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Harry William Parr, 1921-2005 

Harry Paar died suddenly on 13 April. We remember him both as a long-serving Society officer and as a 
notable railway historian. 

He was born at Ilford on 22 October 1921 and educated at Ilford County High School. From 1941 he 
served in the Royal Air Force as a bomber navigator, but was shot down over Berlin and spent the last two 
years of the war in a German prisoner-of-war camp. Following demobilisation he trained as a draughtsman 
at a government training centre, preparatory to a career as a draughtsman, planning engineer and cost engineer 
in the petro-chemical industry, from which he retired in 1986. From the mid 50s to the mid 60s he also found 
time to serve the Liberal party, once standing as a candidate in a local election and twice serving as a 
Parliamentary candidate's agent. 

However, after he joined the RCHS in 1959 (as member no 282), it was this Society that benefited from 
Harry's willingness to serve others, most notably as the Society's Research Officer from 1965 to 1991. He 
was keen to search out lesser-known sources for historical research and his 1965 Journal article on this 
subject was reprinted in the Fiftieth Anniversary issue. He built up the Society's index of primary sources 
by appealing to record offices, museums and libraries for lists of their railway and canal archives and using 
his team of volunteers to transcribe them onto record cards. The index eventually grew to some 200,000 
entries. The other part of the job was to harness the index, together with his own extensive knowledge and 
the collective knowledge of his many correspondents within the Society, to answer a steady flow of queries 
from researchers. This service was open also to non-members, but many of them subsequently became 
members as a result of the help they had received. In addition to all this work, Harry was the first chairman 
from 1978 to 1982 of the newly-established Publications Committee, followed by two years as the Society's 
President. 

When he joined the Society, Harry had already been working for a decade on the history of the railways of 
the Forest of Dean. The results were published in two volumes, which were among the earliest to be published 
by David & Charles: The Severn & Wye Railway (1963) and The Great Western in Dean (1965). They were 
followed by a booklet, An industrial tour of the Wye Valley and the Forest of Dean (1980), written for the 
erstwhile West London Industrial Archaeology Society, of which he was president. 

Naturally, Harry was also interested in the railways of his home territory: the Great Eastern and the London 
Underground. He was a long-standing member of the London Underground Railway Society and was its 
president in 1965-6. His final major book, written with Adrian Gray, was The Life and Times of the Great 
Eastern Railway 1839-1922 (1991). He also became a member of the Industrial Railway Society and 
Industrial Locomotive Society, reflecting his interest in early tramroads and industrial railways, and wrote 
several articles for both those societies' journals. He contributed many of the Tramroad Group's occasional 
papers. Most of his writings for this Society's Journal were related to his other particular interest: 'railway 
stations of a lesser breed', as he termed them in his article in the issue of November 1985. In this he argued 
that even the smallest and shortest-lived stations deserved their history to be researched and recorded. 
Branch line stations are generally well-served by the published histories of their line, so Harry focussed on 
the small wayside main-line stations and also on stations that closed at an early date. His 1980 article on 
staggered platforms, which triggered a series of correspondence in the Journal that lasted for eight years and 
was resurrected in the Chronology Group newsletters in 1998-9, identifies him as a true historian, always 
asking why, as well as what and when. 

Until recent years he was a familiar face at Society and London Group events, sometimes accompanied by 
his wife, Edna. Others may only have known him through correspondence. But all who knew him will 
remember him above all for the generosity with which he gave his time and his knowledge to help others; for 
his thoughtful yet positive responses to ideas, often coloured with a pithy, witty phrase; and for his genial 
comradeship. Only six weeks before he died, he spent some time checking through his library until he found 
the answer to an obscure point that I had raised with him. On the evening before he died, he was still 
pursuing a query from someone else. 

Grahame Boyes 
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Book Publication 
David Joy 

This is the first of a series of articles by different authors on aspects of writing and 
publication, aimed at members who are either not currently active researchers or who 

have done research but are uncertain how to go about publication. The aim is to 
encourage writing for publication, not to put people off! 

At the risk of stating the obvious, an early decision 
to be made is which category seems most suitable 
for your aspirations: academic paper, general interest 
journal or book. A key factor is the amount of text 
that you feel your chosen subject requires. Between 
6,000 and 8,000 words is widely considered to be an 
optimum length for academic papers. Article lengths 
with general interest journals vary greatly but are 
usually less than 10,000 words. If your researches 
are pointing to a text in excess of this length then 
book publication will generally be the preferred 
option. 

Although RCHS members should need no such 
reminder, it is as well to be certain at this stage that 
what you are doing really is original research and 
not simply recycling previously published material. 
If the latter is the case, the chances of interesting a 
serious publisher will be reduced. 

The importance of publishing 

Why write a book at all? It can take months and 
years, slaving away in a private world, shut off by 
the act of creativity from one's family and friends. 
Yet despite the agony and sheer hard graft, few things 
are ultimately so rewarding. Putting words to paper 
brings a sense of achievement, especially at the end 
of it all when hopefully there will be a feeling that 
you have managed to express exactly what you were 
intending to say and have created something perma-
nent. 

Writing and publishing research should scarcely 
need justification, as research is arguably pointless 
unless the results are made widely available. The 
more difficult question is when the research should 
end and the writing begin. It should certainly not be 
when the very last detail has been discovered, 
checked and re-checked. Historians in general —
and transport historians in particular — have been 
guilty of falling into the trap of not committing finger  

to keyboard until they feel the research is one hundred 
per cent complete. There is no such thing. I can 
think of a number of pre-grouping railway histories 
that have never appeared because the author insisted 
on unearthing the most tedious of minutiae before 
writing a single word. The market has subsequently 
evaporated and sadly the potential readers who 
remembered such companies are no longer with us. 

There is no precise moment when the writing 
should start but it makes sense to complete draft 
chapters as the work proceeds. Although some of 
these may be fragmentary it does mean that the gaps 
are revealed and your researches can be slanted 
accordingly. New information can then be added to 
the draft text, at first in substantial measure but 
gradually at a diminishing level as the gaps are filled. 
There will come a point when what is being added 
will seem inconsequential in relation to the whole, 
and this is the moment to draw a line under your 
research endeavours. 

Although this is a logical end to the relationship 
between research and writing, there is a lot to be said 
for approaching a publisher much sooner. In my 
publishing days I received several manuscripts of 
enormous size that clearly represented years of hard 
graft and yet had a potential readership that could be 
measured in little more than single figures. They 
were excessively detailed, muddled, too long by half 
or simply had no market appeal. An early approach 
to a publisher could have saved countless hours of 
wasted time, but the problem may have been that the 
author was unwilling to unveil his work to the world 
until he felt it was complete. This is folly. 

One other key area should be considered at this 
stage — and this is illustrations. So often they are 
left until the text is complete, causing a long delay at 
the precise moment both author and publisher are 
anxious to proceed. It is far better to source pictures 
as you go along, short-listing those that you prefer 
and writing captions for them. 
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Approaching a publisher 

A visit to any high street bookshop reveals that 
transport books have fallen out of favour with the 
larger publishers and are generally conspicuous by 
their absence. The reasons were detailed by David 
St John Thomas in a thought-provoking article 
`Varieties of Railway and Canal History' in the 
Society's 50th Anniversary Journal (May 2004), but 
can be summarised in a phrase as over-production 
of mediocre titles. Many books consist of nothing 
more than pictures arranged at random and kept apart 
by flimsy captions bereft of real information. 

The paucity of transport titles should not induce 
despair. There are still many small and excellent 
publishers, producing quality books to a high 
standard and often specialising in particular themes 
or areas. They can be located through the Internet, 
advertisements in transport magazines and journals, 
or by a visit to your local library or to preservation 
societies — these often have bookshops far more 
impressive than the size of the undertaking might 
suggest. Several railway societies, including the 
RCHS and various company and line groups, also 
publish books that are too specialised to interest a 
commercial publisher. 

Having identified a potential publisher, which will 
often be one with a list containing works similar to 
your own, what do you do next? There are certain 
clear conventions. Write rather than phone — and 
be specific. State why you are writing the book, 
exactly what it will cover and give an estimated 
completion date. Include the total number of words 
— actual or projected—and indicate how the book 
will be illustrated. Enclose a contents list and if 
possible a sample chapter. Don't be grovelling, over-
bearing, jocular, apologetic, or write at inordinate 
length. Be brief and to the point, businesslike and 
professional. 

Above all, convey the impression that your book 
will be accurate, authoritative and will have some-
thing new to say. Although there is some truth in the 
belief that the transport market has passed its peak 
because all obvious subjects have been covered, there 
are nevertheless many openings for worthwhile new 
books. This may well have influenced the thrust of 
your research in the first instance. Take for example 
the area covered by my Lake Counties volume in the 
Regional Railway History series. The Furness 
Railway, the main company entirely within this 
region, still awaits someone to tell its extraordinary  

story in adequate detail. Little has been written on 
the Maryport & Carlisle since Jack Simmons' pioneer 
work in 1947. The whole saga of coal, iron and 
railways in West Cumberland has yet to be fully 
untangled. As befits a legend in its own lifetime, the 
Settle—Carlisle has sustained a whole publishing 
industry but arguably the ultimate book on the line 
has still to be written. 

From submission to acceptance 

The Scottish poet Thomas Campbell (1777-1844) 
once caused outrage at an authors' dinner by pro-
posing a toast to Napoleon. He quickly redeemed 
himself when he explained: 'I agree that Napoleon 
is a tyrant, a monster, the sworn foe of our nation. 
But gentleman, he once shot a publisher!' Many 
authors who have been driven to distraction in 
dealings with publishers will sympathise. 

One of the biggest single causes of grief is total 
failure of communication, an ironic situation in a 
business that revolves round words. It is easy to 
forget that your own work may be one of many 
submitted to your chosen publisher in a short space 
of time and has to be carefully assessed. With the 
best will in the world there is simply not the time to 
explain to authors what is happening — or not 
happening — and patience can often be strained. 
However, there is reason in all things and if silence 
still prevails after say eight weeks then it is time for 
a reminder. This may precipitate a rejection, when 
again the overwhelming majority of publishers have 
neither the time to explain the reasons for refusal or 
consider it prudent to do so. Words tend to become 
hollow at this stage and one of the best rejection notes 
I ever encountered simply said: 'Sorry!' 

Again bearing in mind that the purpose of this 
article is to encourage, let us assume that the first 
publisher you approach accepts the work. The next 
stage is to negotiate an agreement. Transport 
publishing is very different to best-selling fiction, 
where the contract is everything, but this in no way 
means that an agreement is unnecessary. Contracts 
vary greatly in scope and complexity but at the very 
least should make clear the position on copyright, 
the delivery date, royalties, responsibility for 
illustrations, arrangements with book clubs, author's 
copies and remaindering. A sound agreement will 
also provide that an author must be consulted on any 
alterations to the text but equally must pay for 
excessive corrections at proof stage. Contracts are a 

76 

   
         

         
       

        
       

        
       

        
        

         
       

        
        

       
       

         
      

           
       

        
      

        
         

  
       

          
          
       

         
         

        
        

         
       
       

         
 

        
       

           
         

        
       

         
         

          
      
       

        

 

         
        

          
         

          
      

         
     

    
      
        

        
        

           
        

        
     

          
        

         
          

         
          

            
        

       
          

           
        

       
          

          
           

      

         
          

        
       

       
          
       

          
        

      
      

       
          

         
        



complex subject beyond the scope of this article but 
several key points need to be made. 

All authors should think carefully before parting 
with the copyright in exchange for a lump sum, no 
matter how tempting the initial prospect. Do be clear 
whether the royalties are a percentage of the retail 
price or the receipts received by the publisher —
there is a big difference. As publishers no longer 
have any control over the price at which retailers 
sell books, it is becoming increasingly the norm for 
royalties to be based on receipts. Common percent-
ages are 15% of receipts on hardbacks and 10% on 
paperbacks, with a lower figure for sales through 
book clubs where the publisher's profit margin is 
generally slim. 

Authors often ask about likely financial returns, 
but a precise answer cannot be given as sales are 
influenced by so many factors and vary greatly from 
title to title. Money should not be the prime motive 
in writing transport books. Take say a hardback 
retailing at £20 with a print run of 1,500 copies. After 
trade discounts the publisher will receive an average 
of around £12 per copy. At 15% this gives a royalty 
of £1.80 per copy and an ultimate return of £2,700 if 
the entire print run is sold. This is not a lot for the 
number of hours involved — and many print runs 
are less than 1,500. 

Another issue related to the agreement is that of 
reproduction fees for illustrations. Fees charged by 
many museums and picture libraries are often high 
if not excessive and it is essential to know whether 
these are being met by the author or the publisher. 

Finally, authors should not only receive a specified 
number of free copies of their book — generally six 
— but should also be able to buy additional copies 
at a substantial discount. 

Some of these points do not apply to a book placed 
with a society rather than a commercial publisher 
but several are still relevant and should not be 
overlooked by either party. 

The craft of writing 

Whether your work is in embryo form or well 
advanced when you approach a publisher, it will 
benefit from a complete reassessment once a contract 
has been agreed and it is destined to be put before 
what you hope is an eagerly awaiting public. 

How can the text be made as readable as possible? 
How can the content be best arranged? Have all  

relevant aspects of the subject been properly con-
sidered? 

Readability has much to do with style and there is 
a school of thought that this cannot be taught. You 
can either write with a literary style or you can't. 
Equally, there are those who aver that participating 
in a writing course or subscribing to one of the 
magazines aimed at aspiring writers will bring great 
benefits. Be that as it may, there is much to be said 
for looking at past transport books that have stood 
the test of time and are still as readable today as the 
day they were written. 

A pioneer example is The Midland Railway: Its 
Rise and Progress first published in 1876. Its author 
Francis Williams was one of the first with the ability 
to put technical railway matters across to the layman 
in a light and almost chatty way. E L Ahrons, whose 
writings came to occupy an exclusive niche, wrote 
in similar vein. An engineer, he combined sound 
technical knowledge with keen observation and a 
mischievous sense of humour. Such asides as Cardiff 
Queen Street possessing 'all the architectural 
attributes of a glorified fowl-house', and the fate of 
Lancashire & Yorkshire passengers 'becalmed' at 
Todmorden, unquestionably helped the reader to 
cope with the mass of technical data that he also 
imparted. 

More recent writers with the same ability have 
included John Thomas, with his many books on 
Scottish railway history, and L T C Rolt, who success-
fully embraced both canals and railways. They also 
recognised that history divorced from the people who 
shaped it can be duller than the murkiest ditch-water. 
How for example can someone write at length about 
the Settle—Carlisle railway with scarcely a mention 
of the thousands of men who strove on the bare Pen-
nine hills to build the line against impossible odds? 
Yet it has been done on more than one occasion. 

Achieving that elusive concept of readability is not 
easy but there can be no excuse for sloppy arrange-
ment. Facts on a specific topic should be marshalled 
so that they appear in a logical order rather than 
scattered all over the place. Quite what that logic 
should be is not always easy to decide, especially if 
the book has a regional basis. If for instance it is 
looking at a series of branch lines, taking an overall 
chronological approach will obscure the development 
and decline of each branch. Yet describing each line 
in a separate chapter or section masks the broad 
trends in the region as a whole. It is a matter of 
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assessing the best approach for your chosen subject 
or trying to steer a midway course and have a series 
of chronological chapters within which are separate 
thematic sections. 

Some of the facts to be marshalled are obvious. At 
the very least a railway text should include incorpo-
ration, construction, opening, route description, 
locomotives and rolling stock, accidents, train 
services and, where applicable, closure. Some 
historians stop there but there is so much more that 
can be added to bring the book alive. Who were the 
people closely associated with the line? How many 
passengers were carried and were they travelling in 
comfort or squalor? What goods were conveyed and 
where were they going? What effects did the railway 
have on the surrounding landscape and communities? 
Similar considerations apply to a work on canals. 

One failing that kills many an otherwise good 
railway book is the overuse of initials. Phrases such 
as 'the GSWR and NBR asked the RCH for advice 
on their dispute with the CR regarding WCJS' are 
not only dire but mean nothing to the non-railway 
reader. 

The last lap 

Eventually there comes the welcome moment when 
the book is virtually complete. The introduction 
should be written at this stage and not as might be 
imagined at the outset. Leaving it until last means 
that a broad overview can be taken of all the threads 
in the various chapters. References and/or a 
bibliography need to be added and this is the moment 
when the chore of compiling the index has to be 
addressed, although the actual page numbers cannot 
be inserted until proof stage. Taking what might 
appear to be the easy option and leaving the entire 
indexing until the book is in proof is likely to cause 
serious delays in production. 

Give the text a final check and polish. Be satisfied 
that you have avoided sesquipedalianism, an 
appropriate term for using long-winded expressions 
when shorter words will suffice. Most books these 
days are written on computers with all sorts of aids 
intended to help, but you should never rely entirely 
on spell checks. Often American-based, they also 
have the failing of being utterly logical and, as a 
simple example, will not advise that you should have 
written 'from' instead of 'form'. 

Carefully check the punctuation and especially  

correct use of the dreaded apostrophe. The surprising 
2003 best-seller Eats, Shoots & Leaves: The Zero 
Tolerance Approach to Punctuation by Lynne Truss 
is both helpful and a good read. If the publisher has 
not already advised you, it is prudent to check on 
`house style' — for instance, use of single or double 
quotation marks, or whether numerals should be 
printed as figures or words. Ensure that such usage 
is consistent throughout the text. 

Then comes the emotional moment of parting with 
something that has occupied your waking hours for 
months on end. Most publishers now ask for the 
text to come on disc, or even as an e-mail attach-
ment, so that it can go straight into production without 
the need to typeset. Yet they should still be supplied 
with hardcopy text, if only because locomotive 
names, newspapers and the like are normally shown 
in italics and this is a face that is often lost in elec-
tronic transmission. 

Once the publisher has received the manuscript it 
should in theory be placed before an editor. It has 
been said that a good editor is beyond price, which 
is perhaps why standards of editing now vary 
enormously. Yet no matter how outstanding you 
regard your text there is no doubt that an editor has a 
key role to play. It is all too easy to get too close to 
what you have written, overlooking such fundamental 
failings as lack of clarity, tediously complex 
sentences and basic grammatical errors. Try to work 
constructively with your editor and not be what 
publishers categorise as a Difficult Author — a 
tiresome individual who phones daily, argues over 
everything from a changed comma to the publication 
date and then does a total re-write at proof stage. 
Now that most books are no longer typeset a key 
element of proof checking has in theory been over-
taken by progress, so this should be a straightforward 
operation with minimal changes. 

The final milestone is when copies are delivered 
to your door. No matter how many books you write, 
this will always be an exciting moment. Few things 
in life can exceed the pleasure of seeing what was a 
heap of notes, pictures and muddle emerge as a 
printed book that is a joy to handle and — vanity of 
vanities — carries your name on the cover. 

So go to it and begin writing, remembering the 
American humorist Peter de Vries who quipped that 
he wrote when he was inspired — and made certain 
he was inspired every day. 
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Linear Legacies 
The disappearance of closed transport routes, 

as illustrated by the Midland Counties Railway line 
between Rugby and Leicester 

John Poulter 

Introduction 

After the Romans left Britain, their roads suffered 
neglect. Over time, parts of these roads became 
disused and, frequently, obliterated. Other parts 
survived just as field boundaries, whilst some parts 
continued in use, perhaps as farm tracks or by-ways, 
but sometimes as important thoroughfares which are 
now overlain with modern roads. 

What factors caused parts of the Roman roads to 
disappear, and other parts to be retained? And how 
long did it take to happen? Very largely, from this 
distance in time (1,600 years), we can only speculate. 

And yet, with the closure and abandonment of 
many railways in the 1960s, the same effect is 
occurring before our eyes. And it is occurring rapidly, 
too. Anyone flying over Britain will be able to see 
disused railway tracks that are already frequently 
severed, and often completely obliterated, for 
stretches that may vary from a single field to more 
than a mile in length. And yet the old line can often 
be picked out by hints on the ground — a patch of 
different coloured soil, a swerve in a road, a gap in 
some trees, a hedge on the alignment, the boundary 
of an industrial estate, a bridge or a viaduct spanning 
a ravine. 

So what factors are causing old railways to be 
obliterated in some places and left untouched in 
others? And how extensive is the disappearance? 
And what, in the end, is most likely to remain? And 
to what extent can these same effects be applied to 
explain the disappearance of Roman roads? 

To help answer these questions, the author selected 
the old Midland Counties Railway line from Rugby 
to Leicester, which was closed in 1962, and of which 
parts are already beginning to look like natural 
features in the landscape. A first inspection of what 
remained of the line was made in 1992. Further 
inspections were carried out in 2004, some 121/2  years 
later. 

Comparison: railways and Roman roads 

It must be admitted that the analogy between the 
disappearance of Roman roads and railways is not 
an exact one. Roman roads: 

• possess few cuttings of any size; 

• are more slender constructions than railways, 
typically being only 15 to 25 feet wide as against 
66 or more feet wide for a twin track railway; 

• are built of packed stone rather than earth or 
cinders; and 

• have had forty times as long in which to disappear. 

On the other hand, both Roman roads and railways: 

• were created under the auspices of national author-
ities (the Roman Provincial Government and the 
UK Parliament, respectively); 

• follow long distance alignments to destinations 
well over local horizons; 

• were well built, drained, and maintained when in 
use; and 

• were not maintained on any national basis after 
their abandonment. 

Hence it seems reasonable to expect that some 
generally applicable conclusions could be drawn 
about the disappearance of the former from the latter. 

Choice of line 

The Midland Counties Railway line between Rugby 
and Leicester was built between 1838 and 1840, as 
part of a star shaped network linking Rugby, Leices-
ter, Nottingham and Derby. Whilst the routes to 
Leicester, Nottingham and Derby remain in main line 
use, the line from Rugby to Leicester (or, more 
accurately, Wigston North Junction) was relegated 
to branch line status around 1870, and closed on 1 
January 1962, except for short lengths at each end. 
The history of the promotion, planning, construction 
and early operation of the Midland Counties Railway 
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has already been well documented by P Stevenson 
and others (see the list of sources and references at 
the end of this article), and there is no need to repeat 
it here. 

The reasons for the selection of the Rugby to 
Leicester line for this study were: 

• it was built as a main line — indeed, for a period 
of about 30 years, the line served as part of a main 
route from London to the midlands and the north; 

• its course is very direct over difficult country, with 
sizeable cuttings and embankments; and 

• following its abandonment, its remains have been 
allowed to decay naturally — it has not, for 
instance, been artificially preserved as a steam 
railway or recreational path. 

The Rugby—Leicester route 

The route taken by the line is curious in that it avoids 
Lutterworth, which at the time was the only settlement 
of any size between Rugby and Wigston. Since this 
choice of route has affected the scale of the remains 
visible today, it is worth digressing to examine the 
possible reasons for it. 

The Midland Counties Railway was first promoted 
as a means of linking collieries in Nottinghamshire 
and Derbyshire with their customers in Leicester. Yet, 
as early as November 1832, William Jessop, in his 
report to the subscribers of behalf of the erstwhile 
Railway's Committee, drew attention to the potential 
for extending the line south from Leicester to join 
the proposed London & Birmingham railway at 
Rugby. In so doing, he foresaw that this would enable 
the Midland Counties Railway to form a link in a 
chain of railways from London to the midlands and 
north of England, and to Scotland. The lucrative 
nature of this potential was clearly foremost in the 
minds of the promoters of the Midland Counties 
Railway when they appointed Charles Vignoles to 
resurvey the line in 1835. 

Although Vignoles, in his report, recommended 
relatively minor changes to the routes north of 
Leicester, he proposed an entirely new course south 
of Leicester to Rugby. The reasons he gave for 
adopting this new route were: 

• it would avoid significant tunnelling (the route 
originally surveyed, in April 1834, would have 
required a mile long tunnel at Ashby Parva); 

• it would posses easier gradients and curvature; and 

• it would avoid the property of a potentially difficult  

landowner at Brownsover, immediately north of 
Rugby. 

Of these reasons, the third seems least convincing 
today. A glance at the map indicates that even whilst 
giving a wide berth to Brownsover, it should easily 
have been possible to have carried the railway 
through Lutterworth. A tunnel would still have been 
necessary, however, and it is therefore likely that the 
first two reasons were uppermost in Vignoles's mind. 

Some sixty years later, the construction of the Great 
Central Railway showed that it was entirely practical 
to build a direct main line from Rugby to Leicester 
that passed through Lutterworth without requiring 
any significant tunnelling. However, this line 
employed gradients of 1 in 176, and it seems likely 
that Vignoles wanted to use gradients much less steep 
than this. His original intention appears to have been 
to keep gradients down to 1 in 400 or less, although 
eventually the rise north of Rugby was built at 1 in 
330. Even so, this was no worse than the ruling 
gradient on the London & Birmingham Railway. 

Vignoles was not averse to using steeper gradients 
when necessary. He had already planned the North 
Union Railway (later to become part of the West 
Coast Main Line) to climb over Coppull Moor, 
between Wigan and Preston, at grades of up to 1 in 
104. Moreover, in December 1835, only one month 
after reporting to the Midland Counties Railway, he 
had started surveying and planning the route over 
the Pennines of what was to become the Manchester, 
Sheffield & Lincolnshire Railway, at gradients of 1 
in 100 to I in 135. 

Nor was Vignoles averse to building tunnels. It 
was he who planned and started the construction of 
the Woodhead Tunnel at the summit of the Man-
chester, Sheffield & Lincolnshire Railway line. At 
more than three miles long it was to be, at that time, 
easily the longest railway tunnel in Britain. 

For the Midland Counties Railway, though — and 
possibly because he was well aware of its potential 
as a key link to the north — what Vignoles seems to 
have had in mind was a kind of 'race track' railway, 
somewhat akin to Brunel's London & Bristol Rail-
way, and Miller's Edinburgh & Glasgow Railway, 
both of which were being planned at about this time. 
Indeed, Vignoles was supporting the Edinburgh & 
Glasgow Railway in Parliamentary Committee 
shortly afterwards. 

Vignoles may also have felt the need for urgency 
in construction. A rival line was being mooted to 
link Derby to the London & Birmingham Railway at 
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The route of the Midland Counties Railway between Rugby and Leicester 

81 

  

 
 

 

 
 

 
 

  
  

  

 

 

 

 
 
   

    
   

    
 

  

    
   

   
    

           

 



Hampton in Arden, about 20 miles to the west of 
Rugby, and this clearly had the potential to siphon 
off much of the traffic between London and the north. 
Tunnels take time to build, and it is possible that this 
is why Vignoles wished to avoid the delay and risk 
of having to drill one on the Midland Counties route. 

For whatever reasons, the consequence of 
Vignoles's choice of route was a great deal of earth 
moving. As can be seen from the map, the route 
skirts the edge of the high ground in southern 
Leicestershire. This land falls away to the west in a 
series of valleys, which the railway was thus forced 
to traverse with a number of large embankments and 
cuttings. The upshot, from the point of view of this 
study, is that this was a line that, once abandoned, 
was not going to disappear lightly! 

The survey 

As already noted, a first inspection of the remains 
from Rugby to Wigston North Junction was made in 
1992, some 30 years after the line had been closed. 
Further surveys were carried out in 2004, and expla-
nations for the disappearance of some sections of 
the line were sought from people living nearby. 

The maps and aerial records consulted were: 

• Ordnance Survey Seventh Series, 1961, no 132, 
1 mile to the inch, 'Coventry and Rugby' (showing 
the line still in operation); 

• Ordnance Survey Explorer Series, 1999, no 222, 
1:25,000, 'Rugby and Daventry' ; 

• Ordnance Survey Explorer Series, 2000, no 233, 
1:25,000, 'Leicester and Hinckley'; 

• Ordnance Survey Landranger Series, 2002, no 140, 
1:50,000, 'Leicester, Coventry and Rugby'; and 

• Getmapping: Photographic Atlas of England and 
CD-ROM of Warwickshire (a complete aerial 
photographic record of England, taken for the 
millennium, around 1999). 

Results 

The results of the surveys are shown in the diagram 
opposite. It may be seen that, by the end of 2004, 
some 43 years after the line had been abandoned, 
approximately: 

• 74.0% of the trackbed remained intact (though 
often derelict); 

• 11.4% was occupied by housing and industrial 
units; 

• 10.1% had been used for landfill (and then returned 
to agriculture); 

• 1.5% had been ploughed down and returned to 
agriculture that way; and 

• 3.0% had been obliterated for other reasons, such 
as motorway and road crossings, use for plants and 
plantations, etc. 

The numerous large cuttings along the line, noted 
above, may help to account for a relatively high 
proportion of landfill in the foregoing figures. 

Otherwise, it can be seen that the line's vulnerabil-
ity to destruction is greatest near expanding settle-
ments and industrial zones. Since the route was 
closed, the dormitory villages of Countesthorpe and 
Broughton Astley, as well as the industrial estate near 
Rugby, have grown enormously. Indeed, a future 
archaeologist, looking at the recent urban and indus-
trial development between Rugby and Leicester, 
could be forgiven for deducing that the railway line 
must have opened in 1962, rather than closed! 

The list of reasons for the re-use of the line 
includes: 

• occupation by new housing and industrial estates; 

• landfill, and dumping of waste and excess material; 

• removal of hazards, obstructions, and structures 
requiring maintenance; 

• return to plough; 

• dedication as a nature reserve; 

• site for a water effluent treatment plant; 

• plantation for Christmas trees; and 

• conversion to recreational ways. 

In addition to the official re-uses, unofficial use of 
the line has been made in many places for fly tipping, 
local access, and dog walks. 

Clearly, for any other railway line, the reasons for 
re-use would vary according to local needs and 
circumstances. 

With regard to the rate at which the Rugby to 
Leicester line has been re-used, this appears to be 
best described as sporadic. Not long after the line 
was closed, for instance, it is understood that consid-
eration was given to re-opening it and linking Leices-
ter, Nottingham and Derby into the electrification of 
the West Coast Main Line. But even by then 
(probably between 1964 and 1966), the line had been 
occupied by industrial units in Wigston, housing in 
Countesthorpe, and a garbage dump north of Rugby, 
and so the idea got no further. Since that time, the 
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Scale : 	 — 1 mile 

To Leicester 

Wigston 
South 

Countes- 
4horpe 

.t. Junction with the main hne,from St. Pancras 
-4— Trackbed occupied by factories and housing 
-4— Crow Mills viaduct demolished 

Trackbed used for recreational pathway for about 500 yards 

Trackbed used as Cluistmas tree plantation 
Level crossing removed and trackbed occupied by houses 

Road under- and over- bridges filled in or removed 

Ml --IP- 

Broughton 
Astley Trackbed obliterated by extensive new housing estate in late 1990s 

Leire 

Ullesthorpe 

AS 

B402 

M6 

asap. 

