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The Railways of Kew and
Gunnersbury

By JOHN C. GILLHAM
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). €. Gillham

The old station at Kew (abandoned 94 years ago), between Kew East and Old
Kew Junctions on the North & South West Junction Railway, showing the
building on the westbound platform still in use as a house

N the early days of the railway era,
various trunk lines were built from
the Metropolis to important pro-

vincial peints, with separate termini in
London, and no physical connection
between the systems. Thus, there were
no rallways to the west of London be-
tween the main lines of the standard-
gauge Londen & Birmingham and London
& Southampton Railways, excepting the
isolated broad-gauge Great Western Rail-
way (which does not greatly affect the
present story). ©On July 27, 1846, a
branch was opened from the Southampton
line at what is now Clapham Junction,
runming through Putney and Barmnes to
Richmond, and on August 22, 1849, a
branch was opened from this line at
Barnes, over the Thames and through
Kew, to Isleworth, This was extended
throngh Hounslow on February 1, 1830,
joining beyond! Whitton the Richmond
line which had meanwhile been extended

through Ashford and Staines to Datchet
on August 22, 1848,

The Birmingham and the Southampton
railways soon expanded, and changed
their names to London & North Western,
and London & Sonth Western. The
need was felt for a link between them, so
a North & South West Junction Railway
was authorised in 1851 to run from-what
became Willesden Junction on the main
line of the former, to the present Old
Kew Junction on the Isleworth line of
the latter, some 3 miles 63 ch. This
was built rapidly, and opened to freight
traffic on February 15, 1853, soon be-
coming an important route for coal from
the north of England to the south.
Passenger trains were begun on Auguost 1,
and, although the line was leased jointly
by the LNW.R. and L.5W.R. com-
panies, these trains were always worked
by the North London Railway. A station
was provided at Old Kew, just short
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O the qunection.  From its maupguration,
this tram service to Willesden continued
thinee  along the main line of the
| NAW.K. as far as Chalk Farm, then
tuning along the North Londoen itself as
L a4 Camden Town., For a time it
ternunated at Camden Town, connecting
Hhere with a shuttle service onwards via
Hwckney and Bow te Fenchurch Street.
e intermediate station of Acton, be-
tween Old Kew and Willesden, was
wentedd  during 1853, rebuilt in 1876,
atid renamed Acton Central in 1925,

In 1858 a Bill for a Brentford & Rich-
mond  KHaillway was promoted, but the
| ords rejected it after the L.S.W.R.
Ll promised alternative facilities, Hence
o May 20, 1858, the North London
civice was extended to Twickenham,
which it reached by reversing at Old
lvew  Junction, running for 2 miles
Wi ch. along the Isleworth branch of the
.= W.R., as far as Barnes, reversing
apnin, and then using the South Western
line through Mortlake and Richmond for
| miles 23 ch. To avoid the two reversals,
two curves each 26 ch. long were inserted
under powers of 1858 at Kew and Barnes,
making two triangular junctions, and
Camden Teown to Twickenham trains
hegan to use them on February 1, 1862,
T'he old station at Kew, on the north
sicle of the triangle and with access (rom
Fiomel Road, was now replaced by a new
station at the south apex of the tnangle
dlongside the station on the Isleworth
e and  fronting on to what 18 now
t'Inswick High Road. The platforms and
huildings of the old station are still i
v, alter 94 vears of disuse, and in a fair
tate of preservation. The new station
was renamed Kew Brdge in December,
1868, and is directly opposite the bridge
ipproach;  exeellently  accessible, with
atich better tram and bus interchange
Licilities {in later vears) than any other
tution for miles around,

Morth London trains were extended
ltomn Twickenham to Kingston on July 1,
I8G3. along a newly-built line opened
that day, but the route wvia Kew and
Pirmes was still too indirect even with
i two curves, 50 a new line 3 miles
I vh. long was built by the L.SW.R.
under 1864 powers from what is now
South Acton Station (opened January 1,
[RRLN  direct to Richmond, and was
vpened on January 1, 1869, This crossed
over the Kew to Barnes line at right
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angles, and then over the Thames by
a five-span lattice-girder bridge, which
shares with the other Thames crossing at
Barnes the distinction of being the only
major work on the railways in this area.
New stations were provided at Gunners-
bury (known as Bremtford Road until
November 1, 1871), and at Kew Gardens.
At Richmond the new line used some new
dead-end platforms on the east of Kew
Road without fouling the Barnes to
Twickenham tracks, the platforms of
which were then to the west of Kew
Road.

