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ANTREW YARRANTON AND THE NAVICATJION WORKS AT ASTIEY

By J. M, Palmer end M. I. Berrill

Some thrze miles south of Stourport the River Severn 1s Joined
on 1ts western bank by a small brook which msanders into the mailn
river through low-lyving meadowland. Thls is Dick Brook which runs
down from AStley by a narrow wooded vallsy andforms the boundary with
the neightiourinz parish of Shrawley along the last mils of 1its course.

Dick Brook is of great interest to the caral historlan becauss
of the probeble assoclation 1t has with the sctlvitlas of that remnrk-
able seventeenth century Jjack-of-all-trades and plonser of inland
navigation, Andrew Yarranton. The autnors had cowe across references
in varilous different sources to the supposed exlstence of the rameins
of three pound locks cn the Brook which were reputed to have bean
constructed by Yarranion, and with the object of seelng thess ani of
trying to find out more shout their origin thsy :ecentiy spent &
week:nd 1in the area. AS the acrcoupenying slistch wop and the follow-
ing notes will show, thore turned oubl to bz an upusuvally interesting
group of esarly iadusirisl remains salong the Brook, Including a part
of what 1s almost certainly Yarranton's blast furnacs.

THE 'IOCKS’

There are two chambsers on the Brook, both massively constructed
of local sandstone blocks. Although they are now 1n a dllapidated
condition it can be seen that they were bulilt for the purpose of
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rendering the Brcok navizable. The first, or lower, chamber liles in
the chanrel of the Brook approxlmaiely thirty yards from its con-
fluence with the River Severn. Holdt lock on the main river, which
was constructed only during the last century, holds up the wster
level above 1ts natural helght and this, coupled with the flooded
condition of the Severn at the time of our visit, made it only possi-
ble to see the top course of the stonework. We know, however, that
in 1929 approximately ceveniy feet of sandstone walling was visible
on elthsr side, Including recesses in the stonework at the lower end,
ten fe=t long and one fcot deep, which could at ons time have accom-
modated a single palr of wooden gatss.

The second chamber 1s situated some three hundred yards inland,
gquite near the point where the Brook 1s crossed by & new concrete
footbridge. Along the bed of the Brook the dlistance between the two
chambers 1s probably three times as great owing to its tortuous
course. The remains of the second chambsr were readlly accessible,
though less of the stonework now remains. Along the northern bank
of the Brock thsrs 1s agein approximately sesventy feet of sandsione

wallling with ine ga recess, 2t the lower end the chamber i
aimosngper ec% co%&g%ion» %be opbosi?é or Sougﬁern wall Q&S éfmost

complately disappearcd bul sufficient remained at the lecwer end for
us tp measure ths width of ths chamber to bs 10 feet 9 inches. The
Brook itself® was some three tast deep in the chamber atv thoe tims but
by wading st the upstream ena (a methed of ressarch nol recommendad
to other memboersi) we were able to trace what asppeared to be s cill
crossing the chamber at right angles scme fifty~-two feet abeve ths
unstream end of the gate recesses. Thers was no Stonework remain-
ing visibhle above water level on sithsr side of the clll and we think
it quiie probable that this marks ihe original upsirsam extent of the
maosonry. If this 1s so thea 1t is quite probable that there were
never any gatss at the upstream end of the chamber. The exlistence

of a straight ¢ill running a5 right angles across the Brook would
mean that lhere could only have besn a single gate and we think that
this 1s most unlikely as thers 1s no trace of any of the heavy
mesonry which would have been necessary to support it. Some ldea can
be had of the solid way in which this chaaber was constructed from
several of the sandstone blocks which measured 2' 9" x 2' 6" x 11 O".
It sesms most likeiy therciore that these 'locks' were not locks in
the modsrn acceptance of the werd, i.e. pound locks, but wstergatses
or staunches after ths fashlon of what can still ba sesn on the
Warwickshlire Avon today. This thegory 1s borne out by the observar-
tions nade by two meémbirs of the Worcestsrshire Arcnasologlca,

Socisty 1n 1929 (see velow) on the lower charber, which has an almost
identical length of wail rewnzining and also by the fact that there
would be no necessiity to incur the expanss of building pound locks on
such a short navigation, with the adsguate supply of water avallable.
Reference has besn made in soms guerters to the exlistence of s third
lock and a lsngth of coznal, btut these have proved to be the founda-
tions and retalning wall of a substential water mill and an artificial
leat three furlongs in length supplylng the water. This buildln% is
known to hzvs been a forge and almost certalnly marks the upper limit
of nzvigation on the Brook. It is described 1n more detall balow.
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THE FORGE

Some 500 yards upstream from the second chamber the valley
narrows. In this spot are situated the foundatlons of what must
have bean & falr sized mill, consistiing of two main buildings sit-
uated on elther side of a large overshet wheel. Nothing remains to
be seen today among the tangled under%rowth except for part of the
wheel chamber, the spillway and 1ts slulce foundations, both con-
structed in the same robust manner as the 'locks'. As can bes seen
from the sketch map thsese builldings were constructed on an extremsly
narrow strip of land bhetween the leat and the Brook and a good length
of stone retalning wall along the Brook side still stands. Immed-
lately below the Forge stands the Forge Cottage. This bullding is
Stlll inhabited but from 1ts outside appearance looks to be not more
than 150 yesrs old. It 18 not clear exactly where boats ascending
Dick Brook were unicaded. Thils may have taken plage directly into
the Forge or Eossibly on to a wharf in the open space Jjust below,
which 18 _overlooked by the For%e Cottage. From the Forge two clesarly
inter-related feafurss led us further Up the Valle%. hese wers the
emptg bed of the ieat and a well-def ined cartway which flrst appsars
at the Forge Cottage.

THE LEAT

This 1s of relatively large section and does indeed look like
the bed of a navigable canal at its lower end. Though now dry it can
be traced almost half a mile furthsr up the valley to a point where
1t tapped the Brook Jjust bslow Glasshampton Bridge on the Stourport -
Shrawley road. Here, staggered on elther side of the Brook can be
seen the abutments of the weir which at one time deflected the water
down the leat to the Forge.