Rugby 
industrial 

estate 

48— Cutting filled in around 1932 

Trackbed designated a nature reserve from 1986 

Trackbed used as a dog walk 

Embankment ploughed down and returned to agricultural use 

41-  Level crossing removed 

e— Trackbed used for landfill by Warwickshire County Council 

Water effluent treatment plant constructed in trackbed 

46- Field alongside embankment filled up with surplus material from M6 
construction 

41- Trackbed filled with surplus material from industrial estate, around 1990 

e— Trackbed filled in adjacent to industrial estate and housing, and partly 
in use as a bridleway 

Junction with the West Coast Main Line at Rugby 

The disappearance of the Midland Counties Railway from Wigston North Junction to Rugby, 
as at November 2004, following closure in January 1962 
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re-use of the line for further purposes seems to have 
taken place in piecemeal fashion, whenever local 
needs have arisen. 

When such re-use does occur, however, it usually 
takes place abruptly. On one visit, the line can appear 
to be intact and untouched, but then on the next a 
housing estate can be found covering it. 

Moreover, it appears to be a characteristic that if, 
in the re-use, any demolition or removal of the line's 
remains is involved, then the visible traces are usually 
obliterated completely. Only the boundary of the 
line seems to remain — as a fence, a wall, or building 
line. In fact, for all but 2% to 3% of the entire length 
of the line from Rugby to Wigston North Junction, 
the course of the railway remains strikingly well 
preserved in field or property boundaries, even when 
the trackbed has been completely covered over. 

General conclusions 

It is now possible to draw some general conclusions 
that are likely to apply to the disappearance of Roman 
roads as well as railways. 

1. Once the need for long distance communication 
has been withdrawn, the fate of the remains will 
become al most entirely a matter of local concern, 
and the traces will largely be left derelict until 
someone discovers a worthwhile need for them. 

2. There will be a variety of local reasons for the re-
use of an abandoned Roman road or railway line, 
and no particular pattern about when such re-use 
will occur. 

3. The course of the line will long outlast the physical 
remains, in the form of property (and, in the case 
of Roman roads, parish and county) boundaries. 

Postscript 

The third point above is well illustrated by part of 
the Roman road known as Akeman Street. In the 35 
mile stretch running from Chesterton (near Bicester) 
to Cirencester, and crossing similarly rolling country 
somewhat to the south of Rugby, few traces of this 
Roman road are now visible on the surface. Yet 78% 
of this stretch's total length is still represented by 
roads, trackways, footpaths, and parish and field 

View north from the B4027, some 41/2  miles north of Rugby. (SP499827) The line ran under the road in a 
short tunnel (Gill's Corner Tunnel). The deep cutting has been completely obliterated by landfill. 
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434 miles firrther on, a deep cutting south of Leire remains intact, although overgrown 
and now designated ci nature reserve. (SP522901) 

boundaries. This indicates how long such boundaries 
can survive as relics of a previous line of communi-
cation. It also seems to indicate a remarkable stability 

Notes and references 

Both photographs were taken by the author in May/June 
1992. 

For further reading: 
• I D Margary, Roman Roads in Britain. 1973 
• P S Stevenson (ed), The Midland Counties Railway, 

1989 
• M Higginson, The Midland Counties Railway /839-

1989: A Pictorial Survey, 1989 

of land tenure and use in this part of Britain, at least, 
over a period of 1,600 years — a point upon which 
to ponder. 

• K H Vignoles, Charles Blacker Vignoles: romantic 
engineer, 1982 

• A Moore, Leicestershire's Stations, 1998 
• C Hamilton Ellis, The Midland Railway, 1953 
• C E Stretton, History of the Midland Railway, 1901 
• R Allen & E Allen. The Midland Counties Railway 

Companion, 1840 
• R Tebbutt, Tebbutt 's Guide or Companion to-  the 

Midland Counties Railway, 1840 
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Civil Engineering Management 
in the Industrial Revolution 

Martin Barnes 

This paper is part of the Smeaton Lecture delivered by Dr Barnes at the 
Institution of Civil Engineers on 20 July 1999 and is reproduced with 

the kind permission of the Institution. 

The paper is a review of how the management of 
civil engineering in the United Kingdom evolved and 
how it was affected by the contracts which were used 
from the time of John Smeaton, the late 18th century, 
until what we might now call the 'traditional' system 
had become established by about 1860. Study of 
the projects of the past reveals that many of the 
management innovations with which we grapple now 
would not be seen as innovations by the civil engi-
neers of the early days. What they did and said have 
a resounding contemporary relevance. 

To many people, civil engineering is the physical 
things which civil engineers produce and the pro-
cesses of design and construction which they use to 
produce them. This must be a realistic view of what 
civil engineering is — but it is incomplete. It misses 
out the way civil engineers interact with each other 
and with other people in order to bring about their 
completed and functioning works. The pattern and 
character of these interactions — the management 
of the processes — is as much part of civil engineer-
ing as the lines on the drawings, the wet concrete 
filling up the shutters or the distant view of a railway 
viaduct, a dam or a power station. 

The basic interaction between engineer and 
contractor, for example, has mutated over the last 
hundred and fifty years from 'master and servant' to 
a simple collaboration between two specialist 
contributors. The boundaries of the traditional 
interactions have also moved in response to the same 
pressures to improve. In earlier times, for example, 
contractors made none of the decisions about what 
was to be built and all the decisions about how it 
was to be built. Now we have developed operational 
and commercial relationships which will enable the 
boundary between design and construction to be 
placed anywhere that preferences might dictate on a 
particular project and even varied between different 
parts of the same project. 

Another pervasive change has been that from  

individuals as the players in civil engineering 
enterprises to businesses. In his day, Mr Brunel 
would contract with Mr McIntosh to build a length 
of railway. Mr Brunel would delegate the continuous 
supervision of the work on site to an assistant — the 
resident engineer. Mr McIntosh would delegate the 
continuous direction of the work on site to a man 
who would act for him — his agent. We have gradu-
ally transformed this arrangement into relationships 
between companies instead of between individuals 
and, in the process, adjusted to the differences 
between individual objectives and behaviour and 
corporate objectives and behaviour. 

The relationships which have evolved and which 
we now use have formal written components includ-
ing the contracts, the bills of quantities, the drawings, 
the specification and the letters we write. They also 
have the informal components comprising our face 
to face interactions as people. The contracts are the 
basis of the relationships because it is they which 
define the commitments to various types of activity 
to which the buyer and seller of a service have agreed. 
Being also legal documents, the commitments which 
they express are ultimately enforceable by the courts. 
None of this is new; Mr Brunel and Mr McIntosh 
operated on the same basis. 

The complexity of the relationships has grown 
since Brunel's time. The civil engineering work for 
the original Great Western Railway, for example, was 
all designed by him with help from a small number 
of assistants and draughtsmen. The construction 
work itself was carried out by contractors who took 
a length of the railway and constructed it using their 
own force of craftsmen, navvies and horses. They 
had no subcontractors and there were hardly any 
bought-in materials or manufactured components. 
The number of relationships to be set up and managed 
was relatively few. 

The very word 'management' was not in use in 
Brunel's time. The proceedings of the Institution of 
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Civil Engineers include no papers on a subject which 
could be even loosely categorised as management 
until well into the 20th century. Perhaps because 
contracts emerged from a simpler era and because 
their design quite soon came within the province of 
lawyers, the idea that they had a major influence, for 
good or ill, upon the management of civil engineering 
projects is also only recent. 

Early days 

The Romans built their roads and aqueducts with 
what we now regard as a very modern approach to 
contract strategy and the management principles 
which lie behind it. They were masters of delegation 
and distribution of responsibility around a large team 
of contributors to a civil engineering scheme. They 
did it with a well-developed understanding of 
incentives and motivation. The modern concept of 
partnering would have been familiar to them. They 
did not develop these management techniques 
specifically for their civil engineering work. They 
were developed first in the context of their military 
and civil administrations. That they were extremely 
effective is proved by the fact that they enabled the 
governing group of one Italian city to govern the 
whole of the then known world for several hundred 
years. 

Virtually no civil engineering was carried out in 
the UK after the Romans left until the 17th century. 
The construction of the Exeter Ship Canal followed 
by the drainage of the Fens were then the only major 
works until the middle of the 18th century. Through-
out the Middle Ages there were no significant road 
schemes. There was no incentive to maintain roads 
other than for local traffic as hardly anything travelled 
further than the nearest county town. Such 
engineering work as was done was carried out by 
unskilled labour and was sufficiently small scale as 
to place little demand on management skill. The days 
of multiple relationships and of contracts to regulate 
them were still to come. 

The Industrial Revolution 

Many people believe that the industrial revolution 
was triggered by the important inventions in 
mechanical engineering such as the new textile 
machinery and the steam engine. In fact the 
revolution was largely driven by developments in 
civil engineering, notably the construction of the 
canal network between 1760 and 1830. The canals  

made long distance transport of raw materials and 
of manufactured products possible and, in doing so, 
made centralised industrial manufacture viable. 

The coming of the railways towards the end of the 
industrial revolution saw a huge growth in the volume 
of civil engineering being carried out. Most of it 
was managed on the model codified by Telford but, 
inevitably, once many more people were operating 
the system, best practice and worst practice develop-
ed beyond that which the inventors had envisaged. 
By the 1840s there were already good engineers who 
drove the system towards effective collaborative 
relationships — Robert Stephenson and Joseph 
Locke for example — and not so good engineers 
who drove it towards conflict and dispute — Brunel 
for example. 

The period of development from the 1760s to the 
1850s was so fast and was populated by so many 
interesting examples of emerging practice along the 
way that it is worth looking at some of the events 
and people of those times in more detail. 

James Brindley 

James Brindley built the whole of the great cross of 
canals straddling the country. By linking the Mersey 
with the Thames he linked Lancashire and the port 
of Liverpool to London. By linking the Trent to the 
Severn he linked Yorkshire and the Humber ports to 
Bristol and South Wales. Where these routes crossed, 
he gave birth to the industrialisation of Birmingham 
and the Black Country. 

Brindley was the client's project manager, designer 
and construction manager for all his canals. As he 
used only local materials and minimised earth-
moving, management remained simple. He dealt with 
all his projects by employing the labourers and 
craftsmen directly. Many of them were on piecework 
and would now be called labour-only subcontractors. 

Brindley was not good at what we would now call 
client relationships. He sometimes seemed to resent 
the client's interest in his projects and could be quite 
rude to them. When the building of the Oxford Canal 
was running late and the costs mounting, the 
directors, a very aristocratic bunch which included 
two masters of Oxford colleges, courteously asked 
Brindley if he would do a new forecast of the final 
cost. He replied that he had better things to do and 
that, if they needed a new forecast, they should try 
and do one themselves.' 
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1011,1 Smeaton ( 1 724-92 ) 
'Getting the relationships right' 

John Smeaton 
Smeaton was clearly one of the most innovative, 
intelligent and clear thinking people in the history of 
the civil engineering profession — as one might 
expect from the person who is often regarded as its 
founder. Working over two hundred years ago, he 
identified some of the problems in project 
management which are still unsolved. On cost 
estimates, he wrote in 1772: 

The longer I live I every year see more into the reasons 
why estimates are generally exceeded in the execution 
and how impossible it is, without repeated proofs from 
experience, to conceive how this can happen in so 
great a degree.' 

His largest project was the Forth & Clyde Canal 
linking the east side of Scotland to the west. By the 
time he was in charge of this project, he had 
developed his approach to managing works to a fine 
point. In 1768 he set down his management scheme 
for the construction phase with detailed tables of 
responsibility for the engineer in chief, the resident 
engineer and the 'surveyors' for the various geo-
graphical sections working under him. This provided  

a model which remained in use for the majority of 
civil engineering projects for two hundred years and 
is still used on projects managed in the traditional 
way. 

He understood that getting the relationships right 
between the people involved in a project was as 
important as the physical design and construction. 

Stone, wood and Iron are wrought and put together 
by mechanical methods, but the greatest work is to 
keep right the animal part of the machinery. 

We can assume that by 'animal' he meant the 
people, not the horses. Smeaton favoured using 
contractors rather than directly employed labour, 
provided the contractor was not selected on the basis 
of the lowest tender. 

The merit of the tradesman and the goodness of the 
materials are in those things of superior consideration 
to the lowness of the price. 

Professor Roland Paxton has shown me a tender 
report of 1786 by Robert Whitworth, who succeeded 
Smeaton as engineer to the Forth & Clyde Canal. 
This reveals an agony of doubt about whether to 
accept the lowest tender for building the Kelvin 
Aqueduct on the canal in Glasgow. In the end the 
committee went for the lowest tender. The second 
lowest was 34% higher, enough to decide the canny 
Scots to throw away Smeaton's principle. 

John Rennie 
Rennie was the great bridge and harbour builder at 
the beginning of the 19th century. He pioneered the 
use of larger firms of contractors and his projects 
stimulated their development. As recommended in 
the Latham; and Egan4  reports in our own time, he 
believed in multiproject partnering — establishing a 
long term relationship with a firm in order to develop 
and capitalise on its improving skills. One such was 
the firm of Jolliffe & Banks who built all Rennie's 
three bridges over the Thames in London. Banks 
was the technical expert, Jolliffe the commercial man. 
The Reverend William Jolliffe was a curate in a 
Suffolk parish before receiving the call to give up 
the church and take up civil engineering contracting.' 

Thomas Telford 
The practice used by Telford for management and 
contracting in the latter part of his career is well 
described in Henry Parnell's Treatise on Roads.6  It 
contains some interesting observations still relevant 
today. 
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Telford preferred contracting to direct labour but 
did not favour tendering between contractors. 

If a contractor of established reputation for skill and 
integrity, and possessing sufficient capital is willing 
to undertake the work for the estimated sum, it will 
always be better to make an agreement with him than 
to advertise for tenders. 

The 'estimated sum' was the engineer's estimate 
of what the road ought to cost. He was also very 
much against awarding the contract to the lowest 
tenderer. 

The consequence will inevitably be imperfect work, 
every kind of trouble and disappointment, and 
frequently expensive litigation. 

The true principle to go on in selecting a contractor 
is to lean in favour of liberal terms and rather to 
overpay than underpay him. 

I K Brunel 

Brunel was clearly a very good engineer in many 
key respects, but as project manager and organiser 
of relationships he was decidedly bad. Many of the 
schemes for which he was engineer overran cost and 
time targets hugely, and it was commonplace for the 
disputes which he caused to drag on in the courts for 
years after the event. 

He remains the only engineer whose relationship 
with his contractor has ever deteriorated to the point 
of premeditated physical violence. This happened 
during the construction of the Chipping Campden 
Tunnel on the Oxford, Worcester & Wolverhampton 
Railway in 1851. 

This was the last of Brunel's three tunnels taking a 
railway out of the Thames catchment down through 
the Cotswold escarpment towards the Severn. The 
others were the Box Tunnel on the original Great 
Western line to Bristol and the Sapperton on the line 
from Swindon to Gloucester. 

Brunel thought that the contractor for the tunnel, 
Marchant, was proving too expensive and planned 
to replace him by Peto & Betts. Marchant refused 
to give up the contract having had a fair amount of 
hassle from Brunel already. Brunel decided to expel 
Marchant from the works by force. At his instruction, 
Peto & Betts assembled a force of 2,000 men on the 
evening of 20 July 1851. They were positioned 
secretly at various places near the tunnel and were 
to strike at 5am next morning. Marchant got wind 
of what was up and stationed his men at each end of 
the tunnel. He also got word to the magistrates and 
appealed for help. They called out a force of 300  

soldiers who set off for the tunnel from their barracks 
in Warwick. When the opposing armies met, there 
was, according to the press subsequently, a pitched 
battle. Marchant conceded defeat, his men being 
outnumbered seven to one and the soldiers not having 
yet arrived. The episode reflects no credit on Brunel' 

Brunel, as other engineers of the time, had his own 
conditions of contract, as there were not yet any 
standard forms. Not surprisingly, he modified his 
form of contract as he gained experience during his 
career. A contemporary writers  commented: 

The result of each successive edition of the printed 
form was to place the contractor more and more at 
the absolute mercy of the Engineer. Bilateral rights 
were, as far as careful language could go, extin-
guished. 

Brunel's dictatorial approach to contractors 
produced many disputed claims which were 
subsequently taken up by the contractors through the 
courts. The most complex of these was the case of 
McIntosh versus the Great Western Railway.9  It 
concerned difficult ground conditions on two 
contracts, one for the embankments where the railway 
crosses the River Brent at Hanwell west of London 
and one for work between Bath and Bristol. The 
matter took 29 years to settle. When it was finally 
settled in McIntosh's favour by the Court of Chancery 
in 1865, the judge was highly critical of Brunei's 
management practices. Not that Brunel noticed: both 
he and the principal contractor involved had died 
some years before. 

Towards the end of his career, Brunel had great 
difficulty in getting contractors to tender for his 
schemes.' Most of them, had they been users of the 
modern vernacular, would have been heard in the 
pubs using phrases like 'once is enough' and life's 
too short' in summarising their approach to the 
prospect of working for Mr Brunel again. 

Brunel kept decisions to himself and did not 
believe in delegating responsibility. This led to 
crushing overwork, illness and early death. He gave 
no authority to his assistants who, consequently, 
learnt little and usually made no mark in their later 
careers. 

Robert Stephenson 

Robert Stephenson, who was engineer for as much 
length of railway as Brunel, had a different approach. 
He made a point of distributing decision-making and 
was a great delegator. In his speech responding to 
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Robert Stephenson (1803-59) 
'A great delegator' 

the plaudits of the gathering at a dinner marking the 
opening of the Newcastle and Berwick Railway, 
Stephenson passed the credit for a successful project 
to all the others who had played a management role. 
All he had done, he claimed, was to choose them 
carefully and exert a gentle supervision over their 
enthusiasm." Many of his pupils went on to become 
successful engineers and managers in their own right. 

But Stephenson did have some fussy assistants as 
resident engineers. This comment, in a letter to 
Stephenson from the contractor building the piers of 
the Britannia tubular bridge over the Menai Strait in 
1848'', has a contemporary ring: 

If your young man is going to condemn stones like 
that, the whole of Anglesey will not supply stones to 
build the bridge, nor the Bank of England money to 
pay for it. 

Robert Stephenson gave a lot of attention to the 
management of his schemes. His first major project 
was the building of the London & Birmingham 
Railway. All of this is still in use as part of the West 
Coast Main Line. Next time you use it, look for the 
elegant retaining walls between Euston and Camden 
and at Weedon, the monumental tunnel portals at  

Primrose Hill, Watford and Kilsby near Rugby, the 
massive cutting at Tring and embankment north of 
Milton Keynes. Stephenson had a lot of trouble with 
'unforeseen ground conditions' in the tunnels. 

Robert Stephenson had learnt a lot from father 
George's management mistakes. George was obvi-
ously a brilliant mechanical engineer but he made 
rather a mess of managing the civil engineering of 
both the Stockton & Darlington and Liverpool & 
Manchester railways. His contracts, for example, 
had no completion date and no commitment by the 
contractor to any prices. At one point, Telford was 
asked to investigate the management of the con-
struction of the Liverpool & Manchester Railway and 
was horrified." 

Robert pioneered a concept which we think has 
been only recently introduced — the integrated and 
co-located project team. When work on the London 
& Birmingham started, he decided to establish his 
design and management team in one place. He took 
over the Eyre Arms Hotel which had been built as 
an 'out of town entertainment centre' in 1821 and 
stood across the road from where St John's Wood 
tube station now stands. 

Stephenson chose it for its location and because it 
had a big ballroom which he could use as a huge 
drawing office. He worked his draughtsmen in two 
shifts, the day shift sleeping in the hotel rooms which 
the night shift had just vacated — a precedent for 
practice on the oil rigs in our own day. They pro-
duced thousands of drawings, every copy hand drawn 
and hand coloured, in a very short time as the 
directors, impatient after the long delay getting the 
parliamentary approval, were in a great hurry to start 
construction. 

I have some of their drawings at home. There are 
three signatures on the drawing of the underbridge 
which Network Rail now call bridge 179, north of 
the great embankment and viaduct over the Ouse in 
Milton Keynes. Underneath Stephenson's signature 
is a cross, the mark of William Soars the first contrac-
tor for this length of the line. Soars could not write 
his name and does not appear to have been particular-
ly good at making a cross. Tenders for this contract 
were reviewed by the company's committee at a 
meeting on 1 October 1834.'4  Soars' tender was 
£39,720, the highest £56,100. Soars, waiting outside, 
was called in to the meeting and questioned. He said 
that he could not provide securities but he agreed to 
accept a retention of 10% instead. He was asked to 
withdraw. The committee was told that Soars had 
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recently satisfactorily completed a contract for 
Telford on the Macclesfield Canal for more than 
£50,000. Mr Stephenson said he was happy if they 
went with Soars. The committee deliberated and 
decided to give the contract to Soars. He was called 
back in and 'informed that his tender was accepted'. 
`The contracts and specifications were thereon 
signed.' 

But why is there another signature — 'Hiram 
Craven and Sons' — below that of Soars? It appears 
that Mr Soars got into difficulties soon after he started 
work. By May 1835 Stephenson was already nego-
tiating with Hiram Craven and Sons to take over 
Soars' contract. They had earlier tendered for the 
work at £49,735 and now agreed to take on the work 
at their original prices. At the meeting of the commit-
tee on 24 June 1835, Stephenson recommended that 
this offer should be accepted rather than putting the 
work out to tender again. After checking Craven's 
securities, the committee, at a meeting on 19 August, 
signed and sealed the deed of release of William 
Soars, and Hiram Craven attended to sign and seal 
his assumption of the contract. This is the third 
signature. 

We can assume that things went all right after that 
as many thousands of trains have thundered over 
bridge 179 in the last 170 years and still do today. 

Robert Stephenson did have trouble with many of 
his first choice of contractors on the London & 
Birmingham Railway. He allowed himself to be 
persuaded to accept the lowest tender rather too often. 
The total of the accepted tenders was 2% below his 
estimates, but many of the contractors got into 
difficulties and the company had to take over the 
work by direct management. Eventually 42% of the 
work by value was finished by direct works. 

Joseph Locke 

Joseph Locke was a contemporary of Brunel and 
Stephenson. He engineered just as much railway and 
did much more work outside the UK. Of the three, 
he was the most successful manager and organiser 
of relationships. His record in completing projects 
on time and within budget was legendary. Not only 
were his shareholders pleased with the outcome of 
his projects, the contractors usually made money as 
well. 

Locke's contracts for the Paris to Le Havre Railway 
give us a flavour of management arrangements for 

Joseph Locke (1805-60) 
`His record in completing projects on time and 

within budget was legendary.' 
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civil engineering work in the mid 1840s.'5  Civil 
engineering by this time had become mature as a 
physical and managerial science and was being used 
in a huge volume of infrastructure projects around 
the world. Two of the greatest contractors of the 
age, Thomas Brassey and William Mackenzie, were 
the contractors in what we would now call a joint 
venture — a common practice for the bigger projects 
at the time. The contracts are rather one-sided by 
modern standards. Here are some extracts: 

The power of the Engineer will always remain full 
and entire may be exercised even on the day of 
reception and the Contractors cannot avail themselves 
of any delay they may experience in consequence of 
any orders for alteration received from the Engineer 
as a pretext for obtaining more time for the completion 
of the contract. 

The parties engage from this time to refer any 
contested points to Mr Locke, Engineer, who will 
decide thereon as sovereign arbitrator, from whose 
decision there shall be no appeal or recourse to 
cassation and also as an amicable judge dispensing 
with the forms and delays of procedure. Messrs 
Mackenzie and Brassey declare they agree to the said 
arbitration although the company have informed them 
that Mr Locke is a foreigner, author of the plans and 
appointed by the company to superintend their 
execution: they declare also that they accept this 
arbitration in consequence of the high confidence the 
character of the above named engineer inspires them 
with. 

The Company's Engineer will have the power 
during the execution of the works and before any part 
of any work is finished to suspend its execution should 
any work appear to him to be defective, and if the 
materials employed therein are not of the best quality, 
he may immediately order it to be pulled down and 
rebuilt at the expense of the Contractors. 

This last was to prove important when in January 
1847 the very large, newly-completed viaduct at 
Barentin 'fell to the ground a heap of ruins'. On 13 
January, Mackenzie and Brassey met Locke to review 
the situation. According to Mackenzie's diary, 'Mr 
Brassey looked sad and was in low spirits' — as well 
he might.16  After an enquiry, it was decided that bad 
mortar had caused the collapse and that, con-
sequently, it was for the contractors to rebuild it at 
their expense. Without demur, Mackenzie and 
Brassey rebuilt the viaduct. Opening of the railway 
was delayed by only six months. 

Captain W S IVIoorsom 

Lest we should ever think that anything new is 
actually new, it is worth noting that management 
contracting, the method of getting building work done  

which was introduced and was so popular in the 
1970s and 1980s was introduced into civil engineer-
ing by William Moorsom when he was engineer to 
the Birmingham & Gloucester Railway in the late 
1830s. He recognised that for his team to act in place 
of a main contractor would create more work in 
managing the additional interfaces so caused. But 
he believed that his juniors had the time and spare 
mental energy to do it. 'What else are they paid for?' 
he said, 'idleness is the worst of dangers for young 
men.,I7 

This railway included the famous Lickey Incline 
where Moorsom concentrated the gradient in order 
to lift the railway out of the Severn Valley onto the 
Birmingham plateau. 

Privately financed projects (PFI) 
In the early days, promoters of capital projects were 
occasionally as short of the capital itself as are 
modern-day governments. As soon as contractors 
developed their own financial resources, clients tried 
to persuade contractors to finance new projects. 

Thomas Brassey (1805-70) 
`Deep pocket' 
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Some of the railway companies found it easier to 
get the contractor to pay for construction than to raise 
the money on the stock exchange. The device was 
simple, instead of paying him money as the work 
was done, the proprietors gave him shares in the 
company when it was finished. A further refinement 
was to agree with the contractor that he would operate 
the completed railway for a period of time — again 
not for money paid by the company but by retaining 
a proportion of the receipts. Using both devices, the 
railway company could end up owning a fully 
operating railway without either having put up much 
money or taken take any significant risks. 

This early and very effective form of what is now 
called PH was common in the second generation of 
railway projects starting in the late 1840s. The 
Shrewsbury to Hereford Railway in the Welsh 
Marches, financed, built and operated by Brassey, 
was an example. In their report to the annual meeting 
of this railway in 185'7'8, the directors, a little 
complacently, are able to announce that the share-
holders will receive their full dividend, by courtesy 
of Mr Brassey and his deep pocket, who has operated 
the railway in the preceding year with an operating 
loss. They note that, when the connecting railways 
to south Wales from Hereford are opened, he may 
expect more traffic. Meantime, they sincerely 
sympathise with his plight and are happy to receive  

their dividends from him. Companies committed to 
present day PFI schemes take note. We have been 
here before. 

Sir Joseph Bazalgette 

As the industrial revolution gave way to the industrial 
era, the management of civil engineering and of its 
relationships had acquired the form which it was to 
hold almost unchanged for the next 125 years. It is 
exemplified by the management arrangements used 
by the great Sir Joseph Bazalgette for constructing 
the major sewer projects and the embankments on 
the Thames in London in the 1860s.19  These included 
the tunnels used by the District Railway. The 
Metropolitan Board of Works adopted Bazalgette's 
form of contract as its standard. It remained the 
principal model for well over a hundred years and 
was the model for the first edition of the ICE contract 
published in 1945. 

It is remarkable that a period which saw so much 
development in the technology of the civil engi-
neering discipline should see such stagnation in the 
management arrangements for the implementation 
of that technology. It is hard to think of another set 
of processes used unchanged by any group of people 
for so long — particularly when the period saw such 
rapid change in almost everything else. 
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Sixty Years of Narrow Boat 
Joseph Boughey 

It is just over 60 years since L T C Rolt's first book, 
Narrow Boat, was published. This book proved to 
be extremely influential; Charles Hadfield, never one 
to exaggerate, attributed to it the postwar revival of 
Britain's inland waterways that fostered his own 
involvement: 

little of it, except maybe one or two canal histories, 
would have happened had Narrow Boat not been 
written. The time, the need and the man came together 
to produce the book.' 

This article will deal less with the 'time' and the 
`need', which indicate and explain why the book was 
influential, than with the author and his reasons for 
writing a book which 'was of no great importance in 
itself but was the first work of a writer who I believe 
to have been one of the two major influences in 
changing public indifference to industrial history'•2  
It outlines the influences that brought this book into 
being, not least his experience of transport, engineer-
ing and landscape up to the 1930s. 

Its surprising consequences for the post-war revival 
of waterways and industrial history must be studied 
separately. However, Narrow Boat seems an unlikely 
candidate for a book to inspire a movement to revive 
historic canals. Such a book might be expected to 
extol the virtues of boating for pleasure, with practical 
guidance upon the selection and navigation of boats, 
the routes and facilities available, and the potential 
to transform transport routes into linear leisure assets. 
It would portray the virtues of scenery, of waterside 
`heritage', dressed up perhaps as `olde England', set 
within a basic historical outline. It would advocate 
practical steps to organise their retention for leisure 
and amenity, along with the encouragement of traffics 
and perhaps enlargements to develop new traffics. 

Narrow Boat, an account of a long journey in 
1939-40 on the narrow boat Cressy, provides none 
of these features, beyond minor details in an 
appendix, and did not set out to do so; others would 
grasp possibilities that Rolt did not anticipate, al-
though he would add comments for the 1947 edition. 
To explain the form of the book, it is helpful to 
consider the author's development and perspectives. 

