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WRITING RATLWAY ALD CANAL HISTORY

By Charles Hadfield

(Based on an address to the 1961 Annual General Meeting)

This short article describes how I organize my own writing.
There mzy be 1deas in it which will help others not to get bosged
down in taeir rotes, but to publish their results.

Taking Notes

Notes cre the bzeis of research, because most of the material
to be consulted is at the B.T.C.'s Historical llecords or in
libraries. Therefore 1t is well to get a routine going et the
start, end then to teke sll notes in the same form.

I use quarto flimsy ty»ing paper. As long as I am working on
a single subject, such as one canal, I give each page the index
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letters of the Historical kecords or otuer library volume that T

am using, plus my own serial number. In this way I know to what
canal the notes refer and from what volume they come, and can

check should any sheets be lost. dventually I clip each group of
notes togethsr in serial order. If, however, in the course of
working on one canal I come across major material dealing with
another, that goes on a separate sheet, to be put in the sppropriate
file when I get home.

In note taking the following are important rules:

(a) Make sure that you have clearly identified the source of
every note you take in usable form e.g. that you have the
correct Historical Records reference, or, if a published
book, the correct title, author's name and initials, and
the page number.

(b) Make sure of the correct date of the source e.g. a news-
paper.

(c) Make sure that you distinguish clearly between when you
are making a verbatim quotation and when you are summari-
zing. Verbatims should be exact i.e. mis-spellings, capi-
tal letters and all. You can edit them later, but what you
have noted should be an accurate transcrint.

(d) Make sure that you can understand your own abbreviations,
and thet they are unambiguous. I caused myself much trouble
once by noting references to the W.& B.Canal without reali-
zing quickly enough that there are three canals which those
initials. A year or so later I could not be sure which was
meant in some cases, and had to do the work again.

(e) Use aos meny contractions as you like, but watch your hand-
writing. Nothing is more irritating thet the note you
can't read.

(f) Make sure that you note everything you are likely to need.
It is better to note too much while the going is good than
too little. The fact you did not note and cannot find is
always the one you finally need.

I use o different system when reading newspapers, where the
references to different canals are all mixed up. I write the
references cne after the other, putting the date and the name of
the newspaper in the margin of each, and not 2llowing any note
to overrun the foolscap pages I use if I can help it. Made in
this way the inotes can first be read seriatim to give z general
picture of the order in which things happened, and can then be
cut up and allocated to their correct subject files.
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Using Notes

In my view, you should do your researchr right from the start
as if tive resuit were to be QUHLl hed in some fTorm, whether as an
article in the Jouxrnal or = becok. Therefore as soon 25 you have a

few facts tc strin: tosether, meke thew the necleus of e arsft
text, even ii it is cnly & hundred wordslong. Tyone this draft on
quarto pever so that tuere is o very broad msrgin on the left,
single-suoce, but only using half the poge. 1hlk method of
typing gives you plenty ol wiaite space to add additional facts.
Yhen you can't see the .og ox s, Ttynre it out again -
this tire it will make two X vefore - and so on.
rut the sucets in a2 soring- wnich enables you easily
tc zget =t =y pepe. Uvery sortance thet you melke
in tids draft text shiculd be given o refezence nuriner, serviel to
eacih per e, anc below the text you shoulc type the references.
Yever put =2 statement into the draft text without putting the
source pelow 1it,

There are grect advantzges in this method. It prevents you
accunul:ting a vest file of notes wnich every day becomes more
daunting
what you alrezdy know about the subject - it is there before you.
Again, wher you get 2 new fact you et once heve 2 place to put it.

QV
Or you will find ot the new fact upsets your Lult text because
it indiceates a new f ctor you had not known 2bout, and thet is
very salutery. The disadvantoge is the steady re-tyoing involved,
and tic careful chec!ing thet goes with it. But this is not a

hizh price to vay.

Benind tuis draft text you will requlre sore other docu-
mentation, t.e noture of which devends, of course, unon how
comnlicated the research you are doing turns out to be. I use:

(a) Two Toolscap manilla folders for each main subject - in my

case each canal - in which I keep my working unoctes. One
file dis for material alreedy included in the drsft text,
and one for moterizl woiting to be worked on. When tne

result ie fully writien up, one is of course empty; this
iz then used for new materisl thet comes in efter publica-
tion,

looge~leaf indexes. Tor these I use little
3", 500 of which £o in = sprinc-back binder.
e binders, can bﬁ bou ‘ht from Voore's lModern

Y

ton St., Lon&on, &.CL. 4, The

Methods Lud 20 Iarring
i - 7 )
indexes I

8. Put on to this index every dete of

“t concerns not only your own railway
oge thrt surround 1t or axre associsted
esult, besices being convenient for

(i) Index of detes
”nj':u"“f’vturce
or canal, but
with it. The

5 a o

to desl with. PYore, it tells you right Ffrom the besinnin
? J o
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quick reference, often throws up & sequence of events
thet you would not otherwise have realigzed.

(ii) Index of personslities. This is an alphabetical index,
witin &1l particulars LI come scross about the more
important people connected witn the wveilwey or cansal -
sharenolders, with notes et regular intervals upon their
shareholdings, directors with dates of taking up and
laying down office, contractors, engineers, superintendents
and so on. Such an index makes it much eesier to trace
connexions elsewhere of the people in whom you cre
especislly interested.