THE _CARTWAY

This may ssem an odd and unlmportant festure of the landscape to
describs, but in fact 1t led the althors almost to the spot where
they were later shown the remains of the blast furnace described in
the paragraph below. From the Forge, where 1t crosses the spillway
on a large stone arch, this cartway runs along the crown of the south-
ern abutment of the leat. Near Wood End Farm 1t crosses the leat and
to all appsarances isrminates on Jjoining the Shrawley Rosd a few yards
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timbered cottage. Following in the direction of this track, which
soon ceased to be rscognlizable, we came across a single-arched bridgs,
now in an advanced stage of decay, spanning the Brook. Across this
bridge we lost our itrail completely but we were fortunate enough to
be shown by Mr. Comley, of Bridge Farm, Glasshampton, the lower part
of what must be onz of the few seventeenth century biast furnaces to
be seﬁn in England todsy, and to which the cartway must originally
have led.
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THE FURNACE

The Furnace 1is not on Dick Brook itself but alongside a small
tributary stream which, when dammed, would have provided power for
the bla§t. The remaining stonework stands Jjust below the dam of the
former Sharpley Pool of the Glasshampton Estate. The part which is
%mmadiaxgl{lgisib%e consists of a iicgign of the Interlor furnace

ni u ain of sapdstons whic
giazgg’by intense Eea£. a?% hgs a,diametg§ g%naﬁgﬁgt gﬁra?%e¥eg%me
present soil level, and is about five feet high. This is clearly
snough the lower part of the furnace and fragments of the foundations
of the original casing wall can be seen nearby. Traces of stonework
visible in the gulley-side some itwenty feet above the base of the
Furnace are almost certain to have been the footings of a bridgs
giving access to the furnace top which would have been at about this
same height. An abundance of charcoal and slag for re~working has
been observed at thls level on the adjacent ground.

As to what connexion all thls has with Andrew Yarranton and the
navigation of Dick Brook we are largely indebted to the research
carried out over thirty years azo by Mr. T. C. Cantrill and Miss
Marjory Wight. Thsir findings were published as a psper entitled
Yarrenton's Works at Astlay in the Transsctions of the Worcestershire
Archzgéclogical Soclety in 1929 (Volume VI Naw Seriss) and probably
cover Just about all that is known zbout the early indusirial sctivity
on the Brook. What 1s in fact kKnown is exfremely limited and it ssems
quite likely that the records of the Glasshampton Estate, on which
these remains stand, may well have been destroyed by fire when
Glasshampton Park house was burnt to the ground in 1810.

andrew Yarranton was born in the parish of Astley between 1616
and 1619. We know that he was working in Worcester as a linen-
draper's apprentice in 1622 and later ran away; that he held a cap-
tain's commission in the Parliamentary Army in the Civil.War; and
from one of his pamphlets, that he was stlll living at Astley in feso
cultivating Dutch clover there. What 1s more lmportant is that
Yarranton tells us himself in his book England's Improvement by Sea
and Land that 1n 1652 he "entered on ironworks and plied them several

cars.” Again in his book, in an imeginary dlalogus between a_travel-
Xer ?himse%f), a Cornish tin miner and an iron miner from the Forest

of Dean, he makes the iron miner say that about twenty-eight years
previously Mr. Yarranton had found a vast quantity of Roman clnders
(presumably slag) nsar the city walls of Worcester end that he and
others had carried many thousand of tons of them up the Severn to
their iron-furnaces to be smelted into iron with a mixture of the
Forest of Dean ironstone. This appears in England's Improvements,
paert 2, published in 1681, which would mean thel The movement up
river of slag would have been taking place by 1653.

No records ars known to exist to show when the Astley Furnace
was bullt. In view of its situation, however, it seems most likely
that it would have gone out of use when the Sharpley and Lodge Pools
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were constructed as part of the ornamental landscape of Glasshampton
Perk when the house was erected in the late seventsenth or early
elgnteenth century. The architect of the house, John Watson, died

in 1707. The lower or Lodge Pool virtually extended to thes foot of
the dam of Sharpley Pool and as can bs seen from the sketch plan the
remaing of the Furnace sre situated immediateiy below this dem.
Threough the years the Furnace sesms to have become buried undar
raimwesh swept down from the steep sleping hillside above. Indeed
1ts presence was only revealed by a remarkable event which took place
on the morning of the 1 June 1924. Torrentisl rain that fell
during the night breachea the dam lmmediately above where the Furnece
Stcol, causing the rapld draining of seven-and-a-half acres of water.
The torrent carried awey the dam of the Lodge Pool below and also

the bridge on the Stourport road. Furthermore, it scoured away many
tons of earih that hod settled over the Furnace and cut into the
velley side behind it to reveal layers of slsg and unused charcoal in
addition to the bridge abutment already menticned. This slag was
analysed, report Miss Wight and Mr. Cantrill, and was found fo be
st1ill rich in iron ore. Other slag deposits can be traced strewn
about balow the Furnace on the oprosite bank of the valley. These
had a much lower 1ircn content and are almost certain to have been the
waste from thes Furnace. 835 Mr. Cantrill and Miss Wight point out,
thers would be little purpose in carting waste slag to be stacksd in
the hillside twenty feet above the base of ihe Furnace, especilally
when ample snzce sxisted for it to be strewn around below. Thers
seens to be e good case therefore for the assumpticn that the stocks
of slag foun? stored above the Furnace conslst of Roman slag brought
up river from Worcester.

The earllest known referencz to the Ferge (or Mill) appesars in
1717 ir the will of = Mrs. Mercy Pops. She left muney, derivsd fiom
her estats end "also of the Wood End (T.s. Wood End Fard) and the
MLl therewith attachsd,” for the frwiding and maintcnance of a Free
Scheol in tne parish. It 1s knocwn too that by this time the mill was
not pveing used as a Forge which seems to it in with the closing down
of the Furnzce at the tims of the cornstruction of Sharvley Pool. In
1720 the buildings were bsing used for fulling purposes and in 173%9
they were lsased to Arnold Roughton of Hopion Walers as a paper nill.
The grinding of flint was also carried out there later inthes eight-
senth century and with the establishpent of the Worcester Porcelsin
works nearby 1t 1s quite li%ely that thers was communication by watler
batween the two placss. By akout 1807 the mill wes agaln being used
as o, forge and it seems most likely that the existling 'Forge Cottage'
was erected during this psriocd.