Encounters with transport and landscape 

L T C Rolt's autobiography indicates several key  

influences upon Narrow Boat.' Born in 1910, he 
grew up in border locations, from Hay-on-Wye after 
1914, to rural Gloucestershire in 1921. These 
locations placed him very much on the fringe of 
middle-class society, and very much on the fringe of 
the railway and road systems. The only urban area 
that the young Tom Rolt knew well was the small 
cathedral city of Chester, where he was born, and 
which he continued to visit in childhood. 

A plaque to Tom Rolt was unveiled by North Basin 
in 2000, but although the western section of Chester's 
Walls, close to his uncle's house, overlooked the 
whole of the Shropshire Union Canal between North 
Basin and Cow Lane wharf, he paid no special 
attention to this. He watched and photographed trains 
that passed over the LNWR viaduct over the Dee, 
but not river traffics that passed to the Gas Works 
and through the Dee Locks that joined the Canal. 
The transport that he did encounter was relatively 
modern rather than historic. He took the trams, 
electrified in 1902, to visit Chester General Station. 
An early enthusiasm for railways came from seeing 
locomotives there, and through a glimpse of the 
narrow gauge Eaton Hall line, which had opened only 
in 1895. The railway at Hay, dating from 1889, was 
very much a country line, akin to the Talyllyn in its 
limited use and service. 

Landscapes rather than transport provided a greater 
source of inspiration for waterways. A critical influ-
ence was the border country of the Black Mountains, 
in that area later known as Kilvert Country (after the 
Clyro curate's diaries from 1865 to 1872, published 
only in 1938). Even in 1971, he felt that this district 
`has changed less than anywhere else I know outside 
western Ireland' and that by 1914 so much was 
unchanged that Kilvert's world 'became my world, 
and by this I mean not only the landscape but the 
way of life of the folk who peopled it'' This included 
much horse-drawn traffic and agricultural life that 
appeared to accord with the landscape and a sense 
of natural order that underpinned it. He found much 
the same at the hamlet at Stanley Pontlarge in 
Gloucestershire, then regarded as remote, although 
the local GWR line had been built in 1906, cutting 
across the orchard at The Cottage there. He did not 
see this steam railway as a major intrusion into this 
landscape, or indeed early motor cars, like that which 
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his father acquired after the war; and he would see 
canal engineering as harmonious with nature. Yet 
he did perceive a transition from what appeared to 
be a timeless rural landscape through the changes of 
the industrial revolution into a modern era with 
potentially adverse impacts of industry, transport and 
engineering upon landscape and society. That 
historians might be able to unpick and challenge 
every assumption behind this perceived transition 
(much rural landscape, for instance, being not 
timeless but the product of Victorian agricultural 
depression) does not invalidate its force as one 
inspiration for Narrow Boat. 

Tom's family were middle-class, but very much 
on the fringe, almost an eccentric fringe. They were 
leisured rentiers, with no direct involvement in trade 
or commerce, and it was an investment failure that 
forced them to move from Hay to Stanley Pontlarge. 
He encountered an enquiring approach with his 
private tutor at Hay, but, sent to boarding school, 
found himself outside the public school ethos, and 
its privations, authoritarianism and corresponding 
approaches to teaching. This set him outside any 
career as a student of history, of any course towards 
university or in the professions, and enabled his father 
to consent to his otherwise unusual career as an 
engineering apprentice. 

This 'career' brought Tom into contact with two 
more features that would be reflected in Narrow Boat. 
One was the interest in craftsmanship, that began in 
1926 with his first apprenticeship to agricultural 
engineers near Evesham, and continued into the 
1930s; he learned both practical skills and a love of 
craft. Although he called himself an engineer, he 
was not such in the today's sense of a civil or 
mechanical engineer. His practical abilities enabled 
him both to work on the conversion of the boat for 
Narrow Boat to a floating home, and to appreciate 
the practical work that underlay historical construc-
tion and engineering. Like his uncle, Kyrle Willans, 
who secured his apprenticeships, he was attracted 
by practical skills, rather than the scientific abstrac-
tions and bureaucratic elements of professional 
knowledge and practice—let alone any accompany-
ing financial rewards or social position. 

The second feature lay in his first encounter with 
the Potteries, which he explored between 1928 and 
1930, while he worked for the locomotive builders, 
Kerr Stuarts. The contrast between industrial land-
scapes and 'the green England that I had known as a 
child's fostered an interest with the Industrial Revolu-
tion and ways in which it had rapidly changed work,  

places and landscapes. He would be less interested 
in detailed factual history than the role of practical 
men like engineers, alongside the apparent losses to 
craft and spirit that industrialism had brought and 
continued to bring. Although he soon appreciated 
the influence of transport development on the 
Potteries, canals received no special attention, even 
though both lodgings and workplace were canalside. 
His life there accounts for the extensive coverage of 
Potteries industries in Narrow Boat, and his 
sympathetic account of Potteries workers contrasts 
with the more cursory impressions of other industrial 
areas. 

Waterways, Willans and motoring 

Tom Rolt's first real encounter with canals came with 
the same narrow boat, Cressy, which he would later 
own. His uncle had purchased it and had it motorised 
and converted to a holiday boat for eight at Frankton, 
on the Welsh line of the Shropshire Union Canal. 
After Willans moved to the Potteries, Tom helped 
him to move it from Ellesmere to Barlaston in March 
1930, and felt on that journey that Cressy 

did not intrude upon the landscape; she became a part 
of it like the canal itself. As I realised this, my 
consuming interest in engineering and my feeling for 
the natural world, which, since I had come to Stoke-
on-Trent had begun disturbingly to conflict with each 
other, were suddenly reconciled and before we had 
covered many miles I had fallen head-over-heels in 
love with canals.6  

Whilst he took part in a further trip to Blisworth in 
August, Willans sold the boat soon after, only to re-
acquire it again in 1936. 

This reconciliation of conflicting concerns was 
reinforced by some of his reading, like Smiles' Lives 
of the Engineers, which Narrow Boat would quote 
extensively. This followed through into his first 
writing (at the age of 22), an unpublished novel, 
Strange Vista, which concerned three generations of 
a Potteries family that eventually retreated to an rural 
Arcadia in the Welsh border. He began to see the 
1920s as a golden age of motoring, with very limited 
traffic on well-surfaced roads, before the develop-
ment of mass-produced vehicles, freight and 
passenger traffic growth and congestion. He had 
become part-owner of the Phoenix Green Garage on 
the busy A30 in Hampshire in 1935, but his experi-
ence of the surrounding area led him to see the 1930s 
road as a dystopia that increasingly outweighed his 
admiration for craft-built vehicles owned by practical 
enthusiasts. That the growth in roadborne freight 
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would severely affect the canals (and railways) that 
he admired was not yet too apparent. 

He later wrote that `Although my interest in railway 
and steam locomotives dwindled almost to vanishing 
point during the years I spent at the Phoenix Green 
Garage my interest in canals did not'.' At his urging, 
Willans had re-acquired Cressy in 1936, and a voyage 
on the Grand Union Canal in October had not 
disappointed. He began to write short stories in 1936, 
and conceived the idea that he could live economi-
cally on board, travelling and making a living as a 
writer. After Cressy was moved to Tooley's Yard at 
Banbury, in 1939 he acquired and converted it from 
a holiday craft to a travelling home for him and his 
wife-to-be Angela. 

By now, he had come to see the narrow lowland 
canals as 'so many secret ways leading into the heart 
of England, peopled by men who were themselves a 
part of the English tradition', and that his journey 
`seemed to me to fulfil in the fullest sense the meaning 
of travel as opposed to a mere blind hurrying from 
place to place' .8  While in the Potteries, he had 
conceived that 

there still existed substantial pockets of rural England 
where beauty survived substantially unsullied and 
unpolluted by urban man and where the way of life 
that had contributed to its beauty, though visibly 
failing, still possessed sufficient tenacity and strength 
to give an eloquent meaning to the landscape. In 
other words, man was still playing his true creative 
role in the ecology that had produced the beauty.9  

However, he now felt that this older rural world 
was threatened, and his journey for Narrow Boat set 
out to use the canals to seek it; this aimed towards a 
past based not on nostalgia but on authenticity. In 
this sense there were few precedents, despite travel 
books like those by P L Bonthron and E Temple 
Thurston. Despite his publisher's attempts to dress 
the book like a `country' book, with scraperboard 
illustrations, its purpose differed greatly from the 
travel books about scenic and quaint areas like those 
by S P B Mais and published by Batsford. It was, in 
a manner difficult to emulate, a record of part of his 
life rather than a holiday or a travel book. 

The Journey to Narrow Boat 

Narrow Boat is based on Cressy's journey from 
Banbury through Leicester and the Potteries to 
Church Minshull in August 1939, where Tom was 
employed at Rolls Royce in Crewe for the first six 
weeks of war. It then covers the journey between  

October and December 1939 to Banbury, and then 
the earliest part of a journey south towards Hunger-
ford. The interruption until March 1940 was caused 
by being icebound at Banbury, where most of the 
book was written. Although the book does not stress 
it, the second part is at a faster pace, as he was 
travelling to reach new employment at Hungerford, 
whereas there is a very slow pace to the first part of 
the journey (which had intended to reach Llangollen), 
with many diversions en route. 

Much of his coverage is thus unrelated to the 
waterways themselves, as with the long descriptions 
of the bell-founders of Loughborough, brewing at 
Burton, or Potteries factories. He condemns a large 
pub beside the canal at Blaby, but praises the Union 
Anchor Inn at North Kilworth Wharf, kept by a 
former boatman, `a friendly intimate place, with an 
atmosphere poles apart from that of the drab and 
impersonal urban drink-shop'.'° As this and the Bull 
and Butcher at Napton later closed, his descriptions 
are valuable, more valuable now, perhaps, than the 
theme he sought to pursue. 

The title is accurate — it covers a journey in a 
narrow boat and, bar the Soar to Leicester, along 
waterways whose traffics were entirely carried in 
narrow boats. There is an emphasis here on scale, 
that maybe reflected his earlier and later interest in 
narrow gauge railways, and in engineering which 
might be seen to correspond to a human scale, in 
contrast to larger craft and waterways. However, 
these waterways involved traffics of a scale which 
made any long-term economic survival unlikely. 

His coverage of Leicester, on the Soar, illustrates 
much of his perspective, like the following contrast 
between the city by road and water: 

Broad squares and pretentious public buildings 
proclaim the city's commercial prosperity by road, 
but the water-borne traveller sees a very different 
picture. This is no less than the ugliness and squalor 
which underlie the superficial pomp and circumstance 
of all great cities. We saw the reeking gas-works, 
mountainous refuse dumps, the power-station with 
its gigantic steam-capped cooling towers, great mills 
pulsating with machinery rising sheer from the water's 
edge and, above all, the countless mean streets where 
dwelt the servants of these monsters." 

He did not comment that the gas-works provided 
a surviving local traffic among those that then kept 
the Leicester line open, or that elsewhere the move-
ment of refuse, coal to power stations and mills, and 
even domestic fuel to merchants for some of the mean 
streets, were staple traffics in narrow boats on many 
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Midlands waterways. The canalside location of such 
facilities was essential to the development and 
survival of waterborne traffics. And yet, in depicting 
navigations as occupying an unseen space behind 
walls, in Banbury as in Leicester, he stressed their 
appeal to uncover little-known worlds away from the 
tourist places in which interest was fostered by rail 
and increasingly, by excursion coach travel, and 
indeed, the literature of travel. 

Like many country books, he commented upon 
churches, including St Mary de Castro in Leicester, 
where he condemned the Victorian restorers and 
preferred `the airy grace of the Early English shafts, 
so perfectly in harmony and balance with the graceful 
spring of the vaulting' 12  against the Norman work, 
of greater historical interest. Form, rather than histo-
ricity, was what was admired, with the assumption 
that the best and most harmonious forms were those 
developed by past craftsmen. 

The book provides vivid descriptions of the water-
ways themselves, and boats and people associated 
with them, as this passage about the electric battery 
tug at Harecastle Tunnel, which had only commenced 
work in 1914, reveals: 

Before long a string of horses appeared over the hill, 
while from the dark depths ahead a distant muttering 
slowly grew to a prodigious groaning and grinding 
sound, like that of a decrepit tramcar climbing a steep 
hill. At long last the tug crawled out into the sunshine, 
and for a few minutes the tunnel mouth was a scene 
of great activity, as the string of boats were detached, 
engines started, and horses re-attached to their 
respective boats. It was then our turn to be taken in 
tow, so we moved forward till we were beneath the 
overhead wire. ... For all the prodigious noise, the 
tug travelled even more slowly than a fully laden 
horse-boat, so that the dark journey seemed 
interminable. Lashed as she was bow and stern, there 
was no need to steer 'Cressy', so we sat among the 
sandbags on the fore-deck looking into the darkness 
ahead. Vivid blue sparks spluttered from the overhead 
conductor of the tug, and in the bar of light which 
streamed through the aft doors of the guard's cabin 
we could watch the uneven roof of dripping brickwork 
skimming perilously close to our cabin top.' ' 

Much can be celebrated in similar vein about his 
descriptions of boatbuilding, of canalside Banbury, 
of boats, boat families and carriers, and canal workers 
like lock-keepers and lengthsmen. Some of the latter 
seems to have blunted his acuteness of observation, 
adding to some historical misapprehensions in the 
book, that have been assumed accurate. For instance, 
on the Shropshire Union, one lengthsman advised 
him to moor at Basin End, Nantwich, which proved  

impossible, whilst another insisted upon an inaccu-
rate pronunciation of Cholmondeston (actually 
`Chumston' ) that probably reflected his sense of 
humour. Some terms that seem to have derived from 
a misreading have passed into general understanding 
— 'dipper' instead of handbowl, and 'crumb drawer' 
instead of knife drawer, while the obtaining of water 
cans from a shop at Buckby later became the 
ubiquitous attribution of `Buckby cans' rather than 
`cans', as they were generally known. While the lock-
keeper at Tixall confirmed his impression that the 
Staffordshire & Worcestershire east of Stafford was 
only in occasional use, a regular firebrick traffic from 
Brierley Hill was in fact passing. There are also some 
confusions about traffic — such as oil to rather than 
from Ellesmere Port, and narrow boat traffics to 
Widnes (rather than Weston Point):4  

One seemingly surprising omission is the apprecia-
tion of actual loading and unloading of cargoes, 
despite the persistence of historical (and in traffic 
terms, outdated) approaches. There is mention of 
coal loading at Bedworth and Pooley Hall, and of a 
coal wharf at Banbury, but no mention of other 
traffics at the latter, including gas tar and further coal 
traffic, of which he must have been aware. There is 
much more about motive power, with approval of 
the declining horse-drawn boats, and discussions of 
the past use of donkeys. Although he would later 
campaign for the retention and development of 
traffics on narrow canals, there would be less interest 
in the practical means of handling traffics than in the 
people and lifestyles involved. 

Although he placed much emphasis upon people, 
oddly, there is little that is personal — little about 
his new wife, and, despite very strong opinions, little 
to position the author and his feelings. There is much 
sympathy for boatpeople and their difficulties, but 
they are depicted as archaic yet solid essential surviv-
als in a modem world whose impact and threat is 
deplored. The view — based, it seems, on encounters 
with travellers at Banbury and Market Drayton —
of the Romany origins of boatpeople has been proved 
i naccurate. '5  Similarly, recent researches have 
undermined the somewhat romantic account of the 
master-men known as 'Number Ones', owner-
boatmen who had survived the competition from 
larger firms that had forced independent boatmen to 
become employees:6  Indeed, the anonymity of many 
of the figures which he celebrates enables them to 
people stories about the survival of 'the old proud 
stock of independent boatmen" alongside 'the 
peasant and the craftsman' or the countryside, 
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without much factual corroboration. In this sense, 
and in the style of the book, it comes closer to the 
anonymity and semi-fiction of interwar country and 
travel books, than to any factual and historical study 
of inland waterways. 

Although there is much condemnation of modern 
housing, industry, road transport, power lines, 
mechanised agriculture, and urbanised leisure pur-
suits, the improved economic conditions (despite 
losses in amenity) which these fostered and reflected 
and the consequent improved material, if not 
spiritual, lives, are dismissed. While there is much 
Arcadian bespeaking of an older England, almost to 
return to rural dominance but with industry at craft 
level, little bar regret is offered to propose how the 
tide of change could be turned back, and little 
appreciation of the possible economic and social 
consequences. The bespeaking of ecology is repre-
sented by descriptions of birds and fish on canals, 
an amateur naturalist's view, rather than any 
comprehension of the ecology of canal-oriented 
environments. None of this should serve to under-
mine his appreciation of nature, craft and historic 
landscapes, or his portrait of the canals in decline, 
but it is to celebrate the form of this portrait rather 
than any means by which the objects of his gaze might 
be retained. 

It is probable that he was the only person living on 
a converted narrow boat and travelling the canals of 
lowland England (there are few enough today), and 
it is difficult to see others emulating him then, with 
craft or lifestyle. There were some narrow boat con-
versions before 1939, regular small-scale pleasure 
boating on short lengths, and a sizeable hire-boat fleet 
built up near Chester, with Llangollen one major 
destination:9  However the Inland Cruising Associa-
tion fleet was laid up as war broke out, just at the 
time that Cressy arrived on the Shropshire Union 
Canal, and encounters with hire boats were thus 
missed. That the book made no call for the pleasure 
use of canals is shown by his main encounter with 
pleasure boats, on the upper River Trent: 

A dozen or so cabin cruisers were moored head to 
stern along the banks, whose grass, bruised and 
flattened, was bestrewn with an untidy litter of paper 
bags, empty tins, orange peel and the embers of picnic 
fires. Nearly all the boats had crews aboard, of whom 
some were bathing, while others lolled on the decks 
to the accompaniment of the inevitable gramophone 
or radio." 

And yet, the postwar survival of the waterway 
track, if not the narrow boats, traffics and ways of  

life, could only take place with the development of 
more pleasure boating, alien and invasive though he 
clearly found it at Sawley. 

The book, then entitled A Painted Ship, failed to 
find a publisher, and, by the time it was published, 
Tom Rolt had started work on two more books, High 
Horse Riderless and Worcestershire. His per-
spectives had changed slightly by December 1944, 
with experience that would help his later practical 
campaigning. He would later see the book as 
excessively Arcadian, but it did succeed in one of its 
stated purposes: 

to make a personal record of the canals and their life 
which, in the words Massingham used in his Foreword 
`were perishing under the brutal impact of industri-
alism'." 

It is certainly a personal record, by an acute 
observer, even if sometimes his instincts misled him 
or empathy with his perspectives is not always 
possible. 

These perspectives reflect a further theme — the 
exploration of a rural England in decline. Massing-
ham, with whom Tom conducted a long correspond-
ence, opposed the growing interwar stress upon 
scenery in favour of landscapes that were the 
consequence of 'traditional', pre-enclosure agri-
culture. He had asserted that 'a countryside cannot 
live as a museum of antiquities. Rehabilitation is 
the need, that the sluggish life-blood shall stir once 
more.'” The book follows much of this perspective, 
seeing canals and boatpeople (on narrow boats, 
mostly) as part of that disappearing rural life. Tom 
Rolt's conclusion upon his exploration was stark: 

The result of my experiment has not merely proved 
to me the validity of an older way of life, it has left 
me appalled at the loss which our civilisation has 
sustained." 

This summed up much of his life's experience to 
that point, coming from the apparent harmonious 
natural order of the Kilvert Country to a world in 
which only declining traces of that apparent world 
could be discerned. In this sense the book offers 
commentaries upon rural protection that have largely 
gone unnoticed and uninfluential both in postwar 
preservationism and the movement to revive inland 
waterways. 

It remains to consider the impact of Narrow Boat 
after publication, its influence on subsequent events, 
and its place both in Tom Rolt's development and 
the growth of industrial and transport history. 
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2. Ian McNeil, Transactions of the Newcomen Society, 
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3. The most significant in this connection is his first 
volume, Landscape with Machines, Methuen, 
London, 1971, from which most of the following 
detail is drawn. 

4. Ibid, 12 
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7. Ibid, 215 

8. Narrow Boat, 12 

9. Landscape with Machines, 226 

10. Narrow Boat, 70 

1 L Ibid, 82  

12. Ibid, 94 

13. Ibid, 128-9. The tug would be withdrawn in 1954. 

14. I owe these points to an extremely helpful private 
email, dated 1 January 2004, from Tom Foxon, who 
was involved with narrow boats from 1950. He 
stresses that these are only minor criticisms of what 
remains an admirable book. 

15. Harry Hanson, The Canal Boatmen 1760-1914,1975 

16. Notably by Chris Jones, who has, apparently, yet to 
publish, but presented many findings at a lecture to 
the Boat Museum Society, Ellesmere Port in 2004. 

17. Narrow Boat, 36 

18. Ibid, 195 

19. See my article 'Early Pleasure Boating on the Shrop-
shire Union Canal', Waterways Journal, 2005. 

20. Narrow Boat, 93 

21. Ibid, 60 

22. H J Massingham, 'Our Inheritance from the Past', in 
Clough Williams-Ellis, Britain and The Beast,' 1938, 
9 

23. Narrow Boat, 194 

Touring England in 1735 
Neil Clarke 

During the 18th century touring in Britain became 
fashionable. In previous centuries comparatively few 
were able to travel freely, either because of the social 
system under which they lived or because of the 
difficulties, discomfort, expense and danger of going 
even short distances.' Those who did travel usually 
had a particular reason for doing so, as for example 
John Leyland, who in the 1530s was commissioned 
by Henry VIII to search for and record antiquities in 
the libraries of all places of religion and learning? 
It was only from the late 17th century that people  

began to travel for pleasure. Two of the best known 
travellers of this period are Celia Fiennes, who toured 
England between c1685 and 1703,3  and Daniel 
Defoe, whose Tour through the Whole Island of 
Great Britain was published in parts between 1724 
and 1726.4  

An unpublished account of a journey undertaken 
in the year 1735 provides some additional colour to 
what we know of travel in the early 18th century.' 
Four companions, two Cambridge undergraduates 
with a tutor and governor, set out from London in 
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late July 1735 and journeyed through southern and 
western counties of England before returning via 
Manchester and Nottingham to Cambridge, arriving 
there for the beginning of Michaelmas term in mid-
October. Written by the tutor, John Whaley, fellow 
commoner of King's College, the travel diary records 
the interests of tourists typical of the period, such as 
great houses and their families — they visited many 
stately homes along their route, including Longleat, 
Blenheim and Chatsworth. Entertainments and diver-
sions are described: the travellers participated in a 
variety of activities along the way, including a cock-
fight at Bromley, the races near Canterbury, a cricket 
match at Lewes, hare-coursing at Shrawardine in 
Shropshire, and a mayoral election dinner in Shrews-
bury. The comments on the salt trade of Droitwich 
and the silk industry in Derby are especially informa-
tive, and of particular transport interest are the 
references to Ralph Allen's waggonway near Bath 
and the improvements to the river Dee seawards of 
Chester. The travel diary also comments on the 
conditions of travel and accommodation; it is with 
this that this short article is concerned. (In the 
following quotations spelling, capitalisation and 
punctuation have been modernised.) 

Means of travel 

The greater part of the journey would have been 
undertaken on horseback, although occasionally, and 
particularly for excursions, the four companions used 
other means of transport. Coaches were used on at 
least three occasions: while in Canterbury, 'we took 
a coach and four and went with a very honest 
clergyman to his little vicarage in the Isle of Thanet' 
(1 August); leaving Bristol, 'we returned by the stage-
coach all along the same river [Avon] to Bath, 13 
miles' (4 September); and from Chester, 'we took a 
coach and went to Eaton Hall, the seat of Sir Robert 
Grosvenor' (7 October). 

Some of their river crossings were by ferry: 'from 
Ombersley [Worcestershire] we went 4 miles, 
crossing the Severn by a ferry, to Holt Castle ... the 
ancient seat of the Bromleys' (23 September); and 
`within a quarter of a mile of Eaton we crossed the 
Dee by a ferry and went to Aldford, where we dined 
very elegantly at Mr Robert the Rector's house' 
(7 October). 

The travellers also undertook longer waterborne 
journeys. In Rye, for example, 'we dined ... with 
Captain Pigram ... captain of the Custom House sloop 
... in the afternoon we sent our horses by land and  

the captain carried us in a six-oared boat by sea to 
Hastings, 10 miles, to which we had a very pleasant 
passage' (1 I August). While at Portsmouth, 'we went 
in a sloop to Cowes, a small town in the Isle of Wight 
to which we had a most pleasant passage, and on our 
return put on board the Blenheim at Spithead' (19 
August). From Weymouth, 'we went over a ferry to 
the island of Portland, 3 miles ... now joined to 
Dorsetshire by a very extraordinary beach' (29 
August). In Bath, 'we hired a barge and went down 
the navigable River Avon to Bristol ... this river runs 
pleasantly all the way between two hills and on its 
banks are many paper mills, copper mills and glass 
houses' (3 September). 

Condition of roads 

The account of the journey contains numerous 
references to the condition of the roads the group 
travelled along. Roads in hilly areas came in for 
critical comment: travelling from Frome, 'we came 
... to Bath, 12 miles, a sad road and full of stones, 
especially Midford Hill' (2 September); and 

on a hill called Wenlock Edge we had an extensive 
and very pleasant view of Shropshire and Shrewsbury, 
at 10 miles distance, but we may truly be said to have 
paid for our peeping ... for the descent of this hill for 
a mile to a village called Harley is so steep, stony and 
slippery that we were an hour walking and leading 
our horses down it (30 September). 

In addition, the writer often converts from 'com-
puted' to 'measured' miles, corresponding to Celia 
Fiennes's 'long' and 'short' miles, and reminding us 
that in many parts of England they still used the old 
standard of 2,428 yards .° Two examples of this: in 
Bath, 'we went on horseback to Wells which is called 
15 miles but measures 22, and is a most dismal stony 
road' (5 September); and from Stockport, 'we went 
6 computed, 10 measured miles, through a most 
desolate country and down a sad, stony hill to Whaley 
Bridge over the River Goyle [Goyt], which parts 
Cheshire from Derbyshire' (10 October). 

The travellers also came across poor roads in flatter 
parts of the country, as for example, 'from Combe 
we came down Broadway Hill to the Vale of 
Evesham, famous for fertility and bad roads' (21 
September). However, the condition of at least one 
road met with their approval: 

from Manchester we went over a turnpike road, alias 
paved street, to ... Stockport in Cheshire, a market 
town situated on a rock and parted from Lancashire 
by the River Mersey, which is very rapid and over it 
a fine bridge with one arch (9 October). 
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Board and lodging 

Concern over accommodation arrangements and 
food is evident throughout the account. The travellers 
seem to have experienced a variety of hostelries, 
ranging from the very good, which are simply de-
scribed as such, through the satisfactory, usually just 
mentioned by name, to the poor which are described 
in more detail. They came across two good inns in 
Sussex and Derbyshire: 'from Goodwood we went 3 
miles to Chichester where we laid at The Swan, a 
very good house' (16 August); and 'within a quarter 
of a mile of Chatsworth is a very good inn in the 
parish of Edensor where we lay' (11 October). Two 
satisfactory inns are described thus: 'we had tolerably 
good lodgings at The George at Arundel' (15 
August); and 'from Woollaston Hall we came 2 miles 
to The White Lion in Nottingham where we lay' (13 
October). There is a wry description of a poor inn 
that the travellers encountered in Kent: 

At eight in the evening we came in sight of Mereworth 
Castle, the seat of Fane, Lord Catherlough; as we 
could not see that and reach Maidstone the same night, 
rather than miss the sight we resolved to hazard our 
ease for our improvement and took up with a very 
indifferent inn, or rather ale-house, within sight of 
my lord's house. Here we seemed in the state of the 
rich man who, rolling in hell, had a prospect of heaven 
without being able to enter it; and the basin before 
his lordship's house seemed the great gulf that was 
fixed between them. Not that our case was exactly 
parallel either of Dives or Lazarus: for we had victuals 
and drink enough but, contrary to the proverb of Rest 
but no Abiding, we have had abiding but no rest (30 
July). 

On a number of occasions the travellers received 
hospitality at friends' houses or from someone to 
whom they had been recommended. This was the 

Notes and References 

1. L Bruce Mayne, 'Tourists of the Past', The Amateur 
Historian, iii, 1956-58,20-31. 

2. L Toulmin Smith (ed), The Itinerary of John Leland, 
5 vols, 1906-10. 

3. Celia Fiennes's account of her journeys was not 
published until 1888, under the title Through England 
on a Side Saddle in the time of William and Mary; a 
corrected text, The Journeys of Celia Fiennes, ed. C 
Mon-is, appeared in 1947; and a more recent edition 
was published in 1983 (ed I Hillaby). 

4. Defoe's Tour has been published in several editions 
since 1727, including that by Everyman in 1928 and 

case, for example, at Longleat and in Oxford: travel-
ling from Knoyle near Shaftesbury, 'we went 4 miles 
to Longleat, the magnificent seat of Thomas Thynne, 
Viscount Weymouth, where, according to the old 
song, we found no want of good drink and good meat' 
(1 September); and in Oxford, 'we were handsomely 
entertained at dinner by Jonathan Cope, esq, gentle-
man commoner of Wadham College' (14 September). 
Of particular note was their visit to Stanmer (Sussex): 

to which place we had been invited by Thomas 
Pelham of that place, Esq, and Member of Parliament 
for Lewes, where we were most elegantly entertained 
at dinner and spent the evening and night. We here 
met the best thing any place could show us, an honest 
gentleman and to whose house every man of that 
stamp is welcome; and should anyone ask us what 
were the most agreeable things we met in our journey, 
we must unanimously answer the table and conver-
sation of Mr Pelham (14 August). 

As demonstrated by the writer of this account of a 
tour of England in 1735, conditions of travel and 
accommodation were very much matters of concern 
to those who journeyed in the early 18th century.' 
However, undeterred, the four travellers in fact cover-
ed over 800 miles and the whole tour took almost 
three months to complete (28 July — 19 October). It 
cost a total of £232.12s.10d, which included the 
purchase of three books and a map for the journey, 
accommodation, letters and washing. Commenting 
on this forty years later, the Rev William Cole, the 
Cambridge antiquary who had transcribed the 
account of the tour, concluded: 

the expenses for the journey, which for four gentlemen 
and probably two servants, at least one, with their 
horses and ten shillings for each person a day, with 
money given to see places, seems to be very 
reasonable and would not be so easy at this time.' 

an abridged version by Penguin (ed P Rogers) in 1971. 