The Kew curve is still in use, but the
Barnes one was abandoned in 1869 under
the 1864 Act, and had been removed by
1894 at the Jatest, probably much earlier.
At its northern end the road bed and a
amall bridge still exist, but all trace of the
rest of the curve has now vanished, and
the site i1s covered by allotments. The
new South Acton to Richmond line was
owned and built by the LS W.R.
although used by North London trains,

On the same day (January 1, 18689) the
L.5.W.R. opened another new line, also
built under the 1864 Act. This left the
Richmond line just north of Gunnersbury,
ran eastwards through Turnham Green
to Hammersmith (Grove Hoad), turned
sharply northwards to run alongside the
Hammersmith & City Railway (opened
1864), and then passed underneath this
to run round a semi-circle of only about
440 vd. radius to join the West London
Railway (opened 1844) at Addison Road,
a total distance of 3 miles 14 ch, The
L.5.W.RR. began two services, each about
hourly, from Richmond vig this route to
Latchmere Junction, whence one ran
straight up the main line to Waterloo,
and the other ran wvia Brixton, Lough-
boreugh Junction, and the 1L.C.D.R., to
Ludgate Hill. Thus, as soon as the
circuitous North London route to Rich-
mond was straightened out, these two
new services, especially the Ludgate Hill
one, provided even more roundabount
routes.

The block signalling on the Richmond
to Addison Road line attracted consider-
able attention in the railway world in
1869, as the line was among the earliest
to have diagrams of the =ignalling issued
to inspectors, drivers, guards, signalmen,
pointsmen, porters, and others. These
dhagrams, with dav and night eodes for
engine head-signals, whistle codes, and
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general instmctions, flled 27 loolscap
sheets,

A junction was inserted just north of
Hammersmith, whereby on June 1, 1870,
the Great Western Railway opened a
service from Bishops Road (Paddington),
via the H.CR., Turnham Green, and
Cunnersbury, to Kichmond, but it lasted
only antil October 31,  The District
Railway was extended to Hammersmith
{Broadway] on September 9, 1874, and
terminated there until June 1, 1877,
when it was further extended 38 ch. to
join the Addison Road line at Stodland
Road Junetion, involving a tunnel under
the Broadwuiy and then a wvery steep
climb of about 330 vd. at 1 in 44, Ihstrict
trains from Mansion House were 1m-
mediately extended over South Western
tracks to Richmond, using ronning
powers that were granted on condition
of the abandonment by the Ihstrict of
its proposed line from Earls Court to
Barnes, which had been authorised by
Parliament i 1872. A branch to Ealing
Broadway from the LS.W.R. at Tum-
ham Green was opened on July 1, 187%,
and was both owned and worked by the
District Railway ; for 44 ch. this ran
alongside the Richmond line, though on
a rising, instead of a falling, gradient,

Yet a fifth company to work through
Gunnersbury to Richmond was the Metro-
politan, which on October 1, 1877, began
a service from the City via Bishops Road
and the Hammersmith & City line,
which lasted until December 31, 1906 ;
electrie traction had been inaugurated
on the H., & C. on November 5, 1906,
On  Januwary 1, 18907, another Great
Western steam service wits inaugurated to
Richmond over the same route, starting
from Notting Hill (renamed Ladbroke
Grove on June 1, 1919}, but this service
lasted only until December 31, 1910,
though the terminal siding® and extra
crossover at Ladbroke Grove are still
1 silu.

Meanwhile the North London Raibway
had opened its branch from Dalston into
Broad Street on October 31, 1865, and
from the lollowing day until 1816 main-
tained a half-hourly service of trains
which ran from Broad Street non-stop to
Camden Town, and continued as stopping
trains via Gospel Oak and Willesden
Junction to South Acton. At the last-
named station the service was divided,
and trains ran thence hourly to Kew

'
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tween Camden Town and Willesden this
service used the Hampstead Junction
Railway (opened January 2, 1861 instead
of the main line of the LN.W.RK. which
the previous Camden Town to Hichmond
(annd Kingston) tramms had used. From
1865 another half-hourly North London
service ran from Broad Street via the
H.J.R. to Willesden, and then down the
West London line to Addison Road or
beyond, but in 1912 this was diverted at
Willesden to run along the Acton line
instead and thus doubled the frequency
to both Kew Bndge and Richmond,

