual times: London time ran four minutes ahead of time in
Reading, seven minutes and thirty seconds ahead of Cirencester
time, fourteen minutes ahead of Bridgwater time.? This patch-
work of varying local times was no problem as long as traffic
between the places was so slow that the slight temporal differ-
ences really did not matter; but the temporal foreshortening of
the distances that was effected by the trains forced the differing
local times to confront each other. Under traditional circum-
stances, a supra-regional schedule would be impossible: times of
departure and arrival are valid only for the place whose local
time is being used. For the next station, with its own time, that
previous time is no longer valid. Regular traffic needs standard-
ized time; this is analogous to the way in which the machine
ensemble constituted by rail and carriage undermined individ-
ual traffic and brought about the transportation monopoly.

In the 1840s, the individual English railway companies pro-

~ceeded to standardize time, but did not coordinate their efforts;

each company instituted a new time on its own line. The process
was s0 novel that it was repeated daily, in the most cumbersome
manner, as Bagwell describes, apropos of the Grand Junction
Company’s procedure: ‘Each morning an Admiralty messenger
carried a watch bearing the correct time to the guard on the
down Irish Mail leaving Euston for Holyhead. On arrival at
Holyhead the time was passed on to officials on the Kingston
boat who carried it over to Dublin. On the return mail to Euston
the watch was carried back to the Admiralty messenger at
Euston once more’.? ' '

When, after the establishment of the Railway Clearing House,

. the companies decided to cooperate and form a national railroad

network, Greenwich Time was introduced as the standard time,
valid on all the lines.* Yet railroad time was not accepted as

2. Philip S. Bagwell, The Transportation Revolution from 1770 (London, 1974), p. 124.

23. Op. cit., p. 125. .

24, Greenwich time is the time kept at the Royal Observatory in Greenwich, founded in
. 1675. ‘The precise standardization of time measurement dates from the foundation of
the Royal Observatory in 1675 according to G. J. Whittow, The Nature of Time (London,
1972). Like the later standard time, the original Greenwich time was created to meet the
needs of expanding traffic, i.e., shipping, in the seventeenth century. Vessels carried
Greenwich time with them on their chronometers, as it was necessary for orientation
and navigation. However, it was not used as a generalized norm for the division of the
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anything but schedule time until late in the century. As thgorasll
network grew denser, .incorporating more an(?l mqre reg; nc,i
the retention of local times became ur'\tenable: in 1880, railroa
time became general standard time 1n England. In Gerrr.\a::e};:
official recognition came in 1893; as early as‘1884, ;.;? 117;
national conference on time sta_ndards, held in Washington,
ivided the world into time zones. .
DCI:r,\ ctlil\zdénited States, the process was more compll_cated, E‘lls
there was no cooperation whatsoever between thg private rail-
road companies. Each company had its own time, in most casesl
the local time of the company’s headquarters. In s.tatxor\;‘.f use .
by several different lines there were cl.ocks shox;vsmg d18 er(tetrl\
times: three of these in Buffalo, six in Plt.tsburgh. In 18 9,_ 11e
United States was divided into four. time zopes, es.sir_ltlihy
unchanged to this day; officially, at first, the times wit lrtlhesz
zones were regarded only as railroad time; In practlce,t ese
became regional standard times, although they were not gl

legal recognition until 1918.

day: Greenwich time was still restricted to the walls of the cabinet that contained the

chronometer during the voyage.
25. John Stover, American Railroads (Chicago, 1961), p. 157.
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Excursus
The Space of Glass
- Architecture

The railroad reorganized space. In architecture, a similar reor-
ganization occurred with the introduction of glass and steel as
new building materials. The railroad machine ensemble muiti-
plied speed and capacity of traffic; steel and glass multiplied the
capacity of roofed structures. Both the railroad and the glass
buildings were direct expressions of the multiplied productivity
brought about by the industrial revolution. The railroad brought
new quantities of goods into circulation; the edifices of glass
architecture — railroad stations, market halls, exhibition pal-
aces, arcades — served as places of transit and storage. The
spatial capacity of glass architecture stands in a similar relation
to the capacity of traditional architecture as the railroad’s ca-
pacity stands to that of preindustrial transportation. This is due to
the greater strength and resistance to stress characteristic of
steel, the necessary complement to glass, compared to the
previously utilized building materials. According to Alfred
Gotthold Meyer, steel, in terms of stress resistance, is forty
times as strong as stone, ten times as strong as wood.' The
combination of steel as the carrier and glass as the filler led to a
reappraisal of all previously recognized architectural principles;
Meyer expresses it as follows:

(1) The reappraisal of strength and mass. By means of mathematical

1. Alfred Gotthold Meyer, Eisenbauten: Ihre Geschichte und Asthetik (EBlingen, 1907), p. 11.
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Dreamlike traveling on the railroad. The towns wk:jlck:l cptass
between Philadelphia and New York ;Fa'[l‘(sen; d :: 1?hat Jyou

i ic i ictures on a wall. .