5. British Library MS 5842, Miscellaneous Collections 
bequeathed by Rev W Cole, vol XLI, 244-71. 

6. J Hillaby (ed), The Journeys of Celia Fiennes, 1983, 
I1. 

7. Early 18th century writers who recorded, in various 
literary forms, their impressions of contemporary 
travel include George Farquhar, Jonathan Swift, 
Tobias Smollett and Henry Fielding; see T Burke, 
Travel in England,1942, chapter 3. 

8. British Library MS 5842,271. 
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One Canal, Five Bridges, Six Roads 
How the line of roads was altered 

by the building of the Peak Forest Canal 

Brian Lamb 

When studying a canal, railway or any line of 
transport, what you see during the first walks along 
its route you believe to have been in existence from 
the day it was first built. Whilst this may be true in a 
great number of cases, deviations do take place 
during the time of building, or shortly after, or many 
years after the line has been established, as time and 
traffic dictate or to allow an adjacent transport line 
to be built or improved. 

With the Peak Forest Canal and Railway, com-
pleted within seventeen years after its Act of 1794 
(34 George III cap 26), three deviations took place 
very shortly after the canal had started to be cut.' 
The writer has been researching this canal and its 
feeder railway since 1961, and over the years has 
seen a number of stopped off roads and also bridges 
taking a road across the canal at a right angle with 
disused sections of road still evident. 

Three of these deviations and stopped off roads 
have been researched in the last twenty years, and, 
after studying maps and plans, this short article is 
the result. It is hoped that it shows what lies hidden 
in any line of transport if a detailed study is made. 

Woodley: the effect of a canal on a road 

layout (Map 1) 

The small village of Woodley is situated approxi-
mately two miles south of Hyde and three miles 
northeast of Stockport. It lies above the river Tame 
and below Werneth Low, the highest point at 825 
feet to the east. 

The Peak Forest Canal was proposed to run north 
to south through the village, with no tunnel shown 
on the Deposited Plan of 1793. The area designated 
as Woodley (SJ958925) on this Plan comprised a 
road running from Stockport to Mottram, with a 
subsidiary road running to the east, past Meghole to 
Romiley via Wemeth Low. Butterhouse Green is 
shown as a small collection of buildings 350 yards 
to the south. The main Stockport to Mottram road 
turned northeast at the junction with the Romiley 
road. The road turning northeast to Mottram was  

called Bankfield Road and joined another road from 
Mill Lane, called Manor Road, which continued as 
the main road to Mottram and Hyde. 

The topography of the land that these roads passed 
over and that the proposed line of the canal was to 
follow, was an eastern outlier of Werneth Low, 
comprising in its surface levels, alluvium and glacial 
sand deposits. 

After levels were taken of the line of the proposed 
canal it was found that a deep cutting, or a tunnel 
with deep entrance cuttings at either end, would be 
required. Who contracted to drive the tunnel is not 
recorded, but it was started very soon after the passing 
of the Act. The contract for the deep cutting south 
of the proposed Butterhouse Green Tunnel was given 
to Robert Fulton of Pennsylvania (at this time living 
in Manchester) and Charles McNiven of Manchester 
in October 1794.2  In July 1799 Thomas Brown 
advised the Committee that, `the Works in Keens 
Cutting and Wood End Valley, between Hyde and 
Hatherlow cannot now be let at the Estimate thereto-
fore made by Benjamin Outram. Mr Thomas Brown 
is to let the cutting of the said part of the line at such 
price, as is advantageous to the Company.' By June 
1800 the works at these two places were nearly 
complete and had water in them, only requiring banks 
and hillsides to be stabilised, grass clods laid down 
and the towing paths gravelled. 

To return to Woodley and the north end of the 
Butterhouse Green Tunnel. The Bankfield Road had 
a 90 yard section stopped off and partly destroyed 
by the canal works. As this was the main and ancient 
road from Stockport to Mottram and Hyde it had to 
be replaced, which was carried out by applying for a 
`Certificate of two magistrates for making a new road 
in lieu of old ones'. This was obtained in March 
18104, a time when the works in this area were 
virtually complete and the new road or roads would 
be required. 

The section of the Bankfield Road destroyed was 
replaced by making a new road north and parallel to 
the canal as far as Mill Lane / Manor Road. At this 
point (SJ936923) the canal company built a stone 
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Woodley: Looking north — the curving wall centre left shows the line of the boundary of 

the pre-canal Bankfield Road; the wharf on the right is on the site of the road 

arched bridge taking traffic across the canal which 
connected with the original Mill Lane / Manor Road. 
The north east section of the Bankfield Road, on the 
east bank of the canal and leading to Manor Road, 
was renamed Manor Road and extended south 
parallel to the canal and curving west to rejoin the 
road from Stockport. This new layout provided two 
`main' roads from Stockport to Mottram and Hyde, 
the westerly road, Bankfield Road, and a new easterly 
road, the now extended Manor Road. Both these 
roads may be inspected today and the various 
diversions can be made out — if you know what you 
are looking for. (Hyde Road was a later turnpike.) 

Rawton Walls Bridge (Map 2) 

A bridge that is hidden from pedestrians and has only 
occasional road traffic is the bridge at Strines.5  It 
carries the Ridge Close and Disley road from Strines 
Road' to the Jackson's Edge Road at Disley. It is 
hidden, as access requires driving along a steep road 
towards Rawton Walls Farm from the present day 
Strines Road, before making a very tight turn to the 
bridge approach. Continuing along the road to Ridge 
Close is no better, the road being narrow and steep. 

The land either side of this bridge was owned by 
John Cavil Worsley, John Oilier and John Taylor, 
with a road and waste splitting the various plots. The 
map shows the land ownership and road layout. Two 
buildings, occupied by William Jackson and James  

Sykes in 1793 and during the 1920s by the Ancoats 
Boys Club as a weekend retreat, are still there. 

The proposed Peak Forest Canal was shown on 
the Deposited Plan of 1793 going from northwest to 
southeast, east of the two buildings and cutting the 
road from 'Spout House'' to Ridge Close. When 
resurveyed by Thomas Brown in 1794 the line of 
the canal was staked out along this line and it was 
noted as requiring a bridge (CD on the map) to 
accommodate the road. It was this road crossing the 
canal that gave Benjamin Outram and Thomas 
Brown, his resident engineer, something to think 
about. 

The map shows that the original road (AFE) 
crossed the proposed canal on the skew. The method 
of skewing bridges across a canal or river was known' 
but the technical details seem not to have spread, 
there being no journals or internet available to inform 
engineers of new developments. C T G Boucher 
states, `this construction was also unknown to 
Benjamin Outram [who] died 1805%9  If Outram did 
not know, it is also certain that Thomas Brown was 
not aware, which would confirm the reason that 
Rawton Walls Bridge was built as it appears today. 

To have built a skew bridge to carry the road across 
the proposed canal in this situation would have 
required a very steeply graded road from point A to 
gain height to reach the crown, giving a 'hump' shape 
to this proposed bridge with a daunting descent when 
approached from Disley and Ridge Close. 
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Rawton Walls — looking towards 'F' 
on the plan. 

The steep drive is the surviving part 
of the original road. The tunnel to the 

quarry is concealed by a garage. 

The map shows this revised layout and 
the length of road destroyed by the canal 
(AF) and the reinstated new length 
(BCDE). The length of the original road 
was 124 yards, with 72 yards destroyed 
by the cutting of the canal. The new length 
of road built to replace the original road 
from the east side of the bridge was 192 
yards. Due to the head clearance of 8 feet 
6 inches to allow boats to pass under the bridge, the 
approach ramp (BC) had to be alongside the towing 
path in order to gain the necessary height to pass the 
two buildings. There was no other solution to what 
is there today: BCDE. 

The original road from Ridge Close (EF) can be 
seen today dropping down to the canal bank and used 
as an access for vehicles to the two buildings. Just 
along the new diversionary road and below it, is a 
stone arched tunnel giving access to a small quarry 
to the west of the new road. It is thought that a wharf 
was made to allow stone to be sent by canal, though 
the quarry and the adjacent wharf were only in use 
for a few years. What nowadays looks like an access 
road from Ridge Close to the two buildings (EF) is 
the remains of the pre-1795 road. This can be easily 
made out once the road layout has been explained. 

Bugsworth Basin: realignments and 
diversions (Map 3) 
Bugsworth, prior to 1794, had a valley bottom road 
from Whitehough following the Blackbrook to 
Bugsworth, where a bridge (A) crossed the Black-
brook and took the road up the valley side to join the 
upper road from Chinley. The upper road was above 
the flood plain during the spring thaw and provided 
a safer route for travellers as well as a line of 
habitation for the villagers. The valley bottom road, 
whilst being the 'King's Highway' from Chapel-en-
le-Frith, was liable to flooding by the Blackbrook.'" 
The road from Whaley Bridge was joined at the 
bridge (A) across the Blackbrook. 

Due west from the bridge across the Blackbrook, 
there were two limekilns acting as a focal point for  

the traders from Marple, Stockport and Manchester 
who exchanged goods and coal for the burnt lime. 
The limestone was brought from Buxton and Dove 
Holes to Bugsworth for burning, with general goods 
taken back to Buxton and Dove Holes. 

The Deposited Plan of Thomas Brown of 1793 
showed the proposed line of the Peak Forest Canal 
( 'Derby Canal' on the Plan) as passing along the 
valley at Bugsworth to the foot of the proposed 
Whitehough flight of locks. These locks would raise 
the canal 129 feet to Whitehough, the summit level, 
and the terminal basin and railway exchange basin 
at Chapel Milton, at a level of 646 feet." 

The engineer, Benjamin Outram, and his resident 
engineer, Thomas Brown (also the Canal Company's 
Manager and Surveyor Superintendent), both had 
doubts about the Whitehough flight of locks and the 
supply of water. Hockham Brook reservoir 
(SK064822) was proposed to feed the terminal basin 
at Chapel Milton, but it would take at least two years 
to build and to fill with water. Meanwhile the canal 
company had only limited funds available and wished 
to have some income from the lime and limestone it 
would carry on its proposed railway from the 'lime-
stone rocks' to Chapel Milton. 

A scheme was put forward in April 179512  to 
deviate the railway south, using Whaley Bridge as 
the exchange basin with the railway routed via 
Horwich End and Marsh Hall to connect with the 
Parliamentary line of the railway at 'Top o' th' Plane'. 
This deviation was aborted when it was reported to 
the Committee in May 1795'3  that the land owners 
had raised objections and the Macclesfield & Chapel-
en-le-Frith Turnpike'4  had inflated the cost of the land 
either side of the road. 
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The Committee met in July 1795, discussed the 
best route for the railway, and resolved: 'That it is 
the Opinion of this Committee from the Calculations 
made by the Engineer and from the best Information 
they have been able to obtain, that it will be most for 
the Interest of the Company to make the canal as far 
towards Chapel Milton as it can be extended on the 
Level of the Canal at Disley and that a Railway be 
made from thence to the Limestone Rocks.' 15  

The idea of moving the terminal basin from Chapel 
Milton' was not new. Benjamin Outram, during the 
Petition to the House of Commons on 4 February 
1794 for the canal bill, stated that he was of the 
`Opinion, that it is practicable to make the Canal as 
... described, but he conceives that it will be most 
advisable to terminate the same about Two Miles 
below Chapel Milton, and from thence to continue 
the Communication by Railway or Stone Roads" to 
Loads Knowl.' 

With the Committee decision of July 1795, the 
canal terminus was at Bugsworth. Before this deci-
sion, Bugsworth would only have had a wharf or short 
branch canal, with a warehouse and possibly, a 
turning basin. Where these facilities would be laid 
out is anybody's guess; any suggestions are only 
conjecture. 

Between the passing of the Bill on 28 March 1794, 
the date for starting to cut the canal (20 May 1794) 
and the Committee decision of July 1795, plans 
would have been drawn up regarding the cutting of 
the canal through Bugsworth, the facilities required 
there and the diversion of the Blackbrook to enable 
t hese facilities to be built. 

The canal extended as far as is seen today, to the 
east end of the Upper Basin Lime Wharf 
(SK022820). Many of the extant features would have 
been built by 1796, the only feature not built until 
later being the Terminal Basin Lime Shed and Arm." 
The map shows the layout at Bugsworth in 1793 and 
in 1807, from which can be seen what alterations 
were required to allow the canal to be cut and the 
Terminal Basin, later called the Upper Basin, to be 
built. 

The first was the diversion of the loop of the 
Blackbrook along a new 138 yard long channel that 
replaced an original length of 327 yards. The 
reclaimed loop of the Blackbrook when drained was 
to form the Upper or Terminal Basin with a 50 yard 
Limestone Wharf at its eastern end. The bridge A 
on both plans shows the approximate position of the 
pre-1793 bridge that carried the valley bottom road  

and the Whaley Bridge road across the Blackbrook 
and would be demolished to allow the development 
of the wharf area around the basin. The valley bottom 
road from Whitehough would be realigned west to a 
new bridge (B) built over the Blackbrook northeast 
of the present day Navigation Inn. 

To allow the Bugsworth Wharf not to be obstructed 
by pedestrian and wheeled traffic from and to Whaley 
Bridge, two other bridges were built, one (D), across 
the 'throat' of the Terminal or Upper Basin would 
take the Whaley Bridge road more directly to join 
the upper valley road to Chinley and a second bridge 
(C) across the diverted Blackbrook to the northwest 
of the present day Navigation Inn. The new road to 
Whaley Bridge from Whitehough, the valley bottom 
road, would now take a northern loop, south of the 
two new bridges (C and D) and the realigned road 
across the canal at bridge D with a new section of 
road north of the new bridge C to connect with the 
valley bottom road from Whitehough and the upper 
road from Chinley. 

One other feature not originally planned but built 
later was a small building to serve as a beerhouse 
and shelter for the 'navigators' excavating the basin 
and the canal. Now the Navigation Inn, over the 
years a shop was added at the east end and an exten-
sive stables for 36 horses at the west end with offices 

Bugsworth - Bridge 'B' (above) and 
Bridge To' and the terminal basin (below) 
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above for carriers. A workshop was established for 
making baskets. 

The effect of a canal on this small hamlet in north-
west Derbyshire can only be seen when its growth 
can be worked out and plotted. It has taken the writer 
some time to finalise his ideas of what happened 

Notes and references 

The information has been taken from the Proceedings of 
the Peak Forest Canal Company held in the Public Record 
Office at Kew. Maps in the writer's collection and the 
Map library of the British Library have been consulted. 
Acknowledgement is made to both these depositories and 
for assistance provided in past years. Thanks are also due 
to W E Whalley of Romiley, who accompanied the writer 
on many of his walks along the towpath and who raised, 
discussed and answered many queries and questions —
usually over a glass in a neighbouring hostelry! 

The photographs were taken by Peter Brown in March 
2005. 

1. 	Building was authorised to start as soon as possible'. 
The following three lengths were mentioned: 
• 7 July 1794— from the Aqueduct bridge to Dukin-
field and specifically the cutting below Wemeth Low. 
• 8 September 1794 — the length comprising the 
upper level of canal to Marple was authorised to be 
completed. 

2. Proceedings of 8 October 1794 'for cutting a certain 
part of the Canal'. 

3. Proceedings of 5 July 1799. 

4. Proceedings of 12 March 1810. 

5. SJ964869, 9 miles 198 yards from Ashton Junction, 
Dukinfield. 

6. Stockport to Marple Bridge Turnpike Road, Act 41 
George III cap 98 of 1801. This was extended as far 
as New Mills some years later. 

7. Spout House (S1967869). This building is shown on 
the 1793 Deposited Plan and is still extant, lying to 
the north of The Grange. Spout House lies just back 
from the Strines Road hidden behind a building on 
the main road. It has recently (2003) been put on the 
housing market as a 'des res'. 

8. Skewing of bridges: Up to about 1788 road bridges 
were taken across a canal or river at right angles 
causing two sharp turns in a bridge approach. In 1788 
William Chapman (1749-1832) skewed some bridges 
across the Kildare Canal in Ireland. 

9. C T G Boucher, John Rennie 1761-1821, 1963, 46. 

10. W Braylesford-Bunting, Chapel-en-le-Frith: Its 
history and its people, 1940, 321, chapter XV, 
'towards cutting a trench four hundred yards in length 
to tum the River called Blake Brooke betwixt Chapell 
Parish and Bugsworth which has by the rapidness 
and force thereof utterly mined the King's highway  

when a canal invaded. A line of a canal or railway 
on current maps may reveal cul-de-sacs, or roads may 
appear unusually twisted or straight — the reasons 
can be sought for and often proved by the study of 
old maps and plans which show the topography of 
the area prior to its building. 

adjoining thereto at a place called Crispend'. Dr 
Clegg is also reported to have used this route, 'when 
his mare lost her footing one January night in ye ford 
below Bugsworth Hall', and again when his son Ben, 
on a journey to Manchester, was 'carried downstream 
in Bugsworth water'. 

11 
	

Deposited Plan of 1793 lists the rise of the canal from 
Plot 133 owned by Thomas Lee at Bugsworth to Plot 
144 owned by Catherine Plumb at Whitehough, a 
distance of 1,705 yards, as 129 feet, a gradient of 
1:39. 

12 
	

Proceedings of 23 April 1794. 

13. Proceedings of 18 May 1795: 'Resolved. That it is 
the Opinion of this meeting that it will not under the 
circumstances before stated be for the Advantage of 
the said Company of Proprietors to postpone the 
making of the said Canal and railway for so long a 
time as may be taken up in obtaining such Consents 
(of the Landowners), and that therefore the idea of 
such proposed Deviation of the said Canal shall be 
abandoned.' 

14. Macclesfield to Fernilee Turnpike Act, 10 George III 
cap 98 of 1770, with the extension to Chapel-en-le-
Frith in the early 1800s. 

15. Proceedings of 8 July 1795. 

16. The 1793 Exchange Basin between the Peak Forest 
Canal and Railway was to have been at Plot 156 
owned by the Rev John Lingard, leased and occupied 
by John Rangley, at Chapel Milton. The plot/field is 
still there lying below the Midland Railway Viaduct 
between the Blackbrook and the former Peak Forest 
Railway (SK054816). 

17. 'Stone Roads', laid to allow horse carts to move more 
smoothly, were composed of two lines of longitudinal 
stone slabs, laid parallel with a cindered or stone 
chipping centre walkway for the horse to grip and 
haul the wagon. They were laid virtually anywhere 
that a horse was required to haul a loaded wagon or 
coach and have been noted leading into former coal 
yards and along driveways to large houses and 
factories in the Manchester, Salford and Southport 
areas. 

18. The building of the Terminal Basin Lime Shed Wharf 
took place around 1816. No direct reference is made 
in the Proceedings to this arm and lime shed, so the 
approximate date of building can only be surmised. 
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Mid-Victorian Compensation Culture 

Michael Quick 

Lord Campbell's Act of 1846 enabled passengers 
and their immediate dependants to recover damages 
for injury or death in railway accidents provided that 
the claimants could prove negligence by the railway. 
Juries determined whether or not there had been 
negligence and assessed the amount of damages, 
though they were given guidance on what constituted 
negligence by the judge. By the 1860s this had 
become a serious matter for railway companies, and 
their officials felt they were being singled out for 
unfair attention. Over the seven years 1860-66 they 
paid £1,372,624 in compensation, an average of 
nearly £200,000 per year, for 169 passengers killed 
and 4,468 injured from incidents beyond their 
control.' In the period 1867-71 this rose to nearly 
£324,500 per year or 1.8% of passenger revenue.' 

This paper seeks to give some idea of the circum-
stances in which damages were given and of the 
reactions of people of the day by using items from 
The Times. Its reports of 1869 provide the core; all 
the cases found that year were considered (when only 
cases in England and Wales seem to have been 
covered); some were followed through into the 
following year. 1869 was chosen because it saw one 
particularly damaging case and also provided many 
run-of-the-mill examples. 

Many claims were settled by agreement without 
court action and thus did not make the news. This 
inevitably means that exaggerated claims are over-
represented but these do show how the system 
worked. If a company or claimant was dissatisfied 
with the original result the matter was put before 
judges who would order a retrial before another jury 
if they felt there were grounds for this. 

No attempt is made to convert money to present 
values, though it might be remembered that very 
many in both town and country managed somehow 
to get by on less than £1 per week; nor is any attempt 
make to go into legal technicalities. 

Sources of claims 

The commonest source of claims was the throwing-
about of passengers in the minor collisions which 
were then frequent. There was a repetitive element 
to these cases, admirably summed up in one instance 

by a reporter who had clearly heard it all before: 
Circumstances of the most ordinary character. A blow 
and rebound, a nervous shock, pain, loss of flesh and 
profits of business. 

In this case the company had paid £100 into court 
and the jury added another £100.3  

One apparently simple accident of this type proved 
very expensive. On Wednesday 23 June 1869 the 
London, Brighton & South Coast Company ran an 
excursion to Crystal Palace and back for the Licensed 
Victuallers. On its return journey its stop at New 
Cross was longer than at previous stations so that 
tickets could be collected. A large staff had been 
assembled for this and were doing their job as fast 
as they could, given the 'drowsy' state of the passen-
gers, when a goods train ran into the back of it. Those 
on the platform realised what was about to happen 
and managed to get the excursion under way but not 
sufficiently to avoid the collision. Only an estimated 
£40 of damage was done to the carriages but passen-
gers were thrown about and injuries were worse than 
might otherwise have been the case because many 
were out of their seats. One died later of his injuries 
and another, known to have been suffering already 
from tuberculosis, was held to have had his life 
shortened when a post-mortem showed that serious 
bleeding had been caused to his non-tubercular lung. 
Out of the 568 passengers which the train 'was 
supposed to contain' one had an ankle-bone broken, 
two were returned as very seriously injured, 36 as 
seriously and 49 as slightly but 350 lodged claims 
for compensation.4  The company wanted to settle 
all claims by agreement but 126 resulted in litigation; 
originally they set aside £45,000 for claims but 
eventually more than £70,000 was paid out. The 
Chairman claimed that they had only received £17 
in receipts, perhaps £8—£10 profit. This seems a 
remarkably small amount, working out at just under 
7d per passenger; however, according to Bradshaw 
the normal third-class fare then was 7d single, 1/-
return, and it was normal practice for excursionists 
to be charged a single fare for a return journey. Some 
second-class tickets had been issued; perhaps lesser 
fares for those who travelled only part of the way 
reduced the average. 

Another regular type of claim was made by passen- 
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gers injured when alighting. There was a monotonous 
thread to these. The passenger's story was that the 
train had stopped, he or she started to alight, and the 
carriage then moved on again, causing a fall and 
injury; the company's, invariably supported by its 
staff, was that the train had not fully stopped. The 
Metropolitan was the target of many claims of this 
sort, which is hardly surprising, given the frequency 
of its stops. A variant on this was claims for injuries 
received by passengers alighting when their carriage 
had stopped off the platform. 

There was some variety. Mrs Blackman received 
£30 when she fell over a weighing machine at 
Horsham, though the company claimed it was in its 
proper place.' There were also claims from falling 
down unlit or slippery steps. A singular case which 
attracted much attention was that of Miss Warren, a 
teacher of dancing who injured herself when she 
attempted to save herself from falling after tripping 
against a hole in the carpet at Spalding station. It 
was claimed that she would probably not be able to 
resume her occupation. Part way through the case 
damages of £1,500 were agreed.' A further type, 
not considered here, but contributing somewhat to 
the totals quoted above, was that where passengers 
successfully sued for false imprisonment and 
manhandling by lesser railway officials. 

Amounts 

The amount paid was supposed to be related to the 
severity of the injuries and standard of living of the 
injured prior to the accident. This principle was 
clearly explained to the jury in the case of Mrs 
Thorne, a widow with two small children, one of 
whom had been born six months after her husband's 
death. She was expected to take six to twelve months 
to recover from her injuries in a collision between 
arriving and departing trains at Victoria. The Under-
Sheriff acting as judge in the case warned the jury 
that while it was not his job to advise on the amount, 
he would say that it was not the jury's job to punish 
companies, nor was it right to award amounts that 
would allow people to set themselves up in higher 
positions than those to which they were accustomed. 
She received £250.' 

The lowest sum seen went to Mrs Colmer, who 
received £2 for injuries to her thumb when a porter 
slammed the door on her, while Mrs (or Miss?) Long, 
a domestic servant, received £20 for a similar incident 
on the Metropolitan.' Mrs Everett, a gardener's wife, 
received £75 from the London & South Western after  

her advocate had 'broken down' the railwaymen's 
evidence in an alighting case.9  Mr Beck, a master-
plasterer, received £150 for injuries in a collision at 
Bishops Road.' Mrs Onions received £200 for 
injuries received in alighting at Birmingham while 
she was taking a bundle of her husband's hinges for 
sale, as did Mrs Bennett of Liverpool for being tem-
porarily unable to help her husband in his jewellery 
business when she suffered a severe jolt on the way 
back from Southport, and Mrs/Miss Cooper, a cook, 
for an arm broken in a fall when an accident to 
another train had caused passengers to alight and 
walk the last 100 yards to Loughborough Park." 

Two cases concerned incidents when girls fell out 
of moving trains. Needless to say, their parents 
blamed the mishaps on failure to close doors properly 
while the companies blamed the girls. Miss Ody 
(aged seven) fell out just after Purton, was insensible 
for three days, and ill for seven weeks; she received 
£50." Miss Bratt (eleven) was ill for eight weeks 
after falling out of excursion train returning to 
Liverpool; she received £91.11s.6d.13  

At the other end of the scale Mr Fan, a young 
clergyman (27) with great prospects, already receiv-
ing £250 per year as Travelling Secretary to the Irish 
Church Mission, was crippled for life in a collision 
and unable to attend court; he claimed £8,000, to 
provide himself with an annuity of £250 for life, and 
received £5,000 plus £250 expenses." Mr Sagar, an 
engineer from Burnley, in receipt of 'a large income' 
originally received £4,000 for delayed paralysis in 
his arms resulting from an accident between Man-
chester and Bury in 1865. The company appealed 
and he now agreed on £2,000 to save the 'peril' of 
the retrial that was ordered.I5  Mr Chadwick, a patent 
safe and lock inventor claimed his earnings had risen 
to £866 per year before the accident; he received 
£2,000 for head injuries.' However, Mr Foster, an 
accountant earning £300 prior to the accident, who 
had received back injuries and claimed it would take 
a year or more to recover fully, only received £400." 
Another recipient of £2,000 was Mr Milne, an 
Independent Minister officiating at Tintwistle. He 
was injured in an accident at Copley Hill in October 
1867; initially he thought it only a slight matter and 
was able to go on to Leeds and address a meeting, 
though not for as long as usual. Serious symptoms 
appeared later so that he was now having to re-use 
sermons instead of composing two new ones per 
week." Mrs Lomax, wife of a 'professor of music' 
received £1,300 for fits which had come on some 
time after an incident on the Metropolitan when her 
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train stopped abruptly after it had been sent the wrong 
way at a set of points; she was thrown across the 
carriage and 'a stout passenger' had landed on her 
arm.19  The highest New Cross award seen was £3,500 
to Mr Squires, a second-class traveller who had 
claimed £7,000; he was a 29 year-old publican with 
a wife and two children and had had to sell his inn at 
a loss after receiving injuries which had paralysed 
him with little chance of recovery." 

Examples of damages received by relatives includ-
ed £300 (£75 of which was for possessions destroyed 
in the fire) by Mrs Outen, mother of Lord Farnham's 
valet, killed at Abergele; she had been provided with 
£25 per year by her son.21  Mrs Maycock, widow of 
a farmer killed in an alighting incident at Ongar, was 
originally awarded £1,500 — £400 for herself, the 
rest divided between her six children; this was 
reduced in a retrial to £1,000 of which she received 
£300.22  As for the New Cross victims, Mrs Bradley, 
the widow of the publican who died of his injuries, 
received £500 as a widow plus £224 for her own 
injuries. Amounts from £50 up to £350 went to her 
nine children, aged 21 to 8, the eldest receiving the 
smallest amount, presumably because he was 
regarded as capable of earning his own living. In 
total this family cost the railway £2,724." Mrs Way, 
widow of the publican whose death was hastened by 
the accident, agreed £500 for herself and her one 
daughter. 24  

Fairness in principle? 

Railway directors had long felt that they were subject 
to unfair treatment and their complaints were a 
regular feature of company half-yearly reports and 
meetings. A particularly vigorous attack was made 
in 1860 by Mr G Wilson, Vice-Chairman of the 
Lancashire & Yorkshire: 

Taking the number of people travelling down Market-
street, Manchester, and the accidents occurring to 
them from vehicles, sign-boards, or chimney-pots, he 
maintained that there were fewer people injured on 
this line in proportion to the number of passengers 
than there were pedestrians in Market-street. (Cheers.) 
Very little was heard of these; a stretcher carried them 
to the Infirmary, and a paragraph in the newspapers 
disposed of them for the future; while, if a railway 
company had the misfortune to injure any one, of 
course large claims were made against them, though 
ships might sink with 500 passengers on board, for 
which not the smallest shadow of a claim was made 
against the owners. Many complaints had been made 
to this company for defending their interests in law 
courts against extraordinary claims believed to be  

false ones. No claim for compensation was ever made 
to this board that was not referred to a committee 
composed of men as humane in their judgement on 
these subjects as any in the kingdom, and, if a choice 
had to be made in the interests of the claimants, he 
believed no tribunal could be found more actuated 
by a desire to meet all the exigencies of the cases. 
But claims were made which by no means represented 
the injuries sustained, and which put it entirely beyond 
their power to deal with them, except through an 
English jury. If he were to mention the singular 
instances of recovery after a verdict for large damages, 
the shareholders would be very much surprised. He 
confessed he had never seen yet a remedy proposed 
so successful in restoring an injured person to health 
as a good heavy compensation paid by a railway 
company. (Cheers.) 

He went on to say that his remarks would be 
regarded with distrust in the aftermath of a great 
disaster so he was taking the opportunity of 'a favour-
able time' for expressing his views." 