A sixth company to reach Gunnersbury
was the Midland, which opened a branch
for goods traffic from Childs Hill (now
Cricklewood) through Dudding Hill and
Harlesden to Acton Wells | unction (63 ch.
south of Willesden Junction) on October
1, 1868. The Midland recetved running
powers to Richmond over the LS W. R,
and the latter secured running powers to
Brent Sidings, near Cricklewood. On
August 3, 1875, the Midland maugurated
by means of this link another, even more
circuitous, passenger service to Richmond.
This started m the bay platform at
Moorgate Street and ran vig the Widened
Lines of the Metropolitan and the tunnel
under 5t. Pancras Station to the Midland
main line, which was followed as far as
Childs Hill before turning south again
along the new line to Acton Wells and
Richmond,

On February 1, 1876, this service was
withdrawn between Moorgate and Childs
Hill, and also south of Harlesden (then
known as Harrow Road), but on May 1,
1878, it was extended to 5t. Pancras
(main line) and “through Acton Wells
and South Acton to a point immediately
beyvond the bridge bencath the Ealing
branch of the District Railway. From
this point (Bollo Lane Junction) the new
Acton Curve, built - 1878, was used,
which forked left from the Richmond
line, ran parallel to the Distriet for 28 ch.
behind Chiswick Park Station (known as
Acton Green until March, 1887), and joined
the Gunnersbury to Turnham  Green line
midway between those two stations,
at Acton Lane Junction. This Midland
service then continued along the District
as far as Earls Court, but on September 30,
1880, it was again withdrawn south of
Harlesden and south of Childs Hill.

The third attempt of the Midland to
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Acton Lane Junction from the east, showing the electrified Richmond lines
on the left, and Acton Curve on the right. The freight train, one of about
three daily, is proceeding from Brent (Midland) to West Kensington

Fhistay] [, C. Gilikam

'he above train passing through Acton Lane Junction, with the electrified

Richmond tracks on either side. The line to Acton Town passes over the
bridge on the left
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enter the ara under consideration was on
January 1, 1884, when the Chalds Hill 1o
Harlesden service was extended to Gun-
nersbury, where it terminated, Gunners-
bury was then a far more importantstation
than it now is, for it had five platforms—
two iglands and one extra face on the west
side. Thest five tracks converged into
a double-track bottleneck to pass under
the bridge currying Chaswick High Road,
before  branching immediately beyond
into the separate Willesden and Turnham
Green route:r, The Childs Hill to Gunners-
bury servite was withdrawn on October 1,
1902, but the same route was used by a
long-distance service from Bradford to
Portsmouth, vig Hendon and Richmond,
which the Midland inaugurated on July 1,
1945, and thus for a time Gunnersbury
assumed main-line importance. Through
coaches from six other nmorthern towns
joined this train at Leicester, but it
ran only until October, 1908, A similar
through service, but of LNWR,
carriages, was begun on Mayv 1, 1811,
betweenn Manchester and Southampton,
via the North & South West Junction
Railway.

South of Gunnersbury there were four
tracks for about 400 ywd., but then the two
on the west swung away to join the Isle-
woarth line at Chiswick Iumtml\ 39 ch.
from Gunnersbury Junction. This Chis-

wick Curve was another of the lines
med on Jaowary 1, 1868, by the
LSW.R. It enabled trains to run be-

tween Turnham Green and Isleworth,
but from the Acton direction it duplicated
the original Old Kew line of the
N.S.W.J.R. This Willesden to Old Kew
line was onginally leased jointly by the
L.NW.R, and L.S.W.R., but the latter
soon dropped out, despite owning the
Gunpersbury lines, and m 1871 a new
lepse was taken jointly by the North
Western, North London, and Midland
companies. However, the North Western
did not work local passenger BETVICES
on it until 1916, nor did the Midland
except as mentioned above, and the
great bulk of the traffic was always worked
by the North London, although no lines
owned by the company directly adjoimned
it.

