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As membsrs will know, 1t is proposed 1o hold an informal
Dinner at Yeork on 4 May this year, after the Annual Gensral Meeting.
The occasion of this Dinner (or, more properly, befcre or after)
should pressnt a good opportunity for members to meet each other on
comnon ground .

It 1s appreciated that some people prefer fo remain on their
own, or to waks their own frilends. But there are others who,
although not liking to push themselves forward, would, nevertheless,
wish to mest other membsrs who may share similar interests even 1if,
to begin with, this may only mean a drink in the bar.

It 1s expected that thls year's Annual General Meeting will
be well attended, and 1t is hoped that new members and others who
have not vet baen to any of the weskend meetings of the Society
will’ be able to join us. It is to those espscially, then, that wse
snculd like to say that the Council will be very pleased to intro-
duce membars to gach other if they wish, and fto assist in any way
posslble. Flgaze do nov nesitats to ask us If you want any halp;
ws will try to do our bsst for you.
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WilaT YINT) COF RAIL@AY HISTORY DO WE ANT?

(Contirued from p. 15)

(From sn aAdress by Mr. Michasl Robbins to the Soclety, in
London, on 24 November, 1956.  Copyright roserved .. )

Another scurce of inforuation, to be used with discretion, is
the mexory of man alive. By this I mean not only sirictly personal
stories, valushle though thesz can be in throwing light on charactsr,
but wors general matters which were not likely to be written down.

I hawve heard an account, by & London & North Western Railway officer,
of the state of things on the Wirral BRallway when he visited 1t at

or Jjust bufors the grouvoing of 192%. Making an allowance for ths
views of the North wWestern about concarns less blessed than itself,
and on the other hand knowing my Informant, I shall always take more
than a grain of salt when I hear Jjudgments that the Wirral was a
splandid 1ittle railway (for even historians ars rather inclined to
believe that any 1ittle railway must have been splendid).

I have not exhausted the kinds of evidence that can be called
unon; each kind I have mentloned could be discussed profitably for
an evening by ltszaslf. I have not sven mentioned tickets, or work-
ing timetablass, or contributlions by novellsts like Arnold Bennett;
but I have sald enough for one svening about the different broad
classes of evidence ifor rellway history to indicate, I nops, how
vary much there is to ba sxplored. There is, 1f we can avoeid
tedlum, grzal richness hars.

I should likes %o add ons special word about the use of all
this evidance. 1t is most important, and T think too often over-
looked, that much of the docunentsry svidencs, espscially that
relating to the formativs stagss, 1s evidencs only of intention;
this is trve, as 1 havs already sazid, of wmuch of the minuts bool
material. Tnis kind of evidence roeds conilrmetion of parfornancs;
and in ths early davs ecspzcially this is much more difficalt to
come by. Newspapers snd tinstables ars valuabls; Ttut the best
evianncs as o T206, rauhsr than intantlon, that I know 1is gilwven
by ths Tinancleos results of ths diffzrent lines. Yow, working
rasuits and esccounts havs, on ths whole, bsen neglectcd by our
rallvey writers; they are rot particularly exciting in thamselvas;
thev take scme unrevelling; but they do provids important factual
information that wey seriously and successefully challengs accepted
notions. T w11l mention hors only Mr. Harold Pollins's thoughi-
provowing articlas onthe finsnces of the sarly lines, and a recend
study of ths wrench 1iue frcs Yorvhallsrton to Hoawes by Mr. Parris,
which throws o now light on the wholz Jquestlon of the filling-in
of tharailway map aitsr the carly wein linss had ssitled down.

The filrancial side of railwey histery bas been far too long
nagloctoed; parsonally, I have littls doubt 1t cen be mads to yisid
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valuable results. Though 1t way sound a paradox, I think it good
for the historian, and Likalvso lead tos Wors balasnced story, if
he dellberately ssts himsslf Lo master those parts of a subject
that make no particular appeal to him. Those that do will ook
after thensslves.

That 1s all T want to say about the sources of information;
but I should like to add two notes about how to use it. First,
let us be as accurate as we can be, but let us avoid pedantry. By
pedantry, I mean tedious attantion to detaill which is not called
for. It would be pedantic, for exemple, to drag In the fact that
the portion of the South-Fastern line betwsen London Bridge and
North Kent Wast Junction was down to 1922 in law the property of
the st1ll existing London & Grzenwlch Railway Company, unless this
had some clear rslevance t0 the matter under discussion; and, to
take this farther inthe same territory, it is permissible, and in
my view right, to refer to the South Tastsrn & Chatham Rallway,
though in lsw there was no such entity {astis framers of the 1921
Rallways Act found out rather too late). I should not mention this
unless I fancled myself able to detect a certaln tendency towards
excessive, and dlistracting, vrecision crszeping in.

That may not be of very grast importance; but my second point
is. Until there 1s & general change in this respect, it cannot be
ropeated too often that it 1s indispensavle in historical writing
wnich is meant to be treated with resspesct that references should
be glven to the evidencs on which statements are based. This is a
positive duty that is flagrantly ignorsd by nsarly all our writers
in thig field. To do this is tirssome, no doubt; it increases the
trouble and the sxpensa of productlon; but 1t must be done. Having
sald that, I will at once qualify it. Thers is no nscd to glve
raefaerences to contemporary sources for the stetemsnt, for examplsa,
that the Grezat Western Rallway was opened throughout beiween Padding-
ton and Bristol in 1841, or for facts of a similar kind that are
well established in the general historical corpus; but authoritizs
must be citzd exactly on novel or controversial points, and in
addition thore must be a general list of all the sources used. It
is not a quastion of the writer being disbszlisvsd, but of his ovutting
all his cards down so that fresh inguiry may be stimulated. It is a
thing that should be insistzd on in futurs for full-scale histories;
articlas in magazinss should at least indicate the sources used.

Railway historians are working away, and thers is a constant
accumulation of new knowledge. It must be confessad that 1t 1is not
casy to keep abrsast of thz somewhat scattercd publications in which
this appaars. But thare can be no excuse for writers who do not
kaep thelr scheolarship up to dets at loast by reading the Rallway
Magazine, which maintalins a wmeritorious rscord in thils respect. If,

or xample, you ars going to statc the praciss dats of opening of
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Maidsn Lana station, from which th. flrst CGrest Northzrn train 1lsft

Londen, vou should be awarz of and acccept tha proof given in the

Redlway Meoazing of 19%6 that it was 7 August 1851, and not adhere

gés A recont admired history has dons) to Grinling's incorrsct
August.