In 1869 the Chairman of the North Staffordshire 
complained about damages awarded to a passenger 
who had stayed in a waiting-room long after a train 
had left and then stepped out into a hole in the 
platform where some boards had been lifted to enable 
pipes below to be repaired in the interval between 
trains. Although the passenger had been warned, 
the judge's summing-up had left the jury little to do 
other than fix the amount of damages. He pointed 
out that the most recent Board of Trade Report had 
shown that in 1868 only 40 passengers, out of 
288,000,000 carried, had been killed on the railways 
through no fault of their own (31 of these at Abergele) 
and claimed that on the previous day there had been 
eight fatal accidents on the London streets through 
people being run over.26  

Comparisons between the liabilities faced by rail-
ways and the freedom enjoyed by other companies 
were frequently made. Some of these overlooked 
the fact that passengers had paid fares and therefore 
entered into a contract for safe carriage whilst many 
of the examples they quoted, such as factory and 
colliery accidents, were of a different type; it was 
also much easier to show negligence after a railway 
accident than it was in the case of a steamer that went 
down with all on board. However, they also pointed 
out that people rarely, if ever, sued cab drivers who 
caused death or injury to their fares by careless 
driving; it was not worthwhile. An item in the paper 
of 16 October 1867 stated that in 1866 205 people 
had been killed in the streets of London in accidents 
involving falling off vehicles or horses, collisions 
and being run over; 29 per cent of these involved 
cabs and omnibuses. This gave force to the com- 
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panies' complaint that they were singled out because 
they were regarded as wealthy and therefore worth-
while targets. 'S.M.', who gave his address as Picca-
dilly, complained that he felt that he was being treated 
as a criminal because he was a railway shareholder.2' 

A piece in The Examiner written immediately after 
Miss Warren's case sought to put matters in perspec-
tive. It said that it was seldom that a journalist felt 
called upon to say a word on behalf of railway com-
panies since their interest was powerful and the 
conduct of their boards so arbitrary and tyrannical 
but even railway companies had rights. It criticised 
her award as absurd. Accidents of the sort that befell 
her happened every day in many places — would 
she have sued the Royal Academy if she had tripped 
over matting at one of its exhibitions? It also made 
the point that in many respects the law rewarded the 
rich at the expense of those less well-off since 
damages depended on status and the money would 
have to come out of fares paid by all. Rich widows 
came in for particular comment (was it felt that they 
had already received their reward?); would they sue 
the maker of a defective gun which burst, killing a 
man out shooting? 'Rob Roy's rude efforts at practi-
cal socialism had a certain poetic picturesqueness 
about them which these raids against railway 
companies lack:2' It might also have added that pain 
was likely to be the same, regardless of the wealth of 
the sufferer. 

Companies had a further sense of grievance in that 
they felt they took great care to look after casualties. 
According to the paper's description of the New 
Cross accident, Mr Cornish, 'a resident medical man' 
was sent for and gave all needful assistance. The 
worst cases were said to be that of Mrs Hay (fractured 
ankle) whom Mr Cornish accompanied to her home 
in Stratford, Mr Bradley of Stoke Newington who 
had a contused wound on his face (and died later) 
and Mr Freeman of Clay Hall near Enfield (severely 
injured back). A special train was sent to bring the 
survivors back to London Bridge, where it arrived at 
12.15am though counsel in one of the cases later 
complained that their insistence on taking the injured 
on to London Bridge for treatment had aggravated 
some injuries. Preparations had been made at the 
Terminus Hotel to receive any who wanted to stay 
there but all preferred to go to their own homes. The 
Chairman claimed that three surgeons had been 
engaged as soon as possible to attend to the injured. 
Mr Dunford, a barman at Bromley, was even given a 
free pass to go to the Isle of Wight to recover; he 
later claimed £25 for doctors' fees and £1 per day  

expenses for his holiday (of unspecified length) and 
was awarded £35, of which £5 was for medical 
treatment.29  

How fair were juries? 

At the best of times there seems to have been a 
random element to jury awards which is hardly 
surprising given the nature of their task. They were 
laymen called upon to decide the extent of victims' 
injuries in the face of often wildly conflicting 'expert' 
evidence. Again and again claimants would produce 
evidence that they had received injuries that would 
impair their activities for a long time, if not for life, 
while the defending company's witnesses would 
argue that they would recover soon or that much of 
their trouble resulted from earlier conditions. Even 
more potentially perplexing was that many claimed 
some sort of nervous impairment as a result of the 
shocks they had received, often as an effect delayed 
by two or even more years. There were so many 
references to 'fits', 'hysteria' and the like (among 
men as well as women) that this writer was given 
cause to wonder whether Victorian upper lips were 
quite as stiff as is sometimes assumed. 

There was also the question of alleged malice by 
juries. There was widespread feeling that they used 
compensation cases as a way of gaining revenge 
against unresponsive railway boards. 'Pennyweight' 
of Great Malvern complained that he had suffered 
because of the behaviour of rival companies at 
Worcester. He had a Midland ticket so the Great 
Western made him wait for the next Midland train 
and then delayed the latter by their shunting 
operations near the time of its departure; the Great 
Western might have had 'a crow to pluck' with the 
Midland but railway directors needed to remember 
that passengers were sometimes jurymen.3° 'Mato? 
of Preston said it was no wonder that Lancashire 
juries hit companies hard when nothing had been 
done for three years to Preston station which had 
been condemned as inadequate and dangerous by the 
Board of Trade and was owned by two of the richest 
companies, the London & North Western and the 
Lancashire & Yorkshire.3 ' The Pall Mall Gazette 
joined the fray saying that each excessive jury award 
was a blow against a vicious system in which regular 
protests failed to stop practices such as failing to 
provide sufficient carriages so that second- and 
sometimes even first-class passengers found 'half-
a-dozen navvies fresh from their work, unwashed, 
half-drunk, obstreperous and perhaps obscene, 
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bundled in among a number of other passengers who 
have paid their money expressly to avoid such com-
pany'. Habitual lateness and danger to passengers 
from the over-working of railway employees were 
other examples given of failure of directors to take 
any notice of criticisms, making them liable to jurors' 
revenge.32  

The only way to attempt even a rough assessment 
of juries' faimess is to look at the cases that came 
before them. They did not in fact always favour the 
passenger. Out of `alighting' cases (including those 
where passengers had alighted off the platform) that 
came before them, only 7 out of 18 seen were initially 
settled in favour of passengers. One case that might 
have been expected to arouse sympathy but failed 
was that of an infant which fell from its mother's 
arms whilst she was alighting." In nearly every other 
type of case negligence was admitted (only some 
unforeseen Act of God could otherwise have caused 
an accident) and the jury's task was to fix damages. 

The evidence of appeals would suggest that juries 
were inclined to be overgenerous. Companies `won' 
eight out of ten appeals seen, in the sense that the 
verdict was overturned or the amount reduced. Mrs 
Sims lost her £300 awarded for injuries sustained 
when she jumped out of a carriage stopped beyond 
the platform because it was held that her own 
negligence was to blame and Mr Praeger, a dancing-
master, who had alighted onto the inclined part of a 
platform lost his £1,500.34  Mrs Trowbridge, a 
widowed cheese-monger travelling third-class on the 
Metropolitan had her damages reduced from £3,000 
to £1,250.35  On the other hand, Mr Farr and Mrs/ 
Miss Long kept their original sums after retrials.' 
At least two New Cross sufferers had their damages 
reduced. Mr Wilson, for twenty years a drayman 
with Barclay & Perkins claimed £1,500 for 
concussion to the brain and spine and for having 
`fallen away in flesh' and was originally awarded of 
£800; on appeal another court decided that this was 
excessive and said it would order a retrial unless he 
agreed to accept £600.32  Mr Plank saw his damages 
reduced from £1,150 to £650." However, there is 
always the possibility that companies sometimes used 
their legal muscle in the hope that the random nature 
of jury awards would work in their favour in a retrial. 

On the other hand, a number of New Cross cases 
point in the opposite direction since juries were 
prepared savagely to reduce absurd claims. In 
proportionate terms the worst cases included Mr 
Scott, who claimed £5,000 and received £125; Arthur  

and Elizabeth Johnson who helped their father with 
his six public houses and claimed £15,000 but 
received £800; and Mr and Mrs Fenton who claimed 
£600 and only received £15." 

Other beneficiaries 

Passengers were not the only ones to benefit from 
compensation cases. They made much work for 
lawyers — so much that the Chairman of the Brighton 
company claimed that 20 per cent of the sum cost by 
the New Cross accident had gone on legal fees. He 
justified this on the grounds that in many cases sums 
paid out were far lower than had been claimed. He 
also said that some lawyers had apparently been 
touting for business, and one had been behind as 
many as thirteen or fourteen claims. This could 
explain the apparent ease with which people of 
limited means were able to sue large companies. In 
addition to the claims themselves, there were further 
actions over the reasonableness of fees and expenses 
claimed by lawyers and others involved. 

The medical profession gained because there was 
much need for expert witnesses, who invariably 
managed to provide conflicting opinions. One called 
more than once was Sir William Fergusson, Professor 
of Surgery at King's College, London.4° No 
information was given about the fees he received but 
he does seem to have been prepared to give his 
opinion rather lightly. He appeared for Mr Statham, 
who claimed 'large' damages for injury to his nervous 
system in the New Cross case; under cross-
examination Fergusson admitted that he had not 
personally examined Statham but based his opinion 
on what he had been told by Docking, whom he had 
believed to be Statham's doctor but was not. The 
jury awarded one farthing and Statham's appeal that 
this was inadequate was later rejected.' 

Some doctors also seized their chances to try and 
profit, though here it must be remembered that it was 
then a common practice for doctors to operate a rough 
and ready health service of their own, subsidising 
poorer patients by charging much larger fees to the 
wealthy — and railway companies were clearly seen 
as very wealthy. In Miss Harris's case, to be covered 
more fully in the next section, Dr Budgett of 
Commercial Road claimed £220 expenses for his 
ministrations. On 24 June he had charged £2.8s, 
including 5s and 7s.6d for visits. At this point the 
judge intervened and demanded to see his fee-book; 
this showed that he usually charged the poor I s.6d 
per visit, including a powder, and tradesmen 2s. Mr 
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Keeper, also involved at New Cross, was attended 
by Dr Pryce (a specialist?), who charged three 
guineas for each of 13 consultations, and Dr Swire 
(a local practitioner) who claimed £45 for visits and 
medicines to the end of December; the judge said 
that allowing for medicines this worked out at about 
120 visits at 7s.6d each.42  

Frauds 

In addition to claims which were clearly exaggerated, 
there were instances of downright fraud. One such 
was that of Miss Harris, described as a young woman 
of about nineteen whose father kept a beershop in 
Whitechapel, frequented by sailors to whom he 
advanced money and for whom he cashed advance-
notes and acted as an outfitter. She claimed concus-
sion of the brain and spine as a result of the New 
Cross collision, causing hysteria, sickness, loss of 
appetite and other symptoms 'to which it would be 
impossible to allude here'. All medical witnesses 
agreed that she was weak and hysterical but some 
argued that her illness was effectively self-inflicted. 
Witnesses who had been in her father's employ at 
the time said that she had taken to her bed and openly 
stated her intention of making up a case and that she 
was in the habit of making herself sick by putting 
fingers down her throat. Her case took more than 
two days to complete (very unusual then) and the 
verdict, for the company, was given so late on the 
third day that it was not in time for the following 
day's paper. No evidence of action against her was 
found; it seems that she was regarded by the court 
more as an object of pity than as a criminal.43  

Less fortunate was Matthew Burton, a weaver 
living near Nottingham and said to be earning 25s 
per week. In December 1868 he claimed to have 
been injured in a collision on the Midland near the 
junction at Mansfield. There were no immediate 
serious effects and initially he accepted £10. How-
ever, as time went on he felt much worse and made a 
claim for higher damages. By the time his action 
came to trial at Westminster in June 1869 he was 
apparently in a deplorable state, only able to answer 
in whispers. He had to be carried into court and lay 
in an armchair covered with blankets while one man 
held his head, another his heels. Fergusson was 
amongst those who said his illness was genuine, 
saying that spinal injuries were to blame. Burton 
received £750 damages plus £213 taxed costs. The 
Midland paid but as a result of information received 
they had him watched. He was seen climbing to the  

tops of omnibuses without effort and larking about 
on the beach at Scarborough. The result was a retrial 
at which Burton maintained the genuineness of his 
injuries but was ordered to repay the damages; this 
he claimed unable to do because he had spent the 
money. The Midland then prosecuted him at Notting-
ham Assizes for fraud and for perjury in swearing 
false affidavits for the retrial. Burton claimed that 
he was medically too weak to understand what he 
was doing but the jury took less than half-a-minute 
to find him guilty. The judge sentenced him to fifteen 
months, adding, with some reluctance, that since had 
undoubtedly suffered somewhat, it should be without 
hard labour.44  

An even more blatant case was that of Dickeson, 
aged 32; allegedly he was a travelling draper but 
prosecuting counsel argued that he had no proper 
occupation. He had received £250 damages from 
the London, Brighton & South Coast though he had 
not even been on the train which was hit at New 
Cross. A number of people of dubious background 
had helped him and his failure to provide one of these 
with her promised share caused his downfall. At his 
criminal trial he was able to produce one witness 
who swore that he had seen Dickeson at Crystal 
Palace on the day involved, but this witness had 
disappeared when the judge tried to call him back at 
the end of the trial. Dickeson's final reward was two 
years with hard labour.45  

Surprisingly limited consequences 

The most obvious result as far as railway companies 
were concerned was the loss of revenue and the brunt 
of this was borne by shareholders, who received 
reduced dividends. The Brighton's chairman claimed 
that but for the accident they would have been able 
to give a dividend of 22s.6d for the second half of 
1869 instead of the 10s actually given; it had also 
set back the company's recovery from its financial 
problems of a year or two before, when no dividends 
had been paid. One would have expected severe 
criticism from shareholders but no letters along these 
lines have been seen in The Times though those 
criticising alleged general financial mismanagement 
were a regular feature of the paper and there were 
instances of shareholders demanding (and sometimes 
getting) committees of enquiry into directors' 
handling of finances. The reported versions of half-
yearly meetings point the same way: the cheers at 
the Lancashire & Yorkshire's meeting were not an 
isolated response. This is doubly surprising since 
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most, if not all, shareholders would also have been 
passengers. 

There were suggestions that such matters should 
be put before a tribunal of men specially selected 
for the task. The Regulation of Railways Act of 1868 
did allow the Board of Trade to appoint an adjudi-
cator if both company and claimant made a written 
request but this seems rarely to have happened —
there is nothing to indicate that this provision was 
not to come in force immediately upon the passing 
of the Act in July 1868 yet no instances of its use 
have been seen.46  The likeliest answer for this would 
seem to be that claimants preferred to try their luck 
with juries; if this was the reason, it would give force 
to companies' complaints that the system was unfair. 
Several chairmen also argued that compensation 
ought somehow to be linked to the fares paid. They 
felt that if a well-to-do person travelled second- or 
third-class (which some then still regarded as an 
undignified practice, if not downright theft) then he 
should at most receive damages appropriate to that 
class of traveller. 

There is a possibility that the introduction of cheap 
workmen's fares was held back by the compensation 
issue, though some companies were already 
providing these. &H.'s letter, already quoted, said: 
`If, too, our case is bad now, it will become much 
worse when the exertions of that large class of 
philanthropists who are ever ready to do a kind action 
at the expense of other people shall have forced upon 
us the establishment of cheap trains for the 
conveyance of workmen, whom, as it appears, we 
shall have to insure as well as convey'. A number of 
railway officials also publicly said that unlimited 
compensation was a barrier to providing cheap trains, 
but this might simply have been an excuse for not 
providing services they were against anyway. The 
Metropolitan had been obliged by Parliament to 
provide these but the London, Chatham & Dover did 
so of its own free will from 27 February 1865, having 
first taken the precaution of obtaining a special Act 
to limit compensation to £100 and to have the amount 
decided by arbitration, an arrangement The Times 
considered provided a reasonable balance.4' This 
had been considered, though not always favourably, 
at a number of meetings held by groups seeking to 
promote the cause of workmen's trains. In 1870 a 
general Act was passed, extending the limit to all 
companies. 

As a result of representations by railway compa- 

nies, a Commons Select Committee looked into the 
whole issue. Its report in 1870 said that the limited 
workmen's compensation arrangements appeared to 
be working well, though one wonders whether they 
had been in operation long enough for a fair verdict 
to be given. Their opinion was that that trial by jury 
was unsatisfactory for other cases and recommended 
the setting-up of a special tribunal whilst retaining 
unlimited compensation. However, if juries were 
retained, they suggested setting limits: £1,000 for 
first-, £500 second-, and £300 third-class. Nothing 
came of this." 

Colonel Yolland's report on the New Cross acci-
dent was characteristic of many of this time. His 
conclusion was that: 

The collision resulted from gross neglect on the part 
of the company's servants in charge of the goods train, 
more particularly the driver, and I am not assured, by 
any means, that the guards were attending to their 
breaks. 

The collision would not have occurred if the traffic 
had been worked on the absolute block system. 

The reaction of the Brighton's Chairman was typi-
cal of that of directors in general. He clearly felt 
they were doing their best to provide safe travelling 
conditions and it was unfair to punish companies and 
their shareholders for avoidable accidents resulting 
from the carelessness of their employees. They 
continued to say that professional railwaymen knew 
better than the Board of Trade's inspectors and 
generally behaved as if their particular company 
could not possibly learn anything useful from any 
other one. They had a point when they argued that 
some of the suggested `improvements' would have 
added to the dangers but neglected the obvious policy 
of working together and with the Board of Trade to 
devise safe ones. They also refused to take notice of 
long-standing and widespread suggestions that 
railwaymen's hours should be reduced in the interests 
of safety, though these seem to have come from the 
general public rather than the Board of Trade — there 
was, for example, no hint in the New Cross report 
that excessive hours had contributed. It may be that 
behind the scenes greater emphasis was put on trying 
to make railwaymen follow safe practices (surely the 
most obvious reaction to the possibility of being 
mulcted for heavy damages) but if so, there was no 
public acknowledgement and the many accidents 
which occurred in the 1870s would suggest that at 
best little action was taken until Parliament forced 
the issue with its legislation on braking and signalling. 
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1869 and the summaries of the LBSCR half-yearly 
meetings, 3 February and 19 July 1870. 

For articles on 'Compensation' and 'Lord Campbell's 
Act' see J Simmons and G Biddle (editors), Oxford Com-
panion to British Railway History, OUP, 1997. 

Otherwise, all material comes from The Times, unless 
otherwise indicated; dates are those of paper, not event. It 
should be noted that the names given in this article are 
shown as found. Given the peculiar renderings of place 
names sometimes found in items on railways, it cannot be 
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case, not used here, was headed 'X v GW' but concerned 
an incident at `Rhyll'. 

Note that then single women and widows could sue on 
their own behalf but married women had to do so through 
their husbands; since only surnames were normally given, 
single women were often indistinguishable from widows. 
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case 23 June 1870 
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29. Dunford v LBSCR, 12 February 1870 
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33. Penver (infant by a friend) v Cornwall Railway, 7 
December 1869 

34. Sims & wife v GWR, 10 February 1869; Praeger v 
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35. Trowbridge v Met R, 14 December 1869 

36. Farr, 5 November 1869; Long, 17 November 1869 
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1870 

38. Plank v LBSCR, retrial 13 January 1870 (no report 
of original action seen) 

39. All v LBSCR 1870 - Scott 21 January, Johnson 9 
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40. The paper did not give his position as the reporter 
clearly thought readers would know who he was. It 
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Fergusson thus described in the Concise DNB; on 
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41. Statham's appeal 4 June 1870 
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Thorne Boating Dikes 
and the Stainforth & Keadby Canal 

Pat Jones 

The recovery and sale of peat from the moors around 
Thorne was probably a trade of some antiquity; it is 
known that peat was being brought by water to York 
in 1388, and it almost certainly came from South 
Yorkshire, if not from the vicinity of Thorne itself. 
The local demand for peat would have been signifi-
cantly increased in the 17th century as a result of the 
population increase following Vermuyden's drainage 
works, which also provided improved access from 
the moors to the river Don, which was the main artery 
of trade. History records — incorrectly — that Ver-
muyden's 'great barrier bank' blocked-off the south 
branch of the Don, but it is now known that the river 
was carried through the bank by a pound-lock 50 
feet long and 16 wide, called initially Thorne Sasse, 
but later termed Thome Sluice (Figure 1). It lowered 
craft into the old river, and gave access from thence 
into certain drains. These drains became known as 
`boating dikes'; many of them were only navigable 
by small open boats, but at least one could probably 
be used by larger craft. The earliest description of 
them known to the writer is on page 154 of the His-
tory and Antiquities of Thorne, published anony-
mously at Thome in 1829, and now believed to have 
been written by William Casson (1796-1886). 

The ancient lines of the boating drains, by which peat 
was formerly brought to the town, converged to a 
point near a small cottage, lately built on the moors 
for Harry Stocks, thence the boats proceeded up the 
long drain to High Bridge, across the present line of 
the canal to Double Bridge,' where was a small lock 
for holding up the water; after again crossing the line 
of the canal, near Jacob's Well, at the Wike end, they 
proceeded close by the town side to a sluice, taken 
up by order of the participants a few years ago, and 
thence into the river Don. 

At the time this trade was in its greatest prosperity, 
the boating dike was filled with clear water and was 
an ornament to the town, into which, it is said, that 
the water intruded at times so far that boats have been 
seen up a wide open sewer that extended across the 
market place, fastened to the houses at the end of 
Church Lane. Since the removal of the sluice, before 
alluded to, the communication with the river has been 
cut off, and this dike has become the common 
receptacle of filth, and a nuisance to the town. 

The boats employed in transporting the turf from 
the moors are clinker built, about 27 feet long, and  

131/2  wide; they are sharp at both ends, and made to 
work either stem or stern foremost, the drains being 
too narrow to allow the turning of such boats in them. 
Formerly, there were above thirty of these vessels 
employed in this neighbourhood, but now there are 
not more than eight or nine, which are chiefly confined 
to the moors. 

It is to be doubted whether the double-ended boats 
that worked on the moors were indeed 'about 27 feet 
long and 131/2  wide'; according to Charles Hadfield's 
Canals of Yorkshire and North East England, Vol 1, 
1972, page 226 (citing information provided by John 
Goodchild) they were 'about 28ft x 6ft'. It is, 
however, possible that slightly larger craft could have 
worked on the main waterway, as will emerge later. 
The most complete account of the boating dikes ap- 
pears in John Goodchild's 'The Peat-cutting Industry 
of South Yorkshire' published in the South Yorkshire 
Journal, Part 3, No 7 (May 1971) by Cusworth Hall 
Museum, Doncaster, part of which follows: 

The system of waterways leading to the Boating Dyke 
is shown on Thomas Jefferys's map of Yorkshire, at 
a scale of about I" to a mile, surveyed in 1767/70. It 
is difficult to discover from Jefferys the extent of 
navigable waterway, but his map does show a proper 
canal lock between the Dun and Thorne town — a 
lock which has its gates, possibly by an error on the 
part of the cartographer, facing up towards the Dun. 
This was probably the lock shown on the 1752 plan 
as 'Thorn Sluice', and which would be rendered 
useless with the opening of the Stainforth and Keadby 
Canal, which ran over part of the course of the Boating 
Dyke system, and which probably resulted in the 
closure to navigation of its lowest mile or so. Another 
lock, which is said to have been built near Double 
Bridge, may have also disappeared during the 
construction of the new canal. The 1767/70 map also, 
incidentally, shows what may have been a navigable 
branch canal stretching out from the Boating Dyke 
westwards across a piece of common towards 
Tudworth. Interestingly, the Hatfield Chase Act of 
1813 made provision for a number of new drains and 
the improvements of old ones, including one new 
drain nearly parallel to the South Soke Drain of the 
Keadby Canal, and which new drain was to pass under 
the Boating Dyke — in other words, the level of the 
dyke was to be maintained, presumably for 
navigation. The navigable waterway system was 
extended to the east by powers granted under the 
Chase Improvement Act of 1783, to build a drain from 
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near Althorpe Sluice to the Trent, on which the Lord 
of the Manor of Crowle was to be allowed to navigate.2  

Before the opening of the Stainforth & Keadby 
Canal (Act 1793 [33 Geo III c1171, opened c1797) 
the cut turves, after drying on the moors, were brought 
down the system of navigable drains to the Dun, the 
traffic providing employment for the 30 or 40 boats 
already mentioned. From this period, however, the 
trade in turf seems to have declined, probably owing 
to the inter-operation of a number of new factors: 
firstly, new collieries were being opened out in the 
1790s in the area between the Aire and Dun valleys, 
and were finding markets for their coals in the valleys 
of the Ouse and Humber, previously partly served 
with fuel from the peat moors; secondly, the transport 
of peat from the workings after the opening of the 
Stainforth & Keadby Canal meant either the payment 
of dues on the new waterway or the carriage of peat 
overland to the nearest free navigation at Thorne 
Wharf; thirdly, the processes of improved drainage 
and Parliamentary inclosure were being accelerated 
locally, and were resulting in the drainage and 
inclosure of large new areas of peat moor, and their 
conversion into arable land. 

Double Bridges Stanch c1783-1806 

It is now possible to resolve some of the uncertainties 
in this account; the 'lock, which is said to have been 
built near Double Bridge, [that] may have disappear-
ed during the construction of the new canal' can now 
be shown to have existed at least until 1804, indicat-
ing that the opening of the canal from Keadby to 
Stainforth was later than previously supposed. 
Double Bridges Stanch is shown on a 1793 sketch 
made by Wm Fairbank II, reproduced below. 

The direction of water flow — shown by the arrows 
— confirms Casson's statement that its function was 
`holding up the water', presumably made necessary 
when the Dike's eastern outfall was moved to Keadby 
under the 1783 Chase Improvement Act.' The width 
of the waterway, 40 links (26.4 feet), together with 
the fact that both this lock and Thome Sluice are 
drawn with double mitred gates, suggests that craft 
of more than 6 feet beam could have used this 
waterway. The continued existence of Double 
Bridges Stanch in 1804 is implied by a document 

Figure 2: Course of the Boating Dike from Keadby Canal to its junction with the Idle, 4 February 1793 

(Part of page 68 of Field Book 72, William Fairbank II ( 1730-1801), Sheffield City Archives) 
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High Water 

Low water 

titled 'Levels from the Sluice floor at [Keadby] and 
along the Boating Dike to White [Gate, Thome]' .4  
This item is now too frail to photocopy, and the right-
hand part is lost, but the data reproduced alongside 
was abstracted by Dr Michael Lewis, who kindly 
made a copy of his notes available to the writer. 

From the river Trent to waypoint 13 the water-
course is entirely artificial. Between waypoints 13 
and 26 the watercourse was natural, being the course 
of the Old River Don or southern Boating Dike, but 
although it is named 'Boating Dike Drain' on the 
modern map, it was named 'Meer Drain' on the 1849/ 
53 map.' The 1849/53 map does not show a water-
course across the site of the former Thorne Meer 
between waypoints 22 and 25. It is, however, shown 
on page 68 of Fairbank's notebook: the point where 
the waterway below Double Bridges Stanch makes 
an acute turn downwards is map reference SE711116. 
The road beside it was described as 'Clay Bank Road' 
in 1849/53; on the current map it is un-named. Where 
the vertical line below 'Bled  Ketching' meets the 
Boating Dike is map reference SE711112. The 1849/ 
53 and current OS maps show it receiving its water 
from the 'Drain' shown by Fairbank making an end-
on junction with the Boating Dike. 

The normal surface levels of the sections of 
Boating Dike separated by Double Bridges Stanch 
seem not to have been established by previous 
research, but it would be reasonable to assume that 
the bed level immediately upstream from Keadby 
Sluice approximately corresponded to that of its sill, 
which was 6 inches below low water [2 feet 6 inches 
below OD (Newlyn): Skempton, p152]. The bed 
level at the bottom of Double Bridges Stanch was 
probably about 1 foot 6 inches below OD; a navigable 
depth of 2 feet would therefore give a surface level 
there of about 6 inches above OD .° Figure 3 seems 
to show that the normal surface level below the stanch 
corresponded to the bed level above the stanch; given 
a moderate flow, and with the outfall sluice gates 
closed by the tide, the surface level above the stanch 
might have approximated to 2 feet 6 inches above 
OD. In high-flow winter conditions it reached 6 feet 
8 inches above OD.' The 1849/53 OS map shows a 
benchmark 7.4 feet above OD (Liverpool) on Double 
Bridges and a spot level of 9 feet on the road surface 
nearby. Clearly, craft could not pass through the 
bridges in these conditions. The western end of the 
Boating Dike entered the tidal river Don at Thorne 
Waterside, and the fact that spring tides rose higher 
than land east of Thorne Sluice confirms that its gates 
would have pointed to the Don as drawn by Jeffreys. 