The Midland established coal depots
on other railways all over London, and
even as far away as Maidstone, One of
these was opened during the eighties
inside the tmangle of railways at Kew,
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and expluns why, in an area where today
it is taken almost for granted that cvery-
thing is "' Southern,"" there still exists at
the corner of Lionel Road and Chiswick
High Road ({(alongside the passenger
station and some way from the goods
vard) a notice headed "' Mulland Ratlway,
Derby, 1901.” There are four separate
goods yards at Kew ; the Midland one
in the eastern half af the triangle, and the
much smaller and older L.5W.R. coal
yvard occupying the western hall of the
triangle on the other side of Lionel
Road. Outside the triangle on the south-
western side is the onginal yard of
the L.S.W.R. for goods other than coal,
now used for storing passenger trains,
and outside the northemn side of the tn-
angle, stretching from the derelict Old
Kew station to the Great West Road, is
the much newer and larger goods vard
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Midland Railway notice on a wall over-
looking Kew Bridge Station, at the corner
of Lionel Road and Chiswick High Rogd
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cepaeinen] By Ll Somt bepen Railway in the
Lawarnkd by Other Midland coal depots
wite opened i ISTS at West Kensington
vl gl Strect, Kensington, access to
bioth o whieh 15 via Acton Wells, South
Vot Turnham Green, and the main
Lenwe o the District Railway, As both still
lemrish, steam-haoled coal trains may be
wen using the electric tracks  through
rons Court and Earls Court,

e main line of the District was
cloctribed  from Whitechapel to Ealing
air fuly 1, 1905, and the Turnham Green

lichmond  branch (3 miles 29 ch.)
lellowed on August 1. This caused a rapid
merense of traffie; and the use by District
s to Ealmg, Hounslow, Harrow, and
Hwhmond of the tracks owned by the
woth Western between Studland Road
il the junction west of Tornham Green
o ereated a bottleneck. So this section
was quadrupled on December 3, 1911,
wlter which Studland Road ceased to be
i physieal junction, because trains from
Vildison Road direction were confined
to the two northern tracks and those
from Earls Court divection were confined
too the two on the south side, with no
vonnection,  Beyond Turnham Greéen the
wo tracks for Gunnersbury now passed
beneiath the two to Ealing, and im-
mediately -beyond a burrowing junction
was installed to take trains between the
Iarks Court and Gunnersbury lines, but
1 now became impossible to run to and
o the Addison Road and Ealing
directions,  All tracks on the four-track
wortion were owned by the LS W.R,,
although that company never used the
twor om the south side. On the latter pair
pnly) a new island station was opened
1 Stamford Brook on February 1, 1912,
ad the existing stations at Ravenscourt
ik and Tuarmham  Green were both
completely rebuilt with two island plat-
[ iTns

Iy this time the South Western service
wint dlechining, and that to Waterloo had
diverted to and from Clapham
lnetsom as a shuttle service thenee anly,
while  the Luodgate Hill service had
fnllen to only three per day, Then on
June 3, 1916, both were permanently
abandoned, and, as the Metropolitan,
andd Great Western, services via Gunners-
ity had been withdrawn some vears
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previously, it seemed that the money
spent on the quadrupling had been wasted,
tor the two northernmost tracks ceased
to be used and remained derelict until
1931.

On October 1, 1916, the North London
and connecting lines were electrified
thronghout from Broad Street to Kew
Bridge and to Gunnersbury, using the
fourth-rail method (as on the District),
and without interrupting the through
service,  Second-class accommodation
wias abandoned, and the Broad Street
to Richmond journey time was reduced
from 56 to 44 min. In the early twenties
most weekday trains did not stop at
Canonbury and Caledonian Road, thus
taking only 42 min., but in 1956 the same
journey with the same rolling stock takes
48 to 52 min, Although the North London
Railway remained a separate and inde-
pendent company until 1922, it had
latterly come very much under the wing
of the LN W. K., which owned the electric
trains, and painted them in its livery,
although they were operated by North
Londom staff.  Hence the L.INW.R.
became the seventh company to' carry
local passengers between Gunnersbury
and Richmond.