(iii) Index of odds and ends. Mine includes all kinds of
information that is not needed for the draft text but
wnich might come in useful sometime - e.g. rates of
wages, rules for navigeting boats, deteils of Sundsy
observance, the extent of stoppages for repsirs, etc.

(c) 4 pile of smell slips of paper, the purpose of which is to
carry references to Canal B or C, picked up in the course of
studying Canal &A. For instance, a delegetion from Canal B
visits Canel A4 to negotiate. 4 slin with the date snd source
of tue reference in the records of Canal A is written out
and put in the Tile of Cansl B. It may turn out that Canal
B's ovm records are less informetive then those of Canal A.

Writing tue Texu

A time will come when you reckon that you had better publish.
I will not ssy, when you reckon the job is done, for that time
never comes, end to the end of one's life one can hold back publi-
cation on the grounds thet one has not yet found the laundry book
of the engineer's wile, and therefore cennot say whether lack of
underclothes contributed to nils early death. wWhen you do nexve
yourself to gtops

(a) Go through your folder of notes that ought to heve been
incorporeted in the drsft text, and see 1T there is any-
thing thet you hisve missed;

(b) Go through the index of detes, to check the text and see
whether you have got the sequence of events right;

(¢) Go through your index of personalities for material to fill
out your descripvticns of people in the text, and to ensure
thet you have noticed their relevant connexions with other
companlies and concerns;

(d) Use your index of odds and ends to provide some lighter
touches 2nd a few of those little bits of information that
bring & text to life and mzke the subject vivid and real in
humen terms.
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Having done these thin~s, read cerefully through your draft
text two or three times. Your sre bound to find some gaps in
the story, and probsbly some discrepancies. Very well, make a
special effort to settle them. But if you can't, do not be
tempted to slur them over in the hope thet the reader won't
notice. het is bzd work. Just say thet you do not know. You
will aleso be faced with certain information thet you heve got
from second-hand and nct original sources, and which you are
unable to check. Here you rnwust weigh in your own mind the value
of the source, and the likelihood of the statements being right,
and then judge whether to use them unreservedly, or to use them
indicating that you sre doubtful of the value of the source.

If in doubt, play for safety.

Your draft text is now as good as you can make it. Cut it
domn to the length you want it to be. This is a point at which
your tears will flow, for to begin with you will be convineced
that not a word csn be spared. However, it is hetter for you
to tell yourself that 75% can be deleted than for your publisher
or the editor to tell you, so do the cutting yourself. Use
nencil, so that you do not obscure the full account, which
becomes your reference book when people ask you questions.

Ffinally, when your text is down to the right length, nerve
yourself to rewrite the whole thing readably and clearly, so
that it scems s good piece of writing end not just a compilsction.
Then send it to the Bditor of the Journal, or to s publisher, and
good luck to you.

X XXXIXXXXXXXXXXXXXXKXXIXKEX XX
ERRATA

Sept. Journal, p.87. "The Railway to Finchley": 1line 8 should
read "... ond did not normelly terminate at Aldersgate Street."

X X X ¥ X X X XXX XXXXXXXXXXXXXXX

LOCAL GROUP SECRLTARIES

London: J.H. Boyes, 129 Endlebury Rd., Chingford, London, E.4.

North ‘jestern: A.J. Brackenbury, Woodlsnds, Adlington, Cheshire.

North uastern: '

. Midlends: R. Garton, 7 North Bank Rd., Birkby, Huddersfield.

W. Midlends: J.H. Denton, Marchmont House, Church kd., Codsall,
Wolverhampton, Staffs.

¥ ¥ X X X XXXXXXXXXXXXXIXXXXXXX
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THE HOLI'WOOD, CRAMNLEIGH & MIDHURST RATLJAY (1884-1905)

By Hd.%W. Hart

(Continued from 1.79)

In spite of the Brighton Comreny's stated refusal to be in
any way officislly concerned in the section of railway beyond
Cranleigh, interecst was taken behind the London Bridge scenes
and within a few weews of the Lngineer submitting his prelimin-
ary report he was instructed by the Board to produce 2 plen
showing possible routes from Holmwood or Dorking through to
Fidhurst with firmer estimstes for single and double lines of
rsilway Within two months drawings and sections were ready
in respect of the following lines s- (i) Dorkingto Cranleigh
(11) Holmwood to Cranleigh and (iii) Cranleizh to Midhurst.

There was little to add further to the first officiel
proposals. On the Dorking section a new station was recommended,
located to provide & useful facility at the south-west of the
town but if it were finsliy decided to spring the branch from
Holmwood then the station elready et thet olace would meet
requirements. At the same time, the existing stetion et
Cranleigh was considered capable of meeting =11 traffic needs
although some £3,000 wes estimcted s necessary to cover the
construction of junction works thereet.

As regerds line (iii) the Brighton Company's lidhurst
station needed no extensive alterstions but 1t was decided
thet the existing line from the junction point would have to
be doubled with the consequent widening of the 276 yard tunne%
bstween Selhem =nd Midhurst 2% an ectlmﬂted cost of £10, 000. 7%

Dorking or Holmwood to Midhurst Reilway. Sectional Costs. 22

Hstimated cost Estimated cost

Section Length as single line as double line
m. ch, railway railway
£ £
Dorking to Cranleigh 13 7 197,000 - 254,000
Holmwood to Cranleigh 8 4 94,000 131,000
Cranleigh to Midhurst 16 22 220,000 280, 000

Stress was laid on the heavy earthworks which would be
involved, especially ﬁt the northern end, whilst some deviation
from the proposals of t.e March 1896 qeputatlon wes recommended
in the vicinity of Lodswort.. It was also recommended thot no
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stetion be provided =t Lurgashall, thereby reducing the earth-
works and economizing to the extent of £15,000. In sl1ll, the
provision of the line with its lack of sharp curves would bring
Cranleigh 11 miles end MNidhurst 8 miles nearer London. The
costs, 2 upon exeninetion by the Brighton Comnany's Board were
howvever, considered too hesvy for the Company to undertske the
work and theilr opinion was stroightwey notified to lir. Rowland.