S0 much for “"what and whan." The noxt question was: "How
d1d it becoms possibls?'  This 1s somsthing that the constitutional
historian can parhaps taks in hls stride: but ws are dealing with
a branch of tochnology. Tha technical aspesets of the mattsr must bs
given thelr due placs. By using ths word "dus" I bsg ths qusstion.
I mean to say that the historian must havs a good understanding of
the enginszering quustions involved: ths track, wmotive powesr amd
signalling; and ho should meks 1t clsar whather any of them 1is a
primary fseturs in his story - whan, for instance, he is dealing
with tha Severn Tunnel or the Licksy Incline - or wnethsr they arc
supordiinats to the sconomic featurss, which I shall manition in & faw
moments. The origlinal application of steam; the prograssively
Steepsr gradisnts that engineers wsro 2blc to accespt; the devslop-
mant of signalling to accommodate with safety growing volumes of
treffic - these taraee tochnical mottors in particular ought to ba
Toithfully dselt with. The steam csrelne has bsen wall looksd after;
but we hove oo vet no gainsral history of rallway signalling; we do
ot know the actusl tr=in loads haulsd, dscade by dacadsz, over our
princlipal linss; wo do not know how many wagens wers dealt with
daily at ths wain concentration points, at any rate wuch carlisr
tnan 1900; wa stould 1ilks to inow wuch mors abouf e corposition of
thy ralls thamsslves =nd theilr effects on traffic working. There is,
nere slso, much rowsrding work to be dens.

I must s=2y hore a fow words about locometlvss and ths part that
the story of thelr develooment should play in the gensral history of
a rallway. This 1s & difficult mattser. I contributed some opinlons

on it in 1953, which I duoie:

"It is idle, to begin with, nrot to recognize that the locomo-
tilve soctilon 1s the most atiractive part of ths book to many -
perhaps mest ~ of its roaders, and these resdsrs make publication
comnerclally possible. A school has arisen of highly exact histori-
cal students of the locomotive in all its details, who will not
remain silent in castigating the errors and deploring omissions.
Tiese itnlngs are true, and theconscguences must be respected; but
theire 1s no reason why writing about locomotivs history should be
co dull to road, =ad so difficult to consult, as it gensrally 1is
today. It ssesms to be accepisd practice to put in every detall
that can be learned, and tc cast thz whols thing into narrative
form. oHut this is just the ovpoesite of what should be done. Ths
writer should decide at ths outset whet dimensions and similar
particuvlers ars required, and then state them in the case of sach
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glass of engine, =idianz no others unlass thney are significant .......
second, as much nurarical waizrlal as pocsible should be presented

in the forwm of tables; continuous texb 13 not an aporopriate way

to set it out." i

50 much, and too briafly, for ftechnical matters. I must turn,
as the Victorian writer expressed 1%, from wxadain How to Lady Why.
"Why did these things happen?" This brings us from ths intarnal
story of the railway to the broader aspacts of its external rela-
tlons - 1In a word, to the economic framework and background: a
duty far too often neglected. The reason why a particular railway
was built and operated succassfully may be plain to see: inadequate
roads and canals bstween lmportant centres with common commercial
interssts - fthe Liverpool & Manchester; s devseloping coalfisld and
1ts route to the sea - hance the Taff Vale; expanding citlss
urgently demanding suburban transport - the North London. Or it
may be mors complex and need soma spscial ingquliry into contemporary
finenclal or industrial conditions. Here, if I may again mention
an oxample Ifrom my own researches, the quesr story of the promoiion
of the Northampton & Banburv Junction and the East & Wsst Junction
{(later Stratford-upon~Avon & Midland Junction) Rallways never seemed
explicable to me until I was able to link them with the need to get
ironstone from the Midlamds to South Weles when the local orses were
worked out therc, a spsculatlion which was for sesveral decadss frus-
trated by the lmport of 3Spanish orgs from ZBilbao which besan in the
carly sixtiss. Or the reason why & line was bullt may be still more
obscurs, arising from the quarrels of rallway companies, thsir
dasire to securs mors "territory"” for themsslves or keep rivals out,
svsn &t a pucishing cost. Thase promotions arising from the inter-
railway "political™ situation are ths most difificult of all to
account for and explain satisfactorily: partly because precise
evidencs for motives doos not sxist, partly becauss some of the
things thet were done could not bs Justifisd in ordinery torins.

Was the puilding of the Midland's Settls & Carlisle ling in ths

garly saventles, magnliizent as the undsrialing was, really warranted
by its subseguent valus? The Midland had in the end to be forced to
do 1% asg nart of a bargain with the Lancashire & Yorkshire: that is
knowun;  but wnat has not, so far as I know, ever been discussed 1s
whathar in ths end it proved Justifiled. I doubt it; but I do not
kKaow. Farhaps the Midland itself nover knew.

Another aspect of this same question is: "Why did it happen
here?" 1 moen, on the particular alligmment it actually followed.
Tovwographical and tochnical vpeints are involvod; so 1s the atti-
tude of the landownsys, corvorations and rivals. Miss Joan Wake's
engulry into ths casz2 of the nain line missing ths town of
Nerthampton 1s an admirable study of this kind. There should bs
mora such.
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Rut the greatest of all the'wnys' is: Why was such and such
a rallyvev gbie to iind the monay to get 1t buillt?" Who put up the
mongy and wiy?  Wes it local? Or did that weli-known body in early
railway nistory, ths 'Liverpool party', provide it? Why did wen
in the city of Bristcl put monsy up for the Telf Vale and the Brecon
& werthyr? Was a given lins a genulne local promotion, liks the
Bridport or the Caterhawm, from a town that fslt cut off from the
world {o the nearest main-line railway? Or was it scparate only in
form, but with thz parent company heavily represented on ths board,
1i%e the Charing Cross or the Wilts, Somarsst & Wevmouth? Or was it
somatning of a perscnal proparty, like Plercy's Wrexham, dMold &
Connah's Quay: or a contractor’'s line, liks the Bishop's Castlae?
The answers to questions of this kird ars lmportant to an understand-
ing of the evsntual fate of the conczrn. Agaln, what was the Zirnd
ard amovnt of suvpport ard opposition, both lceslly srnd in Parlicment?
And, a fascinating study, why did ths linss that ware vrojected and
got some way, but wers never bullt, actually fall? Soms of thsoo -
the London & South Wales Direct, the Brighion Direct - wares no worss
concaived than some that 4id come into teing - ths Bull & Sarnsley,
cr the Lancashire, Derbyshira & Rast Co2st, or the Midland's Dors
and Coinley line. There wsrs reasons for all these phenomszna;
thers inust have baen.