[From Trent for 1m 21/2f — lost] 

[I] 2m 0 f New Bridge [map ref SE810099 — now 
known as Pilfrey Bridge, is where the Tome and 
several drains converge to tun directly to Keadby] 

[21 2m 21/2f Pilfrey Gate [SE807099 — leading to 
Pilfrey Farm] 

[31 2m 61/2f Curlew Closes [farmland belonging 
Curlews Farm, and nearest the drain] 

[4] 3m 13Af Old Tome End [SE788102 — referred 
to on old maps as 'Tome Nook'] 

[5] 3m 3W Top Corner of Curlew Closes 

[6] 3m 4 f Crowle Bridges [SE783105 - referred 
to locally as 'Double Bridges] 

[71 3m 71/2f Nettle Rails 
[8] 4m 31/2f Tyth Piece Bridge 

191 4m 6 f Top of Triangles [section of the North 
Level Engine Drain nearest to Triangles Farm] 

[10] 5m 0 f Mr Chesters Bridge 

[11]5m 11/2f Rabit House 

[12] 5m 41/2f Smack Farm Bridge [5E750098 - 
the bridge over the North Level Engine Drain, 
leading to Smaque Farm] 

[13] 5m 6 f Old Dunn End [SE748097 — otherwise 
Dirtness Crook, adjacent to Dirtness Bridge Farm] 

[14] 6m 21/2f Cross Bank Bridge [5E741093 — now 
known as Jaques Bridge, and crossing Chester 
Bank] 

[15] 6m 4W Mr Smeatons Bridge 

[16] 6m 7 f Mr Hamews Bridge 

[17] 7m 0 f Old Bridge 

11817m 21/2f Blood Hall 

[19] 7m 31/2f Mr Wm Cowlmans Bridge 

[201 7m 7 f Mr Robt Cowlmans Yard 

[2118m 0 f Brown Bridge 

[22] 8m 2 f No Mans Friends [The site formerly 
occupied by Thome Mere. The name and site is 
referred to in Casson's History of Thorne (1829)] 

[23] 8m 5 f Fleet Bridge 

[24] 8m 6 f High End of the Meer [between 
Buildings Farm and Double Bridges Farm] 

[25] 9m 3 f Double Bridge Stanch [adjacent to 
Double Bridges Farm] 

[26] 9m 5 f White Gate [SE696121] 

Double Bridge stanch 

High Water Mark m '804 

Lowest low water in Trent at Kcadby in summer 

Figure 3: Diagam of Levels (Dr M J T Lewis) 
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Double Bridges and the former Boating Dike looking towards the Stainforth & Keadby Canal, Wykewell 
Bridge, and Thorne. The bridge-hole appears to be about 9 or 10 feet wide. The close proximity of the 
two bridges to each other would have ;wide reversal necessary by craft passing beneath both of them. 
If the surface of the water was indeed normally about 6.5 feet below the surface of the road here, it was 

considerably lower than the present normal surface level of the S&K Canal below Thorne Lock. 
(Photo: Laurie Thorp, 1994) 

The Stainforth & Keadby Canal 
According to Hadfield's Canals of Yorkshire and 
North East England, Vol 2, 1973, page 292: 

Cutting contracts [for the S&K Canal] were advertised 
in August 1793 [in the Doncaster Journal], and 
building from the Keadby end went on for two years. 
Then the company seem to have become involved in 
a Chancery lawsuit, which may have delayed con-
struction, for little money was called in 1796, 1797 
or 1798. A second Act of 1798 [38 Geo III c47] 
gave powers to vary the line near Thorne.... 

It is curious that the canal's opening seems not to 
have been advertised in the local press: it probably 
took place early in 1802. This seems to be implied 
by the incidence of calls, and by a notice of meeting 
given in May 1802 to consider how to raise the canal's 
water level and the construction of warehouses and 
other buildings!' ... 

A third Act of 1809 [49 Geo III c71 ] ... [gave 
authority to raise £10,000] by calls from the 
proprietors 'for the Discharge of their Debts, and to 
finish and complete the said Canal', and to borrow  

£5,000.... The House of Lords Committee was told 
in 1809 that for the three previous years receipts had 
averaged £1,226 p.a. 

It had been intended that the Canal would follow 
the line of the Boating Dike from Wyke (or White) 
Gate through Thorne to near Thorne Sluice, but in 
the event it followed a separate course. Since the 
Canal's water level is over 4 feet higher between 
Stainforth and Thorne Lock than between Thorne 
Lock and Keadby, the difficulties experienced with 
water level imply that there was no connection 
between Thorne and Stainforth in 1802. The 'High' 
and Tow Water' lines on the 1804 sketch imply that 
the S&K Canal had still not cut off the Dike from the 
Don two years later. 

An advertisement dated Friday 23 Februarys stated 
that 'John Watson, Innkeeper at the Crowle Wharf 
on the Stainforth & Keadby Canal informs the Public 
that he intends on Thursday next to commence sailing 
a Market Boat from his said wharf to DONCASTER 
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and returning on the Monday following, and so 
continue weekly with Goods and Passengers.' It 
seems likely that this service started soon after the 
Canal was opened throughout, and that 1806 was 
the first full year of operation, although clearly the 
works were by no means complete in 1809. 

In conclusion, it seems very probable that: 

• Double Bridges Stanch was made necessary by the 
improvement to the eastern outfall into the tidal 
river Trent of the Old River Don — or Boating 
Dike — following the 1783 Act. It would have 
been made redundant by the completion of the 
S&K Canal's South Soak Drain. The Hatfield 
Chase Act of 1813 made provision for the 'new 
drain nearly parallel to the South Soke Drain of 
the Keadby Canal' that became Brierholme Carr 
Drain. The 1849/53 OS map shows the sections 
of the old Boating Dyke to the west and north of 
Double Bridges connected to this drain; the former 
water-courses to the east and south of Double 
Bridges had evidently ceased to exist. 

The Stainforth & Keadby Canal was still only open 
from Keadby to White Gate Thorne in 1804 —
not to Stainforth. The Canal made a junction with, 
and would have drawn its water from, the Boating 
Dikes, which remained viable. But in order to hold 
up the level, at some time during or after 1804 it 
may have been decided to 'take-up' and reverse 
one pair of gates, or `block-off' Thome Sluice, to 
prevent the Canal from draining into the river Don 
at low tide. 

The Stainforth Basin to Thome section of the S&K 
Canal became operational in February 1805. The 

Figure 4: Thorne Lock 
from the 1895 25" OS map. 

The roadway leading from the top of the map 
to the locks was still named 'Sluice Lane', and 

although the chamber of the sluice had survived, 
it was isolated from the remains of the former 
Boating Dike. The section leading to the river 

Don (top left) had become known as 'Stainforth 
East Ings Drain'; the section east of Sluice Lane 

still existed, although it had been culverted 
beneath the grounds of Thorne Union workhouse, 

which had been built in 1837. 

surface level of the Canal below Thorne Lock was 
materially higher than that of the Boating Dikes 
and drains north of the Canal after they gained a 
separate outfall into the river Trent via the North 
Soak Drain. Thereafter there was no connection 
between the Boating Dike and the Canal, and 
carriage of peat from the moors by boat was much 
reduced. 

The old Boating Dike through Thorne received the 
effluent of the town sewer, and in the absence of 
flowing fresh water it shrank and became stagnant. 
Thorne Sluice had become redundant, and the 1891 
25 inch to the mile OS Map (Figure 4) appears to 
show that it had been permanently blocked-off and 
filled in—not 'taken up' .1° The old Boating Dike 
had been culverted beneath the grounds of Thorne 
Workhouse but its detached section across Thorne 
Common survived to carry Stainforth East Ings 
Drain from beneath the S&K Canal into the river 
Don at Waterside. 
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Notes and references 

The writer is grateful for the information contributed by 
Dr Arthur Barnett, Stephen Garner, Dr Michael Lewis, Dr 
Adrian Padfield, Christine Richardson, Philip L Scowcroft, 
Professor A W Skempton, Martin Taylor, and Laurie 
Thorp. 

1 The northern Boating Dike extended from Double 
Bridges approximately NNE (43° NE according to 
Fairbank) for 4'/4 furlongs to High Bridge, at which 
point a navigable branch extended eastward across 
the Moor. The direction of water flow was towards 
Double Bridges; therefore boats proceeded down 'the 
long drain'. 

2. Under the terms of the 1783 Act the pre-existing 
eastern outfall of the Boating Dike and its associated 
drains was diverted at New Bridge from Althorpe to 
Keadby: A W Skempton, John Smeaton FRS, 1981, 
145-153. Goodchild's account mentions 'a plan of 
1752 [which] shows "The Cutt by Thorn into Trent 
used by the Tenants instead of the Old River Dun— . 

3. According to Skempton the sill of the outfall sluice 
at Keadby was 1.1 ft lower than the sill at Althorpe, 
while the width of the sluice at Keadby was 16 feet, 
two feet wider than the sluice at Althorpe. It seems 
likely that the increased rate of flow made 'holding 
up the water' necessary at Double Bridges. 

4. From the Baxter Collection, formerly held at Sheffield 
City Library, but now at Doncaster Archives, King 
Edward Road, Doncaster DN4 ONA. This item 
reference DX/BAX/60927. Numerals and comments 
within square brackets added by the writer. 

5. The '1849/53' 6 inch OS map appears to contain 
revisions to c1867/8. It does not say so; it is headed 
'Yorkshire sheet 266' and a footnote reads 'Surveyed 
1849-53. Contoured 1853. Published 30th September 
1853'. The railways shown are as follows: The South 
Yorkshire Railway runs beside the S&K Canal  

through 'Thorne Station', which was beside Orchard 
Street at the eastern end of a shipyard. It continues 
through 'Maud's Bridge Station' for a small distance 
to 'Maud's Bridge Junction', where it is joined by 
the line that opened in September 1866, and then 
continues onward to Keadby (which is off the map, 
of course). The 1866 line swings towards the east at 
`Kirton Lane Junction', crossing the S&K Canal and 
passing through a station beside Wike End Road at 
Fox Hill, and then continues onward to 'Maud's 
Bridge Junction'. The NER line from Kirton Lane 
Junction had reached the S&K Canal on an embank-
ment, and crossed the canal on a bridge, but nothing 
had been built north of the canal. This suggests that 
the map's last revision must have been no earlier than 
October 1866, and several months — perhaps a year 
— before August 1869 when Thorne North Station 
opened. Philip L Scowcroft, Thorne's Early Railway 
History', RCHS Railway Chronology Group News-
letter 15, December 1998. 

6. It is probable that the navigable depth was in the order 
of 2 feet; the proposed improvement of New Dale 
Dike between Tattershall and the river Witham for 
navigation by John Grundy involved the deepening 
and widening of an existing drain to provide a channel 
2 feet deep, 10 feet wide at bottom, and 16 feet wide 
on the surface. Pat Jones, 'From Castle Moat to Navi-
gation: the origins and evolution of the Tattershall 
Canal', RCHS Journal, July 2004, 608-23. 

7. A REPORT of the practicability of making a 
NAVIGABLE CANAL, from the River DUN at 
Stainforth-Cut, to the River TRENT at Althorpe, 
Thomas Tofield, October 28, 1772. The surface level 
of Stainforth Cut was stated to be I 1 feet 9 inches 
above low water at Althorpe, which according to 
Skempton was 1 foot 5 inches below OD (Newlyn). 
The Boating Dike's surface in winter was stated to be 

The Boating Dike or Old 
River Don flowing from the 

northwest under the A18 
bridge at Dirtness Crook. 
The channel leading north 

(beside the swan) is the Old 
River Don, which originally 

fell into the Humber 
between the rivers Ouse 
and Trent. The channel 

nearest the camera is the 
short section that links with 
North Level Engine Drain. 

Grid ref: SE748097. 
(Photo: Stephen R Garner, 

1999) 
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3 feet 8 inches below that of Stainforth Cut, that is, 
6 feet 8 inches above OD (Newlyn). 

8. Doncaster Gazette, 21 May 1802. 

9. Doncaster Gazette, 1 March 1805. 

10. Martin Limbert's account in The Drainage of Thorne 
Waste, Thorne, 1990, 4, outlines the generally held 
— but seemingly mistaken — view regarding this 
phase of the waterway's history. 'This aquatic link 
[from Thorne Waste to the river Don] was impaired 

twice around the turn of the 19th century. First, it 
[Thorne Boating Dike] was cut in two in the 1790s 
when the Stainforth and Keadby Canal and its 
attendant soak drains were excavated. For some years 
there was no replacement waterway, with peat carriage 
requiring at least some haulage by land. Then in 1806, 
the sluice by which the boating dykes communicated 
with the River Don at Thorne Waterside was taken 
up, ending the viability of both dykes. Being disused, 
they shrank and became stagnant (Casson 1869).' 

Above: The derelict lock at Stainforth in the 1980s. 
Following the 1740 Act which authorised improvements to the navigability of the river Don 

[13 Geo II cll] the channel of the lower river was deepened between Wilsick House and Bramwith, 
from where a two mile long cut was made to a lock into the tidal river at Stainforth. 

Craft up to 611/2 feet long by 1.51/2 feet beam could pen through the lock, which had two pairs of gates 
pointing upstream and a single pair of gates between them pointing downstream to exclude high 

spring tides. There being only one pair of gates pointing downstream, navigation ceased when they 
were in use, but longer craft could pass through the lock chamber when the tide made a level. 

By 1939 the lock was rarely used; authority to close it was obtained in June of that year, 
and the last craft passed through on 21 August. Steel piling was subsequently driven through 

its chamber, and the river's embankment was raised for flood defence purposes. 
(Photo: author) 
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Wappenshall Wharf, 1835-50 

Part 1: The wharf and the Sutherland Estates 

Peter Brown 

The second part of the article will deal with the trade and the carriers 

Wappenshall Wharf is situated 21/2  miles northeast 
of the market town of Wellington in east Shropshire. 
(Map reference: SJ663146) The Shrewsbury Canal, 
a tub-boat canal from the coal-mining and iron-
founding district east of Wellington to the county 
town, opened in 1797 but there was no canal connec-
tion to the rest of the country until the Newport branch 
of the Birmingham & Liverpool Junction Canal 
(B &LJC) was opened through from Norbury 
Junction on the Wolverhampton—Nantwich main line 
on 2 March 1835.' Although the canal from 
Wappenshall Junction to Shrewsbury had been rebuil  

to take full size narrowboats, the section southeast 
towards the inclined plane at Trench remained 
unconverted. The junction was therefore the obvious 
place to build a wharf, both for the transshipment of 
goods between tub-boats and narrowboats, and for 
the unloading of goods destined for the Wellington 
area. 

The development of the wharf 

At Market Drayton, the Canal Company itself devel-
oped the wharf. Not so for Wellington — the major 
landowner in the area was the Duke of Sutherland2, 
and it was the Sutherland estate which developed 
and managed the wharf. A two storey warehouse of 
typical appearance was built by the triangular 
winding hole preparatory for the opening; nothing 
has been ascertained about who designed this. 

As early as July 1835 it was noted that there were 
delays at Wappenshall because of the lack of room 
at the wharf and warehouse.' In particular, William 
Botfield, the iron and coal master with works at Old 
Park and Stirchley, wanted covered accommodation 
for transshipment. James Loch, the Duke of Suther-
land's Principal Agent,' considered that the traders 
should themselves construct the extra accommoda-
tion which they were demanding, paying a rent 
(which 'should not be excessive') and being subject 

The Newport Branch as shown in Telford's Atlas 
to his Memoirs. East is at the top. Wappenshall 
Wharf was situated where the Newport Branch 

met the Shrewsbury Canal, near the bottom of the 
map. The position of the locks is indicative, rather 

than accurate. The 1827 Act authorised the 
branch to Lilleshall shown on the map, but this 

was never constructed. It was not until 1844 that 
the 3/4  mile long Humber Arm was built to Lubstree 

Wharf from where a tramway went to various of 
the Lilleshall Company's industrial enterprises. 

(Ironbridge Institute Library) 
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to strict conditions. He was concerned that it was 
difficult to judge what was necessary: 'when people 
trade on another's capital, applications will not be 
infrequent and always pressing', but on the other 
hand, if one is too cautious 'the prosperity of the 
place may be improperly repressed'.5  

However, Loch was over-ruled by the Duke him-
self. A second warehouse was therefore planned, 
built end-on to the wharf so as to permit further 
development, as suggested by Loch.6  Three storeys 
tall, it was built over a second link between the 
Newport branch and the Shrewsbury Canal, enabling 
unloading or transshipment to take place in the dry. 
Unusually, a cart road passed through the building. 
The architect and contractor was James Trubshaw, 
who was a personal friend of the Duke, having 
worked for the him both at Trentham Hall and Lille-
shall Hall, and who also had much canal experience.' 
James Loch appears to have had misgivings about 
employing Trubshaw, the implication being that he 
feared the building would be over-designed;8  at this 
time he was very concerned about the rate at which 
the Duke was spending money generally. Construc-
tion of the new warehouse started in February or  

March 1836 and it was in use by January 1838Y 

The two warehouses, together with the skew 
towpath bridge and the wharfinger's house, still stand 
— the later warehouse is a particularly elegant 
building, and we can now be grateful that the Duke 
ignored Loch's advice. The contemporary plan (part 
of which is reproduced below) also shows a weigh-
bridge. By 1840 an inn, appropriately called the 
Sutherland Arms, had been built and leased to John 
Tranter. 10  

The wharfingers 

John Tomlinson was appointed wharfinger early in 
1835. From the start he also acted on behalf of the 
Canal Company, which evidently caused some 
problems as the following year Loch found it 
necessary to remind him that he was the Duke's 
servant, and that his first duty therefore was to the 
Duke." 

The accounts show that Tomlinson was paid £50 
in 1842 for 6 months salary and expenses, and £117 
in 1843 for 18 months salary and expenses, figures 
which do not seem consistent. The assistant 

Plan of Wappenshall What'.  in 1836, sho►wwing the basin, the junction with the Shrewsbury Canal 
and the skew occupation bridge, the toll clerk's office, the 'present warehouse' and the 

'proposed dock and warehouse over it' 

(Shropshire Archives, 972/175) 
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what-finger was paid £50 and £97 in the two years, 
but the periods were not stated. Another man was 
employed for weighing the iron. 

Tomlinson's record-keeping was sometimes criti-
cised, as was the occasional lateness of his traffic 
returns. Although dismissed at the end of 1845 and 
held liable for the outstanding arrears totalling £435, 
one gains the impression that his problem was sloppy 
accounting and ineffectual debt collection, rather than 
fraud. The financial mess he left behind him took 
several months to sort out as it proved necessary to 
contact each of the carrying companies. He was 
replaced by Joseph Barlow, who was probably the 
`good Bridgewater clerk' referred to in correspond-
ence; also the accounting system was improved.' 

Trading accounts 

Because the records are incomplete, it is not possible 
to construct trading accounts for the whole of the 
period:3  In summary, the known figures are: 

Year Receipts Payments Surplus 

1839 303 195 108 
1840 521 159 362 
1841 593 225 368 
1842 579 178 401 
1843 507 339 168 
1844 484 275 209 
1845 486 253 233 
1846 495 
1847 731 
1848 630 
1849 486 
1850 231 

By 1846 the total amount expended on capital 
works (principally buildings) at Wappenshall was 
stated to be £5,342. 

These accounts show that the wharf was clearly 
profitable, even after allowing for the investment 
which had been made in warehouses. However, 
because the capital cost was so great, the return on 
capital employed was only about 5%. James Loch 
was proved right: if the Duke had taken his advice 
and licensed the traders to make the extra accommo-
dation they wanted, rather than providing it himself 
(made even more costly by employing a regionally-
respected architect/contractor), his investment would 
have been only about £1,500 instead of over £5,000, 
his return on capital employed would have been much 
greater and his financial risk significantly less. 

Payments 

The detailed figures for payments are tantalisingly 
incomplete and do not agree with the totals above 
because the latter excludes capital items such as 
`making canal basin'. In summary the figures for 
the two years for which records survive are: 

1842 1843 

Employees 129 272 
`Making canal basin' 172 
Maintenance 46 31 
Other 8 12 

Total payments 355 315 
Income 29 508 
Surplus for the year 224 193 

`Making the canal basin' cannot refer to construct-
ing the triangular winding hole, which was done by 
1835; perhaps it was enlarged or improved. The 
amount seems too big for it to refer to dredging. 

Receipts 

Analysis of the monthly cash receipts from mid-1841 
to mid-1849 shows little seasonal variation. The peak 
month tended to be March, the lowest months June 
and July. This appears to have been typical for canal 
revenues; Pickford's payments to the Oxford Canal 
show exactly this pattern, which has been attributed 
to the timing of manufacturers' export shipments:4  

Railways came late to Shropshire. The railways 
from Shrewsbury to Wellington and on to Stafford 
(and hence to the main population centres and ports) 
and to Oakengates opened on 1 June 1849; the line 
from Oakengates to a temporary station at 
Wolverhampton opened on 12 November that year. 
The immediate effect on the trade at the wharf is 
clear from the monthly income for 1849: 

January — £48 	July 	— £49 
February — £41 	August 	— £54 
March — £63 	September — £28 
April 	— £48 	October — £24 
May 	— £45 	November — £23 
June 	— £38 	December — £25 

The railways had a significant, if brief, effect on 
the revenues in another way: the record year of 1847 
included a substantial amount of rails, chairs and 
other iron products for railway construction. 
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Wharfage & 	On delivery 

	

warehousing 	 of goods 
d 	 d 

For every package not exceeding 1/2  cwt 	 1 
above 1/2  cwt not exceeding 1 cwt 	 21/2 	 11/2  
above 1 cwt not exceeding 3 cwt 	 31/2 	 2 
above 3 cwt not exceeding 6 cwt 	 5 	 21/2  
above 6cwt 	 7 	 3 

All articles not in packages per ton 	 71/2 	 4 

Transhipping 
under the dock 

d 

1/2  

192 
2 
3 

NB Cranage will be charged on all packages exceeding one ton as follows: 
above 1 ton not exceeding 2 tons 
above 2 tons not exceeding 3 tons 

d 
6 

above 3 tons not exceeding 4 tons 8 
above 4 tons not exceeding 5 tons 10 
above 5 tons not exceeding 7 tons 1 / 2 
above 7 tons not exceeding 10 tons 2 / 6 

Table 1: Schedule of charges for wharfage, warehousing and cranage, 31 December 1835 

Charges for wharfage, warehousing and 
cranage 

After the wharf had been open for a year, James Loch 
somehow gained the impression that no charge was 
being made for warehousing, writing to William 
Smith, the Land Steward or Sub-Agent responsible 
for looking after the Duke of Sutherland's interests 
in Shropshire: 'You may build warehouses as big as 
the Wrekin, and if you put no rent on them they will 
not satisfy the trader."' In fact charges were made 
according to weight. The schedule as at 31 December 
1835 was as set out in Table 1. 

A note appended to the schedule stated, 'The 
person using the cranes must be liable for all damage 
done to them when moving weights exceeding 
6 tons,' implying that there was more than one crane, 
and that they were operated by the traders' 
employees. 

The legal basis for these charges must have been 
queried, because early in 1839 James Loch sought a 
counsel's opinion from Loftus Lowndes. The answer 
could not have pleased Loch: the charges for 
wharfage and warehousing were in excess of those 
permitted under the Act authorising the canal, and 
there appeared to be no statutory power for charging 
for cranage. Normally private businesses could 
charge whatever they wanted, unlike entities set up 
by statute (such as the canal company). However, 
Section 145 of the 1826 Act which authorised the 
Birmingham & Liverpool Junction Canal explicitly 
regulated the charges at both canal company and  

private wharfs. Loch has appended a footnote to 
Lowndes' letter: 'The dock under the warehouse is 
private property, not part of the Parliamentary line. 
I apprehend the Lord may make a charge for that ... 
accommodation."' This seems a dubious interpre-
tation of the legal position. 

All users were charged the same fees. In particular, 
no preference was given to the Lilleshall Company, 
in which the Duke's uncle, Granville Leveson-Gower, 
Earl Granville (1773-1846), had a half share. 

Decline 

The wharf records end in December 1850, implying 
that the Sutherland Estates ceased their direct 
management, though no confirmation of this has been 
found. 

Joseph Barlow is shown in the 1851 census as 
wharfinger, and three wharf labourers are also listed. 
This seems surprising, seeing that in the more 
prosperous years of 1842 and 1843 the accounts show 
that the wharfinger had only two assistants. However, 
Bagshaw's directory for 1851 lists John Tranter, the 
licensee of the Sutherland Arms, as the wharfinger; 
one can speculate that this was under a rental or 
licence arrangement, rather than as an employee. The 
Sutherland Estate's rent book for 1860 shows Tranter 
as paying £200 a year for property at Wappenshall, 
but does not state what the property comprised." 

The 1851 census also lists a boat-builder, John 
Goodwin. 
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The decline in the activity at the wharf 
is evidenced by the Sutherland Arms clos-
ing some time between 1856 and 1861.18  
The wharf area continued in commercial 
use until almost the end of the 20th 
century, despite the last trade on the canal 
being in the 1930s. In the 1960s it was a 
coal yard, and later a haulage firm was 
located there. 

The buildings are now (2005) derelict 
and, although listed Grade II, need a 
suitable new use if they are to survive. It 
is to be hoped that any new use will be 
compatible with the eventual reopening 
of this canal. 

Right: 
The second warehouse, designed by 

James Trubshaw and erected 1836/7, 
still with water below the arch . 

Below: 
The two warehouses. The surfaced 

area in front is the site of the 
triangular basin. 
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The back of the 
warehouses, 
showing the 

crane attached 
to the earlier 

building. 

Notes and references 

 

I wish to thank Neil Clarke, Edwin Shearing and Ray Shill 
for their comments and advice. All the photographs were 
taken in April 2002 by the author. 

1 	The section of the branch from Wappenshall Junction 
to Newport opened on 22 January 1835. The rest of 
the B&LJC system opened on 2 March according to 
the Company minutes and the notices in the press, 
but according to the Wappenshall Wharf records, the 
first boat arrived from Wolverhampton on 28 
February, carrying 61/4  tons of goods. 

2. George Granville Leveson-Gower (1786-1861) had 
become 2nd Duke of Sutherland on the death of his 
father in 1833. 

3. B&LJC Sub-Committee, 16 July 1835: Public Record 
Office (PRO), RAIL808/1. 

4. James Loch (1780-1855) had been appointed Princi-
pal Agent of the Marquis of Stafford (who later 
became the 1st Duke of Sutherland) in 1812. He held 
a similar office for Lord Francis Egerton (later the 
Earl of Ellesmere) and was an auditor to the trust 
estate of the Earl of Dudley. He lost the latter role in 
1837, the year he became Superintendent to the 
Bridgewater Trustees. He was a Whig MP for St 
Germains (1827-30), then for Wick (1830-52). 

5. Letters from James Loch to William Lewis, 28 Sept 
1835 and to William Smith, 23 Dec 1835: Stafford-
shire Record Office (SRO), D593/K/1/5/31. 

6. Letters from James Loch to William Smith, I March 
1835, and to James Trubshaw, 8 May 1835: SRO, 
D593/K/1/5/31. 

7. James Trubshaw (1777-1853) acted as consulting  

engineer for the Trent & Mersey Canal in the 1830s; 
he had also been a contractor for part of the Maccles-
field Canal. His most notable achievement was as 
contractor for the Grosvenor Bridge at Chester (1827-
32), its 200 feet span still being England's longest 
stone arch. See Anne Bayliss, The Life and Works of 
James Trubshaw, privately published, 1978: William 
Salt Library, Stafford. 

8. Letter from James Loch to William Smith, 11 January 
1836: SRO, D593/K/1/5/32. 

9. B&LJC Committee, 18 January 1838: PRO, RAIL 
808/1. 

10. Robson's Directory, 1840. 

11. Letter from James Loch to William Smith, 18 March 
1836: SRO, D593/K/1/5/32. 

12. Wappenshall Wharf, abstract of debts 1845-50: 
Shropshire Archives (SA), 972/175; letter from James 
Loch to the Duke of Sutherland, 11 February 1845: 
SRO, D593/K/1/5/47. 

13. SA, 972/175; SRO, D593/L/4/25. 
14. Gerald L Turnbull, Traffic and Transport: an Eco-

nomic History of Pickford's, 1979,88. 

15. Letter from James Loch to William Smith, 18 March 
1836: SRO, D593/K/1/5/30. 

16. 7 Geo 4 c95; counsel's opinion: SRO, D593/E/7/18. 

17. SRO, D593/G/1/24. 
18. The Sutherland Arms appears in Slater's Directory 

of 1856 but not in Harrod's Directory of 1861. 
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Correspondence 

Setting the Record Straight 
(RCHS Journal, March 2005, 37-42) 

This article almost convinced me that City of Truro 
did not quite reach 100 mph on 9 May 2004. The 
title of the article happens to be particularly 
appropriate as the error in the author's argument 
lies in drawing a straight line in the diagram on 
page 40. This implies that the speed of the train 
was increasing linearly with respect to distance 
and thus the acceleration was actually increasing. 

The power of a steam locomotive decreases at 
high speeds as much of the energy of the steam is 
used in getting in and out of the cylinders rather 
than doing useful work. The power of a loco-
motive at relatively low speeds is of little guide to 
that at a very high one; on the other hand, as a 
speed in the high nineties was undoubtedly attain-
ed, one cannot say that the power was insufficient 
to reach the magic hundred. The resistance of a 
train increases with speed and indeed the major 
factor at high speeds, the air resistance, depends 
on the square of the speed. A graph of speed 
against distance or time must be a curve which will 
flatten out when the speed is such that the force 
exerted by the locomotive equals the resistance of 
the train. A straight line implies that the speed 
would continue to increase indefinitely until some 
mechanical disaster occurred. A smooth curve 
through the first three points on the graph appears 
to flatten out at about 98 mph. One must assume 
that the last point of 102.3 mph, which does not lie 
on the curve, is an error. While Rous-Marten was 
a very experienced and accurate observer, he must, 
like anyone, have made mistakes from time to 
time. Had the train continued unchecked for 
another quarter mile, the error would have shown 
up if the next reading was 100.0 mph or less. 
Rous-Marten did, in fact, make a mistake in timing 
this train as he records the time (using his third 
watch!) from passing Whiteball summit to passing 
Wellington station as 3m 7s whereas adding the 
times for each quarter mile and making a 
reasonable assumption for the speed at Wellington 
indicates a time of slightly under 2m 50s. 

It is, of course, unreasonable to extrapolate from 
just three points, particularly when the mathemati-
cal form of the curve is unknown. If one takes the 
speeds for each quarter mile from milepost 173  

rather than ju,t from 172, namely 81.8, 84.9, 88.2, 
90.0, 91.8, 95.7, 97.8 and 102.3 mph, one has 
sufficient data to make a reasonably accurate 
extrapolation. If all these speeds are plotted on a 
graph they appear to lie on a reasonable curve 
except that 102.3 should be 100.0 mph.' Such a 
curve strongly suggests that City of Truro did just 
reach 100 mph. The matter has been discussed at 
length by 0 S Nock.' Mr Nock had extensive 
experience of timing trains at 100 mph when such 
speeds had become commonplace with electric and 
diesel traction but while the only aids for the 
normal observer were mechanical stop-watches. 
His conclusion is, that while the time for a quarter 
of a mile of 8.8s is a mistake for 9.0s (100.0 rather 
than 102.3 mph), the train probably reached 100 
mph (my italics). 