By this time, the winter of 1596, the itev. J.H. Sapte,
Rector of Cranleigh and Archdescon of Surrey, had become 2
zealous supporter of the proposed line and on his being informed
of the contents of the Company's letter to lir. Rowland he peti-
tioned Loxrd Cottesloe on the genersl question of impnroving the
Cranleigh to London train service, as provided via Guildford and
on by the South wWestern systern, and the existing service was
tuereupon examined to find if it were sousible to meet the
apoplicant's wishes, but they received little setisfaction, it
being asserted that the current services were the best thet
could be arrangea unless the South Western Compnany were prepared
to reduce the lengthy mergins which existed in certain instances.
Admittedly the Brighton Company could have improved the service
by putting into operation an additionel engine, train, and crew
to work over the Cuildford to Cranleigh section only, bdbut it was
considered thet such 2 measure would result in diverting 211
London traffic via Cuildford to the detriment of the Brighton
Comyany's receipts wallst some £1,500 per annum would be needed
to cover the additional opercting costs. A final point, stressed
to the Archdeacon, was the fact that zny tampering with the branch
schedules would seriously affect connexions ¢t Horsham =2né¢ these
the Compreny refused to disturb. Ten months later, in October,
1397 the Brighton Company once 2gain gave serious considerstion
to the construction of the originsl line a2nd on 3 November the
Board passed the resolution, instituted by Sir Arthur Otway,26
thet they should seck powers in the Compeny's Bill for the
following Session for the construction of the line =2s from Dork-
ing.

Until this time the pro,osed railway hed received the whole-
hearted su-port of the more influentisl or the Cranleigh residents.
The reilway now geve the line, or rether the portion to Cranleigh
their official blessing and by so doing engendered their own
opposition. foremost smong those antagonistic to it wes Lord
Ashcombe, prominent emong the Dorking district lendowners. This
gentlemon within two weexs of the Board's resolution was express-
ing to the Directorste his determined opposition to the scheme
although hed the junction bggn formed as from Holmwood he would,
he informed Lord Cottesloe, heve given him sny assistance in
his »nower, Anothner antagonist was Lir. A.H. Brown, M.P., of
Broomhall, Holmwood, who held the opinion that any parelleling
of the line with the existing route from Dorking to Forsham
would be sn unnecessary exnenditure bringing no gein to the
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Company. He also expressed tiae view thet "the distance would bve
too fer from London for that numerous class the daily breaders
who hesve to g0 up end down daaily to London. One hour in the
morning and one a2t rvight make too much of 2 hole in the day for
that class™.

e e 0

The »nroposed junction point with the Lestherhead - Dorking -
Horsham line was 2t Brosdley or Bradley Lere, 30 chneins northward
of present-day Dorking INorth stztion, with a ley-out to enable
treing from the Londeon direction to run direct on to the new rail-
way . Tcging from this noint a south-south-westerly direction
the line was routed to crogs the South iLsstern Railway's Hedhill
to Guildford line close to their Dorking stetion and nroceeding in
s zeneral southerly direction the line was oloited across the
eastern extremity oi Westcott KHoocd almost 2t its junction with
West Street whence 1t was to pass on to open country and Lord
Ashcombe's estetes.<9 The proposals were discussed =t a well
attended »nublic meeting called by the Dorking Council, early in
January 1898 when merked feeling was shown agzinst the L.B.0 S.C.,
the line from Brcadley Lane to the ares sogéh west of the town
being condemned with only one dissentient; the gathering was,
however, in fsvour of the facilit%Aif only Holmwood station
could be mede the junction point. +

At this same meeting a resolution was made that the London &
South Western Comunany should be invited to extend their trains
from their Leagtherhead station to Dorking. This, the meeting
suggested could be effected either by running on to the Brighton
Company'ssysten &t thet point end exercising running powers into
that Company's Dorkigg station or "by some other well considered
and aporoved route. This resolution was made in the
interests of Dorking residents and hed no real connexion with
the matter on which the meeting was called but it was doubtless
considered good policy to remind the Brighton Compsny thet there
were other and competitive railways serving Suirey.

Lord Ashcombe followed up his objection but fziled to receive
any informstion from the Company other than thst the improvement
of Cranleigh's trevel facilities could no longer be postponed,
whereupon he once more petitioned that the line snould stert from
Holmwood. This oonposition, and thst of certain other persons,
did however have the imnediste effect of staying for the time
being the Brighton Compasny in their intentions for no lster than
12 January 1898, = Board Minute, after mentioning the opposition
of the oforementioned gentleman and others to the Dorking ¢ Cran-
leigh leilway sinowed the following resclution :-

"het the clause referring to that scueme be withdrawn
from the Company's 311l of next Session and that the
revised scheire be prepsred for which Parliamentery
Povers are to be sought in the following Session"
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Lord Ashcombe and other influerntizl objectors were now
informed thet the Compeny hed decided to ebandon the scheme "for
the wnresent yeorh, There eppears some slicht, serheons intentional
ambiguity of the wording of the resolution when quoted to outside
bodiees, some being told thet it wes rot the Directors' intention
to procei@m"%urin; theforthoqmingfﬂession", the metter being post-
poned until "anotuer yesr", tle Compeny's half vesrly report
promising = renewal of the Company's efforts in "the following
Segsion®,

0

e

‘OT B

2

21 B.T.C. Archives

22 Tbid

23  £100,000 was lowect estimeote quoted by the Company.