The 1921 weekday timetable gave a
half-hourly service from Broad Street to
Richmond, and also a half-hourly serviee
from Broad Street to Kew Bridge which
called additionally at Canonbury and
Caledomian Road, Morning rush-hour
extras called at both these stations and
ran to both branches, but evening rush-
hour extras ran via the L.N.W.R. main
line instead of the Hampstead line, and
all went to Richmond but not Kew.
A few of these morning extras called
also at Mildmay Park, which otherwise
was not served by any of the Kew or
Richmond trains. The Sunday service,
which began late and finished early,
was half-hourly from Broad Street to
Richmond only, and Kew Bridge had
no service until one extra train came
down from Willesden at 3.12 p.m. and
then shuttled half-hourly between Acton
Central and Kew Bridge until 8.40 pomn.
At this time the District Railway service
to Richmond was four trains an hour,
every day;
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Flectric train from Richmond to Broad Street passing Bollo Lane Junction,
between Gunnersbury and South Acton

N March, 1931, reconstruction was
begun of the two derelict tracks
between Studland Road and Tuormn-

ham Green, so that they might be m-
corporated in the quadrupling of the
District Line from Hammersmith to
Northfields, which was opened on July 4,
1932, by an extension of the Piccadilly
tube service. This did not affect west-
bound District trains to Richmond, but
for eastbound trains the Turmham Green
jll:m:t'u:ln was altered so as to burrow under
all four tracks and emerge on the extreme
north, instead of under only two tracks
and joining the third from the north.
On the four-track section District trains
use the outer rails and Piccadilly the inner.
A non-electric link was installed from
Acton Lane to the eastbound Piccadilly
tracks, and this is used three or four
times & day by the Midland coal trains
from Cricklewood via Bollo Lane Junction,
which, after running through Turnham
Green on the Piccadilly rails, then use an
elongated crossover to reach the Dhstrict
tracks en ronfe for Kensington ; there is
no corresponding connection from  the

westhound track  towardy
Gunnersbury.

At Studland Road, instead of demalels
ing the old viaduct round to Grove gl
it was rebuilt to allow the new casthonil
District track to pass under 10 al o long
skew angle, thus preserving thoe roadd Ded
upon which a mail link to the hannmes
smith & '['|,|;1_.' linne could have Dween Ll
In fact. no tracks were ever lawl on s
altered bed, although it was kept ol
and was even repaired after i
homb [ell on [rart of 1l oo e secenn
world war, Soon alter the war somn
{abricated offices were batlt on fop
part of the viaduct, but the Large Lt
girder bridge over Grove Ko remominod
It Im:{.iurm until Monday morning, Jone
28, 1934, when moveed by
demolitionn gang. All trace of it b gons
five davs later, and 140 tons of steel wore
sent for scrap,  Durmg the same five
days the old L.5W. R, station builldings
were also demolished, after having boon
used for many years as a banans wilre
house, and now a large six-storey lorro
concerete block of offices has boon built on

Piccadilly

Welks B
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the site of the station, viaduct and bridge
abutments,

In 1932 the Southern Railway removed
three of the five tracks at Gunnersbury
Station and demolished all the buildings
on the three corresponding platiorms.
All five platforms are still in sifu, but
only the island on the west side is in use,
South of the station the four-track layout
was reduced to two in July, 1932, only a
week or so after the quadrupling west of
Turnham Green. The Chiswick Curve
round to the Isleworth line was removed
at the same time and no trace of it is
visible today, the whole site having been
covered by several large blocks of flats
(Chuswick Village) just before the war,
Although there were now only two tracks
to cross instead of four, the new bridge
for the Cromwell Road extension was
built in 1938-39 with spans wide enough
to cross seven tracks !

On the Isleworth line a circular service
was inaugurated on January 1, 1883, with
the opening of a new Hounslow to Whitton
curve, and worked Waterloo-Barnes-Kew-
Hounslow - Twickenham - Richmond -
Barnes-Waterloo and wvice wversa. This
service has continued ever since, though
it was interrupted for six weeks in 1916
when the route was electrified in two
parts, Twickenham to Waterloo being
converted on January 30 and Barnes-
Isleworth-Twickenham on March 12
Today the service is half-hourly, worked
with the newest type of six-a-side eight-
car trains, and headcode No. 87, There
are 23 intermediate stops, and the journey
takes 73 min. clockwise but only 67 anti-
clockwise, At rush hours there are a few
extra trains round the circle additional
to the half-hourly ones, and a few non-
stop Windsor trains which run via Kew
instead of the normal Richmond route.