My next quastion can be dsalt with mors summarily, for we all
recognize vhat rallways, like othoer things, de not coma into being
simply becauss there 1s a nsed for them and conditlions ars favour-
anle; indlvidual men have to “ake the action. '"Who caused them?"
The parsonal slament In railway hilstory has not besn negloctad:
indesd, in a fevw cases 1t has besn wildly sxeggerated: but I
think that on the whols it has beca too much subordineted to ths
impersonal. The determination of particular maen that things shall
turn out according to thsir idsas rather than other psople’s hes
hzd an anduring influernce. I name only Ceorge Hudson!: I do not
think it wos foreordalned that York must be the centre of ths nel-
work of lines as we see tham today, but Hudson made 1t so. Tae
entagonisms and suspicions existing befween sore men, the natural
alllance of others, nhelped powerfully to shaps the course of
svants. Scme of thesz ars xnown from ths bicgraphies; othsrs I
ferl sure awalt discovary. We should wslcoms stulies of George
¥Firdlay, Jares Allgort, 3am Fay, Herbsrt Walkesr, if ths personal
masorizsl can be found to give them 1ife. We chould alwasys kesp
watch for the norscnal sloment in the siery, while we ought to
rostraln oursslvss Tfrom falling into the great teaptation to
dramatlize 1% and go bsyond ths facts that can be zsieblished.

Th: last of the group of auestions I asked you at ths cutssi
was: what were the consejushces?’  This qu estion 1s not ofton
asskixd 1n relation to ralilwey history, ard ysv the answers, when
thoy can bs asvablisned, provide ths greatest satisfzetlon to the
writer and to the readsr. This means Keeping nct marcly the msans
but the sy of a railiway in vicw. Hsre I will irndicatc ths sort
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of thing I mean by putting a string of qusstions {(as if we had not
had enough alrsadyig thus: Was the expected traffic in fact
obtained? Did the towns on ths route incr=ase and those off 1t
decline? Look at the respsctivs fortunss of Newton Abbot and
Modbury, two 3outh Devon markst towns.

What industries aross in consequance? What Crewss, Swindons,
Fastlelghs came into belng to nourish the railway? What fishing
villagss became summar rssorts? DId the ralilway impovarish the
farmz by drawing lalour away, or did it waks them mora prospsrous?
Did that section of the country rise or fall In comparison with
others? Was may contrast the experiencs of Wiltshire, say, and ths
Fens In the rallway age. W#When the coal or the iron gave out or
ceaase? to ve necded, what haposnzd to the rallwasy that was proviﬂed
to carry 1t? Ponder on the Barry, or the_ #rsxham, iold & Connah's
Quay, and dscide how much of their downfall was dus to oubsids
causes and how much to feaxures within the railwsy field - amalga-
mation or absorption. short, follow your story through; don't
leavs off af tho wedding day and allow 1t to be suppeosed that life
was happy ovar effsr.

What I want our historian to aim for is, 1in ons word,
comprshansivznsss. 1 think we want to broadsn our rather narrow
visw of the mattors we think 1t proper to dasl with in rallway
history. I do not think that this msant that the total length of
the work nszds to be vary much inflated: a fsw senicncss or
paragraphs will sstablish the framswork thet I am asking for:
bui I do hops to sge, combined with Improvemsnt and rafinsmont
of tachniguas in dealing with what I have callad ths intaernal
history of railways, a graater awarensss of ths connsxXlon bstwsen
rallways and widsr 100@1 and national devalopments. I hops there
will be no limitation in respect of time - the story of the whole
life, not only of ths formabtive years; or in respect cf subhject -
breadih is wors lmportant than small-scale pr:acision; or in
respect of sympathy - the historlasn, whils hs may rightly have
his praferencez, should be Jjudge, not agvocats, or of comparison -
what was and what was not remarkabls about it. We went, in short,
a full and comprehansivs picturs of ths rallway undsr notice.

But givan all thase desirable elaments, I havs not quite
finished; 1 am exacting, for in addition I want ths mixture to
taste good. The book - for such by now it has bscoms ~ must be
raasonahly accaptabls as somsthing to rzad. It cannoit bz over-
looked that a history 1s only fulfilling its purpose in so far as
it 1s rsad; tns mors paopnls rzad 1it, the greatsr its valus. I
do not mean by this that the traatoent must be dramstized, or
vulgarized, but it should consult tha intclligent, educated
rcader's convenienca. o should bs inducsd to enjoy rbadlng
the story, and it should bo made comparativsly simplce for him
to use afterwards for rsf.oronce. This harks back to my aarlier
point about the allocation of cartain typass of information to
tebulations, othars to narrative, rsspoctlvely.
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If the writer 1s determnined to please his reader, he will
have to struggle aloost as herd with the construction of his book -
thes archltscture of it, if the expreszion msy be pernitted - as he
did witn ths rescarch that lilz2s5 behind it. There should be a,
balance of the different elzments - chroneological; technical;
financial; sconoilc; personal - that should convey with reada-
bility the historian's knowledge of his subject and his sympathy
for 1t. Untalance - the omission of large and important aspects
of the watter treated - and poor constructlion are soon shown up,
and the took ceasss 1o be read. Bui the vook that is well written
will attract readers for gensrations. 1If 1 ware asked to point to
cna rallway history that does have this quality, I should mention
Charles Grinling's History cf ths Great Northern Rallway - lively,
personal, and written witn spirit Throughoul, though 1ts historical
mathod would not be accapiakls today. We want rallway histories
that can both be rsad with satisfactlion and be consultsd with
confidence.

Ths title of this paper asks a question. 3Speaking for myself,
my answar 1s simple. The kind of history I want is accurate,
comprehensives, and readabls. That's all.

(Concludad)

* & K ko ® ko k ok ok ok Kk X

THE VICTORIA PARK DRANCH OF THE EASTIRN COUNTIES
RALLWAY 1D ChiH LOVDON TRAING TO STRALEFORD BRIDCE.