0f the locks or wahtargates no written record ssems to exist at
all. The navigation which they sserved =lmost certainly nsver
extendad above the Forge =snd, 23 has besn suggested zbove, there was
probably a wharf by the Forge, toth of which ware served by the Cert-
way . It is worthwnile pointing out that, ln 1855, thrse years after
Yarranton was bringicg his Roman slag up river, presumably to Dick
Brook, he was engagod in an undertaking with a Ceptain Wall "to meke
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the river 3alwesrpe navigable and procure letters paten

from the Protectcr." This way or may not have bgen cgriggddgégg H
executlon at the time, but at least 1t shows thst Yarranton was
putting Into practics nhls ldsas sbout inland navigation in an area
no Wore tn§n:51x miles distant from Astley. Yarranton tells us too
in England's Inprovement of his activities on the River Stour
walch joing the Severn about two-and-a~half miles upStream from Dick
Brook, and which he claimed to have wmsde nawvigable frow Stourbridge
E% Kiddsrminster and to have carried msny hundred tons of coal down

The authors ars inclined tc the view that the navigatlon works,
the forge and the furnace at Astley wera bullt by Yarrshton and that
they are In fact the ilronworks he tells us he entersd upon in about
1652. The building of 'locks' on so short a length of navigation
hardly seems Justifled except when viewed as the work of an enthus-
last with money to spend experlmenting wlth his ideas. It may well
be that those were his first 'locks' and that the experience gained
from their constructlon and operation enshled him to undertake the
work of making the nelighbouring rivers Sftour and Salwarpe navigable.
The suthors' interprstaticn of the visible remalns and the little
writien evidence availapls is that the navigation was constructed to
enable boals to carry slsg and lronstone to a wharf near the Forge
where thsy wers unlozded and the contents taken bty cart along the
track to the Furnace. We know that slag was re-smelted in the Furnace
during ths ssventesnth century and 1t seems gqulte probable that this
wasS the Romen slag from Worcaster which Yarranton tells us he brought
up river. At the Furnece those raw materlals were swsltzd and cast
a¢ pig iron which would then have been carited back to the Feorge for
working and hammering. The products could then be losded into the
boats to be carried downstream agaln through the watsrgates to the
Severn.

Everything points tharefore to the conclusion that this remark-
able pocket of industry dees in fact provide somag tanzibls link with
the activities of Andrew Yarranton as an lronmaster and promoter of
Inland navigatlon in the years following the Clvil War. Without
further documentary evidence we cannot be cartalin. Bul we do know
that no other ironmaster is recordsd as having besn assoclaisd with
Astley where Yarranton was born end that 1f hls lronworks were
gituated elsewhere they havs stlll to be discovered.

Finally, if it is accented that these ironworks wsre Yarranton's
then thers cen be llttle doubt that Andrew Yarranton also bullt the
navigat ion works which can be secn today on DNick Brook.

S I I EEEEE

It is regretted that, owing to lack of space, the final instal-
ment of THY CAKHAM CANAL, by M. Talbot Smith, has had to be held
over until the July issue of the Journal.
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AN EARIY PAITWAY ACCTDENT AT HARROW
By G. 0. Holt

On the morning of 12 Novemnber 1840, locomotive No. S0 of the
London & Birminghem Railway was working a down gocds train near
Harrow when the crank axle broke. 4 messags to this effect was sent
beck to Camden, and two locomotivses (Nos. 15 and 3) wers despatched
to Heirow to take the train forward. The firemen of the disabled
No. 90, whose name was Flnch, was transfsrred to No. 15, and so
?igag a, day which he would almost certainly remember as long as he

vad .

Having gone as far as Tring wilth the gocds train, No. 15
returned running 1light towards London in the early afternoon.
Approecining Harrow about 2.3%30, a pcliceman signalled the driver,
Jaires Bradburn, to stop, and Instructed hiu to procesd cautiously as
there had bsen an sccident abt Woodcock Hill, about 1i miles further
on. Pars of the J0.0 am merchendise train from Birminghem was
dersliled thers, a wegon axle having bro¥en. For the next thres hours
or S0 No. 1B was used to convey messages vetween Woodcock Hiil and
Harrow sisotlion, =arrengsments telng made for 21l up trains to cross to
the deown lins at Harrow.

This primitive form of "single line working“ was In ths hends of
Mr. John Bedferd, suparintendent of the Compmny's police, who was in
cherpa of onsrtations =3 Wondeoock Hill where soe LO or 50 men vare
cle~ring ths up line, =nd towards 4.0 pm, Mr. Bedfcrd sent Vo, 15
te Hzrvow on the blocked road with Instructions that up trains were
to b2 held there until *he & o'clcek dewn train hsd pasced. e also
told the ériver to crder refreshucnis from a public house called the
Queen's iArms close to the station. Having delivered the messzge fo
the policeman st Harrow, Driver Bradburn left %is engine on the up
tine in charge of Firewsn Finch, telling nim that 1f 2n up traln
approzched ne snould start the engine and move towards London, ouv of
its way. AS he aporoached tne Queen's Arms, Bradburn heard the sourd
of a traln coming up, znd ran back towards the station.

Firch h=d hesrd fthe sppreaching ftrain too, and staried No. 15
as he had been told, but bslore hse had gone more than a few vards he
realised that he would be overtakaen. Hs shut off steam and Jumnped
clsar just before an up goods traln, worked by two engines, ran into
his engins. AS a result of the c¢ollision, Drwson, firemsn of the
ieiding gngine, and oimpson, the driver of the train engine, were

illed.

This goods train of 27 wognons had left Wolverton about four
o'clock in the afternoon. The irain engine wes Na. 82 and encine
No. 1 {which was returning to Comdnen =iier repalrs at the wocks) wes
attached in front. In giving his evidence at thas inguest the driver
o7 No. 1 describsed how, on approeching Harrow, he saw a red lignt
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held up by the pollcemsn. Hs shut off steam and "11fted the valve
but d1d not blow the whistle", which was svidently the recognizsd
way of signalling to the driver of the sscond engine and the guerd,
the escaping steam making "a loud sharp nolse." HE reversed the
engine before Jumping clear, bui Dawson remalined on the footplate
attending to the brake, and was killed.

Simpson, the driver of the train engins, did not shut off
steam although thsre could be no doubt that he saw the policeman's
dangar Signal. When the collislon occurred his engine was still 1n
forward gesr. His flreman, Quinlan, gave evidoncs that the train
had stopped at Lelghton, Boxmoor and Wetford, and 1t appeared that
soms warning of the derallment beyond Harrow had been given to
Simpson, who became flurrled and angry with the policeman who stopped
him. Approaching Harrow he had ignored the warning and, sssing No.l5
engine on the line shesad, Quinlan had sald "It is time for us to be
Jumping off new." Simpson made no reply and was still on the foot-
plate when Quinlan junped clear. There was other svidence of
Simpson's recklessness. Finch {(who had been his fireman at one time)
sald he was a fast driver and "very fond of sitiing down on the seat
by the handralling of the footplate." Quinlan gave further evidence
that he had been in the habit of "running hard", seldom looking ahead,
and on anothsr occasion had xnocked down a boerd ralsed to a helght
of five feet "that wes put up as =2 signal to stop him." The brakes-
man also described Simpson as a fast driver, slithough he sald he had
previously seen anotier train Tollowing his, and told Simpson so at
Boxmoor .