24 17 September 1896, 3.7.C. Archives. He was informed
"the Directors were reluctantly compelled to sbandon the
project for tie present! -

25 3.0.C. Archives.

26  Director, L. .2 S.C.0

27 18 Yovember 1397

28 "Shown from estimrtes to be single throughout", Railway
Times 26 Tebruary 13938. '

29 To further mention occurs of the proposed new station at
the south western end of Dorking.

30 Lorking idvertiser 8 Janu ry 1898,

31 Tbid,

32 TIbid,

(To be concluded)

XX ATXXXXXXXEXXXXKXXXXXXXXXXIXX

From = letter to the Railwey Times in October 1845:

"o all appearences the only public conveyance will, in
a short time, be 'the Train'. Such being the case, will it not
be necessary to have stations =2t intervels of two or three miles;
and, in order that the swift trains may not be impeded, will it
not be necessery thet a third, or even a Tourth course of rails
be nroviced for on the principal lines, on which to run slow
trains, which shall cell at the intermediate stations to collect
passengers, and carry them forward to the mein stations (which
might be twenty or thirty miles apsrt) to meet the swift trains.
On the slow line goods should be conveyed, also the cheap rate
cerriages, the price of travelling by which probebly will be
reduced to less than one penny per mile ere long. The poor and
slow goers would be accommodated by the one, the rich and quick
ones by the other."

XXX XXEXTXIXIXXXEIXXXEXTXXIXIXXIXXXXX
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Thicsiy CENERATIC: 3 Of wAILS TO SHIPLLY GATB?

By Peter 3Stevenson

Coal ncs Dbeen worked et Shipley ebove the hiver srewesh for
a considerable period, giving rise to » whole series of cenel and
railway promotions. These »nits were probesbly the lergest of the
group wiich inspired the “"Compeny of Proprietors of the zrewash
Canal™ to obtain their .Lct, 17 George III c20.69, on 30 April 1777.
The canel was constructed alongside the river and rose through ten
brosd locks from the River Trent to Ilkeston when the first nine
miles were opened in Anril 1779. By climbinz through another
four locks tue cenal passed below Shipley to reech Langley Ihill,
112 miles from Trentlock, in the following December, Powers were
granted for the construction of feeder cuts only but Fareyl men-
tions a feow ecrly wooden railways, in perticulsr one goove New-
menley's 17111l which was disused and removed in 1796. The line
must nave climbed steenly out of the valley to reesch the Shipley
pits and it is nighly probable thset it followed the same course
zs the later lines here. The mill stends on the River Brewash
below liewt orpe Common end a privete road continues scross the
river, canal anc railway to Snipley Comron.

In search of an essier route, the Shi-ley and /est Hellam
coal interest promoted their own canal in 1793 down the Lut-
brook ¥alley wodich runs on the far side of Ilkeston parallel to
the EBrewash until it emnties into that river &t Stanton Gete.
Although considerably longer, ot 43 miles, then the tramway,
the canal fell through thirteen brosd locks to meet the Lrewash
Canal 42 miles nearer Trentlock. Thus, 2t the exnense of =nother
six locks, 2 distance of sbout 13 miles and 2 troublesome incline
and trans-shiosment were saved. It was probably this development
which lead to the closure of the tramway to Newmanleys Iill in
1796. Senderson, however, still marks its site on his 1830-5
survey of the "30 miles round lensfield", although none of the
several Midland Counties Railway Plans surveyed during this »neriod
meke any reiervence to the line.

Cn 6 September 1847, the Brewash Valley lisilwey, already
en integral pert of the lMidlandCompany, was opened to Codnor
Park and branches soon followed to tap many of the now numerous
canal tramwey feeders. o special nowers gopear to have been
obtained in the case of the Shipley line but in 1879 the 6"
Ordnsnce Survey nmop indiceted thet a connexion had been mede
with the Shipley pits, perhaps over tie site of the earlier
wooden tramway. It was a1t thet tine, however, derelict end
without reils although Airey's reilwa7 map of the district
still indicetes its existence in 18384. By this time, of
course, the lildlend's hutbrook Branch had been built slong-
side that cansl from Stenton Gate. It was opened to Nutbrook
Colliery (one of the Shipley group) on 1 November, 1870.
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It is, thersfore, odd to find that in 1938 the same Ordnance

Map indicetes rails to have been relaid on the incline through
an exigting bridge under the srewash Velley line and a new cne
under the Bastwood braznch to esch onee again the canal wharf

at Shipley Lock, The London lidland Region's Bridge Register
(Derby North District) rzcords tols bridge as having been con-
structed in 1895 while the adjacent Dbridoes over the river and
canal were built asbowut 1346 and reconstructed in 1877. De
Salis's survey of canals published by Bradsuaw in 1904 mentions
the Colliery Wharf and the illuwineting fact thast the Nutbrook

Canal had also been unnavigable since 1895, though schemes for
its rvestoration hsd several times been mooted. About this time

Ilkestecn Corporation was disturbed ot its proposed abandonment.