impression. They are like pictur n 2 el ch novel

the way in a
can read 21l ¢ ——yEmerson, Journals, 7 February 1843

In Goethe’s journal on his trip to Switzerland in 1797, there is

the following entry: |
the Sachsenhausen moun-

cloudy, pleasant weather.
ved with limestone. Woods

shortly after 7:00 AM. On
kept vineyards; foggy,

i ent has been impro
r'rh;:?l%}:)?fﬁ,ep;:fcmh-tower. A man climbing up the great tall beech
in

i .« shoes. What a village! A
i e and iron cleats on his s . lage
geeilf:;lltl?y E:hreofbad, from the hills by Langen. Sprﬁmi‘lmiir;.falizs; ul;
tkfz avement and on the highway up to Langen; St ::d o Tt
breai very often on this plateau, as near Frankfurt. Sanady, ,

land; a lot of agriculture, but meagre . - -

Left Frankfurt
tain, many well-

As Goethe told Eckermann, this jogrr}al was r:}:rtilxyt ;gt‘:fci
iven by the moment’. Thus it is no poet N ,ntu
P a: ; of a journey by coach in the late eighteenth cen try,
deSCﬂPdl OI; im r]essions received on that journey. Ggethe s ng
?r:)ifxoizrac;\kfurpt to Heidelberg consisted of a con_tmuous s

1. Werke, East Berlin ed., vol. 15, pp- 348
Werke, Sophia ed., vol. 2, sec. 3.
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&.: the complete journal of the Swiss journey in‘
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quence of impressions that demonstrate how intense was the
experience of traversed space. Not only the villages and towns
on the way are noted, not only the formations of the terrain, but
even details of the material consistency of the pavement of the
highway are incorporated into his perceptions.

The railway put an end to this intensity of travel, which had
reached its peak in the eighteenth century and had found its
cultural expression in the genre of the 'novel of travels’. The
speed and mathematical directness with which the railroad
proceeds through the terrain destroy the close relationship
between the traveler and the traveled space.” The space of
landscape becomes, to apply Erwin Straus’ concept, geographical
space. 'In a landscape’, says Straus, ‘we always get to one place
from another place; each location is determined only by its
relation to the neighboring place within the circle of visibility.
But geographical space is closed, and is therefore in its entire
structure transparent. Every place in such a space is determined
by its position with respect to the whole and ultimately by its
relation to the null point of the coordinate system by which this
space obtains its order. Geographical space is systematized.”

" Straus sees the railroad as the essential agent of the transforma-

tion of landscape into geographical space:

The modern forms of traveling in which intervening spaces are, as it
were, skipped over or even slept through, strikingly illustrate the
systematically closed and constructed character of the geographical
space in which we live as human beings. Before the advent of the
railroad, geographical connections evolved, for the traveler, from the
change in landscape. True, today the traveler also goes from place to
place. But now we can get on a French train in the morning, and
then, after twelve hours on the train (which is really being nowhere),
we can get out in Rome. The old form of traveling provided for a
more and better . balanced relationship between landscape and

geography.®

The nineteenth century found a fitting metaphor for this loss
of continuity: repeatedly, the train was described as a projectile.
First, the projectile metaphor was used to emphasize the train’s

2. Erwin Straus, op. cit.,- p. 319.
3. Op. cit., p. 320.
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speed, as in Lardner: a train moving at seventy-five miles an
hour ‘would have a velocity only four times less than a ¢cannon
ball'.* Then, as Greenhow points out, there is the cumulative
power and impact that turns a speeding train into a missile:

"When a body is moving at very high velocity, it then, to all

intents and purposes, becomes a projectile, and is subject to the
laws attending projectiles’.5 In 1889, after the complete cultural
assimilation of the railroad, the projectile metaphor was still
quite attractive. 'Seventy-five miles an hour’, says a technical
text published in that year, s one hundred and ten feet a
second, and the energy of four hundred tons moving at that rate
is nearly twice as great as that of a 2,000-pound shot fired from a
100-ton Armstrong gun.”® '
The train was experienced as a projectile, and traveling on it,
as being shot through the landscape — thus losing control of
one’s senses. ‘In travelling on most of the railways . . ./, says an
of the year 1844, 'the face of nature, the
beautiful prospects of hill and dale, are lost or distorted to our
view. The alternation of high and low ground, the healthful
breeze, and all those exhilarating associations connected with
“the Road”, are lost or changed to doleful cuttings, dismal

anonymous author

tunnels, and the noxious effluvia of the screaming engine.”
Thus the rails, cuttings, and tunnels appeared as the barrel
through which the projectile of the train passes. The traveler
who sat inside that projectile ceased to be a traveler and became,
" a5 noted in a popular metaphor of the century, a mere parcel.®
/Tt matters not whether you have eyes or are asleep or blind,
intelligent or dult’, said Ruskin, “all that you can know, at best,
of the country you pass is its geological structure and general

4. D. Lardner, Raihvn'y Economty, p- 179. . )
5. C. H. Greenhow, An Exposition of the Danger and Deficiencies of the Present Mode of Railway

Construction (London, 1846), p. 6
6. H. G. Prout, ‘Safety in Railroad Travel’, in The American Railway, ed. T. M. Cooley (New

York, 1889), p- 187.
7. Horse-Power Applied to Railways At Higher Rates of Spe

1844), p. 48. .
8. It [the railway] transmutes a man from a traveller into a living parcel.’ {Ruskin, The
Complete Works, vol. 8, p. 159.) Manfred Riedel provides the two following quotes from
lesser authors: for Ida Hahn-Hahn, the traveler :demotes himself to a parcel of goods
and relinquishes his senses, his independence’ (Manfred Riedel, 'Vom Biedermeier zum
Maschinenzeitalter’, Archiv fir Kulturgeschichtc} vol. 43, (1961), fascicle 1, p. 119); and,
according to Joseph Maria von Radowitz, ‘for the duration of such transportation one
ceases to be a person and becomes an object, a piece of freight'. (Op. cit., P- 120.)
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clothing.”
This loss of landscape affected all the senses. Realizing New-