By H. V. Borley

The Victoria Park Branch of the Eastern Counties Raillway was
opened on 1% August 1854, but very little use was made of the line
untll the North London Rallwey began running a passengsr traln
service on 16 October 1&54. Regular goods trains started on
1 January 1855; thess wers worked by the North London, and con-
sisted of merchandiss transferred from places on the FTastern
Countiss Railway to plecss on the Great Norinern, London & Neorth
Haestern and London & South Westsrn systems. It will bs observed
that sarly in its active 11fe the North London begen working
trains over other rallways, and also transferring goods across
London, these operations continuing throughout its garesr.

The branch of the Eastern Countiss jolined the North London
at a point then known as Hackney Wick or Vigtorlis Park Junctlon,
vut in lavsr vears usually called Victoria Pari Jurction. When
the passengsY service was startsd in 1854, additional carriages,
usually two, were attached to certain trains from Hempstead Road,
which was nearly on the site of the prescnt Primross Hill Station,
formsrly namned Chalk Farm. Thess coasches wers dropped -~ that is,
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detached at the junction - and worked forward to Stratford Bridge by
& Norih London enging, calling at the Low Level platforms at
Stratford, which in conseguence were often referred to as the North
London station. At that time, only North London trains used the Low
Level platforms at Stratford.

There was no station at Victorla Park at that time, and those
trains which had a connexion to or from Stratford Bridge had to stop
at the junctlon to drop or pick up the branch carrisges. Ths traln
left Hampstsad Road for Fenchurch Strest wlth the Stratford Bridge
carrlag=s at the rear, but on the return Journey various methods
were trisd; at one period 1t was the practlice to attach the addi-
tlonal carriages at the rear, at another time they were aittachad in
the front, the Stratford Bridge enginethen working through to
Hanpstzad Road, the other sngine remaining at the Junction to work
the next train forward to 3tratford Bridge. No method ssemed to be
entirely satisfactory, but the arrangement continued in various
forms after the opening of ths origiral st=tion at Victorla Park.
There were a fsw nminor collisions ard near collisions, and It was
evaentually declded that the through carriages would not bg worked
after the end of Decsmber 1859. On and from 1 January 1860,
passangers had to change at Victoria Park, except on occasions as
described later.

The original station at Victorls Park was opened Specially on
29 May 1856, 1in connexion with the Peace celebrations held in
Victoria Park that day marking the termination of the Crimean War.
This station was shown 1n the timetables as "Victoria Park, Hackney
Wick" until the end of 1859; 1t was sited before the junction, and
consisted of two short platforms, and was at first without shelter
of any kind. The entrance in Wick Lane was a substantial one. It
was converted into & palr of dwelling houses now known as 339 and
%384 Wick Road, and 1s 8tili standing. This statlon was opened for
regular passenger traffic on and from 14 June 1856, and subsequently
the platforms were partislly covered and walting-rooms provided.
The original station was closed when the nsw one, situated immedlate-
1y beyond the junction, was opened on 1 March 18066; this station
originally consisted of four platforms, but the one on the ling to
Stratford was used only by the through trains from Chalk Farm (the
locals starting from the platform adjacent to the North London up
platform) and was reached by crossing the line on the level, no
subway or bridge being provided. This platform was not in general
use after 1865, and was later removed, ths work being completed
15 Avgust 1895. A footbridge in the canire of ths station, connect-
ing the thres platforms, was brought into use on 2i February 1831.
An additional entrance from Rischolme Strest (nzar Wick Road) with
No. 2 Booking Office was opened on 1 February 18939. Local pcople
had asked for an sentrance from Galnsborough square, but as it was
considersd that it would be too costly to comply with this request
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the new antrance was made from Riseholme 3ireet, and was known as
the Hackney Wick entrance.

Victoria Park wss a vary voosular place, especially on Sundays
in the summsr, snd the two carriages usually allocated to the
stratford Bridge service, worked in conjunctlon with the Fenchurch
Street and Hampstead Read trains, proved insufficlent. From 1855,
the Stratford Bridge trains worked through from and to Hampstead
Road on Sundays in the summer months - usually way to October,
inclusiva; this practice continued until 1866. In August 186k,
ths trains worked through on weskdays and Sundays, but this was
not rezpeated in subseguant years. Hampstead Roal statlion was
ronsme? Chalk Farm 1 Dec=amnber 1862,

Thers wars two through trains each way dally between Hampstead
Road and Tillbury via Victoris Park Junction and rForsst Gais
Junction in July, Auzust and September 1855, but ths service was
not repsated. The trains consisted of North London carriages, but
ressibly the Eastern Countiss Rallway worksd the trains forward
fren 3tratford malin lins stabtlon. From 1 Septamber 1866, the
Nortn London ceascd to work trains to 3Stratford Bridgs, but instead
ran & throurh scervice from Chalk Farm to Barking, workad by North
Lordon enginags througheout; passangsrs for the North Woolwich line
warz conveysd vis Stepnsy. This ssrvice lastad only two months.
From 1 November 186€, azll through working ceesed, and the Grest
Eactern Raliway started to work a local servicg betwsen Victoria
Park and Sirattford Bridgs. From 1 November 1867, the North London
agaln took ovsr the sarvic:, which rsamainzd a local ons, and ths
Great Tastern and ¥North London continued this arrangement in
alternats years until 1874, Th= last Worth London pssscnger traln
to and from Stratford Srides ran on 31 Octobar 1874.

From the opening of the nsw station at Victorla Park on
1 Merch 1864, the lccal trains started back from tohe platform at
which they had arrived. ¥rom 1 October 1835, the lecals ran
bstween Victoria Park snd Canning Town, gsncerally using a tserminal
platform at the latter placz, thz ralls serving which having now
baen renoved. At varlous periods since this date some of the
trains have worked through to North Woolwich.

The Great Easitarn sarvice, which had besn half-kourly since
1870, was reducsa to hourly se2rvics from 1 January 1917. In
1521, ths weskday gsrvics was much curtailed, and ths Sunday
Ssrvicse was wiitndramn entirsly on and freom 7 October 192%7. What
rg?ained of ths weskdayservice was withdrayn on and from 1 MNovanber
l/""‘bret

Svratford Bridgs statlon was situatsd aprroxXimataly on the
site of the prescent Stratford Marwst staticn, but the entrancs
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was in Bridgs Reoad. Ths present bullding dates from 1830, and the
name Stratford Market was adoptad on and from 1 November 18280. In
the Graat Fastsrn timstablas, the station was usually styled
Stratford Markst (W=st Ham).