It seems clear that the Nutbrook Cansl, while originally
responsible for the removal of the early wooden tramway to
Shipley ¥harf in 1796, was finally, in its death throes, res-
ponsible for the line's final reinstatement in 1895 for its
original purpose to serve the Erewash Canal wnile for an interim
period another line nad been lald on the site as g railway feeder
only to be itself superseded by the Nutbrecok Branch, In its
final feorm the line made a triangular wharf above Shipley Lock
with one shunting neck alongisde the lock and another encroach-
ing on to the river agueduct. Although it 1s pogsible that
this structure wes widened to accommodate the siding, comparison
of the two sides leads to the conclusion that, short of complete
rebulilding, it was originally built wide enough to carry a sub-
stential farm track as well as the canal and quite fortuitous
that it should later be used for the siding. The towing path
is on the opposite side here and in the older map (1879%) a short
side arm occuples the centre of the wharf. The line continued
in use until about 1946, locomotives being limited to six loaded
wagons bvelow them with all wheels scotched, and dersilments
were not unknown. Runaways would not have ended in the canal
but 2t the sharon bend under the main line alongside the river!

I eam indebted to Messrs. Baxter, Clinker, Robinson and
Whitehouse for varicus inform=tion. The reference refers to
John Farey's "View of the Agriculture of the County of Derby-
shire" surveyed from about 1807 and published in 2 volumes in
1811 and 1313.

XX XXXXXAXXXXXXXXXIXIXXXZXALXXX
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Further notes by Neil Fraser

Black Mogs heservolr, from which water can be run into the
cangl on either side of the Standedge, had for many years a
notorious reputstion, due to bursting its bank on the Marsden
side on 29 November 1810. It was known as the Blasck Flood
due to large quantities of peat carried with the flood water;
great havoc was caused snd six people lost tuelr lives. The
event appears to have escaped mention in the Tomlinson papers,
but it is recorded in the Gentleman's NMogazine for December 13810.
Tunnel End reservoir was also mistrusted; the embankment of
this, made from spoil removed from the canal tunnel, gave way
when under construction, and a by-wash suffered damece caused
by flooding in 1799 and 1822. A torrential downpou¥ on 14
August 1856 caused further concern and resulted in some lengthy
correspondence in the Huddersfield Chronicler. A letter on 19
September of the following year from Edward Greenwood was given
the final word. He wrote "Considerable improvements have been
made to the reservoir and a self-acting tumbling bag has been
erected, the embankment strengthened and four extract pipes
fitted, and a 3'6" barrel culvert made to cope with flood water
when the weir cannot take it ... the flood was unprecedented
in the present century ...."

Apprehension for the safety of canal reservoirs was felt
in 1864 after the disastrous floods at Bradford and Sheffield.
The above-mentioned newspaper dated 16 April 1864 reported that
March Haigh and Slaithwaite reservoirs were in poor condition.
Greenwood again replied in reassuring terms, and his confidence .
was proved, although a2t the time greeted with abuse. The
affair turned out to be a close repetition of 1852, when the
population of Slaithwaite were in a state of terror after the
collapse of Bilberry reservoir. The canal superintendent at
that time, Mr. R. Stuart Carter received a newspaper bombardment ,
later making an inspection of Slaithwaite and Cupwith reservoirs
which he pronounced safe. This appears to be an act of courtesy
so far as the latter reservoir was concerned, as it was neither
owned nor connected with the canal.

In the early years of the present century, Tunnel End
reservoir became silted up. This was dredged, and to convey
the debris away, a narrow gauge tramway was laid on the tow-
patih from Tunnel End to Warehouse Hill, three-quarters of a mile
distant. Two engines of the L.N.W.R. engineering department
were used on the works, which were named "Kitchener" gnd "Jim
Crow". Two rescrvoirs, one at Diggle of 12,300,000 gallons
capacity (completed 1864) and a second at Little Black Moss of
2,206,000 gallons are additional to the list given in the September
1961 Journal. In anticipation of the L.N.W.R. Act of 1875
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the commany envisaged the making of a further reservoir at
Redmirce Lee, and a " 1 wes deposited, but not proceeded with.
The rainfall on the Standedge 1s considerable, =2nd figures
for 1866 show that 69.9" of rain fell on the Marsden side and
53.6" on the Saddleworth side.

Flooding of the canal is alwost unknown, =lthough on 15
July 1872 the River Tame dburst its banits and overilowed in to
the conal =t Royrl George Greenficld, where the contents of
o warehouse weore dsnoged. The L.H.W.R. were successful
defendants at Manchester Assizes in October 1874 in a claim
for damzges. A drought followed by a deluge lesting 36 hours
occurred on 11 Il ovember 1901. The previous doy March Haigh
reservoir was empty, but filled immediately, and the canal
and Sporth reservoir et Mersden overflowed.,

The Huddersfield Exesminer of 30 July 1887 notes "the
L.N.W.R. give notice that the canal between Huddersfield and
Ashton will be closed to navigation after 30 July until heavy
rain falls." Traffic stopped until 2 September, when true
to expectations the rain came in torrents.