Amongst the officers who gave evidence was Edward Bury, 3uperin-
tendent of the Locomctive Deparcment, who sald Zimpson nad been
employed by the Newcszsitle & Carlisle Company, and cane to the London
& Birmingham with & good character. Bury had intsnded to remit a flne
of £1 "pai’d by Simpson a fow weseks ago In cousceguence of an alleged
corplaint that he neglected a signal, becauss it was proved that no
signal was exhibited." He doubted whether the whistle was a satls-~
factory sighal because of ths speed with which engines travelled and
the practice of the men to "ftie up their ears" to kesp warm. Bury
24350 stated that London & Birmingham drivers were paid from £2 to
£2.15, O a wesk.

There was other evidence which throws some light on the ways of
the Lordon & RBirminghem. Evidently thsere were no buffsrs on the
goods wagons, end en additional guard employed by Plickiords was
travelling with the train. The driver of an Aylesbury train which
passcd Harrow shortly bafore the colllision sald he could not read,
but had Ma printed list of instructions whichhis wife constantly
read over to him befors going on duty.”

In summing up, the Coroner sald he imputed no blame to the
Company, but dwelt upon the responsibilitles of 1ts servants. The
jury found Simpson gullty of the wilful murder of Dawson and of
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felo de se in his own case. They imposed a deodand of £2,000 on the
engines Nos. 15 and 82 and thelr tenders, and added that they were
"forcibly struck with the ignorence of the executive of the numerous
acts of disobedisnce and carslessness” of Simpson, and atiributed
great blame to the Dirsctors for employlng such a reckless driver.

3ir Frederick Smith subsequently reported to the Board of Trade
on the accident, ard found the primary causs to be the misconduct of
the driver. He thought that delective arrangsments on the part of
the Company were a secondary cause and sald that as London &
Birmingham goods trains did not work to a time taple there could be
no check upon them to prevent excessive spsed. The Company was 3150
blamed for 1is “backwardness in enforcing a strict sysiem of disci-
pline essential for public safsty.”

% Kk ok ok k k Kk k % Kk K ¥ Ok

THE WANSFORD MYSTERY

By C. R. Clinker

Whilst reading the printed minutes of meetings of the London &
Horth Western Rallway Chisf Officers held during 1875, I extractsd
an entry which revorted the cnening of the gunction with the Great
Northern Railway at Wansford on 1 harch 1879, and sxtension of that
Company's trains to and freow the L. & N.W. station. Slbson statlon
was sald to have bsen clocsed on the same dats.

This set me thinking. Surely the Stamford & Tssendine Rall-
way's Stamford to Wansford line had been opsned some years before
this? 1If so, why this report of the opening of a Jjuncticn?

I decided tha®t a visit to the spot would be useful to refresh
my memory of the lis of the land {I had nct been thers since cles-
ing day of the branch in 1929) end invited our members Mr. Illing-
worth (Stamford) and Mr. Webb (Market Harborough) to join me. I
had formed a theory that, for one resson ¢r ancother, the 5. & E.
had not originally been physically connected to the L. & N.W. If
this was correct, than they must have bullt a separate station at
the end of their line and short of the point where the Jjunctlon
might normally be sxpscted. In fact, we found no trace of any such
station, and very little space on which 1t could have stood. More-
over, the only posslible sits was on the east bank of the River Nens,
whilst the L. & W.¥. station was, and still 1s, on the west bank.
But exploration revsaled a foctbridge slung alongslde the L. & N.W.
river bridgs and from the foot ol the stairs, part of a stepping-way
made of stone slsepcrs led towards the possivle site of the 3. & E.
terminus. The Blisworth-Psterborough branch of the London &
Birmingham Rallvay, opened on 2 Juns 1845, was originally a single
track on stons sleepers. When doubled in 1846~7 both tracks were
laid on wood sleepers. Nothing was more natural, therefore, than
uslng up these blocks for the stepping-way over some marshy ground.
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Mr. I1lingworth promised to read the Stamford Mercury's reports
of the cpening of the Stamford-Wansford branch on & August 1867 to
see whether the terminsl point was referred to. He subssquently
sent me extrachts from these. They referred to the junction with the
L. & N.%. and to that Company's statlon as being used by the Stamford
trains. It was clear that something had occurred later to cause
severancs of the junctlon.

An sxaminstion of timstables was now commenced with the assils-
tance of Mr. Greville. This showed that the L. & N.W. statlon was
imown as "Wansford (31bson)" from its opening with the line in 1845
untll April 1880; therealter it was "Wansford." The G.N.R. tables
in Bradshsw referred to the Stamford branch terminus as "Wansford
(SibSoan_hg to December 1869. From January 1870 to Febrvary 1878
inclusive 1t was shown as "Sibson 3. & E.", in March 1878 1t became
"Wansford {(Sibscn) L.N.W. sta." The resumption of running to and
from the L. & N.W. gtation in March 1379 agresd wilth the minute which
had set all these erguiries in train. What then had happened betwsen
January 1870 and March 1878.

Yr. Greville consulted the 2. & T. Company's minute books and
found two entrles which gave a clue to, 1T not a full explanation of,
the enigma. On 16 Warch 1269 (less than two years after the Siamford
branch vas opened) ths Secretery was instrucied to wriis *to the
L. & NN, Couwpsny asking foi the best tsims on which the uss of
thelr station could bs cortinued. Hs rsvorted on 23 Octobsr thal
the L. & N.W. had refused to raduce the reni. We do not know what
the rent was, nor are there any iurther relevant entries 1In ths
minute books, but 1t is obvicus the terms wereunacceptable to the
the S. & E. who were thon forced to withdraw theiyr trains and provide
the nebulous "Sibson 3, & E." station.

Tha subject seems to have lain dormant for thres years until ths
prelimninaries to drafting ths Bill for ths L. & H.¥W. 'cut-cff’ line
frow Ssaten fo Yarwsll Junction were being consldersd. The Act for
this line (33 & 37 Vic. cap. clvi, 21 Juns 1873) confirmed and hag
schedulied to it & leng and most intsresting Arvicles of Agresment,
signed on 19 May L1873, between the Marculs of Exeter, ths GN., 8.4& FE.
and L. & N.¥W. Rallwoys. This is packed with informabtlon on the inter-
comngxlon between the first thres menticned parties =5 ito ths legal
positlon of the Wansford-3tamford line (refsrred to as the "Sibson
Railway"), 1ts ownership by the £, & E. and "the great intsrest”
taken in 1t bty the Marquis of Exeter. Some of this may slrzady be
known, but I suspect not all.

The Agreement confirmed that there was at thils date no physical
connexion between the two railways at Wansford, and that thers was a
separate station named "3ibson" It provided for restoration of the
Junction by *he L. & N.W. within five years and granted running
powers for all classes of traffic over the Wansford-Stamford Branch;
I have been unable fto find that these powers wsre ever sxercised.
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The signal box controlling Sibson Statlon was to be transferred to
the L. & N.¥. who would staff it at G.N. sxpense and conirol the
replaced Junction. The signal-box becams "Wansford Junctlon" and
remalned in use until sometime between 1907 and 1912 when 1t was
regoved and control of the Jjunction transferred to the signal-box
at Wansford station.