The Hacknsy Wick, or No. 2, entrance to Victoria Park station
was ogen only during certaln hours from 11 July 1920, and was pre-
sunably closed from 29 January 1940, when the L.w.3. service to
and from Poplar was curtalled. The station was closed entirsly
from & Hovembar 1943; it had been clossd on Sundays from 31 March
1940, from which date the Poplar ssrvice ran oan on weekdays;
this sarvice ceassd to run on and from 15 May 1944. The station
bulldings at the No. 1 entrance still stand, as do the platforms
and soms of the buildings on platform level. Thse Hacknsy Wick
entrancs has, howevar, been removsed entirsly.

Kok ok ook ok A ook ok ok ok ok ok

LECMINSTER & KINGTON RAILWAY

Recent research has ravealed that the public O?enlng date
for the Leominster-Kington section was not, as usually quoted,

2 August 1857. An examination of the directors' minute book
raised doubts as to the corrsctness of this and further enjguiries
seamad desirable.

Our member Mr. Cohen was good enough 1o search the Hersford
Timas, and it is now clear from contenporary rsports thal The
Tormal opening (announcad originally for 28 July 1857) was altered
and actually took place on the previous day, the 27th.

The opening for public passenger traffic (also announced for
28 July) was postponed dus to the Board of Trade's refusal to grant
a csrtificate bscauss a level crossing had been constiructed at
Pembridgs instead of a bridgs, as spscifisd in ths company's Act.
After satisfactory nsgotlations, the opening took place on 20
August 1857, and the event 1s recorded in the Hereford Times for
the 22nd. This accords with the directors’ minute of 18 August,
which fixed the opening for the 20th.

C. R. CLINKER.
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Mr. J. F. W. Bryon, F.L.A., Borough Librarian of Eccles and
Hon. 3ecretary of the Eccles & Dlstrict Hisiory Soclety, 1s Inter-
asted in the Liverpool & Manchester Railway, Bridgewater Canal and
Manch=ster 3hlp Canal, and would be pleased to hear from any members
similarly intsrested. Mr. Bryon's address is Central Library,
Ecclas, Manchester.



THZ TRINT NAVIGATION
by G. 0. Holt

To most of us, the navigeble parts of the Trent are no more
than bricf glimpses from the traein at Newark or Trent Junction, or
possibly the view from the few road bridges which cross 1t at
Nottingham, Guunthorove, Mowark, Dunham and CGainsborough. We know
vagualy of some large modern locks, “hst the river is tidal bslow
Newark, and thel an aegre flows up 1t from ths Humber, but it may
n2 rather difficult to appreclate what has besn done to iwmprove
the navigation in the course of 1vs long history.

Inliay 1955, we went ty boat from Stone to Lincoln and back,
ea3iling down the Trant betwsen Shardlow snd the Fossdyks at
Torksay ~ 57 miles each way - so ws wers abls to sS2e a good deal
of this very important and flourishing navigafion.

In 1699, an Act of Psrliament was obtainzd for meking the
river navigenle as far upstream as Burton-on-Trent, but ths Trent
& xorsey Cenal {(opened in 1777) toekess a parallsl courss from
Burton to Shardleow, and the upver part of the navigation has fallzan
1nto disusa long since. The Canal actually passes through the Trant
for & short distancs betwesn Alrswes and Wichnor -~ 7 miles ahove
Burton - but_docs not enter it until it raaches Derwsnt Mouth Lock,
which was 482 miles from our steriting point and 11 miles above
Nottingham,

Theres is & welr at Sawley, So onz sails down the river for
only half 2 mile or so befors cntoring a short "cut", which rsjoins
the main stream below Smwley Lock. A further mile downstresm are
the junctions with the Erawash Canzl ord the River Soar (visible
from tha train south of Trent stetion), and here asnothsr "cut",
three quarters of a wile long, leads to Cranflest (or Old Sal's)
Lock, which joins the rivsr just bsleow Cranflsst weilr.

Down the U% miles from hors to Bseston the river is a 1little
dangerous; there are ssveral hazards, including =2 submerged train-
ing-w=1l1 on the adge of ths channsl, an island ond a wrecked drsdgsr.
\T Dostten Lock, boats lanvas the rilver egeoin and usce ths BDesston
Cut (opensd in 1798) to join the Nottingham Canal at Lenton Chain,
bt 1t 1s still possibls to see o trace of the cut, a few yards in
length, which swveoided Bosston weir.

Pessing fthrough Nottinghsam, the Cansl takss s sharp turn under
the London iload (High Lavel) sistion, and joins ths rivsr just

below Trent Bridge at tioe Trent {or Meaduw Lane) Lock, whare the
lcck leading into the disused Grantham Canal can be scen on ths
opwuosite bank. IFrom Mcadow Lans, 1t is two miles to Holms Lock,
whare the lock madc in 1776 is 3%1ll in uss, although latsly desp-
ened and rspaired. Alongside it is the much largar lock constructed.
by the Nottingham Corporation some thirty ysars ago. This, like the
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locks at Stoke Bardolvnh, Guathorps and Hazelford, 1s designed to take
four standard Tront boats (82'6" long and 14'6"Y beam) at one penning,
and until thoy wors mads in the 1920s, there ware no locks for a dis-
tancs of 21 milzs batw:asn Holme and Nswark. Conseguently, the river
used to run rathsr swiftly snd strongly, particularly bstween Holme
and Fiskerton, and the 1904 cdition of Bradshaw's Canals and Naviga-
ble Rlvers mentions that the current had = velocity of six miles an
hour for o distence of thres quorters of 2 mile et Hazslford.

Twio miles above Newark, on the left bank, one comes to Staythorpe
Power 3taticn and, immediately beyond, the Navigation leawves the river
at Averham weir. Hsre 1t entsers Newark Dike for & distance of about
four miles. The Dike was made under powers granted in 1772, and was
formerliy the nroverty of the Nawerk Navigatlion Comnissioners, who
lezszd 1t to tha Trent Navigation Company. The 1904 edition of
Bradshaw's handbonk refsrs to a practice whereby, in time of flood,
boats could pass through a gap in ths west side of Averham welt and
avoid the Dike (and 1ts two locks) by using the main river channel
through Kelham.