The author makes a passing reference to the 
brakes being applied because there were plate-
layers on the track. This often repeated assertion 
arises from Rous-Marten's account written in a 
somewhat florid style. At that time, and for long 
afterwards, it was the normal practice to carry out 
minor maintenance of the track while trains were 
running and the sight of platelayers would have 
quite a normal event for the driver. As the line is 
not dead straight the driver would probably not 
have seen the platelayers until he was within half a 
mile of them and might well have been within a 
quarter of a mile before he might have thought that 
they were slow to move away. He would have 
known that it would take over a mile to stop and 
any application of the brakes would have given the 
platelayers only a fraction of a second more time 
to step aside. While those in the train would have 
seen the platelayers when passing them, they 
would not, of course, have been able to see how 
quickly they had moved aside. Rous-Marten 
would not have been able to speak to the driver 
during the rapid change of engines at Pylle Hill 
Junction. He may well have met him on a 
subsequent occasion when he may have mentioned 
that he had been afraid he was going to hit the 
platelayers. The real reason for braking is probably 
that the driver was doubtful whether the train 
which was running at an exceptional speed could 
safely negotiate the curves and pointwork at 
Wellington station. 

One must conclude that while City of Truro very 
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likely reached 100 mph, the statement that the first 
time 100 mph was certainly attained was by 
Papyrus in 1935 remains true. However, whether 
the speed was 100 mph or fractionally less, the 
achievement is truly remarkable as the speed is not 
known to have been exceeded for 31 years. 

Stuart Chrystall 
. 	The graph as drawn by the author did cover the whole 

distance from milepost 173 to 171 but it was redrawn 
and simplified for publication: Editor. 

2. 0 S Nock Speed Records on Britain's Railways: a 
Chronicle of the Steam Era, 1971. 

Congratulations to Pat Lee on his clear and 
informative article which, however, omits 
references to the following. 

Jim Russell, in volume 2 of his Pictorial Record 
of Great Western Engines (page 12), referring to 
the 'Atbara' class it 1 Os, says: 'It may be of 
interest to record what fast runners they were. 
Rous-Martin [sic] clocked 97.8 mph with one of 
them two years before City of Truro ...' Can any 
member shed any light on this piece of news? The 
location for this timing-point may have been 
Dauntsey Station on a down train at the foot of two 
miles at 1 in 100 of straight track. In April 1946, I 
assessed that no 1005, then unnamed, reached 96 
at this point, a speed supported by Oswald Nock 
years later when he published my log in Railway 
Magazine. 

The `City' class were 'Atbaras' with a larger 
(No 4) boiler and, I suspect, larger firegrate area. 
If Rous-Marten's timing on the 'Atbara' is 
accurate, then City of Truro's top speed was not 
that much of an advance after all. 

I never knew Rous-Marten, but I did meet a 
friend of his at Paddington in June 1954. He had 
photographed up expresses at or near Slough. He 
told me he had timed them with Rous-Marten 
(rhymes with 'house martin') which is how he 
found this was the fastest stretch of the line —
although his plate camera had a shutter speed of 

sec he could not 'stop' the front of the loco-
motives. I expect many GWR fans will remember 
these photographs. My acquaintance said he had a 
life-time interest in 'railway engineering', which 
was redolent of a world of slide rules and micro-
meters. The idea that such a person, or his friend, 
would falsify a stopwatch reading seems 
improbable. 

Like Pat Lee, I have no doubt Charles Rous-
Marten's supreme concern was accuracy. 
Admittedly he habitually travelled in the leading 
coach and timed to 'end of platform' at station 
stops, obviously looking for the best time, but 
could he afford suspicion to arise regarding his 
work? As Pat Lee implies, he had too much 
`riding on it'. 	 Bill Crosbie-Hill 

Marple Locks Bicentenary 

There has been some uncertainty as to when the 
bicentenary of the opening of the Peak Forest 
Canal in its entirety should occur. The PFC was 
not open for through waterborne traffic until the 
sixteen locks at Marple were completed. Unfor-
tunately the PFC records while giving many details 
about the building of the locks do not contain any 
firm evidence as to when they were opened. 
Various assumptions can be made from the records 
with more or less plausibility. 

However I have now found evidence that the 
locks were opened for traffic in the autumn of 
1805, probably in early November, but possibly 
late in October, as the following advertisement in 
the Manchester Mercury for 12 November 1805 
does not give a precise date: 

PEAK FOREST CANAL 
THE PUBLIC are herby informed that the LOCKS 
uniting the upper and lower Levels of this Canal 
being now completed for Navigation, the Canal is 
open for a 

THOROUGH-FARE TRADE 
which holds out a very advantageous prospect to 
persons desiring connections for the conveyance of 
goods and merchandise upon the Canal and enables 
the Proprietors to offer LIMESTONE SCRAP for 
roads at the following reduced prices, viz. 
Limestone scrap to be delivered at Bugsworth 

2s 2p per ton 
Do at Manchester 	6s Od per ton 
and at the intermediate places in like proportion. 
Apply to Mr JAMES MEADOWS, at Manchester 
and to Mr WILLIAM WRIGHT at Marple. 

Incidentally the same weekly issue of the 
Mercury carried the reports of the victory of 
Trafalgar and Nelson's death, reproducing Admiral 
Collingwood's despatches from the London 
Gazette Extraordinary. 	David Hodgkins 
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Local Government and Inland Navigation 
(RCHS Journal, March 2005, 15-20) 

As a retired Local Government Engineer and canal 
enthusiast I was particularly interested in Grahame 
Boyes' article. I appreciate that he did not purport 
to cite every example of recent local government 
involvement but there are two major restorations 
where proactive local government support was 
crucial, the Huddersfield Narrow and the Rochdale 
Canals, which he might have mentioned. 

In both cases serious restoration started with job 
creation schemes pursued by the Metropolitan 
District and County Councils. Following abolition 
of the County Councils in 1986 and of the job 
creation schemes soon afterwards, the District 
Councils carried on with their own resources aided 
by grants from Central Government. 

Works on the Rochdale, being privately owned, 
were progressed by the Rochdale Canal Trust 
composed of Oldham, Rochdale and Calderdale 
Councils together with Town Centre Securities, 
owners of the canal company. Manchester City 
Council gave moral support. The Eastern half of 
the canal was completed and re-connected to the 
national network in 1996. From then till 2002, 
when the canal was re-opened throughout, it was 
operated by the Trust nominally, but effectively 
Calderdale Council. The Waterways Trust (TWT) 
was brought in later to complete the Western half 
after the Canal Trust had successfully secured 
funds from the Millennium Commission. TWT 
then commissioned British Waterways (BW) to 
administer the restoration and operate the whole 
canal after completion. 

The Huddersfield Narrow Canal was already 
vested in BW but it was the Huddersfield Canal 
Society, working in collaboration with them and 
the three District Councils, Kirklees, Oldham and 
Tameside, which prepared the successful bid for 
completing the restoration of that canal in 2001. 

The final works on these two canals cost about 
£24 million each, borne by grants from the 
Millennium Commission, English Partnerships and 
other sources. At least as much had been spent 
previously bringing them up to partial restoration. 
It was in these earlier stages that the hardest work 
was done, initially by amateurs who, despite much 
public scepticism, then persuaded the Local 
Authorities both of the case for restoration and that 
they should become involved. 

Both the Huddersfield and the Rochdale Canal 
Societies were formed in 1974. From the earliest  

stages it was accepted that public bodies rather 
than volunteers would probably take the credit on 
completion but the Local Authorities in both cases 
deserve more acknowledgement than appears to 
have been accorded to them. 

Those wanting to read the whole story of each 
restoration should seek copies of Pennine Pioneer, 
the Story of the Rochdale Canal and Pennine 
Dreams, the Story of the Huddersfield Narrow 
Canal, both by Keith Gibson, both published by 
Tempus and both previously reviewed in this 
Journal. 	 Keith Noble 

Moving Stations 
(RCHS Journal, March 2005, 34) 

My article on Frodsham station prompted Matthew 
Searle to send me copy of 'The Raising of 
Chepstow Station, 1877' from Severn & Wye 
Review, vol I, no I, Summer 1970, recording how 
Brunel's stone buildings on both sides of the line at 
Chepstow were raised 22 inches in order to 
accommodate the raising of the low platforms, 
about which there had for long been complaints. 
The Great Western Railway's district engineer 
W Lancaster Owen supervised the work which was 
performed by bracing the buildings with iron bars 
and timber baulks, and in a similar manner to 
Frodsham by inserting wooden 'needles' through 
the bases of the walls. Lifting was done by screw 
jacks operated in unison, inside and outside. The 
job was carried out between 12 November 1877 
and 13 February 1878, presumably without 
interrupting train services on a busy main line 
which in those days, before the building of the 
Severn Tunnel, carried all the South Wales traffic. 
In addition, Chepstow had recently become the 
junction station for the Monmouth branch. Forty-
one men and lifting jacks were employed, and as at 
Frodsham not a pane of window glass was broken. 
Perhaps Chepstow provided the inspiration for 
Frodsham 11 years later. 

Coming to the present day, I understand that to 
give greater clearance on a busy electrified line it 
is intended to bodily move the listed North 
Staffordshire Railway cottage at Whitebridge 
Crossing, near Stone, a short distance further back 
from the tracks. 	 Gordon Biddle 
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Reviews 

Women at Work on London's Transport 1905-1978 	Anna Rotondaro 

I 27pp, 206 illustrations, I 63x235mm, paperback, Tempus, The Mill, Brimscombe Port, Stroud, Gloucestershire GL5 
2QG, 2004, ISBN 0 7524 3265 6, £12.99 

This is a selection of images from the collections of 
London's Transport Museum — chiefly photographs, 
but also some relevant publicity material — with just 
two pages of introduction. 

The first photographs are of typists in 1905, with 
the hint that this was the beginning of employment 
of women in transport work, a popular myth. Women 
had been employed in increasing numbers by the 
railways during the 19th century — but only in what 
were regarded as women's jobs. The First World 
War opened up to women some types of men's work, 
as shown in the first section of the book: booking 
office clerks, train guards, tram and bus conductors, 
ticket collectors, porters, carriage cleaners, and jobs 
in the bus workshops. The Underground group's first 
poster commission given to a woman artist was 
during this period. After the war, women were again 
confined to `women's work', illustrated in the book's 
second section: telephone switchboard operators,  

drawing office tracers, clerks, canteen staff and some 
repetitive light engineering work (winding armature 
coils for tram motors is illustrated). The third section 
is devoted to the Second World War, when women 
were recruited on a much larger scale for a wider 
range of men's jobs, particularly in the engineering 
field. The final section covers the post-war years up 
to the late 1970s when the equal opportunities 
legislation began to take effect and the first women 
bus and train drivers were appointed. 

Although the title might suggest a narrowly-
focussed selection of photographs, it is in fact very 
varied, including surprises such as: the hydrophone 
recording room in South Kensington station listening 
for sounds from unexploded bombs; farming the land 
which had been acquired for the Bushey Heath tube 
extension; and the Hollerith punched card sorting 
machine that preceded the computer. 

GRAHAME BOYES 

Colours of the Cut— Edward Paget-Tomlinson 
I76pp, 172x244mm, 140 photographs, approximately 300 reproductions of colour paintings, hardback, Landmark 
Publishing, Ashboume Hall, Cokayne Avenue, Ashbourne, Derbyshire DE6 1EJ, 2004, ISBN 1 84306 145 7, £24.95 

Edward Paget-Tomlinson began publishing his 
accurate and detailed paintings of narrow boats in 
the magazine Waterways World in 1987. All of the 
pictures in that series and quite a lot of others have 
been assembled for this book. All the boats and 
barges are illustrated by a side elevation and many 
have subsidiary pictures of details such as cabin doors 
or transom painting. 

The research which went into establishing the 
details of each craft and how they were painted is 
awesome. A spread in the book is typically an 
account of the history of the depicted boat, its 
ownership, routes and cargoes with a photograph and, 
opposite, the painting of the boat by the author. 
Narrow boats from every canal and type of traffic 
prevail but the barges of all the broad canals and 
navigated estuaries are here as well. The book is a  

very elegant production as befits the pictures. 
Canal history can veer too much towards the 

clinical account of how the various canals, wharves 
and other artefacts were authorised and got built, how 
they were funded and by whom — illustrated with 
pictures which incidentally may include a boat or 
barge. This book is history from the other end of the 
telescope. Here are the pictures and accounts of the 
boats and barges, what they carried, why and, 
frequently, who was at the tiller. In the great scheme, 
the cargoes needed the boats and the boats needed 
the canals — perhaps not the other way round. 

Edward Paget-Tomlinson has given us this book 
as one of his memorials. It is difficult to imagine 
that it will ever be surpassed as an account in pictures 
and words of British canal craft and their work in 
the twentieth century. 	 MARTIN BARNES 
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The Subterranean Railway: How the London Underground was built and how it changed the 
city for ever — Christian Wolmar 

351pp, A5, 42 illustrations including 3 maps and one poster in colour, hardback, Atlantic Books, Ormond House, 26 
Boswell Street, London WC IN 3JZ, 2004, ISBN 1 84354 022 3 , £17.99 

Believing that most people know little if anything of 
the significant contribution the Underground system 
has made to the economy and daily life of the capital 
or of the influences and personalities which have 
brought it to its present form, the author sets out to 
remedy this situation. In this he has succeeded, with 
an easily digested presentation which will hold the 
attention of the general reader. It also has value for 
the serious transport historian. 

By the mid 1900s, it had become clear that the 
Underground railways could not subsist simply on 
their net revenue, let alone attract capital for 
expansion. Wolmar explains how this challenge was 
met; by 1940 there was a system admired throughout 
the world, this only to slowly decline in the second 
half of the 20th century as expansion and much-
needed renewal were persistently frustrated or 
complicated by politicians of both major parties when 
in government. His book concludes with a gently 
cynical look at the current prospect, following £500m  

already spent on preliminary advice for Public Private 
Partnerships as a basis for refurbishment and 
modernisation but not expansion. 

The story of the growth and development of the 
system is well told in a readable style as the text 
moves confidently through the years, paying due 
regard to social and general history. There is a lucid 
and useful account of the prickly relationship of the 
Metropolitan and Metropolitan District companies 
in the latter half of the 19th century and an interesting 
assessment of the favourable press coverage given 
to the Central London Railway, despite the initial 
ventilation and vibration problems. 

Study of the 18 pages of 'Notes' and three pages 
of 'Further Reading' reveals that intensive use has 
been made of earlier books by others, supplemented 
by a handful of extracts from contemporary 
newspapers. Though occasionally a dubious tale is 
repeated, the book is generally accurate. A 17-page 
index enhances the book's reference value. 

ALAN A JACKSON 

The Private Railways of County Durham 	Colin E Mountford 

433pp, 240x170mm, 315 illustrations, 86 diagrams & maps, hardback, Industrial Railway Society, c/o S Geeson, IRS 
Publications, 24 Dulverton Road, Melton Mowbray, Leics LE13 OSF, 2004, ISBN I 901556 29 8, £28 inc p&p 

Unlike in South Wales, where a system of 
competing public railways developed to handle coal 
traffic from mines to docks, the Durham mine-owners 
practiced vertical integration. They built their own 
wagonways and staithes which developed into a 
system of private railways, several of which were 
taken over by the National Coal Board and were still 
in operation when the last collieries closed. 

Over the last 40 years, the author and his colleagues 
in the Industrial Railway Society have amassed a 
large amount of information on the operation of these 
railways and their heterogeneous collection of new 
and second-hand locomotives. This is laid out in 16 
chapters, each dealing first with the history and 
geography and then the locomotives of an individual 
line. 

A particular feature of the lines in County Durham 
was the widespread use of rope-worked inclines. 
These appear in many of the excellent illustrations, 
as do representatives of the bewildering variety of  

locomotives employed. It would have been even 
more helpful to those to whom the word 'kip' (in the 
railway sense) is unfamiliar to have put in a brief 
description of how a typical incline was worked with 
the various types of attachment and methods of 
control. 

There are plenty of clear maps, mostly to a scale 
of about 3/8  inch/mile. The map references of all 
collieries are given in the text. There are comprehen-
sive indexes to people, companies, collieries and 
other features as well as locomotives. 

The purist might object that no references are cited 
and the maps contain one or two annoying errors —
for example the site of Springwell Station on the 
Pontop & Jarrow Railway is correctly described in 
the text but wrongly positioned on the map. 
However, for anyone trying to comprehend the 
entangled network of railways in County Durham, 
this volume is an essential aid. 	STEPHEN BRAGG 
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The Banbury and Cheltenham Direct Railway— Stanley C Jenkins, Bob Brown & Neil Parkhouse 
368pp, A4, approximately 350 black & white photographs, 15 maps and plans, hardback, Lightmoor Press, Unit 144B, 
Lydney Trading Estate, Harbour Road, Lydney, Gloucestershire GLI5 4EJ, 2004, ISBN 1 899 88915 9, £24.99 

GWR: The Banbury and Cheltenham Railway 
Volume I — William Hemmings 
Volume 2 — William Hemmings, Paul Karau & Chris Turner 
370pp in total, A4, 374 b&w photographs, 40 maps & plans, paperback, Wild Swan Publications, 1-3 Hagbourne 
Road, Didcot, Oxfordshire OX 11 8DP, 2004, Volume 1 ISBN I 874103 78 X. £23.95, Volume 2 ISBN 1 874103 84 4, 
£22.95 

It is unusual that two substantial books about the same 
length of railway should be published within a few 
weeks of each other. The Banbury & Cheltenham 
Direct Railway was a scheme to link Banbury with 
the end of the Chipping Norton branch and 
Cheltenham with the end of the Bourton-on-the-
Water branch (both diverging from what was later 
called Kingham) to form a through route between 
the two eponymous towns. It was opened in full in 
1881. The name of the line which, predictably, was 
worked by the GWR from opening, was accurate but 
a bit deceptive. Few people in Banbury would have 
been impressed by being able to go directly to 
Cheltenham (Leamington being so much nearer) and 
few in Cheltenham would have seen the point of 
going directly or even indirectly to Banbury. The 
traffics which actually developed and kept the line 
alive were the movement of iron ore from the 
Banbury area destined for South Wales, local traffic 
into the Cotswolds from either side and the  

extraordinary 'Ports to Ports' express, Swansea to 
Newcastle-upon-Tyne. This train ran both ways 
every day as a joint enterprise of the GW, GC and 
NE railways. Journey time was about eleven hours. 
Apparently some passengers did go all the way —
sailors discharged from their ships in Swansea 
looking for the next berth from a ship leaving the 
Tyne and vice versa. 

The genesis, life and death of this archetypal 
country railway are fully described in both books. 
The illustrations in both are of very high quality and 
variety and must have taken a lot of hard work to 
discover. It is hard to distinguish the two works as 
to contents. Jenkins et al take a slightly broader view 
of the line and the territory it served, Hemmings et 
al go into more detail of staff and traffic at each station 
as has become a Wild Swan house-style. Only 
Jenkins et al have a bibliography and index and their 
book is significantly cheaper than the two volumes 
of the other. 	 MARTIN BARNES 

Britain's Railways: the Reality — E A Gibbins 

212pp, 230x173mm, paperback, Leisure Products. I I Bedford Grove, Alsager, Stoke-on-Trent ST7 2SR, 2003, ISBN 
0 9535225 0 4, £12.95 

A further valuable book by E A Gibbins, a railway-
man for 40 years, exposing the deplorable treatment 
meted out to British railways by the government 
during the 20th century. After WW2, the railways, 
in a desperately run-down state, were handed back 
to their owners who were forbidden to increase 
charges to cover increased costs. Other public 
services were faced with no such restrictions. The 
Bill for nationalisation of the railways is summed up 
in the introductory pages. There was no hope of a 
`square deal' for the railways. Political interference 
compelled the railways to operate to standards far 
below those accepted by road, sea and air transport. 

The book is divided into 17 chapters covering 
organisation, modernisation, passenger and freight 
management, political control, safety (in particular  

track maintenance), and the future of railways. 
Tabular material, where not covered in the text, is 
dealt with in an Appendix. All sources, primary and 
secondary, are noted and the material is brought right 
up to date with the release of new data locked away 
for 30 or more years. Questions arising from 
privatisation are well covered in a total of 13 pages. 
Fragmentation has led to problems; the inadequacy 
and disgusting state of train toilets; timetable 
information takes too long and is unreliable, all at 
the passenger's expense; seats on new trains get 
smaller as passengers grow larger, all leading to many 
complaints. An 8-page index makes access to all 
sections quick and simple. An important book, 
although uncomfortable. 	JOHN MARSHALL 
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The Track of the Ironmasters — William McGowan Gradon with notes by Peter Robinson 

84pp, 296x210mm, 60 photographs, 4 maps, 1 gradient diagram, paperback, Cumbrian Railways Association, 19 
Windsor Drive, Miskin, Pontyclun, Glamorganshire CF72 8SH, 2004, ISBN 0 9540232 2 6, £8.95 (£10 inc p&p) 

This is a most interesting book, well written and 
beautifully produced. It is a reprint of the original 
history, written by McGowan Gradon in 1952 with 
notes by Peter Robinson bringing the story of the 
line up to date with its decline, demise and remains 
visible today. The book is an interesting piece of 
history in itself — first written when the ironstone 
industry and associated railways were still operating. 
The 'Track of the Ironmasters' was the fiercely 
independent Cleator & Workington Junction Rail-
way. The line opened in 1879 and ran from Siddick 
Junction in the north via Workington Central to Moor 
Row, with various branches. It was built to break 
the monopoly of the L&NW and Furness railways in 
the area, and paralleled the Cumbrian Coast main 
line, which is still open today. Its main function was 
to feed coal from the North East via the Maryport &  

Carlisle and Stainmore lines to the various iron works 
in the area and to feed ironstone via the Solway 
Bridge to Clydeside. It also served various quarries 
and coalmines and, until 1931, ran a passenger 
service. There were also various miners' services, 
and an offshoot line, the Lowca Light Railway, 
carried a passenger service for a while. The decline 
of the iron industry in the area led to closure of most 
of the line in 1963-5, although one little section 
remained open until 1992 to serve a Royal Navy 
depot at Broughton Moor. 

The book contains some very useful appendices 
with lists of staff at the various stations, opening and 
closure dates, etc. There are also some very amusing 
songs about staff on the line to be sung to the tune 
`John Peel'. The book originally cost 6/6 (321/2p), 
so the current price is 25 times that of 1952! 

WARWICK BURTON 

Watford to Leighton Buzzard including Aylesbury High Street and Dunstable North Branches 
— Vic Mitchell & Keith Smith 

96pp, 240x170mm, 127 photographs & images, 36 reproductions of maps, timetables & tickets, hardback, Middleton 
Press, Easeboume Lane, Midhurst, West Sussex GU29 9AZ, 2004, ISBN 1 904474 45 4, £14.95 

Middleton continues its series on the West Coast 
Main line out of Euston with images ranging from 
the 1837 station at Watford to a 2004 view of a 
Pendolino, the album preceded by the usual very brief 
introductory notes. Most of the illustrations relate 
to the six decades after 1930, including a good ration  

from the camera of I-I C Casserley who moved from 
Bromley to the more steamy Berkhamsted in 1939. 
Infrastructure is well-covered, including a splendid 
1947 view of the Berkhamsted mail catcher in action, 
watched by an enthralled Casserley junior and his 
mother. 	 ALAN A JACKSON 

Norfolk and Suffolk in the Age of Steam — Howard Stephens 

160pp, 295x208mm, 181 illustrations, 4 maps, hardback, Halsgrave, Lower Moor Way, Tiverton, Devon EX16 6SS, 
2004, ISBN 1 84114 216 6, £19.95 (available from Halsgrave Direct on 01884-243242) 

This book is rather misleadingly titled. Norfolk 
and Suffolk do indeed figure, but the work is a general 
survey of the various uses of steam power in industry, 
agriculture and transport (rail, road and maritime) 
across the whole country. To this extent, it is a useful 
(albeit largely descriptive) summary. There are a 
number of inaccuracies in detail: the GER would have 
found it difficult (nearly 40 years before its 
formation) to take over the Norwich Navigation 
Company (not its correct title) in 1827, nor did the  

Ipswich and Yarmouth quayside tramways ever carry 
passengers. 

The regional aspect is woefully underplayed in the 
illustrations, of which only 20% are unambiguously 
located to Norfolk or Suffolk (this includes the 
Bressingham Museum exhibits). It is a pity that the 
publisher should have allowed four uninteresting 
photographs of the preserved Flying Scotsman to 
figure among the railway photographs, a further four 
of the LT&SR and even one of a Brighton 'Terrier'. 

TONY KIRBY 
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The Railways of Upper Strathearn: Crieff-Balquhidder — Bernard Byrom 

160pp, A5, 103 photographs, 11 maps & plans, paperback, Oakwood Press, P 0 Box 13, Usk, Monmouthshire NP15 
I YS, 2004, ISBN 0 85361 622 I, £11.95 

Devoting nearly two-thirds of a railway's history to 
its promotion might seem excessive, were it not 
remarkable that it took 37 years to secure the 6-mile 
line from Crieff to Comrie, largely due to one man's 
persistence. By contrast, the 15 miles onward to 
Balquhidder were opened only nine years later, in 
1904. A detailed examination of this marathon effort 
includes extensive extracts from the local press, 
providing eloquent examples of the difficulties faced 
by many small railway promoters in the period. The 
Caledonian Railway, wisely it transpired, refused to 
contribute capital, preferring to acquire the line after 
it opened and then contribute to the extension to  

Balquhidder, which it had to complete itself when 
money ran out. Like many later lines, this one failed 
to reach expectations. Although tourist traffic was 
attracted, ambitions to be part of a new east—west 
route across Scotland were not realised. Its local 
value was soon lost to road transport and, in 1951, 
the whole line through from Perth was closed 
excepting the Crieff—Comrie section which, until 
1964, was served by the branch from Gleneagles, 
using the first 4-wheel rail buses in Scotland. 

The railway's working is amply described, 
accompanied by delightful period photographs and 
concluding with an account of what remains today. 

GORDON BIDDLE 

Inland Waterways Association: Bulletins numbers 1 to 71 
Compact disk, 2,687 pages of text, 102 pages of photographs, Inland Waterways Association, P 0 Box 114, 
Rickmansworth, Hertfordshire WD3 IZY, £19.95 (plus £3.75 p&p) 

The IWA has enterprisingly published its Bulletins 
from November 1946 to June 1964 on a CD, each 
page being reproduced as a jpeg image which can 
conveniently be printed on A4 paper. The text is 
generally not crisp enough to be convertible into an 
electronic format using a domestic scanner. There 
is no index: the only way to find information on a 
particular topic is to skim-read the whole, which takes 
some ten to fifteen hours. 

This is an essential research source for anyone 
investigating this neglected period of waterways 
history. For example, 100 references were found to 
the Shropshire Union Canal including its 'Welsh 
Section'; some of these lead the researcher to  

newspapers and other contemporary sources, but 
much of the information is unlikely to be available 
elsewhere. 

It is also interesting as a history of the IWA itself, 
with the warning that virtually everything is presented 
from the point of view of Robert Aickman, 'Founder 
and Vice-President'. Only one (disparaging) explicit 
reference to the RCHS was noticed, but in 1962 an 
article by Aickman referred to the danger of 
degenerating 'into a fuddy organisation of the 
Hadfield type, backward looking, mildly obsessed 
cranks' — Charles Hadfield was then the RCHS's 
President. 	 PETER BROWN 

Locomotives in Detail 2: Stanier 4-6-0 Class 5 — John Jennison & David Clarke 

104pp, 255x190mm, 161 photographs, 52 in colour, hardback, Ian Allan Publishing, Terminal House, Station Approach, 
Shepperton, Surrey TW 17 8AS, 2004, ISBN 0 7110 3014 6, £16.99 

If the reader is confused about the purpose of this 
work, authors and publishers have the same difficulty. 
They cannot agree whether it is aimed at the modeller, 
historian or both. Neither of these specialist reader 
groups nor the general reader is likely to be satisfied 
by this slim but expensive volume. 

Chapters on boilers; frames, wheels and running 
gear; cab and running plate; non-standard 
locomotives; tenders; liveries; and 'In Service' seem  

comprehensive but the entire working life of this large 
class occupies only eight paragraphs. One real 
positive is the number of colour photographs and 
the rarity of all the illustrations — that they are of 
variable quality can therefore be forgiven. Errors 
and confusions in the captions, however, mean the 
illustrations do not support the text as they could. A 
disappointing work. 	WILLIAM FEATHERSTONE 
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On Tour With Thomas Telford — Chris Morris 

112pp, 167x240mm, 164 photographs, 1 diagram, hardback, Tanners Yard Press, Church Road, Longhope, 
Gloucestershire GL17 OLA, 2004, ISBN 0 9542096 3 X, £16.95 (inc p&p) 

This, the most recent in a short series of sumptuously 
illustrated books, all with an industrial history theme, 
by an author who is styled a 'documentary photo-
grapher', is a record of the work of Thomas Telford. 
Not confined to his canal works, it is a visual synopsis 
of his extant architectural and engineering works, 
arranged in roughly chronological and, to some 
degree, geographical order. 

Following an introduction by Sir Neil Cossons, the 
chapters include photographs of Telford's early work 
as a mason and architect in London, Portsmouth and 
Shropshire, before moving on to the Ellesmere and 
Shrewsbury Canals and their aqueducts, Scottish 
churches, roads, bridges and harbours and the 
Caledonian Canal. The Holyhead Road with its 
related bridges and tollhouses follows. The  

penultimate chapter is concerned with the second 
Harecastle tunnel, the Chester and the Birmingham 
& Liverpool Junction Canals and upgrading the 
Birmingham Canal. Additional enterprises, the Gota 
and the Gloucester & Berkeley Canals, drainage in 
the Fens, the South Wales Road and the Severn 
bridges, all appear in the final chapter. 