B.B. Smita, who succeeded Edward Greenwood gs canal
superintcendent in 1877, was observed by the above paper dated
27 February 1886, to have relinguished theot position on his
appointment as mansger of the North Stafiordsiire Canal. A
rarc passenger journcy was recorded on 14 July 1894, when
the Golcar Band of Hore hired the boast 'Gordon' and with a
party of 170 children abosrd, made a trip tc Msrsden, "he
return journey taking only 13 hours with no mishaps to mar
the novelty of the excursion,"

Many of the Huddersfield canal bridges are those originally
made, but the most handsome of all is to be found at Queen
Street South, Huddersfileld, and bears the hersldic deviee of
Sir John Hamsden. At Longroyd Bridge the canal passes under
the L.& Y. Railway Paddock Viaduct, where a short spur lead=-
ing from the canal passes through the middle of the viaduct
pier. Two similer spurs also exist at Seddleworth, where
a curiosity 1s a doorway leading into a high wsll on the tow-
path side, and bearing the date 1870,

The renewal of the old Turnbridge on the Reamsden Canal
was effected during the first week of October 1865 (Hudders~
field Exeminer 7 October 1865): "The new bridge called a
Tocomotive bridge, has been erected by the London & North
Western Railway, and is of a very superior kind to the one
replaced". Of woecden construction, it can be reised by
windlass to a height of 6', and has a total bearing weight
of 75 tons.
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In a report to the cnnual generalassembly of the Hudders-
field Canal on 28 June 1838, it was stated that during the
previous winter traffic hsd been suspended for seven weeks due
to frost, and £70.3.3. had been incurred on ice-breaking. Some
traffic figures publishad in the Leeds Mercury of 10 March 1849
show that the Huddersfiecld Canal carried 169,487 tons of traffic,
and the Ramsden Canal 120,207 tons during 1848. The same paper
dated 14 July 1849 in describing the opening of the Hudders-
field & Manchester Raillway notes "et Diggle the canal has had
to be diverted for 500 yards".

At the time of writing the Huddersfield Canal is still
legally open from its junction with the Ramsden Canal to Engine
Bridge, where the third lock was originally sited slightly to
the east, and was moved to its present position in 1878 under
the Huddersfield Improvement Act of 1871. Powers for the
abandonment of this remaining portion together with part of the
Ramsden Canal have been sought in the current parliamentary
session, and if approved, will see the termination of navigation
26 yards to the east side of Cut Bridge, Aspley, Huddersfield.

XX XXXXXXXXXXXXXTIXIXXXXXXXIXX
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THE BIDZFORD, WHSTWARD HOYV & APPTEDORE RATLWAY 1901-1917:

By Dou6¢aw'StuckUd. 1o up. 4 P, 1]1uo., 2 mope. West Country
Handbooks Fo.l. Published by Clrrion Printers, Scholar Green,
Stoke-on-Trent, 3/-.

Thiz little btoolk, chviocusly written for the general pub-
lic rether thon the historian, “1vn@ a necessarily brief, and

sther zketchy, scccunt OLﬂm;aﬂtﬂCﬁtIng and short-lived rail-
Way, ich was uniqgue in thdt it wes the only completely iso-
lated stendard gaugs pascenger reilwey in this country (in Ire-
land there was, of courq,, the Weterford & Tremore.).

<
-~
—L
=

The information =zs to the trsin sorvinm is not very help-
ful, arart from the fact that the example given - described as
"typical" - is for the period before the Appledore extension.

It shows, in July 1906, & service of 20 trains each way, and 4
on Sundeys. This wes the peak, and the number of trains tended
to become less and less as time went on. Mor=sover, there was a
considerable varistion according to the time of yeary and the
Sundsy treins did not run in the winter. For example, in May
1909, there were 10 trains and 2 on Sundays, and in the winter
of 1912, 5 traing, weckdays only

The l1list of holts includes some which were not mentioned in
Bradshaw, and omits some that were. A more detailed map of the
system would have been helpful.

However, the book provides g eful, 1f superficial, survey
and perhaps one should not expect too much for 3/-. There are
4 pages of interesting illustrations.
M.D.G
1t o ° .

LOWDON RAILWAYS. By Edwin Course. Published by B.T. Batsford
Itad., 4 rfitzhardinge Street, London, W.l. 35/-.

Comprehcnsive volumes dealing with the railwsys of the
Metropolis wrc rarc; since Sekon's Locomotion in VlCtOTan
London, on its especizlly wide basis,appearcd, authors inter-
csted in London railwsy develovment have coniln@d thelr atten-
tion in the main to the history and development of one particu-
lar underteking. Dr. Course, heving studied the rsilways of
South Dastern Enzlend comprehensively, has produced a volume
ranging widely, although by no means exhaustively, over the
London railway scene,

The first reilwsy in the aresa, the London & Greenwich,
receives extensive treatment, and rightly so, because of its
impact on subsecguent lines in South London. The fascinating
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story of projection of the railway from London Bridge to Charing
Cross and Cannon Street is well told, and the nearby complex of
lines in the New Cross Gate and Bricklayers' Arms area, with the
Deptford Wharf branch and its appendege in Grove Street and the
three terminal spurs of the East London Railway, 1s described in
detail. A chepter is devoted to Weterloo and its approaches, and
corresponding attention is given to Victoria, and the visual
impact on the landscape made by the railway approa vches through
Battersea. Diverting to the rast End we are given an account of
the London & Blrckwall Railway (with a dlagram of its cable-
operated through coach system) and an account of the North London
and Millwall [Lxtension penetrations of the dock area, with vivid
description of the origin of what the author calls an "sglpine
spiral™ but which we had prosaically deemed a reversing spur.
River approaches from Nine Elms Wharf to North Woolwich merit a
chapter; so do the Euston and Paddington entries to the capital -
but not those of Marylebone, St. Psncras or King's Cross.