' ton’ o
n’s mechanics in the realm of transportation, the railroad

fir:re:;ei Eg:rddi'tionf tlk\llat also ‘mechanized’ the traveler’s percep
ions. ing to ewton, ‘size, shape, quantity, and on’
;r}fyglcz loxi)ylgulah(;lesdth;t'can be objectively pe}r,;:eiveén icr)'ln?k?e
. rld. Indeed, those became the only qualiti
ties.th
Z;rllz)oai trgveler was able to observe in the lan}égcape 11: tra?/teizg
" ugh. mells and sounds, not to mention the synesthetic
perceptions that were part of travel in Goethe’s time si
disappeared. ' : © Smply
SC;I‘;ee bc:::aarrlr%: effeited (iin the traveler’s relationship to the land-
most evident in regard to his sense of sight: vi
. . . . . t:
gfeirecglznon‘ is diminished by velocity. George Stephgnso:,llstl:i
e (o) th[l)S in a statement given at a parliamentary hearing on
2 r;yatli);o lefmt; on the railways in 1841: when asked f‘orghis
n of the engine-driver’s ability t '
replied: If his attention is drawn Sbject be e v
to any object before he arri
t j efore he a
ant;liuprlr?;er,li}r:s _nlnfay ha\ée a pretty correct view of it; butni;v}?:
e 0 . . » !
mpertoatiy 1 round as he.is passing, he will see it very
10([){<n;1kll<e g‘le driver, the travelers had a very limited chance to
o dea : th.us all they saw was an evanescent landscape. All
et y descriptions of railroad travel testify to the difficult-y of
lsca;%m\ﬁ;go ra;y but dthe blr)oadest outlines of the traversed land-
. ugo described the view from a train wi i
letter dated 22 Au ! e side o the cond
gust 1837: ‘'The flowers by the sid
are no longer flowers but flecks T ek of o
e , or rather streaks, of red
:ﬁ:;i- :ﬂzr(;r:irsﬁml)dlonger any points, everything becomeSO;
; elds are great shocks of yellow hair; fi
alfalfa, long green tresses; T oree, i the mecs
, ; the towns, the stee
ress , ples, and the t
perform a crazy mingling dance on the horizon; from timzefcs)

time,
‘ a shadow, a shape, a spectre appears and disappears with

9. Ruskin, vol. 36 ; this i i
, vol. 36, p. 62; this is essentially ech
Ruski y echoed by a French i o
on;;e :ergohga:ileys k:aows the names of the principal cities throu;ei:;?i}?;teho:ssHe [th;
A el b;r:(,) nl1feafta :;i,v aby thc:i Isteeples of the best-known cathegralsez}?izh
) [cl;iordea9x, o y road’. (A. Aulagnier, L'Union médicale de la Gironde
. Great Britain, Parlismentary Papers, ‘Report from the Select Committee on Railways’, vol

5 of the section ‘T ications’
i n ‘Transport and Communications’ (repr. ed., Shannon, Ireland, 1968), p.

[55]




The Railway [ourney

 lightning speed behind the window: it's a railway guard’."! AIl‘;d
Jacob Burckhardt wrote in 1840: ‘It is no longer possible to rea }Z
distinguish the objects closest to one — trees, shacks, and such:
as soon as one turns to take a look at them, they already are l'on.g
gone’.”? In a text from 1838 we find the statement that it is
. impossible to ‘recognize a person standli?g by the road whﬁe
driving past him’ at the ‘greatest speed’, 'WhICh promptednt te
following advice: ‘He who has good eyes'lghf .. . does weh' 0
acquire the habit of observing from a certam.dlstance everything
that attracts his attention while traveling: given some power of

observation, he will not miss anything at all, not even during

the stage of utmost velocity’."*

The recommendation to look at things ‘from a certain dlf‘y-
tance’ does not seem entirely realistic, in vieVs'r olf the traveler’s
situation in the train compartment: enclosed in it, the traveler
has no way of distancing himself from the objects — all he can
do is to ignore them and the portions of the landsgape tha? are
closest to him, and to direct his gaze on the more dlsta.nt o?)ectg
that seem to pass by more slowly. If he. does not mod}fy h.lS ol
way of observing things while traveling — if he still tries 1to
perceive proximity and distance in eql‘lal measure — thg res'u t,
as noted in 1862 by The Lancet, a medical journal, is fatigue:

The rapidity and variety of the impression§ nece;ssarily fahg#ehb:)lg};
the eye and the brain. The constantly varying d}stance atw cllc the
objects are placed involves an incessant shlftlr}g ?f _t(l;eha ap 1:; 1
apparatus by which they are focused upon the retina; and the Penro_
effort by which the brain takes cognizance of t}?em is scarce fy }t) :
ductive of cerebral wear because it is unconscious; f.or no z:c u";
physiology is more clearly established than.that excessive fuhnc 1oencz:f
activity always implies destruction of material and organic chang

15
substance.

Increased velocity calls forth a greater number of visual im-

pressions for the sense of sight to deal with. This multiplication

11. Quoted in Bafoli, Le Train dans la Littérature Frangaise, Paris, 1964, p. 58.
1 Riedel, op. cit., p. 112. ’ )
g lgoﬁmnfgi‘g w:sleurop}r?ﬁscheanisenbnhncn in ihrer Gegemwart und Zukunft (Karlsruhe,
1838), p. 18.
14. Op. cit., p. 19.