Tha final stages of the story ars simply told. The L. & N.E.
withdrew the passenger and mixed trains from the Wansford-Stamford
branch as from 1 July 19239 and closed the line to all traffic. On
1 July 1957 British Railways closed Wansford station for public
passenger traffic, but csrtaln trains still call there for the
accommodat ion of the Commission's staff.

I am very grateful to Messrs. Illingworth and Greville for
their help in this small piece of "“cooperative ressarch" which has
ﬁesulted in clearing up the mystery of unusual happenings at
Wansford.
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A SHORT HISTORY OF THE BRADFORD CANAL
By Gordon Biddls

Continued from p. 37. Author's copyright reserved.

The worsted indusiry and 1ts allied trades use gresat gquantities
of water, and for a century or more Bradford was faced with frequent
and critical shortages of supply as ths town grew and dsmand increased.
The Upper Nldderdale reservoirs, constructed betwsen 1893 and 1970,
finally solved the problem. A hsavy demand for water troublsd the
Canal Company from the outsSet, finally leading to its ruin, and the
supply from the beck was insufficilent during timses of drought owing to
the use of itswater by mills and dyshouses upstream. In order to
safeguard thsir supply, therefore, the company embarked upon a policy
of purchasing a number of premilses linin% the beck, with their atten-
dant water rights, and betwesn 1775 and 1798 conslderabls sums wers
spent. Later, doubts were raissd as to the lagality of those tran-
sactions, so on 22 June 1802, an Act was obtalined discharging the
company Irom all claims by the Crown under the Mortwain Acts, the
Crown walving the rights to forfelture. Various estates, purcnased
Eorlﬁgiéding the canal itself and warshouses at Bradford, wesre also

nciuded .

Troubles over water supply were to bedevil the Bradford Canal
throughout 1ts existance. As early as August 1774 the Leeds
Intelligencer raported an action agalnst the company by John Balme,
tenant of a corn mill, for diverting water from Bowling Mill Zeck into
the canal, thus lowering the levelof Bradford Beck, which fed his mill-
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race. AS the company was negotliating the purchase of the mill any-
viay, Balme was swardsd nominal damages of one shilling with costs.

The town grew as industry expanded, with the help of improved
trarsport by water, and the heed of ths canal at Broadstones was scon
in the centre of the town instcad of oufsice 1t. AsS greater demanas
were made on the water of the Rack, so 1ts meagre supply was used
over and over agalin by ths mills lining its banks. Industrial and
domestic sSewsg8 discharged into 1t so that by the tims its polluted
waters were diverted into the near-stagnant canal a conslderable
stench arose from the summit pourd. In summer it was particularly
bad, as the beck itself, low In water and rendsred slow-moving by the
company's slulce~gates damming 1ts path, added to the odour. A
report by the Board of Survevors in March 1844 adds that not only
did drains discharge into the beck but also into the canal, and that
the state of the watsr wss worsened by 1ts use under contract by
canal-side mill owners for feeding thelr bollers, whence 1% was
returned to 1ts source. As a rssult, the canal was scarcelg ever
cool. The mills were compelled to use canal watsr as ths slulce-
gates In the bteck rendered iits lower porticn too shallow for them.
Thui were the Canal Company largely the aunthors of thelr own mis-
fortuns.

In 1849 matters came to a haad. Alrsady regarded by many as
a public nuisance, a badl outbresk of cholera all over the country
brought forth the cry thai the 406 deaths In Bradford would have
been much reduced were it not for the cenal menece. Letters appeared
in the press demanding closure and filling in. The Sanitary Committee
of the Town Council had certified the canal to be a nuisance for years,
but without effect. Too many men of business depended on 1t, although
the epidemic temporarily silenced sven the mopst Influentlial canal
supporters. The Council drew up an imprevemandt Blil which souzht
wide powsrs for mitigaiting the appalling sanitary cornditions in the
borough. Among them wsre clauses for purchasing the gas and water
works, and ths canal. The sum of £100.000 was to bs ralised by public
lean for thils §urpose, and upon completion tha Councii would have
guthority to closs the canal and sell the land, the procesds to go
towards paylng off the principal. The Bill was duly approved and
deposited for the 1850 session, but In January and February 1850, a
numbsr of dlscleosures was made at stormy Council meetings.

The Leeds & Bradford Rallway had teen opsnad in 1844, and the
Rallway Manla resulted in the rapid extension of lines in the West
Riding, as elsewhere. Consagusntly, the Bradford Canal board suffered
from a bad attack of cold feet and let 1t ba krnown that they were
willing to sell. But a majority of the sharcholders, backsd by ths
quarry owners, lron-masters and the Leeds & Liverpool, refused to
panic, and upon publication of the Improvement Bill insisted upon
giving notlce of oppositlon. As the leaders of the oppositilon were
elther members of, or had influsnce with, the Council, the clauses
regarding sale and purchase were dropped, and the loasn reducsd to
£50,00C. A revised Bill was approved, from which it was apparent
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that the Canal Comvany had carefully avoided cppesing nowers to close
the canal, but concentrated on the clauses providing the means of
closure. Powasrs to a3nforcs cleansing of the beck wers left in, as a
sop to the canal antasonists, and on ths whole ths canal supperters
won the dsy wlth surprising =ase. Perhaps this can be partly attri-
buted to & greatsr vow reglng over the Town Clerk's salary.

In 1853, the company had its cwn bacl. During a severe drought
the Town Ceouncll took water frowm Chellow Dene Beck, whersupon the
company comicsnced an actlon restraining the Council, contending that
the water flowed into Bradford Beck and thus formed pert of their
statutcry supply. Aftsr the case had run its sleow courss through
the courts, the Canal Company was awarded £100 damagzs in 1856,
winile an cffer from the Council to buy the water for £20 a year was
Lofully rafused.

The ccmpeny seams to have made g nobit of leasing the canal
from time To time, as varicus refserances spask of "the proprleiors
and lessczas." Iror instaice, In 1859,1t was lscsed to a pelr of lime-
burners, Massrs. Crowthar exl Dixen, for sevzn years. No doubt this
was to thelr sdvantsge as the Leow Moor and Dowling Ironworks dependsd
at this time upon {ths canal for thelir entirs supply of limestons.