The line from Acton Wells to Old Kew
has always been very important for
freight, carrying a heavy traffic from the
North Western, Great Central, and Mid-
land lines to and from the South Western,
which since the opening of Feltham
marshalling yard in 1922 with its hump,
and the concentration here of traffic from
a wide area, has become even heavier.
As long ago as March 31, 1870, a third
track was added between Old Kew Junc-
tion and Windmill Road (the bridge just
hefore Brentford Station), and this sec-
tion was later quadrupled, giving access
to Brentford goods yvard without fouling

KEW
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the Barnes to Isleworth tracks. To enable

longer freight trains to stand on the
northern and eastern sides of Kew tri-

~angle without fouling either of the junc-

tions, the actual point of junction at
Kew East has been set back towards
Acton to give a short quadruple section,
which, by reason of availability of land,
had to be on the north side. So, although
the original line here was quite straight
and Kew Curve diverged to the left, the
straight road at the junction 1s now that
leading to IKew Curve and the old line
to Old Kew makes a bulge to the right,
swinging back to the former alignment
further west.

In 1939 freight traffic from Acton Wells
to Feltham grew so much that the electric
passenger service was reduced from every
15 to every 20min., and given low
priority and hence subject to great
delay. It was abandoned on September
12, 1940, and the trains diverted to
Richmond, which now has a much better
service than previously, The L.M.S. K.
side of Kew Bridge Station was closed,
though the buildings still exist. Because
it is on the other side of Lionel Road it
is quite separate from the station on the
Isleworth line, but it never had its own
booking office, and access was always
through the Isleworth-line booking office
and platforms and thence by a tunnel
under Lionel Road. For 16 years a
notice in the booking hall has told North
London passengers there are no trains
from Kew Bridge and they must take a
trolleybus (sic) to Gunnersbury.

The conductor rails between South
Acton and Kew Bridge were removed as
soon as the passenger service ceased, and
I believe they were urgently needed for
repairing air-raid damage to the Liver-
pool and Southport line, but 16 years
later there still exists at Bollo Lane level
crossing on the Kew line a notice saying
“ Keep off electric live rails." Today the
chief use of the Kew Curve is by freight
trains from the ev-Midland yard at Brent
to the er-Brighton yard at DBattersea,
via Barnes and Clapham Junction, but
there is very little freight traffic on the
Gunnersbury to Richmond line.

There are now 62 passenger trains
every weekday between Broad Street
and Richmond, all via the Hampstead
Junction line, about every 15 min, until
mid-evening and then half-hourly. On
Saturdays they are every 15 min. before
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noon amd 20 after, while on Sundays thev
are every 30 min. belore noon and 2alter.
The best service of the year is on bank
holidays, when trains run every 10 min,
to take vast crowds to Kew Gardens,
Richmond Park, the River Thames, and
(by taking a bus from Richmond)
Hampten Court. The North London
service is not entirely sell-contained,
for on weekdays a few trains from Rich-
maond on arrival at Broad Street do a trip
to and from Queens Park or Watford
before returning to Richmond, The car
sheds and power station are at Stone-
bridge Park, with a sub-station at Kew
Gardens, Thete are fonr terminal roads
at Richmond, of which the two on the
south are used solely by North London
trains and the two on the north solely by
District trains ; in both cases the outer
road s used only at rash hours,

In 1838 the District service to Rich-
mond was six an hour all day, irregularly
spaced, except four an hour in the late
evening, with a regular 15-min, headway
on Saturday afterncon and evening and
all day on Suonday, On weekdays most
trains went through to Upminster, but
on Sundays all terminated at Charing
Cross, leaving Upminster to be served
solely by Ealing trains. After 1939 the
Richmond service was every 15 min, by
day, every 20 in the evemng, every 10
in the morning peak, and irregular in the
afternoon pnai. Most of the peak-hour
extras were to and from Mansion House
only, but the normal service went in
sequence to Bow Road, Barking, Bow
Road, and Upminster, so through trains
from Richmond to Upminster ran only
hourly,

Today the normal service is every 15
mig., rising to six an hour in the morning
peak and eight an hour in the afternoon
peak (both irregularly spaced), and falling
to every 20 min. in the evening. The
normal service mns alternately to Mansion
House or Upminster, and most of the
extras arg to Mansion House only, On
Sundays trains run every 15 min. all day,
alternately to Charing Cross and to
Upminster, with a 10-mun, service on
bank holidavs. The Richmond service
has never been kept separate from the
rest of the District Line, and on arrival
at its eastern terminus a tramm from
Richmend will return to Ealing, Wimble-
don, or Hounslow, rather than go back to
Richmend. ©On May 2, 1955, the Ealing
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slack-lour Ireguencey, which o low yvears
ago wis dropped from every 10 man, 1o
every 15, wis steppued up o every 74,
but this dul net affect the Wichosnd
frequencies. On saturdays, many trains
from Richmond now ternmnate at Dagen
ham,