15. The Influence of Railway Travelling on Public Heafth, (London, 1862), p. 44 (is a compendium - &

of articles previously published in The Lancet).
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of visual impressions is an aspect of the process peculiar to
modern times that Georg Simmel has called the development of
urban perception. He characterizes it as an ‘intensification of
nervous stimulation which results from the swift and uninter-
rupted change of outer and inner stimuli’ 16 (Italics in original.)
‘Lasting impressions’, Simmel says, ‘impressions which take a
regular and habitual course and show regular and habitual
contrasts — all these use up, so to speak, less consciousness
than does the rapid crowding of changing images, the sharp
discontinuity in the grasp of a single glance and the unexpected-

- ness of onrushing impressions.’

The difference between the quality of stimuli in the metropolis
and those of railroad travel need not concern us here: what is
decisive is the quantitative increase of impressions that the
perceptual apparatus has to receive and to process. Contempor-
ary texts that compare the new travel - experience with the
traditional one demonstrate how that stimulus increase pro-
duced by increased velocity is experienced as stressful, The
speed causes objects to escape from one’s gaze, but one never-
theless keeps on trying to grasp them. This is implied in Eichen-
dorff: ‘These travels by steam keep on shaking the world — in
which there really is nothing left but railway stations — Jike a
kaleidoscope, incessantly, the landscapes speeding by in ever-
changing grimaces even before one has been able to perceive
any genuine traits of physiognomy; the flying salon presents

‘one with ever new coteries, even before one has been able to

really deal with the old ones’.!”
John Ruskin, whose dislike of the railways created the most

sensitive descriptions of the peculiar traits of pre-industrial
. travel, proposed an almost mathematical negative correlation

between the number of objects that are perceived in a given

_period of time and the quality of that perception: I say, first; to

be content with as little change as possible. If the attention is
awake, and the feelings in proper train, a turn of a country road,
with a cottage beside it, which we have not seen before, is as
much as we need for refreshment:; if we hurry past it, and take
two cottages at a time, it is already too much; hence to any

16. The Sociology of Georg Sinumel, ed. Kurt M. Wolff (Glencoe, 111, 1950), p- 410.
17. Joseph von Eichendorff, Werke (Munich, 1970), vol. 2, p. 895.
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person who has all his senses about him, a quiet walk along not
more than ten or twelve miles of road a day, is the most amusing
of all travelling; and all travelling becomes dull in exact propor-
tion to its rapidity’.’® ‘

That final statement — traveling becomes dull in exact propor-
tion to its rapidity — represents the evaluation of railroad travel
made by all those nineteenth-century travelers who were still
accustomed to pre-industrial travel and thus not able to develop
modes of perception appropriate to the new form of transporta-
tion. Dullness and boredom resulted from attempts to carry the
perceptual apparatus of traditional travel, with its intense ap-
preciation of landscape, over to the railway. The inability ‘to
acquire a mode of perception adequate to technological travel
crossed all political, ideological, and esthetic lines, and ap-
peared among the most disparate personalities of the nineteenth
century. Flaubert wrote to a friend in 1864: I get so bored on the
train that [ am about to howl with tedium after five minutes of it.
One might think that it's a dog someone has forgotten in the
compartment; not at all, it is M. Flaubert, groaning’.'” Before a

railway journey, Flaubert stayed up all night in order to be able.

to sleep through the journey and not experience it at all: he
could do nothing with the vista offered to him by the compart-
ment window.2 The most diverse sources provide any number
of similar complaints. To indicate the width of the spectrum,
and its independence from attitudes based on Weltanschauung,
Jet us examine one more piece of evidence: the report of a
railroad journey in the United States by the politically liberal
German-American Francis J. Lieber in 1834:

From Albany to Schenectady, you travel by rail-road; and the least

18. Ruskin, vol. 5, p. 370. Elsewhere, Ruskin speaks of the travelers ‘who once in their
necessarily prolonged travel were subjected to an influence, from the silent sky and
slumbering fields, more effectual than known or confessed’, (Vol. 8, p. 246.)

19. Correspondence (Paris, 1929), vol. 5, pp. 153-4.

20. Op.cit., letter dated 30 October 1873, quoted in Baroli, Le Train, p. 201. People sleptin their
train compartments not only out of boredom; an equally strong motivation was the need
to escape from the tiring influx of stimuli by means of sleep: ‘There are people, hurried
by their business, who . . . in the course of one day have to cast their eyes upon the

panoramas of several hundreds of places. They arrive at their destination overwhelmed-

by a previously unknown fatigue. Just ask these victims of velocity to tell you about the
locations they have traveled through, to describe the perspectives whose rapid images have

imprinted themselves, .one after another, on the mirror of their brain. They will not

be able to answer you. The agitated mind has called sleep to its rescue, to putan end to
its overexcitation’. (Gustave Claudin, Paris [Paris, 1867}, pp. 71-2.)
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exciting of all traveling, it seems to me, is decidedly locometion by
steam on a rail-road. The traveler, whose train of ideas is alwayé
influenced by the manner in which he proceeds, thinks in a steam car
of nothing else but the place of his destination, for the very reason
that he is moving so quickly. Pent up in a narrow space, rolling along
on an even plain which seldom offers any objects of curiosity, and
which, when it does, you pass by with such rapidity, that your
attention is never fixed; together with a number of people who have
all the same object in view, and think like you of nothing else, but
when they shall arrive at the journey’s end — thus situated, you find
nothing to entertain or divert you, except now and then a spari< flying
into the window of the car. . . .- There is no common conversation,
no rondolaugh, nothing but a dead calm, interrupted from time to
time, only by some passenger pulling out his watch and uttering a
sound of impatience. . . .*' (Italics in original.)