There is a good controversial chapter on slum clearance and
suburban development, and Dr, Course, with ready wit, trains his
sights on closed stations and the origins of the tube railway,
the cost of Victorian apartheid in making class distinctions
penetrate even to the refreshment rooms, and the development of
pleasure travel, the import of salt water by train and the build-
ing up of the tr 2Tfic in milk from the country. Tickets, track
layouts and stations are excellently illustrated; there are also
some diagrams which cculd have done with rather more body in their
lines. The author makes generous acknowledgment of the aid he
has received from others, many being fellow members of the Rail-
way & Canal Historical Society.

C.K.F,
(See also Correspondence: letter from Dr. Course on errors)

THE HYTHE-SOUTHAWPTON FERRY including Hythe Pier Railway, by
Wm, A. Stean and B, Moody. Copies available, price 1/9, from
Wm. A. Stearn, 46 Wilton Crescent, Shirley, Southampton.

This is a most valuable essay providing a detailed treatment
of an unusual subject. In order to fulfil their transport
functions piers must be of sufficient length to reach a point at
which vessels may come slongside at all states of the tide. A%
a number of places, inbluding Southend, the length is sufficient
to justify the provision of a pler fqllway, but Hythe seems to
be the only place where this runs in connexion with a regular
ferry service. While this alone would make the Hythe Ferry &
Pier worthy of study, in this case interest is added by its long
history, and the authors record the introduction of a steamer as

early as 1836, The rother primitive landing place was replaced
by s plar in 1880 and the present electric railway was opened in
1922 Second-hand locomotives bought at the time having been
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built for use in the Avonmouth Mustard Gas Factory, are still
in service. In acadition to a full description of the railway
rolling stock, the autnors give a fleet list of all the
mechanically propelled vessels which have operated on the ferry,
from the "Forester" of 1836 to the "Hotspur IV" of 1946.

It is always easy to draw attention to things which,
through limitations of space, the authors have felt compelled
to omit. In this case one misses comment on the geographic
and economic background to the ferry and pier. To its advantage
must heve been the demise of other ferries crossing Southampton
Water, and the tremendous post-war growth and industrial devel-
opment of Hythe and Fawley. The railway route provides little
competition but the buses, despite having to go round by Totton,
do take g proportion of the traffic. There is a good sketch
map showing the actual route of the ferry, but a second, showing
its setting in the district with the competing bus route, would
have been of interest. But this would probably have meant that
the booklet, with its 4 illustrations, could not have been pro-
duced for the very low price of 1/9. In fact, the authors may
decide that if the interect in their subject is as great as it
should be, an enlarged version would be possible. Meanwhile,
they are to be congratulated on a successful excursion into a
somewhat neglected part of the transport scene,
E.A.C.
XX XXXXXXXXXXXXXX

CORRESPONDENCE

Huntingdon Beaumont

Sir, - Upon reading Dr. Mackichan's article on Humiingdon Beau-
mont in the September Journal, I would like to draw the author's
attention to recent work on the same subject by Mr. R.S. Smith,
Librarian at the University of Nottingham, which has already been
noted in the pages of this Journal (Vol.4, January 1958, p.9, and
Vol.7, March 1961, p.34)~ in pursuance of one of the Society's
primary aims to disseminate such knowledge: "Huntingdon Beau-
mont, Adventurer in Coalmines" in "Renaissance and Modern Studies"
Vol.l, published by the University in 1957, and "England's First
Rails, A Reconsideration" in the same Journal Vol.4, 1960. The
document which has hitherto been accepted as the first written
evidence of & railway in this country, a coal account of one year
ending October is headed 1698 three times. After the Restora-
tion and, presumably, while this date still lay in the future,
the femily records were calendared by the naturalist Francis
Willoughby, =nd John Ray, and this obvious error was endorsed

"40 Eliz" (the regnal equivalent of 1598). It is this correction
which appears in the Historical Manuscripts Commission Report,

so often quoted since, but there are several reasons for reject-

ing it (see Mr. Smith's second article) in favour of 1608. Thus
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discredited, the document's csrdinal imvortance must be trans-
ferred to another dated 1 October 1604, ~hich actually gives
the first kmown reflerence to Wollaton rails. They were very
closely followed by a gimilsyr installation at Broseley on the
Severn, known to have been in use cne year later snd sny earlier
references =zre solely 1o boundory fence rails. The interval
between his pioneering work at Wellaton and in Northumberland
lease of the Bedlington pits being tsken in September 1605,
now being so reduced, Desumont would hove little time to esta-
blish other ventures as lr. Mackichan suggests. Nor did Beau-
ment's line resch the Trent. An Agreement dated 15 June 1609
required Strelley coals to be stacked st "Wollaton land end at
the new rayles end" where factors haed probably collected Wolla-
ton coals for over a century. It is possible theat the route
was preserved by "Lord Middleton's Ride" across which both the
Nottingham Canal and the Midland Railway's Radford-Trowell
branch were laoter driven, but modern housing and industrial
developments now obscure much of the area.

PETER STEVENSON
1 These items were entries in "Recent Literature" - Ed.