At tush howrs there 15 no constant
sequence for the five different services
(Bichmond, Wimbledon, Ealing, Houn
slow, and Inner Circle] using the main
line, as all five have an irregular headway
A Richmond tram usuallv follows after
a Circle or a Wimmbledon, which leaves
its path at South Kensington or [arls
Court and gives a clear road ahead for
the Richmond frain to pass non-stop
throngh West Kensington and Barons
Court. But at slack hours trains stop at
all stations. All trains stop at Gunners-
bury, where there is a 15-m.p.h. spead
limit which would reduce the value of
passing non-stop. The jourmey time
from Richmond is 35 min. to Mansion
House and 84 to Upmmnster. Richmond
and Kew Guardens stations are 1.33 miles
apart, a distance which on the whols
District Line is excesded only by Elm
Park and Dagenham, and Boston Manor
and Osterley, Kew Gardens to Gunners-
bury comes seventh, at 1.06 miles.

Mileposts on the direct South Western
line through Barnes and Chiswick are
measured from Waterloo, and reach 9§
at the western end of Kew Bridge
Station, On the main line of the District
they are measured from Mansion House,
which was the terminus from 1871 until
the Whitechapel extension in 1884, and
s0 they reach 8 mules near the junction
with the South Acton branch, The
posts on the N.SW.]. line are self-
contamed, runming from zero at Willesden
Junction to 37 at Old Kew Junction, but
on the RKichmond branch they are,
rather surprisingly, still measured [from
Waterloo wvia the original 1868 route
through Latchmere Junction, Addison
Road, Shepherds Bush, and Grove
Road, much of which no longer exists.
On the surviving portion from Ravens-
court Park, the posts have been replaced
by measurements {rom Mansion House
and so the South Western series now
starts at 9} just west of Turnham Green,
which coincides with 8 in the Mansion
Flouse series, and runs to 12} just short
of Richmond terminus | the " 100" post
is immediately north of the footbridge
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leacting to the [atiorms at Lomnersbury,

From west «f Barnes Bridge to Kew
Bridge Station the Chiswick line falls at
a constant gradient of 1 in 1194, and then

chmbs at 1 in 187. The Willesden to
bhew line is also almost level, falling
very slightly at wvarious rates. South

Acton to Gunmwrsbury falls at 1 in 153,
113, and 137, and the line then climbs at
1 in 232 and 1in 100 to pass over the
Chiswick line, falling thence at 1 in 440
to pass level over the Thames, after
which there arn several minor ups and
downs to Richmond. From Turnham
Ureen the Richmond line falls sharply
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alter Jeavine Docobaam Goroee, e D b o Bl
at 1 1n 79 to pass over Che (o iy
andd then fall apain at Lin 77t Acton
Lame, rising thence at 1o ogy LU g
Chiswick Parle and at 1 an 280 wwd 1y
213 beyond.

A most unusual event in radlway history
m this country occurred on [Pecember &
1954, when a tornado blew the rool off
|..11||'r|11.'r'.1"lmr}-' Station. It had been TN g
hard all day, with a strong wind, but at
5.8 p.m. the wind suddenly whipped up
to gale force; which in one minut
reniclered great havoe in a long thin strip
of territory from Gunoersbury throush
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Kew East Junction from the Great West Road bridge, looking towards South
Acton, with Gunnersbury Avenue bridge in the background