Masnwhile, 58 evvansion contlnued the canal nulsance got worse.
The sumyer of 1864 wss perticularly hot, and the water suppiy trouble,
yiiich had grown correswondingly acube, combined with the smell {o
fcree a fresh gooroach to the problem. 1texctligtion with ths comwnany
having nroved useless, a group of industrialists whose works were in
ths canal arsz of the town, hwat who dld not rely urpon it fer trens-
port, formed 2 private commnittee to indict the company with causing
a publlc nulszince. Thay ware ablv sbetied by the Drodford Qhserver
which, in a second landar of 21 July 1864 reTerrcd 1o o "witend utoth',
"worse than charnel-house effluvia, "that secthing cauldron of all
impurity, the Bradford Canal," and much mors in liks vein.

Or2 section of opinion favoured action by the Councll, so
befors golng to low the comunlitse deputed its l2sder, John Culvan
of Valicy Dve ¥orks, %o sand a letter of ccmolainy to tha Town Clerk.
As the Ccuncil gave encoursgsment but no tengibtle suppordt, the Com-
mittee esiablished & fund Lo takse thair cass to court. Thelr malin
praemise wes that 1t was illegal for ths Cenal Comnany to take walsr
from Bradlord bBeck at =ll, a5 i{he Act of Incorpor=tion svecifically
mantioned Bowling #ill Reck, which sntsered RBrzdford Bsck near the
canal head. This wes undoubtedly true, a2s alsn was the fact that
th2 supnly of weter from Bradford Back was rmuch batter than ths
from its ¢ributary. Agaln, 1t was pointed out thait by illegally
vzing Bradford Eeck the company nad avelded the sxpense of bullding
the reservoirs authorized in the same 4ci. Cn the othar hand, tha
canal hzd used this supply for nigh on a century, which uss had in
Some moasure bzen conrirmed in ths actlon sgainst the Council in
1857, 3mall wonfer that the Council ware so chary of satsring the
dilsputae, until the Canai Company forced them into 1t by promptly
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placing upon them the onus of abating the stench bﬂ declaring that
1f they carrisd oub thelr duty of cleanling the beck, the canal
would not receive the pcliuted water.

wh1onAB2RE SRS B 1P g new maln gouer wag belpg feld 1p Cpned Hoad,
must pass bheneath the fseder culvert whers 1t crossed under tnhe road
to the cenal, and ths Council undericok to make good azny damags on
the understanding that 1t did not constitute an acknowledgsment of
the Canal Company's right to divsrt the bsck. The Company demandsd
an unconditional guarantes which was rsfused, whereupon they fully
opened the slulce-gates and padlocked them in positlion. Ths poriion
of the culvert exposed by the excavatlons proved unegual to the
volums of water, burst under the pressure and flooded the workings.
Sevaeral Council workmen had narrow escapes, and as the Cbserver
commented acidly, "had to scramble for thelr lives to save themselves
from the hot vapour bath of the beck and the fragrant perridge of

the canal." The sluice-gates wsere forclbly closed and the breach
patched, after which the new sower went forward withcut interfizrence.
Canal and Councill praservsd a discrest slience.

At the VYorkshire 3pring Assizes, 1865, the case of "Ths Quesn
versus The Bredford Navigstlon (proprietors end lessess)" was hserd
befors Baron kertin. The plaintiffs alleged that the Act of Incor-
poretion authorized tha use of Bowling Beck only, not Bredford Bsck
as well, and that 1f the supply from Bowling Beck had proved insuf-
ficient the ccmpany should have bullt reservolirs. In tnalr defence,
the Casrnal Company admitted thé nuisance but plesded that they were
powerless to prevent 1t in the absencs of any other source of water,
and thai the Councll should clean the beck. Thsy felt that thsy
ought to e prosecuting tha Council for allowing the teck to be
fouled. As there was no disputs of facts but pursly a quastlon of
law, the Jjudge referred the case to a higher court, and the canal
continued to smell a little longsy.

(Te be con?®inued)

BACK ISEUES OF THE JOURLIAL

& number of membars havs asked for back issues of the Journal
which are now out of print. If any member wishss to dleposs ©of his
coples, would he plsase inform the ¥daltor, who will gladiy make
arrangements to forward tham to these requiring thsm.

Summer 3chool, Yerk, 2% to 30 august: "a Histcry of Rallway aArchi-
tecture In Britain". 4applicatlons not later than 7 July. For deteails
apply: Director, Instivute of architectural Situdy, Micklegate, York.
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TRANSPCRT EXHIBITION AT NORTHAMPTON.

"Transport and Cowrunications in Nerthamptonshire!" was the
theme of the first large-scale exhibitlon to be arranged by the
Northamntonshire Archives Comritiee In Northampton, during Fobruary
19=8. The Ceommities is cuatedian of a rich stock of documentary
meserial extending over several centurles, hitherto housed at
Lemport Hall but shortly to be transferred to Delapre Abbey, Just
outslde Northampton, which has besen secured as the result of a suc-
cessful appeal. The great wsalth of the collection, and the imper-
tant position of the county In the very centre of England, made it
likely that an Interesting display could bse achisved; and in fost
the docunsnts, maps, photographs and prints on show from ths collec-
tion or loaned for tha occasion, ftogether with scme museum objects
and exhibits (principally on the cenal side), had been laid out by
Mr. P. I. King, tnc County Archiviii, in a wey that woas satisfactory
both from the visual point of view and, on closer insSpeciion, Ironm
the historian's.

The five sectlons in the exhiblition were: Roads and Bridges,
with some particularly turnplke materlal; River Navigestion - 1In
effect, the River Neng; Conals, with lsgging boaris and a cleaning
brush from the Blisworth Tunnel and a svlendid map of the Leicesfer-
shilre & Norshamptonshire Unlon Canal of about 1793 as ths outstanding
ltems; Rallways, wlth much interesting printed materlal, including
some scarce booklets - tha Bllisworth and Peierborough Guide of 1545;
the Fast & West Junction one of 18%6; and Markham's Iron Roads of
Northamptonshlre (19C4), and a page from the parish rsi-ster of
Roade 1In the year 1837, both baptiscms and hurilals reflecting the
activity of the rallway conctructors on tine London & Birmingham; and
finally Vshilclies, including intcoresting documents on tne Northampton
tramsways and a fine selectlon of iilustrations of coachwork oy
Mulliner's, well established in the town in ths 19th century.