New Accessions to Record Offices

Sir, - I was most interested by VMr. Berrill's article in the
September Journal, as I was guite unaware of the publication
to which he refers. I must point out one inaccurscy regard-
ing the material in the Leicestershire Record Office. The
deposited plan and share register referred to are in fact those
of the Melton Mowbray Navigation (otherwise the Wreak & Eye
Navigation). The Leicestershire Record Office hes a copy of
the deposited plan of the Oskham Canal Compsny but the share
register is ot present in my strong room, having been very kindly
loaned to me by the firm of solicitors who have it in their
archives. I gother thot the cataloguer did not reslize that
the Melton Mowbray Navigetion and the Oakhan Cansl were separate
undertakinges, when he catalogued the accession.

D.H, TEW

London Railwsys - Errata

Sir, - Mr. H.V. Borley, who contributed a great deal to my book
on London Railways, has noted three errors which have crept in
between typing ond publication. On p.l11l2 the closure of
Grosvenor hoad L.C.& D.R. should be 1911 and not 1922; on
p.149 the opening date of the Low Level platforms at Stratford
is given as 1856 instead of 1854; and finally, on p.1l63, the
number of L.N.W. representatives on the North London Bosrd was
not fixed at 16. Those of use who worked on the book are
anxious that it should be used with complete confidence and,




109

therefore would be grateful if you would draw attention to these
points so thet readers may amend their copies. We have been
unable to find anything else which is incorrect but needless to
say, would welcome any comments from your reazders.

EDWIK COURSHE

Barry Railway Company's Thwarted Ambitions

Sir, - As the aut’ or of the new book on the Barry Railway to
which Mr. D. Garnett refers in his letter published in the
September Journal, I was naturally interested in his specula-
tion that The Barry Compnay's difficulty in obtaining powers

for water supplies may have been a factor in deterring them

from building their authorized line into the Sirhowy and Western
Valleys. My reasons for thinking thet this possibility is very
remote are zs follows

1. The object stated by the Barry Company for seeking an alter-
netive water supply to that afforded from the River Ely was "for
the purpose of their dock undertaking", requiring lerge quantities
of fresh wster for supplying to vessels and for the operation of
hydraulic machinery (Western Mail, 26 November 1906).

2. S0 for as the supply of water for locomotive purposes is
concerned, I cannot imagine that there would heve becen any
difficulty whatever in either valley; dindeed, the Barry Com-
pany's archives relating to the proposed line to the Sirhowy
shiow that the laying of a pipe main through the tunnel was
envisaged in order to clear the spring and surface water which
would zrise.

3. The Company would not have gone on hammering away at the
invidious Section 23, right up to the eve of the first world war
if they had entertained any fears of engineering or operational
difficulty.

I am sorry thet owing to most of my library not having
been unpscked since I moved to Yorkshire, I am not able to
say with certainty how the difficulty with Cardiff Corporation
over the dock wzter supply was resolved, but I do not think it
was relevant to the Barry's decision not to build their Sirhowy
extension,
D.S.M. BARRIE

The Aylesbury Railway by E.J.S. Gadsden
Sir, - This 1s a useful boolk. It may be added that there was

a service between Cheddington and Aylesbury, on Sundays, until
the end of December 1916. A Sunday service was necessary on
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many branch lines for the conveysnce of mails and perishables

gs well as passengers., Letters were delivered every day in
nearly all provincial towns and villages until 1921. The second
L.& N.W. station ot Aylesbury was actually opened to the public

on Sunday morning 16 June 1839,

H.V,. BORLLY

- e m  wm ew wm wm me s e e e

Sir, - Probebly a dozen sngels have already rushed in to support
your reviewer (July Journal p.67): but in case sll fear to tread
I susggest: (1) There were six tsznks, one of which was with-
drsvn in 1928. (2) The error asbout remsining in service until
1933 probably arose from the traznsfer of working and mointenance
to G.N.,R.(I) from 1 July 1933. (3) The active life of the
remaining five lested, as your reviewer says, much longer: three
worked on the N.C.C. during the war, the other two on the D.N.& G.
(4) Until 1951, two were in use (at least occasionally) (5.L.S.
Journal July 1951 p.192). (5) Mr. Borrie (D.N.& G. Reilway
p.60) says one was in service to the end (although I suspect

it was No. 1 =nd not, =s he says, No.2). i.e. 1 Janusry, 1952.
Crewe's first cast iron number plate was carried by D.N.& G.

No. 1.

A.S5t.G. WALSH
X XXXXXXXXXXXXXXXXXXXXXXKX
REQUsST FOR HELP No. 1. From Charles Hadfield.

(a) Exact opening date of whole Trent & Mersey Canal, supposed
to have been in May 1777, and any account of opening ceremony.
(b) Any mention of Lord Harrowby in connexion with this cere-
mony in particulsr, or with the cesnel in general. (c¢) Open-
ing date of Uttoxeter branch of the Trent & Mersey. (d) Open-
ing date, exact length, and closing date of Sir Nigel Gresley's
canal.

- mm wm e e e mm  me e me e

REQUEST FOR HELP No., 2. IFrom Robert Craig, who is prepering a
history oi the reilways of Cermerthenshire.

Any matericl or information on the following railweys: Carmar-
thenshire Reilroad, Llanelly Railway & Dock Co., Carmerthen &
0

Cardigan Railway, Kidwelly & Llanelly Reilway, Burry Port &
Gwendreath Valley Railway, ILlanelly & Mynydd Mewr Reilway.

Published by the Railway & Cansl Historical Society
at Tuborg Helt, 34 Meanor Avenue, Caterham, Surrey.
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