Ths Town Lock at Neowark 1s the most recent of the new locks,
heving been opened in 1952, but ths old losk which it replaced is
still thers. The opsning of the naw lock wmade it possibls for petrol
tonkers, 141 long and 18' bsam, to come up the river to Nottingham,
and we passed a numbsr of them on our Jjournsy. A wlls from the Town
Lock 1s iths Nether Lock, which raplaced a smaller lock of the old
type in 1926, and thres quarters of a mile bsyond the Dike rejoins
ths river at Crankley Point.

Until 1911, the river was tidal to this part, and there were
swift currents. In that year, the first of the modern locks was
built at Cromwssll, four milss from Cranklsy Point. It 1s sixtesn
milcss from Cromwell to Torkssy, and we wera advisad to cover this
without stopping, taking care to kesp in the channsl. Beiwecn Nawark
and Torksay therc are two largs bridgss ovaer the river - ths railway
bridge bstwasn Fledborough snd Clifton, and the toll bridgse at
Dunham, which was built in 1832.

Leaving the river at Torksey, we entered a short "cut" to
Torksey Lock, made in 1671. &bove this we came to thes Fossdyks,
which 1s said to have bsen constructsd in ths ysar 120. If it is
truc that the Fomans usad it for ravigation zs well as drainage, 1t is
by far the oldest srtlficial wabterwsy in ths country. It is ¢zid to
have been restored in the year 1121, deepened and Improved in 1782,
and agalin in 1840, and lsased by the railways in 1846. It is eleven
milss long, end we found nothing very ranerkasble about this broad
stralgnt waterway across flat country, except ths absencs cf bridges,
of wilch thers ars only two - a raillway and a read bridgs, together
In o33 villags of Saxiloy. One or two metal notlces bezring the
inltlals of the Creat Northorn & Great Zastern Joint Rallways were
St1ill to be seen on thas banks.
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The Fosadyke lsads into the west end of Brayford Mers at
Lincoln, which is at the head of the River Witham Navigation, and
we went on under the High Bridge (or "Glory Hole") to Stamp End
Lock. Hsre an unusual top gate of the guillotine pattern has
latsly replaced ons erected in 1827. &% miles down the Withem we
came to Horsley Deeps Lock near Rardney, and alitnough we had time
to go the ramalining 23 miles to Boston, we thought it wlser to turn
back in case some unsexpected happening delayed us on the reiurn
Hournsy.

Two days later we wet an old boatman at Nsowark who thought it
would havs been possible for us to cross ths Wash from Boston to
Sutton Bridge, and raeturn by the River Nene to Northampton, and the
Grand Union Canal. It sounded quite impracticable, but we have
since heeard that a boat teking part in the I.W.A. rally at Lincoln
last August travelled from Nantwich to Lincoln by this route.
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LIBRARY AND RZICORDS

In was reported in the May 1956 Journal that notes on the
rallways in the Tast Grinstead area in the [890s (including soms
notes on the Bognor branch) had bsen recsived from Mr. A. H. Rowland,
of wuebec. Thaese notes, consisting chisfly of locomotlve working,
have been typed and ssent to the Soclsty's Library and Records.

Some interesting, and possibly hithsrto unknown, matters were
revoaled: a sumner express from Ssaford to London via Hayward's
Heath, East Grinstsad and Oxted, which ran non-stop from Lawss to
Horgted Kaoynss; and the Kingscote statlonmaster's famous flowsr
gardans.

Another itam which has been typed and sent to the Library 1is a
115t of telegraphic codes used for stations on the South Eastern &
Chatham Railway (including a number of London, RBrighton & South
Coast stationsg. The code was usually made up from two (sometimes
three) lettere from the statlion rame and, although the list wes
dated 1921, a number of the codes wers formed from ths original name
of the station. It was avparently ovsrlocked, after the fusion of
the L.C. & D. and 3.%., Rallwzays, that the initials of the Chatham’'s
Mizopham stehion (MP) wers the sams a8 those of Woldingham, which
was oricinelly Mardzsn Park. But how the Brighton got XV for Thrze

Eridges 13 a myseer

lonbars may borrow the sobcve ltems on application to the Hon.
Secretery, enciosing a 2eda-stanped addvosaed foolscad envelope.
1T eny wember has knowleldge of pre-grzuping railway station codes,
or cthisr itcems of intarest for the Litrary end Reczords, ths fditer
would be plsassd to hoar from them.
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Ol ISSION Proposals for the rallways: pre-
sznted by the Minister of Transport angd Civil
Aviation to Parliesmsnt, Octcber 1956. T1956
(E.i. Stationery Dfrics 1/“)- '
The Third Dukg of *“1dgcwﬂtpr S canal works in
Manchester. 1956. \Aan@asnlrn & Cheshirs
Antiguarian Zociety, 88 Grange Avenue, erneth,
Cldhan, 3/6}. (4130 in "Transactions of the
snms. & Chesh. Antig. Soc.", Vol. 55, 1S55).
e Zouth Westsruw Aanilway:  1tg mschenical

his tn*y ol background 1878-1922. 1956,

(Azion & Umwin, £0/-)

Wzet Country rassaengear Steamers. 1956.

(fichard Tilling, 106 Grsat Dovsr 3trset,
London, 3.TE.1. 25/-).

Ropeort of inquiry held in London, Juns 1953;
ronranted with s %itionu from ths L.W. County
prass. 1956, (Railway Devslooment assocliatlon,
9 mhnslred Swerest, Lon den, 3.75.11, arnd %8 Lyndon
Eos, dution Colafisld, 94, or L/- by post)

The Cuollgation to ¢ @‘rj an examinatlion of ths
devsiopnant of tha o gmuloﬂ owﬂi to thea
puslic oy Zritish Ra&lmays. 1556, (Institute

of Transport, 5/-7.