at 1 in 97 to the junction with the first
flyunder, then at 1 in 124 to the junction
with the second flyunder, and then at
1 in 120 to Gunnersbury, In the opposite
direction the single track from Acton
Lane Junction climbs at 1 in 100 to the
junction with the District track from
Ealing, which has fallem at 1 in 120 to
meet it, and then this and the eastbound
Piccadilly fall at 1 in 180 to the junction
with the easternmost flyunder, and climb
at 1 m 118, and 1 in 88, to Turmham
Gsreen. The steepest gradients of all are
on the westhbound District and Piceadilly
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Acton to "lr"\-"ﬂ!t"&-ifh.‘[h ﬂi’Ltl[‘I]i”j.__" THLELLT Y wa s
and sheds and removing roofs and
chimneys, though no damage was done
outside this strip. It was an upwarids
suction of cyclone tvpe, very rare i
Great Britain, and the whole of (e
island [J|ﬂif'.ﬂ'tl1 roof @i 'f'|||1‘|1:|:r-_-|:-|;|1:|,' Wils
sucked off and then dropped on the
northbound track., [ was in the road
outside the station at the time, and had
to hold tightly to some railings to avoid
IHL‘jf'Il'.-", ]'||1t'1| ag well, Ths rool and ons
wall of part 0Of A murtor=con FArREe Wwiers
iiﬁ"l:'l‘:":;ltl'l:l on the ratlway | st north of
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the station, thereby demolishing the
junction signal post. The roof of a
mineral-water factory was badly dam-
aged, and, on landing, of it
demolished the signal and telephone
wires on one side of the station., A
hundred wvards of high brick wall along
the other side of the station collapsed and
buried a friend of mine. There were not
many people on the station, so only two
were injured, but ten minutes later there
would bave been many casualties, for a
large motor bus factory across the road
closes daily at 515 and disgorges many
af its employees on to this station,

The booking office, a substantial brick
building, was not damaged, but the
timber sides and corrugated iron roof
of the covered footbridge were badly
blasted.  Although the platform roof
was also of corrugated iron, on umber
supports, it had been in quite good
condition, and was  overhaonled and
repainted in green and cream only a few
months previously, so that at the time
of the tornado this was, with three
exceptions, the cleanest and best station
on the whole line to Broad Street. The
signalman, whose box is on the other side
of the High Road out of sight of the
station, saw an advertisement hoarding
sail past his window, so at once set all
signals to danger before he knew about
the station. No trains were in the vicinity,
so none came to any harm, but as the
current was cut off four were immaobilised,
namely Ihstrict No, 62 for Upminster,
which had left Richmond at 5.4 and was
stranded at Kew Gardens, and threc
others (the 5.8 and 5.23 departures for
Broad Street and the 5.18, District No,
78, for Mansion House) which were taking
termanal layover at Richmond,

A few hours later the train at Kew
returned to Richmond, where all four
remained until next morning. No hold-up
occurred on the main line of the District,
because all Richmond trains were im-
mediately diverted at Turmham Green
to run instead to Ealing Broadway,
which is the same distance away, so they
were all able to take a normal layover and
return to London in thewr correct path.
The next train from Broad Street was
due at Gunnersbury at 5.17, but this, and
all -others that evening, were held at
south Acton (where there 15 a crossover)
for the time it takes to run to Richmond
and back, and then returned to Broad
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AND GUNNERSBURY -2 2y
Street on  the correct timing,. No
emergency bus service was provided that
evening, and, although the normal route
No, 27 r.:It:-cas-:I:,.r parallels the District
route, there is no suitable bus link for
the South Acton railway. An emergency
bus service was operated the following
morning  between  Acton Central and
Gunnersbury, but this missed South
Acton altogether, and ran by the normal
265 route.

1 returned to Gunnersbury at 10.30
p.m,, and found that a 4-6-0 steam
locomotive had propelled the Feltham
breakdown train into the east-bound
platform road and was helping to clear
up the debris. By next morming all trains
were running again, but passing slowly
through the station without stopping.
Az the junction signal post was de-
molished, all eastbound trains stopped at
it, and were then waved on by a man with
a green flag, By midday two new signal
arms had been erected, and the signal
and telephone wires were linked during
the afternoon, so the station was re-
opened in time for the evening rush
hoar, although now roofless. Lighting
had been by old-fashioned gas lamps, but
within two days new electric lamps were
erected all along the platform.  Full
restoration was undertaken with most
praiseworthy speed, and within a week
erection was begun of a strong frame-
work of steel tubes, on to which a corru-
gated asbestos roof was soon fitted. The
whole job was finished and repainted
within eight weeks, and so, although now
rather ugly, the station has an adequate
and substantial roof which, once again, is
in better condition than most others along
the North London line,

In conclusion, brief reference must be
made to a scheme for a railway to
Richmond which came to nothing, In
1913, an extension of the Central London
Railway was promoted from Shepherds
Bush, The line was to run under Gold-
hawk Koad, Bath Road, and Chiswick
High Road, Just east of Gunnersbury
Station, it was to join the L.5.W.R.
Richmond line, over which ronmng
powers wore sought. The Act was
passed on August 15, 1913, but the
first world war broke out before con-
struction could be started and the scheme
was never revived after conditions had
returned to normal,