While the consciousness molded by traditional travel found
itself in a mounting crisis, another kind of perception started to
develope, one which did not try to fight the effects of the new
technology of travel but, on the contrary, assimilated them
entirely. For such a pair of eyes staring out of the compartment
window, all the things that the old consciousness experienced
as losses became sources of enrichment. The velocity and lin-
earity with which the train traversed the landscape did not
destroy it — not at all; only under such conditions was it
possible to fully appreciate that landscape. Thus, a description
of a trip from Manchester to Liverpool in the year 1830:

‘The passenger by this new line of route having to traverse the
deepest recesses where the natural surface of the ground is the
highest, and being mounted on the loftiest ridges and highest em- -
bankments, riding above the tops of the trees, and overlooking the
surrounding country, where the natural surface of the ground is the
lowest — this peculiarity and this variety being occasioned by that
essential requisite in a well-constructed Railway — a level line —
imposing the necessity of cutting through the high lands and em-
banking across the low; thus in effect, presenting to the traveller all
the variety of mountain and ravine in pleasing succession, whilst in
reality he is moving almost on a level plane and while the natural face
of the country scarcely exhibits even those slight undulations which

21, Francis Lieber, The Stranger in America (London, 1834), vol. 2, pp. 1-2.
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. e a3 22
are necessary to relieve it from tameness and insipidity.

That is not a picturesque landscape destroyed by the railroad;
on the contrary, it is an intrinsically monotonous lam?lscape
brought into an esthetically pleasing perspective by the r_'allroad.
The railroad has created a new landscape. The velocity ‘that
atomized the objects of Ruskin’s perception, and'thus deprived
them of their contemplative value, became a stimulus for the

new perception. It is the velocity that made the objects of the -

visible world attractive. Let us compare the following_ passage
with Ruskin’s comments, .and we shall see how differently

- velocity and evanescence can be experienced ,durir'lg the same
period of time: "The beauties of England’, an American traveler

wrote in 1853, ‘being those of a dream, should be as fleeting”:

They never appear so charming as when dashing on after a locomo-
tive at forty miles an hour. Nothing by the way requires study, or
demands meditation, and though objects immediately at hand seem
tearing wildly by, yet the distant fields and scattered trees, are not so
bent on eluding observation, but dwell long enough in the eye to
leave their undying impression. Every thing is so quiet, so fresh, so
full of home, and destitute of prominent objects to detain the eye, or
distract the attention from the charming whole, that I.love to drearp
through these placid beauties whilst sailing in the air, quick, as if
astride a tornado.”

To Benjamin Gastineau, whose newspaper essays on travel
were collected in 1861 in book form as La Vie en chemin de fer, the
motion of the train through the landscape appeared as the
motion of the landscape itself. The railroad choreographed the
landscape. The motion of the train shrank space, and thus
displayed in immediate succession objects and pieces of scenery
that in their original spatiality belonged to separate realms. The
traveler who gazed through the compartment wmdgw at such
successive scenes, acquired a novel abilit.y that Gastmea.u cal.ls
‘la philosophie synthétique du coup d’oeil’ (’the synthetxc phil-
osophy of the glance’). It was the ability to perceive the discrete, as

22. Henry Booth, An Account of the Liverpool and Manchester Railway (Liverpool, 1830), pp.

478, . -
23. Matthew E. Ward, English ltems; or, Microcosmic Views of England and Englishmen (New

York, 1853), pp. 71-2.
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it rolls past the window, indiscriminately. The scenery that the
railroad presents in rapid motion appeared in Gastineau’s text
as a panorama, without being explicitly referred to as such:

Devouring distance at the rate of fifteen leagues an hour, the steam
engine, that powerful stage manager, throws the switches, changes
the decor, and shifts the point of view every moment; in quick
succession it presents the astonished traveler with happy scenes,
sad scenes, burlesque interludes, brilliant fireworks, all visions that
disappear as soon as they are seen; it sets in motign nature clad in all
its light and dark costumes, showing us skeletons and lovers, clouds:
and rays of light, happy vistas and sombre views, nuptials, baptisms,
and cemeteries.?*

In another, roughly contemporary, French text we find all
three essential characteristics of the panorama described. Jules
Clarétie, a Parisian journalist and publicist, characterized the
view from the train window as an evanescent landscape whose
rapid motion made it possible to grasp the whole, to get an
overview; defining the process, he made specific use of the
concept of panorama: ‘In a few hours, it [the railway] shows you
all of France, and before your eyes it unrolls its infinite panor-
ama, a vast succession of charming tableaux, of novel surprises.
Of a landscape it shows you only the great outlines, being an
artist versed in the ways of the masters. Don’t ask it for details,
but for the living whole. Then, after having charmed you thus
with its painterly skills, it suddenly stops and quite simply lets
you get off where you wanted to go’.2

What, exactly, did this new perception that we are referring to
as ‘panoramic’ consist of? Dolf Sternberger uses this concept
of the panorama and the panoramic to describe European modes
of perception in the nineteenth century — the tendency to see the
discrete indiscriminately. ‘The views from the windows of Eur-
ope’, Sternberger says, ‘have entirely lost their dimension of
depth and have become mere particles of one and the same
panoramic world that stretches all around and is, at each and
every point, merely a painted surface.”? In Sternberger’s view,

24, Benjamin Gastineau, La Vie en chemin de fer (Paris, 1861), p. 31

25. Jules Clarétie, Voyages d'un parisien (Paris, 1865}, p. 4. .

26. Dolf Sternberger, Panorama, oder Ansicliten von 19, Jahrlundert, 3rd ed. (Hamburg, 1955),
p. 57. . . _
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modern transportation, the railroad first and fore/most, %s the
main cause for such panoramization of the world: "The railroad
transformed the world of lands and seas %nto a panorama th_at'
could be experienced. Not only did it. join previously distant
localities by eliminating all resistance, difference, and adventlllje
from the journey: now that traveling had become so comfortable
and common, it turned the travelers’ eyes outward ‘and offered
them the opulent nourishment of ever changing images that

were the only possible thing that could be experienced during

the journey’.”