3avs3 Time Guida to the London Underground Eail-
ways. 11955, Fdward Wilson, BC/3TTG, ¢/ o
Lononark fousa, London, W.G.1., 1/-, or 1/23d
by post)

way, by "Yorkshiremsn". {(In "Meccano
DC",D“C°mbuT 1G56) .
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Til% LLANCOLLEN CANAL - Hurleston Locks to Llantysilio"
IUlt}Jg Sooxlet, Moo 1). Publishad by British Transport
Pricz 1/-.

clicatlon, the first of its kind, belles the vellel
tnat 01:101@1 pucilcamions muast be duli. In a wost refreshing
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menner Major-Gensral Sir H. Reginald Korr, General Manager of the
British Transport Watorwsy o, glves 2 welcomre to the users of pleasure
craft, only 27xing thuat tngy should show care snd considsration in
thelr ueo of the canal, and inviting coament and criticism. The
forguord concerng lessli with the 1924 Report of the Board of Survey
ard tias ection taxsn by the B.T.C. on ifs recomasndations rclating

to the fulurs: use of the country’s canzls.

A short history of the Llangollen Canal follows which 1s s
mastarpliecas of condsnsatlon, while managing o include the itam
that the 1627 Act contalined the provision that anyone dameging the
Company 's works was lLisble io transportation for sseven yesars - a
powsy which stlll exists! It is a relief to nots that the portion
of this canal now cpen will revain onen owing to its new function
n bacouning & wabter conduit to transfor water from the River Das
av Vron to Hurleston for ths use of tha Mid and South-7a5% Chsshire
Wator 3o0ard in the nsar future.

There 18 = full psgz map showing the relationship of the
canal to ofther canals, rivers, main roads and railways, and this
1s followed by ten pages glving a stylized strip diegram of ths
courss of the canal from Hurlzsston to Llaniysilio. While not %o
scele, all tha main featurss, such as bridges, locks, roads, farms
(for nllx =nd water), raliways, geragss (for petrol and repairs),
tztter boxes, tslephonoe klosks, ste., arse shown dizgresinmatically
and adfaguatsly . wllesge 1S givon on the laft, and wosy ussful and
Instructive notss apout all fuaturas of intersst en routs occupy
tne right hond helf of cach pags. Instructicns for pleasurs craft
usars ars givan which, if conscisntiously Tollowed, will sncourage
the B.T.C. to continus and oxpand this scrvics, and promots gonoral
gocd fealing. Scalss of charges snd conditions under which cruls-
ing is permitted arce plainly sat out.

To avoid wasting water (one of the most imperisnt considera-
tions for any canal usasr to obssrvae) instructlons for opcrating
leocks, includirg the spscilal case of the Grindlzy Srook Stalrcase,
ars sat out In datall with diagrans.

A list of addrzsses of nlzasure craft hirars concludos this
1ent booxlset, =nd it only ramains to be s2id thet ths meny

3 photographlc 1llustrations taar out ths contention that this
2l ig thz nost baeutiful canzl in th: whols country, baing
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Journal, MNovember 1956.

p. 4.  3SANDY & POTTON: Date of opening (passengers) was
‘ 9 Novemdar 1857 . ‘
p. &H. Add Dec. & SDEHAM & LITTLE BYTHAM Ly miles.
(Se¢ lotter below from Mr. G. N. Webb on above itazms).

Jdournal, Janusry 1957.

p. 1. Hon. Sscretary's address should r=ad 16, Longwood Avenue.
p. 1. Para. 3: Incrsass in issue of Journal was from four to six.
p. 5. Para. 1t &.45 g.m. should road 8.05 p.um.
. 9. WWE””I,Y A, J. F. For Famour r2sg Famous.
p. 1&. RTSCOMING BVANTS , London. For I. L. Brunel
r=zad I. XK. Brunel.
p. 17. Last lins: For Notive read Notice.
Annual programma, 1957 (which sccompanied the January Journal)

Ulverzston & Lancaster Centsnary! For August 27 road August 24.
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CORRESPONDENCE

Sir, - I would liks to point out that ths opening dats of the
aandy & Potton Re l;ay guoted in the November issue of the Journal
(p. 84) 1is the date of the cerswfnizl opening. Tha Taport oF e
Udfora Times dated 9( Jme 1857 says: Mas soon as ths Govarnment
Tnopccior L@% issusd his report, passenger traffic will comnesncs.V
Thz Parlismentary roturn of goods and psssonger traffiilc, stc., for
the sscond half of 1857 shows that passenger traffic did not begln
until 9 Nevouner.

The same Parlismentary return also includss "Willoughby
D' Tresby's, Lord (Fdasnhem & Littls Bytb?m)”'“allwa{ A fcotuots
says: "fhis lins was no% opensd until & December.’ The report cf
tha walwﬂy Devarinent of the Board of Trads to ths Privy Council
for the yzar 1257 contalins a roceord of a leong ssrizs of Covernment
inspections of this ling, biglnning o6 Juns, 1856, Ths raport of
the inspactlion on 4 April, 19557 stabtes theot a ﬂthidcrxblﬁ coal
traffic was boing cerriod. Pormisgion to open ths line 1o passsnger
trolfic S omivon on 13 Novaenbhor 1857, subjent to a spoed rontric-
tion of 15 @.p.h. (8 m.p.h. on curvss and deown the inclinas) ard a
moximum weight of 12 teons for the locomotive. - G. N. WiZs.
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Sir, -~ Having read with intzrest Mr. Ling's letter in the
January Jovrnal, I hasten to say that I am 1n general agreewmcut
with hin. In writing of datss I deliberately condensed my
remarks In order not 1o give undue lmportance to them, and so
may not have made mysslf gultﬂ clear. I would not for a moment
suggest th2 necsssity of "lmowing" dates - I mysclf am quite
Incepables of mamerizing them. »ly point is thai, when writing
of an evant, the date should pr“f rably bs found and quoted, and
the grsatcest cars taken to ensurs its accurscy; If this is not
possible, it should be given with reservation, or not at all.

M. D. GREVILLE.
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SCHME WATTRWAY ANNIVERSARIES CF 1957

Mr. H. J. Compton has sent some notes on watsiway
annlversarlss, which ars as follows:

1657  Act of Commonwealth  First Act for Yorkshire Quse.

1757 30 Geo. 11 ¢.47 Blyth River to Halasworth.
1757 \O Goo. II ¢c.62 Ivel (Beds) River to Shefford.
1807 L7 Ceo.T1T cg2 Act to suthorize cut from

Wasaver Navigabion to
weston Foint.