Guildhall Rosd, where the exhibition was held, owed 1ts exis-
tence to the Midland Rallway, bsing built as an approach to its
station in St. John's Street in 1871. This point was made in an
admirable catalogue on sale; and the whole display was calculated
to Interest, in some wzy cor other, voth the casual visitor and the
transport hlstorian. We commend the example o othsr towns and
counties

(From MICEAEL RORBINS)
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COPRES PONDENCE

Sir, - In shortening and rewriting wy article "Field Work in the
Lincolnshire Fens" a serious srror has besn made. Tne last para-
graph reads: "Exploration of the rallway was somewhat difficult
because several parts of 1t have been taken up, including a portion
of the 'main line', so that the remalning branches, although quite
extensive, are now separated.” None of fthe msin line has been

taken up and all the branches are connected. 1 khow of one instance
{the branch to Dunston pigsties) where only the pigsty end of the
branch 1s In use, but the rails connecting the sties to the rest of
the rallway, although not used and considerably overgrown, are still
in position. In ths Rgg;%gg Magazins for November 1557 is an
article entitled "A Ulncolnshire Agriculitural Railway". There are
two photographs of the line and the historical details in the
article are more accurate than those which I gave. However, the

map on p. 762 contains many inaccuracies and many lines are not
shown. It would be interesting if the gradlsnt of the branch from
Wasp's Nest to the gravel quarry and the rubbish dump could be
accurately measured. In my opinion it 1s stesper than 1 in 10. It
may be the steepest locomotive work gradient in the country.

ALAN RICHARDEON.

(The error is regrebtted. Unfortunately, owlng to the grsat length
of the articls, it nsd to be shortened in order to bring out the
salien% features, owing o pressure of space. ~ Ed.)

Sir, = I read wlth Intersst the letter from Pster Norton on Field
Work, which wes published in the March issus. iday I, as the "some-
one else” referred to in this letter, add my comments? As one who
has little knowledge of the opsratlon of a camera beycnd e pressing
of a shutter relsase to taks the plicture, I found that it was not
vossible always to gain the bast Ehotographic record of my surveys.
By teaming up with Someons elSe whose photographic ability 1s muzh
better than mlne, 1t has bsen possible to begin a proper survey cf
canals in Lancashlre and Chesnire. Our plan of campalgn 1s as
follows: having chosen the canal to be covered, I proceed to segk
out all pessible infermation that 18 awvallable freom documents, stc.
in local libraries ard record officss. This information i1s then
noted, and the canal is survaved on fool to enable the Informat lon
to be compared with present groundwork of the canal. FHaving noted
the points that require phoiogravhic record, mv collesgue joins me
and such 1ltems are phetographed for the Scciety's rscords and our
own. @y this means we find that one makes tihe best pessible use of
the time avallable. We feel that sucnh comblned tsam work snablcs
the ground to ve coversd more adequately.

A, P. VOCE.

e A el
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3ir, - I was most interestsd In the article on the Metropollitan
Railwaﬁ in broad gauge cays, and partlﬂularly that part which dealt
with the connexion to Livernool atxoet station. The site of the
old Jjunction can still be obssrved when entering Liverpool 3irest
(vet.) and it may not be generally known that guite a long stretch
of the old tunnel 1s now in daily use, but of course for purposes
other than that for which it wes constructad. Part of the tunnel
is now the Liverpocl 3treet railway dining club and leading on from
that a2nd extending to within about twenty yards of Platform One has
been bullt the gymna51um, also for rallway staff. Ircidentally,
thﬁ gllw%y Arts & Crafts Exhibi ion £ r th @stern Re%EL n ia

a%ior raiTQ%gg ikaa 0{08528%6 Pcres% *ﬁf’ a?%f NOI

hy Property 208 they mou 13t Rofma %e 3 ﬁ?%%ed.
H. LEAH.
Sir, DEATH OF A RATLWAY

Rallways have died before now: several complete and oncs
flourishing concerns in the United otames, the many narrow-gauge
lires which have disappeared 1n ths Britich Islas in the laz% thirty
years, and nearly all of cne standard-gaugs railway in the Unifed
Kingdom, the Belfast & County Down, 1in 1950. Ths complste closing
of a large part of the lines of the Great Northern Railway Board in
Northern Ireland, and of ths 3Sligo, Leitrim & Northern Counties
Rallviay on 1 October 1557 has, however, shocked me into thinking
about what ths process - the closling of rallways, which we have
bsan Seelng piecemsal for thess many ysars, and perticularly in
this decade - actually mzans, and won&erwng whether we should not
me<s a case study of ths process, by getting at the facts in this
instance, befors it iz tco lats. What is shocking about ths G.N.(I)
closings 1s tholr extcont and complstenzss and the lack, spparently,
of any long warnling or Quolic rotest. According vo “he Rallwsy
wagazins (November 1957) the ¢ osiqgs 3r8 as Iolfow Pertadowi to
Glcsioush;  Omegns Frankillﬂb Clonzs; Zintona b“’QPh, Sundoron
branch (105 miles); 8ligo & Leitrim (4l miles) ~ all closul com-
platsly 1 October 1557. Dundalk to Clones; Clonss to glaSiDE%bE
Clonss to Covan; Belturbset branch (76 milegz) - closed to passaigsrs
14 Octobar 1957. Total 222 miles. 222 miles clossd to pa2ssen’srs
at cne fail fNooo Imgortant towns Tiks Enniskillen and Armash lose
all rail cornexion, and others 1:v2 Clones =nd Cavan loss all rall-
wey passenger service. There may be many mors such largs-scoale
closings, 1n Great Zritalin and Irsland, 1in ths nexy few yszars,
though one hopas ot. The govarnment uf Northsrn Iralacd ssems to
hava besn particularly hostille 50 rallways. While the eveni 1is
fresh - still as it wers, in process - 1t should be studied. The
gusstions 1 havﬂ in mind are:

1. WHY?

Geography, economy, population of the area; history of these rall-
Ways » earlluL 1p2sas on tham; formation of G.N. Rly Board; trafilc
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expenses and receipts (recently and in previous comparable periods);
attempts to cut losses and keep ths lines open; policles of the gov-
ernment of Northern Iresland on transpori; publlc enquiriles ghead of
the closings ~ questions in Parllament or Dall; who declded to close
how, when and why was ths decislon taken?; any consultatlon with ths
trade unions; any unlon objections or safeguards taken by the Board.

II. EFFECTS.

Actual savings by closing lines completely; savings by closing lines
to passengers; profit or loss on lines remalning opsn to goods;
process cf Aemolition; procesds of sales of scrap materlals from
demolition; use of salvaged materials not sold; sale or lease of
site of track, yards, station bulldings, houses, goocds sheds, etc.;
recelipts from these sources; provision of staff displaced; work the
nen dismissed take up, whether in the district or after moving away;
provision of alternative facilities (bus services, lorry services
for goods, Including cecal bricks and othsr bulky items, parcsl
services); increase or decrsass of fares and freight rates following
ths transfer of facilities from rall to road; any resultling Increases
in local coal prices for exampla?