What the opening of major railroads provided in reglit.y — the
easy accessibility of distant places — was attempted. in illusion,
in the decades immediately preceding that opening, by the
‘panoramic’ and ‘dioramic” shows and gadgets. These were
designed to provide, by showing views of dlstantl landscapgs,
cities, and exotic scenes, ‘a substitute for those still expensive
and onerous journeys’.” A newspaper of the year 1843 de-
scribed the Parisian public ‘reclining on wc'ell~upholste;ed. seats
and letting the five continents roll by at its Pleasure w1tk;10ut
having to leave the city and without having to risk b"auggweat (le]r,
thirst, hunger, cold, heat, or any danger whgtsoever .2’ That the
diorama fad died out in Paris around 1840,3‘ more or lgss at the
same time that the first great railways were opened (lines from
Paris to Orléans and Rouen appearing in 1843') would seem
corroborative evidence for the presumed connection. The SImllJ]l_
taneous rise of photography provides more support fpr tde
thesis. According to Buddemeier, the public became fascinated,

at first:

Not by the taking of a picture of any specific object, but by the w;ytnt
which any random object could be made to appear on the p ohot
graphic plate. This was something of such unheard-of noveltﬁl t ad
the photographer was delighted by each and every shpt hg too ,Gan :
it awakened unknown and overwhelming emotions in h'lm, as aut
din points out. . . . Indeed, the question arises: .why did the exac

it., p. 50. . . ]
%g' I(-)Iapl:\:ltBugdemeier, Panorama, Diorama, Photographie: Entstehung und Wirkung neuer Me

dien im 19. Jahrhundert (Origin and Effect of New Media in the Nineteenth Century) Munich,
1970, p. 41.

29. Tbid., p. 45.

30. Ibid., p. 48.
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repetition of reality excite people more than the reality itself? Gaudin
hints at an answer: he describes how intensely the first photographs
were scrutinized, and what people were mostly looking for. For
instance: looking at a picture of the building across the street from
one’s own window, one first started counting the roof shingles and
the bricks out of which the chimney was constructed. It was a delight
to be able to observe how the mason had applied the mortar between
the individual stones. Similar instances occur in other texts dealing
with photographs. Tiny, -until then unnoticed details are stressed
continuously: paving stones, scattered leaves, the shape of a branch,
the traces of rain on the wall.3!

Thus the intensive experience of the sensuous world, ter-
minated by the industrial revolution, underwent a resurrection
in the new institution of photography. Since immediacy, close-

ups and foreground had been lost in reality, they appeared

particularly attractive in the new medium.

Sternberger observes that the vistas seen from Europe’s win-
dows had lost their dimension of depth; this happened first with
the vistas seen from the train compartment window. There the
depth perception of pre-industrial consciousness was, literally,
lost: velocity blurs all foreground objects, which means that
there no longer is a foreground — éxactly .the range in which
most of the experience of pre-industrial travel was located. The
foreground enabled the traveler to relate to the landscape
through which he was moving. He saw himself as part of the
foreground, and that perception joined him to the landscape,
included him in it, regardless of all further distant views that the

landscape presented. Now velocity dissolved the foreground,

and the traveler lost that aspect. He was removed from that
‘total space” which combined proximity and distance: he became .
separated from the landscape he saw by what Richard Lucae,
speaking of ferro-vitreous architecture, has called an ‘almost

immaterial barrier’. The glass separated the interior space of the

Crystal Palace from the natural Space outside without actually
changing the atmospheric quality of the latter in any visible
manner, just as the train’s speed separated the traveler from the
space that he had previously been a part of. As the traveler
stepped out of that space, it became a stage setting, or a series of

31. Ibid., p. 78.
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such pictures or scenes created by the continuously changing
perspective. Panoramic perception, in contrast to traditional
perception, no longer belonged to the same space as the per-
ceived objects: the traveler saw the objects, landscapes, etc.
through the apparatus which moved him through the world.
That machine and the motion it created became integrated into
his visual perception: thus he could only see things in motion.
That mobility of vision — for a traditionally orientated sen-
sorium, such as Ruskin’s, an agent for the dissolution of reality
__became a prerequisite for the ‘normality” of panoramic vision.
This vision no longer experienced evanescence: evanescent re-
ality had become the new reality. :

While the railroad caused the foreground to disappear, it also
replaced looking at the Jandscape with a new practice that had
not existed previously. Reading while traveling became almost
obligatory. The dissolution of reality and its resurrection as
panorama thus became agents for the total emancipation from
the traversed landscape: the traveler's gaze could then move
into an imaginary surrogate landscape, that of his book. By the
mid-nineteenth century, reading while traveling had become an
established custom. The following observation is found in the
minutes of an 1860 congress of French physicians: ‘Practically
everybody passes the time reading while traveling on the train.
This is so common that one rarely sees members of a certain

social class embark on a journey without first purchasing the

means by which they can enjoy this pastime’.’
The idea of reading while traveling on trains is as old as the
railroad itself. An article in the Quarterly Review of 1830 noted

that the journey is 'O easy, that a passenger might read

newspaper with perfect comfort’.>* A German text of 1833 made
| of the outer world by

a connection between the dissolution
means of velocity, and the opportunity to compensate for this
by developing an activity within the train compartment that will
engage one’s attention. Lips spoke of ‘a speed at which the
objects outside rush past the eye without eolor or contour, and
thus cannot be recognized anymore’, and continued: “And yet,
the motion of such a steam-car is so imperceptible, smooth, and