1807 L7 Gec.Ill ¢.117 Adur River to Binssbrldgs.

1807 U7 Geo.III c.l29 avon (Som.), Act for towing path
from Bath to Hanhan willS.
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AN _INOFFENS IVE OFFENUER

The following lsttar, which had been sent to the appropriate
department affer a rsquest had been made for an explanation of
the pulling of a communication cord, asppearad In the Great
Westarn Railway Magazine in December 1913%:

GENTREIMINS - T got your letter this morning. Its the fust
time I ever went in a ftrain and I hepe its the last I pay my
ticket and just because I pulls the chain thinking I was at
West Trayton whare I wanted to go along comes the porter and
luge me off into the guards van I always ctops busses by the
cord and I thinks trains is stopped szme way 1L I dons anythink
rong I am vary sorry and 1 hope you willl lat wme off this time
as 1 wont never do 1t again. Yours truly ------~
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Now wenpars

CIRCUS, Rev. R. W. ot. Andraw's Vicarage, 2, Langhan Place,
Northanpton.

C‘TLLx, R, 2, wesdow Street, Blackburn, Lancs.
FITawAURICE, R M. 5, Spinneyiieid, Rotherham, Yorkshire.
CRZEI, D. J R. 95, ®dward Wilscn House, Arle, Cheltenham, Glos.
' N, R. D. 109, Dads Lane, Xings Heath, Birmingbham 14
P. 1Shb, Uxbhridgs Road, Lendon, W.12.

FARTEY, M. F. 1S, Westlands Grove, York.

HALL, . W 18, Jordan Lans, Edinourgh 10.
Resicnations

GENZTL, D. G. HARVEY, A. M. HARVEY, G. W.

Birminghem, 13 March. A masting will be held at 7.15 p.m.
at the Chanver of Cemunerce, New 3treet. Mr. L. T. C. Rolt will
give an addrsess on “"Thomas Telford."

aalt 11br ary, ataLLoro, to inspect “soms of the 1n+@r0at1ng lnil—
way and canal material held there, &t the kind invitasion of the
Librarian and County Archivist. Mset outside the library, 2.70 p.m.

Lordon, 13 April. North Lorndeon Rallwgy tour. Starting from
Brosd otrest ot 2 p.m., a motor cosch wlll convey msubpers to
Poplar (Szrrow Lans), Bow, ard Dalston Junction stations. At
Dalston Junc. the 3.48 p.o. tralin will bz tekxsn to Willesden Junc.,
whenca the variy will ge forwvard by the 4.75 p.m. to Gunnersbury.
Apcroximatsly £ hour will be spent here in order to walk to Kew 0ld
slon end tqck a*+ﬁr which the party will rsturn to Vietorila by
sriet lina. =uffst tea will ba served in the Elizabetsh Room ab
Coscn Shation frem 6 ta 5.7%0 DL after which Mr. H. V
i3 cunduzting the tory, wiil give & telk on the N.L

Wiay tanfiiv the tour or not, an& uhe

gra walcoms, £ G
close v Doscriptlve notvss will bs iszued.
5 ths trur will be 10/ - cer hoald, ioclusivs of cosch ard
L fares and hirs of IOOT, cut WOT includinz buffst tea. kambars
o weat outslds the Broed u'ISJL statlon, sro ths cosch will

Lzave p_p“ntly oh 2 pews Thoss who wish to vislt the stasion
should Eitow Themselves time to do S0 bo forchand. 3es nexti page
for booking arrangsmentis.



Lordon, 14 Anril. Rasgeat's Canal Teur. Thers will be a
CTUIST 04 ths Retant'e Cana’. in tha wsll-Xnomn plaasure craft
i o aan., and lod by Wr. Charles Hadfluld
tfiasld Hoed, W.9., and opposite this
" an canal where "Jason' will s moored
In Tull view. The zats Jt Seven minutas Wﬁﬂf along the
Rlom?fizld Road from nslta Va slong which Now. 5 and 16 buses
run. Alternatively, maem ;rs can walk Trom Warwick Avenue Undar-
ground station (Bskarl oo) procsading 100 yards up Clifton Villas
to Blomfield Road, than uuxplng right. Ths trip will end by
# + 50 p.il. neEar Hosth Road, Bsthnal Gz afr, where busss to Livarpool
straet (for Inmeor Circle) and the dost ind can ba cought . kennsrs
should bring their cwa lunchss, but a stop will vz meds ab &
puzlic house for drinks. Thars will be lgvatory accomacdsation
evoard tha bhoat. The itinerary will includs 2 vislt to Peddiagion
toll-houvss, whure a Aemonstration of gauvging 2 boat will be glven;
Madda Vole and Islington tupnels {not at all faearsoma); six locks;
and Ppﬁﬂi-ﬁtoq, or° all and City Road basins. Part of the csnal
runs throuvgn mupunt : Park and the zeoo. Ths rast 18 industrial,
s maln intesrost bwlng the nuber of canal-railway Interchange
points. No itinsrary will bz issued, becauvse a loud-speaker
conmentary will ba given during the trip, but historical notes
will be provided. Ths inclusive charge will b2 10/ - par hasd.

; £ J AT
Mombsars chould go to B5, Bl
houq~ iz & geta leandine to %
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BOOKIHGS for both London trips should be made, as appropriate,
ard sent with correct remittancs to Mr. A. T. Bennstf, The [ioval
Artillery Pand, ¥oolwich, Londen, S.E.18, }OT LATTR TEAY 21 wARCﬂ.
Arcommodatlion on both trlps s limited. Acknowledoment end
racelpt will be made by way of covies of ths respsctlve notss for
gacn tour.

York, May 4 & 5, A.G.. Arrangaments have now been completed,
and members havs bes 20 notliipd of hotzls by ssparate circular in
February. Agenda, 33 retary s Report, Balance Shect, Tours
Itinerary and Booklng Forms will be sent to members in mid-karch.

MAwBERS ' INTRESTS

Mr. Ww. J. wllner, Oswastry. Narrow Gauge rallways,
particularly the Glyn Vallgy Tramway.

JOURYAL

Any memhsr wishing to dispose of a copy of Vol. 1, No. 1 of
the Journgl 1s asked fo gst in touch with 3ir Arthur Elton,
10 £ldon CGrove, London, W.W.3%., who 1s prepared to pasy 10/~ for a
copy -

Publishsd by the ‘_leay & Canal Historical Socizty,
at &, Stanstcad ERoad, Caterham, Surrsy.
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