Doubtless there are many other questions which should be asked
if the death of a rallway 1s to be studled. Thase may do for a
start. Wy polnt 1s thet somsons should b2 making the study now:
getting facts and figures from the G.N. Beard and the governments
and local suthorlitles concerned, Irom trads unlons, traders, stc.,
interviewing the statloumasters, sighslmen, porters and gangers
displaced, photogrephing staetions and othier sltes bafores and after
demolition, and in general writing thse "currsnt history" of the
subject. This 1s the obverse of the usual wor¥ of tne railwsy his-
torian, studying ths remots baglnnings ard devslopment of rallways.
It 1s a sad task, but an interssting one, and 25 real a part of
rallway history, which must take eccount of falliures as much as
successes, as any other. It has the advantsgs that 1t can be done
from racent records (if acceszible!) and from living testimony. I
hope som2one wili undertake 1t, and thus advance ths causs of rail-
way history, studled as part of the soclal and sconomic history of
the country. 3o far, this svant seems to heve passad with strangely
1little notice; ws are bscoming inuved to thsecz things. The Rallway
Prass hes had one or two brisf notices and parsgraphs about 1it, butb

none of thesz 1s likely to gilve the evant the sort of study I havs
outlinad.

Who 1s to do it? Should it bs onz of the rallway sccletiss?
The Jeurnal of Transport History?  Rallway-minded soclal and
economic historians, staif or stulents, at Leicsster, London 3Scheol
of Economics, Quaen's University, Belfast, or Soms otner Universiiy?
I can only raise cusstions whicn ought to bs answarsd bhefore much
of the materlal and evidsnce for such a study disappsars, and hope
that someone will come forward to undertake it.

C. L. MOWAT.
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NEWS_FROM THE SOCIETY
HON . SECRETARY'S NOTES

New liembers

BAILEY, J. A. 277, Market Strest, Eastleigh, Hants.

BUCKLER, Dr. J. W. L, Chippingham 3treet, Sheffield, 9.

COSWAY, G. J. 175, Eastcombe Avenue, Charlton, London, S.E.7.
MOSLEY, A. V. 74, 3t. Wilfrid's R4, West Hallam, Derbyshirs.
ROWEOTHAM, D. A. 19, Albert Grove, Derby Road, Noitinghon.
STLLICK, R. J. 62, Callow Hill Road, Alvechurch, Worcs.
WALKRR, Neil A. 2L, danor Avenue, Caterham, Surrsy.

Change of Address

AMDREWS, Dr. M. J. Dreadnought Seamen's Hospital,Greenwlich,3.¥.10.
PALMER, A. R. 1%, Salisbury Drive, Xidderminster, Worcs.

(To be amended in Membsrship list).
SHEARAN, P.D. 20, Chapel Park Rosd, 3t. Leocnard's, Sussex.
WEZD, G. N. 17, The Circle, Cricklewocd, London, N.W.2.

Membership Engraved kame Badges

It has been suggested that mewmoers may care to have small lvorine
badges bsaring thelr name to wear at meetlngs, as a ready umeans of
ldentiflication and a way of prcemotlng frisndsnlp betwsan msmbsrs.
Council members have ordsrsed badges and, at tne time of going to prass,
1t is hoped to have theseg for the A.G.i., o thalt ofther members may
see them. The cost 1S %/~ each, and badges may be ordered from the
Hon. Jecretary, stating the style in which ths name 1s to be engraved.

North Wastern Local Group

A meeting was held &t Stockport on 22 March, when & local group
for the North West was formad. The Chsirman is Nr. B, Baxtsr, Hon.
Treasursr Mr. P. A, Woriton, Hon. Secretzry Mr. A. P. Voce, to whom
enquiries should be addressed at 10, Danesbury Read, Bolton, Lancs.
Mr. J. I. C. Boyd undertock to serve on ths comnittee temporarily.

It 1s propoge’ to hold six meetings a year, twe during ithe winter and
four between Abril an? Septembsr. The next mseting 1s fo bs hsld on
2l June, when a visit will be wade to the railways around Mow Cop.

RZPORTS _ON EVENTS

North West. As reported above, the lnaugural meetling of this Group

was held on 22 March at Stockport, with Mr. W.J. Skillarn in the Chair.
The Presirsnt gave an introduction to the Socisty, and its aims.

Mr. B. Baxter gave an address on "Zarly Railways around Mow Coo."
Twenty-three members and guests were present. ’
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FORTHCOMING TVENTS

Juns 7: Middleton Colllery Railway. (Sz2e enclesed circular).

July 197 Ketherton Tannel., The Nethertcn Tunnel, 2027 yerds long,
on the Birmingham Canal Navigatlons,was the last canal tunnel to be
built in this country. It was opensd on 20 August 1858, having cosit
£702,000, much expense having been caused by tunnelling through
ground hsavily penstrated by old mine workings. The Society 1is
celebrating this centenary by a speclal trip through ths funnel. Ths
boat used will be the "Lady Hatherton", the former committee-boat of
the 3taffs.& Worcs. Canal Company. The trip will start from a wharf
on the south side of Netherton Tunnel at 12.730 p.m. Arrangsments
wlll be made to run a bus from the centre of Bilrmingham to the wharf.
After passing through the tunnel the boat will Jjoin the maln line of
the Birmingham Canal by Dudley Port station, and will then run through
to Worcester Bar, in the centre of Birmingham, by about 6 p.m. The
charge for the boat trip will be 12/6, and for the bus from Birmingham
to Netherton Tunnel 5/-. Those who do not liks tunnels may be pickad
up by the Dudley Port station at about 12.50 p.m. The boat 15 wsll
protacted against any unusual Birmingham weather. Bookings should bs
made to ths Programme ZSecretary, Mlss X. M. Stephens, 20, Colwyn
Avenue, Dsarby. Those beooking will be sent a detailed itinersry and
Iinformatlon about the vilck-up points for the hus in Birminghan, and
the boat at Netherton Wharf and Dudley Port, and also historical
notes.

JOURNAL

Back numbers are still available at 2/~ each post fres. These
numbers are as follows: 1956 March, July, September; 1957 March, May,
July, Septembsr, November; 1958 January, March.

ANNUAL GsnERAL MEETING

At the A.GC.M. held at Croydon on 26 April the following
appointments to the Councill wsre made:

Hon. Secretary: ur. w. I. Berrill, Grotes Lodge, Blackheath Village,
London, S.%.3.

Hon. Treasurer: Mr. F.G.MWatson, 12a, Wilson House, Albion Avenue,
London, S.W.8.

Will memrbers pleass nove this amendment on the front page of
this lssue?

PHOTOGRAPHIC COMPETITICN

This has had to be cancelled, as thers were only two entries.
The Council would be interested to he2or from members who may be
able to express zn oplinion ss to why there was this lack of in%srest.

Published dyv the Railway & Canal Histe
s

i3 lcal Society at
& Stanstead Rcoaa, Caterhan, Te
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