32. Congres médigal de France, troisieme session tenue @ Bordeaux (Paris, 1866), P- 828.

33, Quarterly Review, vol. 42 (1830), p- 384.
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comfort‘ iti )
init wit;btlﬁé tgtll'?e;tlctes‘ts : o 03:}’ possible fo read but even to wrie
ase; thus, a great numb
as .. mber of
irxtefrcr}:xol:l ii officials, merchants, etc., need no loie?alr)li' Stu -
hile pt their regular routine while traveling, but cai o o
In tfilm]ng in the steam-car’.* (ltalics in ori,ginal ) pursue i
e . .
railway staiitgnislms' English booksellers established stalls in
meet the gener,a 1asd \é\:‘ll ag af peculiar kind of lending library, to
and for things to read i .
John W. Dodds describes this development: while traveling.

The dev - :

kinds. Ue;:)i{)rlnszrg of railways .encouraged the sale of books of all
passengers with Eitr;\o sgstematxc attempt had been made to.suppl
Vear W H. Smith etr hooks or papers at the railway stations' InP:Ea);
the Birmingham Rg(')l e exc'lus.lve right to sell books and Pa‘ ers o
Shortly he pad th z;u way. His first bookstall was at Euston gtationn
System. By 1849, the aton library at Paddingion Notthwester
tained , ' rary at Paddington termi

charge %r;eot:eou:;x:‘d volumes, chiefly works of figcltion.elflr:rl:z1 ufsorC ?l?e_a
library while \A}r)a't' y, a passenger had free access to the use of th
volurme with hirr: mghf_()r- trains, and for slightly more could take z
meet this new demand Routledy turning it in at his destination. To
novels by Coo eeman» Routledge launched his Railway Libra .
others, Murraypacri'viirt?sisé }P\Iiz‘f{home' James ' Grant, Dumas,r};n_d
sound information and innocent ;ﬁrst;;ee rf1(t)’r3t5he Rail — works of

In i i
L EE;Z;SE: }gachette emulated the English model in France:
e a e.Sa 1im to th(? French railroad companies he ro:
R vantags gfor ?;1 e operation of bookselling that apart fron}: its
onat ot the s.c?mpames would also be both useful and’
pleasing o dpg lic’. The monotony and boredom of travel b

, ned in so many contemporary descriptions, reap)i

. pears here i
; p re as.a commercial argument for the establishment of

railroad bookstalls:

The tra i i

entere t\}/;lezaflr.lds himself condemned to idleness as soon as h
boredom arri vre“age- The monotony of the trip soon takes :fsf E-!
. s, and, what is worse, impatience engulfs the un?cfrt.

M. Michael- Alexander Li e
r Lips, Die Unai ] ?

Michael Al rwendbarkeit der engl 1 ¢

5. o We."D (;siaé: d7l‘ll:d:4 Dampffuhrwerk auf verbesserten Cﬁ[;lslcszsgnlilseubﬁuen i
, The Age of Paradox (New York and Toronto 1952) (p g;lzurg, 1833 p-4
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d along by the' machine like a piece of bag-

tunate traveler, pu_lle & e s

gag L. Hachette and Company have come up dea "
tlj ei‘r;g. tk;e :rffoiced Jeisure and the boredom of a long trip to tht
rni

i hought of establishing a

j i ction of all, They have tf : 8

en']loyamyelxigraa;r;;'1 tllr':::rvt\lrill provide only interesting volumes in a handy
ailw ‘

rformat and at a moderate price.

’ 3 - 1
Only two years after the opening of the first railway bookstal
niy

. ed
i e income the rail companies receive
g(\) ]13:: rcl:i;{t c;flaglféaz operated sixt}:i bc;a?crhii emﬁtr};te tvis;:\\:lz ::
’ i xceeded for .
ance- In 186:;\<Itzfxe1§acl?:2?bioks was still greater .thalrg ggatt 1(1):3 rg_
e franc'S’A little later that ratio is reversed: 1fn O
¥1wcifr}\jc;il };::;n the sale of newspapers wgas 969,000 francs, :
1f‘r\chm the sale of books, 527,000 francs.™ 4 French railway
Jance at the offerings of the_Enghs an e el
ol hows that the reading public was almost e usived
bOOkStal'lS SA0 English survey of 1851 showed that, In C0r11< rt e
bourgemsl. If\traghy mass literature in the rggular books c;rieé
the et 0bookstalls and lending libraries In I'Jondont cal e
the ey ctable non-fiction, fiction, travel 'guldes, elc,u‘ldes
h‘ghly’ respel ue had the following categories: tr'fxvel g anél
;hetlzz Z;th; c‘;rgavel French literature, classics, agriculture
o9 I’ 39 .
i Chllg"ientrsasce)ﬁﬁfg' was an exclusively bourgeois occg-
R'eadmg wl : eer classes who used the railroad did not rfﬁe’
P be OWe they could not afford to but alsg because it};
e bec'austo do so. Their traveling situation was q\; <
hz.1d no deSlrethat of the more privileged strata. The camtag:nw
dl&ere'nt fmlc,fi1 fourth class were not divided into compar I ! o‘f
e e formal resemblance 0 the traditional meandid
o had 'rl\othe compartments of the first and second cllass nl.
e wor Sasses who really joined the ranks of trlz:ve ir; (c;rie);
Eﬁirl:)}::eardvent of’the railroad,\}/lvere ir;e:él:vmftz;;eg VZ g\e noses.
o t{i:zrﬁsa(s)ft::;e&;reuio those cl'fxsses who .hai(:ivt;) ;
Stl::rr:gﬁntotheir private coaches for the train. The primiave,
a .

ette de 1826 & nos jours (Paris, 1964), p- 123.

Fran

36. Jean Mistler, La Librairie Hach

37. Op. cit., p- 299-
38, Dodds, pp- 374-5.
39, Mistler, p- 124.
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spacious third- and fourth-class carriages into which the proleta-
rian traveling public was crowded characteristically promoted
continuous communication: in the compartments of the bour-
geois first- and second-class carriages, such communication had
died out, at least by the end of the nineteenth century. "How
often . . . L have . . ., while traveling alone or with people with
whom it was impossible to start a conversation, envied the
travelers of the third and fourth class, from whose heavily
populated carriages merry conversation and laughter rang all
the way into the boredom of my isolation cell’, says P. D.
Fischer.®

The emergence of the habit of reading while traveling was not
only a result of the dissolution and panoramization of the
outside landscape due to velocity, but also a result of the
situation inside the train compartment. The railroad disrupted
the travelers’ relationships to each other as it disrupted their
relationship to the traversed landscape. Constantin Pecqueur
explains the phenomenon of dissolution, dispersal, and triviali-
zation of perception and communication, by the greater number
of objects and persons with which the travelers’ power of
attention (which have remained constant) were forced to deal:

In these great halls, and in the cheerful caravans of the trains and
steamships, one’s affections tend to go out to a greater number of
objects and individuals, and consequently become less intense or
durable in each case. This encourages inconstancy and creates excite-
ment over variety; life and affections are seen to lose in depth what
they gain in range; the social and general sentiments, on the other
hand, find this to be a most pleasing state; while the private senti-
ments, the familial ones, would seem to suffer from it.*’

Travelers of the eighteenth century, prior to the railroads,

formed small groups that, for the duration of the journey, were
characterized by intensive conversation and interaction: the
travel novels of the period testify to this quite eloquently. The
travelers in the train compartment did not know what to do with
each other, and reading became a surrogate for the communi-
cation that no longer took place. This connection between

40. P. D, Fischer, Betrachtungen eines in Dentschiland reisenden Deutschen (Berlin, 1895), p. 31.
41. Constantine Pecqueur, Economie Sociale, vol. 1, p. 349.
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reading and the alienation of railroad travelers from one another
was made by all authors dealing with the subject of travel reading.
It appears in the following contribution to the medical congress of
1866, in which travel reading is cited as the general and sole
activity of travelers:

Nowadays one travels so fast and sees, if the journey is of any

duration, such a succession of new faces, that one frequently arrives '

at the destination without having said a single word. Conversation
no longer takes place except among people who know each other, at
least not beyond the exchange of mere generalities; any attempt to go
beyond these often lapses due to the indifference of some travelers.
Thus one might say that the railroads have in this respect, too,
completely changed our habits. Whenever, in the past, one knew
that one was going to pass several hours, sometimes several days, in
the company of others, one tried to establish a rapport with one’s
companions that often lasted beyond the duration of the journey.
Today we no longer think about anything but the impatiently awaited
and soon reached destination. The traveler one takes one’s leave from
may get off at the next station where he will be replaced by another,
Thus reading becomes a necessity.*

The effects of reading while traveling were discussed gener-
ally in medical circles in the 1860s. The debate as to whether it
was harmful or beneficial related the practice to the special
stresses put on the optical sense by rail travel, and to visual
perception in general. According to one side of the argument,
reading while traveling was harmful to the eye because ‘when
the traveler sets himself to read, he imposes yet further labour
on the eye in tracing the shifting characters of his book or
newspaper, and also on the brain’.* The traveler who concen-
trated on his reading behaved in just as old-fashioned a manner
as the traveler who, accustomed to the pace of the stagecoach,

42. Op. cit., p. 830. :
43. The influence of Railway Travelling on Public Health, p. 44. A French author even posited a
connection between mental affliction and travel reading, claiming that the latter caused
a ’‘congestion of the retina: ‘An eminent Parisian alienist, with whom I recently
discussed this pernicious influence of reading while traveling on trains, told me that he
not only admitted it to be true, but that an English physician, the head of a great private
hospital, had told him that he had treated several patients suffering from general
paralysis whose initial phenomenon, or determining cause, had been cerebral conges-
tion brought about by those conditions that I have described.” (Legrand, de Saulle, in
Bulletin de la Sucieté de Médecine pratique, (1863), p. 9.)
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attemptgd to fix his stare on the objects flitting past the compart-
ment window. In both cases, the result was exhaustion o? the
senses and of the mind. To adapt to the conditions of rail travel
a process of deconcentration, or dispersal of attention tool;
Place in reading as well as in the traveler's perception ’of the
lanfiscape outside: Hachette's rising sales of newspapers and
fall{ng sales of books attest to that. The afore-mentioneF:i contri-
bution to the medical congress of 1866 stated that travel readin
may have had deleterious effects on eyesight, but adds that 1%
would be impossible to curtail it: ‘Nevertheless, no matter what
one says or does, reading will remain the most natural occupa-
tion of railway travelers, in this new form of locomotion that }}ljas
so profoundly altered the traveler's relations to each other” *

4. Op. cit., p. 830.
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