The colour illustrations, which range in size from 
postage stamp to double page, the majority with 
concise extended captions, are superb both in choice 
of subject and in composition. Their subsequent 
reproduction is flawless. Although the book claims 
to be neither academic nor technical, it is a fitting 
tribute to a man who was as much an artist as an 
engineer. 	 JOHN HOWAT 

The Wirksworth Branch — Howard Sprenger 
216pp, A5, 145 photographs, 7 maps, numerous drawings & diagrams, paperback, Oakwood Press, PO Box 13, Usk, 
Monmouthshire N015 IYS, 2004, ISBN 0 85361 625 6, £14.95 

This, the second updated edition of a book first 
published in 1987, is an account of a perhaps little 
known branch line and also an interesting history of 
some of the industrial archaeology of the Wirksworth 
area of Derbyshire. The author describes the histori-
cal background to and planning of the line and its 
building. He then discusses the line during the days 
of the Midland Railway, under the LMS Railway 
from 1923 to 1947 and until the present day, with its 
recent reincarnation as the Ecclesbourne Valley  

Railway. 
The route of the branch is described in some detail 

as is one of the reasons for its existence, stone traffic 
from quarries near Wirksworth. Other chapters 
describe signalling, rolling stock, traffic and expenses 
at stations during the years between 1872 and 1922. 
There is a short bibliography and a good index. This 
book is a useful addition to the library of those with 
an interest in the minor railways and industrial 
archaeology of the Peak District. 

RODNEY HARTLEY 

Country Railway Routes: Tivetshall to Beccles — Richard Adderson & Graham Kenworthy 

92pp, 240x170mm, 120 b&w illustrations, 17 maps, 7 timetable extracts and 1 gradient profile, hardback, Middleton 
Press, Easeboume Lane, Midhurst, West Sussex GU29 9AZ, 2004, ISBN I 904474 41 I, £14.95 

Although the Waveney Valley Line has been 
mentioned in some books and articles, to the best of 
this reviewer's knowledge, no previous book has 
specialised in this rural branch which connected the 
GE Norwich and East Suffolk main lines. Passenger 
closure took place in 1953 with complete closure in 
1966. Two market towns and several villages were 
served as well as air stations in both World Wars. 

About 40% of the photographs were taken between  

nationalisation and passenger closure. Others include 
a few taken since 2000, including some of the three 
stations closed in 1866 and 1878 but where buildings 
remain and also two taken during World War II when 
the line was busiest. All stations including the two 
junctions are illustrated and all have accompanying 
plans copied from OS 25 inch maps. 

The book is a valuable addition towards a complete 
history of the British railway system. 

RICHARD TYSON 
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Horse Trams of the British Isles — R W Bush 
104pp, A5, 54 photographs, 23 diagrams, paperback, Oakwood Press, PO Box 13, Usk, Monmouthshire NPI5 IYS, 
2004, ISBN 0 85361 600 0, £8.95 

This book charts the rise of the horse tram — an 
invention from the USA in the mid 19th century, with 
the pioneering efforts of an American, appropriately 
named George Train. His early efforts in Liverpool 
and Bayswater were not a success, largely because 
the early 'step' rail protruded 5/8ths of an inch above 
the street surface, wreaking havoc with horse drawn 
vehicles. The last quarter of the 19th century saw 
most British and some Irish cities and towns having 
small horse tram networks. But, by the late 19th 
century, most places adopted the steam and later the 
electric tram. The Fintona tram in Ireland was one 
of the longest lasting — from 1854 to 1957. It was 
originally part of a longer horse tram route, most of 
which was converted into a main line railway except  

the short stub to Fintona. The seafront horse trams 
in Douglas, Isle of Man, opened in 1902 are still 
with us as a popular tourist attraction. 

The first chapter of the book is devoted to a history 
of horse trams in Britain and Ireland. Chapter 2 deals 
with construction of the lines and tramcars, including 
some alarming cars whose upper decks were accessed 
by a near vertical ladder, which was inaccessible to 
ladies! Two thirds of the book is devoted to the 
various manufacturers of horse trams, perhaps a little 
excessive. There is one error apparent: the York 
horse trams operated until 1909, not 1886 as stated 
in the Appendix of opening and closure dates. But, 
on the whole, a well written and produced book, 
which fills a gap in the literature of trams. 

WARWICK BURTON 

Collieries and Their Railways in the Manchester Coalfields — Geoffrey Hayes 
208pp, 250x180mm, 92 photographs, 15 maps, hardback, Landmark Publishing Ltd., Ashboume Hall, Cokayne Avenue, 
Ashboume, Derbyshire DE6 I EL 2004, ISBN 1 84306 135 X, 19.95 

The rich coal resources of south Lancashire prompted 
not only the construction of what is regarded as the 
first 'modern' canal, the Bridgewater, but also, 
seventy years later, the seminal Bolton & Leigh 
Railway. This book looks at the eastern section of 
the coalfield; a rough triangle bordered by the Bolton 
& Leigh and its extensions, the Bridgewater Canal 
and the River Irwell. Coming from publishers who 
specialise in mining histories, it is no surprise that 
two-thirds of the book is devoted to a geological 
survey and history of the hundreds of collieries that 
dotted the area. It is not an easy read for the layman. 
A glossary may well have helped. The last third is  

devoted to the collieries' railway system centered 
on locomotive workshops and yards in Walkden 
which had numerous connections to the LNWR and 
the LYR. This part of the book cannot be seen as 
anywhere near a definitive history but a useful 
additional resource nonetheless. In its heyday, the 
railway system had 10,000 wagons hauled by a 
bewildering variety of locomotives. Since 1914, 300 
pits have closed and there is no longer any coal 
extraction in the area. That the author, a former 
mining engineer, was there, saw the daily operation 
of the coalfield and recorded it in detail makes this a 
most useful twenty pound's worth. BRIAN WESLEY 

Testing Times at Derby: A Privileged View of Steam — Alan Rimmer 

120pp, A5, 86 photographs, paperback, The Oakwood Press, PO Box 13, Usk, Monmouthshire NPI5 IYS, 2004, 
ISBN 0 85361 628 0, £9.95 

The author joined the London Midland & Scottish 
Railway as a Privileged Apprentice in 1943 and then 
worked in the Derby drawing office, the locomotive 
testing section and the Research Department. The 
story ends post-nationalisation in 1961 with his final 
involvement in steam locomotive testing. Such 
departmental titles conjure up nooks of railway life 
that promise to be fresh and novel to the reader —  

and the author does not disappoint. 
There may be times when the narrative meanders 

repetitively and the illustrations echo this with many 
near duplications; but this is a little-told story with 
many interesting and amusing anecdotes and unique 
photographs, mostly taken by the author. A little 
gem worth every penny of its very reasonable price. 

WILLIAM FEATHERSTONE 
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The Malta Railway — B L Rigby 
120pp, A5, 78 b&w photographs, maps, plans & line drawings, paperback, Oakwood Press, P 0 Box 13, Usk, Monmouth-
shire NP15 LYS, 2004, ISBN 0 85361 621 3, £9.95 

This is a new edition of a book published in 1970 
now containing virtually all there is to know about 
the narrow gauge railway in Malta which functioned 
from its inauguration in 1883 to its eventual closure 
in 1930. The enthusiasm that drove the research 
needed to compile this account of one of the world's 
shortest national railways shines through its pages 
and it is difficult to avoid being caught up in its spirit. 
The first chapter sets the socio-economic scene in 
the island fortress and naval base that determined 
the need for this short single track metre gauge 
railway which ran from Valletta to just beyond the 
old capital Mdina, a distance of just over seven miles. 

During its lifetime, it was the only means for mass 
transport until it succumbed to the growing competi-
tion from tram and bus. Profusely illustrated by 
contemporary photographs and plans, it gives details 
of track and infrastructure as well as of the loco-
motives and rolling stock. It also outlines the running 
and management of the railway in great detail. 

The book gives brilliant insight into the technical 
aspects of the railway, in the context of its human 
and historical setting and thus will be of interest and 
enjoyment to readers, particularly if they have had 
any connection with Malta. 	ANTONY DE BONO 

The Mawddwy, Van & Kerry Branches 	Lewis Cozens, R W Kidner and Brian Poole 

240pp, A5, 167 photographs, 11 facsimile documents, 18 maps & diagrams, paperback, Oakwood Press, PO Box 13, 
Usk, Monmouthshire NP15 I YS, 2nd edition 2004, ISBN 0 85361 626 4, £14.95 

This is a considerably extended version of a book 
which, when first published in 1972, comprised just 
68 pages and was itself compiled by Roger Kidner 
from two booklets by Lewis Cozens. There are 
chapters on two narrow gauge feeders: the Hendre-
ddu Tramway and the Kerry Tramway. Much of 
Cozens' original text is retained verbatim, regardless 
of any subsequent developments, but footnotes to 
the Van and Kerry material and several entries in the 
bibliographies have been omitted. A picture caption 
error has been perpetuated — the bridge is at 
Mallwyd and does not cross the Dovey. 

The new material includes a multitude of photo-
graphs, more maps and a large body of oral history 
collected by Brian Poole. This is important because  

it includes memories of the last generation able to 
recall the railways in operation. Interesting though 
this is, its presentation, person-by-person, results in 
much repetition and some contradictions which are 
not examined. A more useful approach might have 
been to structure it by topic for each railway —traffic, 
staff, motive power, special events and so on —
assessing the differences and removing duplication. 
This weakness limits the book's usefulness as a 
reference source, as does the lack of an index. In 
spite of these reservations, this book is one that 
anyone with an interest in the minor railways of Wales 
will want to own and it benefits from the usual 
Oakwood high standards of production and a 
reasonable price. 	 TIM EDMONDS 

Douglas to Ramsey, including the Foxdale Branch — Tom Heavyside 

96pp, 168x233mm, 121 photographs, 10 maps, track layouts & gradient profiles, ticket facsimiles and tables of receipts, 
hardback, Middleton Press, Easebourne Lane, Midhurst GU29 9AZ, 2004, ISBN 1 904474 39X, £14.95 

This album, in the publisher's 'Narrow Gauge Branch 
Lines' series, completes the author's coverage of the 
Manx public steam railways. In starting at Douglas, 
the route to St John's duplicates coverage from one 
of the earlier volumes. The routes to Ramsey and 
Foxdale, each coming together at the Isle of Man 
Railway Company's St John's station, were those of 
the Manx Northern Railway. It is unlikely that they 
covered their costs even after the construction capital  

had been written off. The photographs, well chosen 
and reproduced, mostly date from the 1950s and 
1960s although a few of earlier vintage have been 
found. A small number illustrate scenes of 
dereliction. References to other books in the series 
scattered throughout become a little wearisome, 
otherwise the book is a worthwhile addition to the 
Manx enthusiast's bookshelf. 	PETER JOHNSON 
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The GWR at Stourbridge and the Black Country, Volume One — Clive Butcher 

240pp, A5, 3 colour & and 131 b&w photographs, 20 maps, paperback, Oakwood Press, PO Box 13, Usk, Monmouth-
shire NP15 IYS, 2004, ISBN 0 85361 627 2, £14.95 

This volume is the first of two supplementing The 
Railways of Stourbridge (1998). Although there is 
some overlap in text and illustrations, the earlier book 
provides essential background information. The 
numerous goods yards serving the Black Country are 
described and train working is discussed in consider-
able detail. Extracts from large-scale maps indicate 
how trackwork changed over time and show the 
varied nature of the neighbouring industries, some 
of which provided two-way traffic: sheet metal was 
converted into saucepans and pigs into sausages. The 
nature of the traffic is described but not always 
explained: who sent saplings from Stourbridge and 
why so many cattle trucks at Amblecote? There is 
no map of the Oldbury branch, whose traffic is 
discussed, while the converse situation applies at  

Blackheath. There is no overall map to indicate the 
general location of each yard. 

The Halesowen branch, a minor byway, receives a 
chapter to itself. Then follow some reminiscences 
of a relief stationmaster during the 1950s, whose 
responsibilities included the safe running of train 
services immediately following a derailment. In a 
final chapter, the involvement of Stourbridge railway-
men in national rail strikes during the early 20th 
century is discussed using information from minute 
books and local newspapers. 

The enormous detail of information should become 
more readily accessible when an index appears in 
volume two. The author sometimes neglects the 
requirements of readers who are less familiar with 
the district. 	 DENNIS HADLEY 

Oxford to Princes Risborough: a GWR Secondary Route — C R Potts 

256pp, A5, 3 colour & 141 b&w photographs, 30 maps & plans, paperback, Oakwood Press, P 0 Box 13, Usk, 
Monmouthshire NP15 IYS, 2004, ISBN 0 85361 629 9, £15.95 

The Maidenhead to High Wycombe branch, 
authorised in 1846, was beset with financial diffi-
culties, but by 1864 it had been extended to Oxford. 
After 1906, the line was operated as a branch from 
Princes Risborough to Oxford with four to six 
stopping trains daily in each direction, some extended 
to Paddington. Despite single track and steep 
gradients, the branch served as a diversionary route 
and carried through goods traffic. The opening of 
the Morris Cowley plant in 1928 brought much-
needed traffic, which continues today — more than 
forty years after passenger services were withdrawn. 

Christopher Potts records the line's history in his  

usual thorough manner, making extensive use of 
official records and local information. The tangled 
early history, recounted in detail, is not always easy 
to follow and the strictly chronological narrative 
juxtaposes major and minor incidents, as well as 
spreading topics such as the Cowley story over 
several chapters. Each station is described briefly, 
with track diagrams and relevant photographs; 
timetables and train operations are clearly summa-
rised. The emphasis is very different from that of 
Richard Lingard's 1978 book (OPC), which is largely 
an illustrated survey of stations and structures. 

DENNIS HADLEY 

The Excursion Train — Edward Marston 

270pp, 223x145mm, hardback, Allison & Busby, Bon Marche Centre, 241-251 Ferndale Road, London SW9 8131, 
2005, ISBN 0 7490 8392 1, £18.99 
This is a sequel, set in 1852, to The Railway The novel's later pages centre around an atmos-
Detective, reviewed in these pages in 2004. A pherically described railway town, Ashford (South 
quotation from Thomas Cook's Leisure Hour (1860) Eastern Railway). Inspector Colbeck of Scotland 
appears on the fly leaf, but the (GWR) train of the Yard, railway enthusiast, again tracks down the 
title, scene of the first murder, is not a usual excursion culprit. Fiction maybe, but the railway background 
train, but one to a prize fight, one of many by which is well researched and excellently presented. A good 
railway companies then made money, albeit illegally. read. 	 PHILIP SCOWCROFT 
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Wakefield to Swinton via Barnsley: the Barnsley and Dearne & Dove Canals — Roger Glister 

144pp, 235x155mm, 250 b&w photographs, paperback, Whamcliffe Books, 47 Church Street, Bamsley, South Yorkshire 
S70 2AS, 2004, ISBN 1 903425 38 7, £9.99 

This tells the story of two canals to Barnsley, one 
from Swinton, the other from Wakefield, both of 
which received their Acts in 1793, each opened 
within a few years of one another (1799-1804) and 
both were to be abandoned within a decade of each 
other. They were intended to open up Barnsley's 
burgeoning coal industry to its growing markets; coal 
was the principal traffic, though other goods, like 
manufactured products, limestone and agricultural 
produce were carried. After 1896 they went their 
separate ways, the Barnsley Canal eventually 
becoming part of the Aire & Calder system, the 
Dearne & Dove a branch of the Sheffield & South 
Yorkshire Navigation. Both did very well for their  

first 40 years or so, but the advent of railways, which, 
if only gradually, took much of the coal traffic and 
the subsidence problems common in coal-mining 
areas brought about their decline and abandonment, 
respectively in 1953 and 1961. Mr Glister supplies 
a short history of each canal (not forgetting the 
D&D's Elsecar and Worsbrough branches) but 
mostly is content to let the (mostly decently-
produced) photographs, nearly all derived from the 
collection of the late Alan Hall, tell the story. The 
book's last quarter outlines recent restoration 
attempts. Good value for the money, but the lack of 
a map is a serious lacuna. 	PHILIP SCOWCROFT 

Cwm Gwyrfai: The Quarries of the North Wales Narrow Gauge and the Welsh Highland 
Railways — Gwynfor Pierce Jones & Alun John Richards 

368pp, 180x125mm, 30 photographs, 9 maps, paperback, Gwasg Carreg Gwalch, 12 Station Yard, Llanwrst, Gwynedd, 
LL26 OEH, 2003, ISBN 0 86381 897 8, £9.95 

The title of the book translates as 'The Valley of 
the Gwyrfai'. The reader requires no further 
knowledge of Welsh. 

This could be described as a handbook to 61 North 
Wales slate quarries. Perhaps 'two-handbook' 
describes it better because the binding is so stiff it 
needs two hands to hold it open while you read down 
the gutter. Apart from this minor quibble, it is a good 
book describing the quarries, their grid references 
and, where known, dates of opening and closing, 
connections to the North Wales Narrow Gauge  

Railway and its successor, the Welsh Highland. The 
illustrations are interesting as also are the few maps, 
which mostly have scales. 

The area is divided into the Valleys and Moel 
Tryfan, which are sub-divided into smaller areas. 
Chapter 1 describes the land geographically. 
Chapters 2 to 8 describe the various slate workings. 
Railways and transport are covered in chapter 9. 

This is not an easy book to read either literally or 
physically, but it is packed with information. 

JOHN MARSHALL 

Trams Beside The Seaside — Keith Turner 
96pp, 210x245mm, 53 photographs, 4 maps, paperback, Gwasg Carreg Gwalch, 12 Station Yard, Llanwrst, Gwynedd, 
LL26 OEH, 2004, ISBN 0 86381 893 5, £5.99 

`These cars connect with the Club Train at Colwyn 
Bay' read the timetable of the Llandudno & Colwyn 
Bay Electric Railway. It wasn't a railway; it was an 
efficiently run tramway which outlived most others 
in the United Kingdom, disappearing in 1956. The 
Club Train, conveying the Manchester cotton 
magnates to their homes in North Wales was, with 
the trams, redolent of a bygone era. To see these 
stately trams in dignified Mostyn Street in Llandudno 
was an impression not easy to forget. Both fulfilled  

a need which diminished as the private car 
proliferated. Crosville — itself now a memory —
paid £40,000 for the goodwill of the tramway 
company and disposed of the ex-Southdown and East 
Kent buses which briefly replaced the trams. This 
book is meticulous in its interesting detail and will 
instruct — or remind — the reader of this fascinating 
and unique tramway. Buy it: it is good value for its 
modest price. 	 BILL HOLLINSON 
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Short reviews 

Brecon to Neath including Ystradgynlais 
— Vic Mitchell & Keith Smith, in association 
with Dave Edge 

96pp, 239x 173mm, 120 photographs, 23 maps, 6 
timetables, I gradient profile, hardback, Middleton Press, 
Easeboume Lane, Midhurst, West Sussex GU29 9AZ, 
2004, ISBN l 904474 43 8, £14.95 post free 

This byway, notorious for its infrequent passenger 
service before closure in 1962, is handsomely treated 
in the usual Middleton Press style. The photographs 
are bright and good use is made of large-scale extracts 
from Ordnance Survey maps. Sadly, no picture is 
included of Madame Patti's private waiting room at 
Craig y Nos, nor of the line's elusive Fairlie loco-
motives, but it is remarkable how many photographs 
have been found. Most of them are from the 
nationalised era, but very little changed across the 
years. A complementary history of this impoverished 
concern is badly needed. 

A Guide to the Industrial Archaeology of 
Hertfordshire and the Lea Valley 
— Tim Smith & Bob Carr 
64pp, AS, about 100 small illustrations, 10 location maps, 
paperback, Association for Industrial Archaeology, Roger 
Ford (Sales Officer), Barn Cottage, Bridge Street, 
Bridgnorth, Shropshire WV15 6AF, 2004, ISBN 0 
9528930 7 X, £5.50 (+ 60p p&p) 

This is the latest in a series of illustrated gazetteers 
published in connection with the AIA Annual 
Conferences. It is arranged by areas, indexed by 
site types, and includes entries for almost 40 railway 
and tramway sites (19 of them stations), 8 canal sites 
12 sites related to road transport and 5 to aviation. 

The Making of Leeds — David Goodman 

176pp, 235x I55mm, 93 illustrations, 4 maps, paperback, 
Wharncliffe Books, 47 Church Street, Barnsley, South 
Yorkshire S70 2AS, 2004, ISBN 1 903425 41 7, £9.99 

To portray a large city in a slim volume like this 
requires careful selectivity, admirably employed here, 
and an incisive style, unfortunately missing. Chapters 
cover population, religion, transport, diet, health, 
education, trade and industry, politics, culture, law 
and order, wartime Leeds (beginning with the Civil 
War), and sport. Errors in transport and trade, and 
omissions such as buses and the important heavy 
engineering and locomotive building industries, 
suggest, sadly, that the book cannot be regarded as 
an authoritative introduction to Leeds. 

Western Main Lines: Worcester to Hereford 
— Vic Mitchell & Keith Smith 
96pp, 240x173mm, 121 b&w illustrations, 31 maps, 
hardback, Middleton Press, Easeboume Lane, Midhurst 
GU29 9AZ, 2004, ISBN 1 904474 38 1, £14.95 

This book also covers the Worcester—Leominster and 
Ledbury—Gloucester branches, including terminal 
stations. Many stations and halts closed over 40 years 
ago, but the authors have located photographs of all 
except one (Boughton) and it is good to have this 
record of them. There are more pictures of diesels 
(including GWR railcars) than steam engines, and 
even more show stations without trains: one of a halt's 
exterior also includes Mr Casserley's car parked in 
the middle of a country lane — obviously no other 
traffic was expected! 

East Cornwall Mineral Railways 
— Maurice Dart 
96pp, 240x170mm, 120 illustrations, 20 maps & plans, 
hardback, Middleton Press, Easeboume Lane, Midhurst 
GU29 9AZ, 2004, ISBN 1 904474 22 5, £14.95 

The complex railway network of East Cornwall has 
already been well-covered in previous Middleton 
Press volumes, but anyone needing a succinct intro-
duction to the area would find this work valuable. 
Inevitably there is a degree of overlap with the earlier 
volumes, but some new locations (such as Westwood 
Quarry and Glyn Valley Siding) are included and two 
useful summary maps by the author unravel the 
complexities of the Luxulyan valley and the Bugle 
area. Photographic reproduction leaves something 
to be desired in many cases. 

The Bennie Railplane — William B Black 

32pp, 240x170mm, 13 photographs, diagrams, paperback, 
East Dunbartonshire Information & Archives, 2/4 West 
High Street, Kirkintilloch, Dunbartonshire GG66 IAD, 
2004, ISBN 0 904966 57 7, £3.30 

This booklet describes the elevated `railplane' system 
invented by George Bennie (1891-1957) of which a 
prototype was built at Milngavie in 1930. The system 
was never taken up commercially but the installation 
remained derelict until demolished in 1956. This 
booklet describes the first development of the idea 
by Bennie, his efforts to get it widely used both before 
and after the prototype was built and gives technical 
detail of the overhead track and the railplane itself. 
The railplane was indeed a plane with aluminium 
fuselage, propeller traction and jazz age interior. 
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Weybridge Station: a station the railway 
company did not want to build 
— John Douglas Smith 
iv+56pp, 5 photographs, 8 figs, A5, paperback, Walton & 
Weybridge Local History Society, available from 
Elmbridge Museum, Church Street, Weybridge KT l 3 
8DE, 2003, £4.95 + postage 

The subtitle refers to the fact that the London & 
Southampton Railway Company did not intend to 
have a station between Walton and Woking. How-
ever, the Weybridge Vestry was able to extract an 
undertaking to provide a station here in return for 
agreeing to a deviation of roads that avoided the 
construction of a second bridge over the railway. This 
is a thorough, well-researched study of the successive 
changes to the station buildings and other railway 
infrastructure at Weybridge, illustrated with good 
plans and drawings, but marred by poorly-reproduced 
photographs. 

William Reynolds 1758-1803 
— Neil Clarke (editor) 
5Opp, 24 illustrations (11 in colour), paperback, Wrekin 
Local Studies Forum, c/o Neil Clarke, Cranleigh, Welling-
ton Road, Little Wenlock, Shropshire TF6 5BH, 2004, 
£5 (plus 75p p&p) 

These papers were presented at the William Reynolds 
Bicentenary Event in June 2003. Although best 
known as an ironmaster, he was also much involved 
in canals. The papers include Reynolds' involve-
ment in the Shropshire Canal (Neil Clarke); the 
Wombridge and Ketley Canals (Paul Luter); 
Reynolds' tunnels, including several on canals (Ivor 
Brown); and engineering drawings of the Ketley 
Inclined Plane (Brian Pitchford). Mention is made 
of his Ketley foundry casting the ironwork for the 
Longdon Aqueduct and of his patronage of Richard 
Trevithick's experiments with high pressure steam 
locomotives. 

From the RCHS Photographic Collection 

No 26: TT39/29 

If you can identify this station, please contact Stephen Duffel!, Hillcroft, Ford, Shrewsbury SY5 9LZ, 
telephone 01743-851154 or e-mail duffell@tesco.net. 
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No 20: RAC 62/32 (July 2003, page 328, and March 2004, page 498) 

Locating this place proved troublesome and the 
assertion that it was Cerist station on the Van Railway 
was based on incomplete evidence. The publication 
of a new edition of a book on the line (Lewis Cozens, 
R W Kidner & Brian Poole, The Mawddwy, Van & 
Kero,  Branches) provides photographic evidence that 
it cannot be Cerist. On page 146 is a photo of Cerist 
station building taken in 1966 showing it had no bay 
window, a feature clearly present in the 1953 mystery 
picture. Also, the angle of the gable at Cerist can be 
measured as 70° instead of 85°. 

So where was the picture taken? The adjacent Cook 
negatives were of mid-Wales thus it could only be on 
the Van Railway because this was the only closed 
railway in the region from which the track had been 
lifted by 1953. All the stations were now eliminated, 
but there remained the previously-overlooked 
possibility of this being another Van Railway building. 

Fortunately the new book offered a possible answer. 
A map on page 112 shows that on leaving Caersws 
the Van line crossed the Afon Carno on a trestle 
bridge, following which there was a gated level crossing over a minor road: Carnedd Crossing. Between the 
two was a railway house known as Carnedd Villa which became the home of the poet John `Ceiriog' Hughes, 
General Manager of the railway from 1872 until his death in 1887 (page 113). It was subsequently occupied 
by the Aldridge family (page 157), three generations of which worked on the railway. 

The configuration of trackbed and house shown on the map fits with the mystery picture, which shows in 
the left background what could be the main road adjacent to Carnedd Crossing, the present B4569. The 
status of the occupant would explain the large size, relative to the other Van buildings, with the larger gable, 
the bay window and extra chimney. On page 120 in the book is an undated photograph of the crossing house 
on the occasion of the unveiling of a plaque commemorating the fact that Hughes the poet had lived there. It 
shows part of the gable valance and this matches the mystery picture. 

A site visit on 24 March 2005 confirmed the location. (Map reference 50025917) It is now impossible to 
stand where the photograph was taken because a large house has been built opposite Carnedd Villa. The 
west end of the house is much as in the photo: the end wall is slate hung, but the barge boards have been 

replaced with plain ones. However 
the barge boards over the dormer 
windows still have the same cut out 
pattern as those on the gable end. 
There is a porch on the first part of 
the south wall — of a different 
pattern to the one shown, but 
confirming the doorway here. The 
east end has had a large addition 
such that the original building has 
been doubled in size. A hedge on 
the roadside made photography 
difficult, but the pictures show 
enough detail of the upper parts to 
confirm it is the same building. 

(Photographs: Stephen Duffel]) 
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No 25: TT51/24, 26 (March 2005, page 55) 

These pictures provoked a good response and many fond memories of the Deansgate / Whitworth Street 
area of Manchester. A sketch map provided by Brian Lamb shows the relative positions of the bridges and 
roads. 

The main road is indeed Deansgate, the south end. The photographer is standing in the middle of Trafford 
Street, facing towards Chester. Whitworth Street is the road turning sharp left in front of the prominent 
building to the left of the far bridge. Liverpool Road (leading to the original Liverpool & Manchester 
Railway Station) goes off right just in front of the Rover 2000. Beyond Whitworth Street is the junction of 
Deansgate and the Bridgewater Viaduct. To the left below the furthest railway bridge is the former route of 
Deansgate, continuing downhill to cross the River Medlock by the Knot Mill Bridge (an ancient and original 
crossing point and the reason that the Bridgewater Viaduct was built in 1844). At the time of the photograph 
it was merely a lead to ancient industrial premises and a 'bomb-site' car park. The Bridgewater Viaduct 
forms the main road running to the right under the furthest bridge. 

The distant bridge is that of the Manchester, South Junction & Altrincham Railway (C) built in 1848, by 
David Bellhouse. The railway opened on 20 July 1849. To the left of this bridge, just out of view, is Knott 
Mill and Deansgate Station, renamed Deansgate in 1971. This line now carries traffic from Piccadilly 
station (to the left of the bridge) to the north and west, the line to Ordsall now being connected via the 
Windsor Link to the Bolton line. 

The closest bridge is the Cheshire Lines Committee bridge (B) taking the former rail lines across Deansgate 
and into Central Station (opened 9 July 1877) and built by Handysides of Derby. Central Station was fully 
opened when the Midland Railway arrived via the Manchester South District railway in 1880. The railway 
closed on 5 May 1969, but since 15 June 1992 has carried Manchester Metrolink's line to Altrincham 

Behind the photographer there was a third bridge (A), taking the railway goods connection into the Great 
Northern Railway `Deansgate Goods Station' of 1899, lying alongside Central Station (1880-1971). This 

was demolished one weekend, 
closing this end of Deansgate 
for 72 hours. 

My thanks to Alan Bracken-
bury, David Cane, Brian Lamb, 
Mike Mellor and Frank 
Shackleton for their assistance 
in elucidating the photograph 
identities. 

Stephen Duffell 
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I 	1 I 	I 

20% special discount 
for readers 

£25.20 + £4.10 p&p = 
only £29.30 

(Recommended retail price £31.50 + p&p) 

Nineteen papers presented to the 
Second International Early 
Railways Conference discussing 
many aspects of the railways which 
preceded the main lines of the 
Railway Age. 

The offerings are divided into four 
groups: history, infrastructure, 
mechanical and overseas. The papers 
are richly illustrated with 88 contem-
porary and modern images, maps, 
diagrams and tables; all are well ref-
erenced. 

The book has 288 pages (240 x 170 
mm) including prelims and index. 
The body of the text is in black 
and white, printed on high quali-
ty coated paper in a generous- 
sized typeface. The hardback 
laminated cover is a representa-
tion of the superb painting by 
John Thomas 'A Plain 
Representation of the Teams 
& Trains of Coal' from the 

National Museums and Galleries of 
Wales. 

The Science 
Museum, 

London 
SW7 2DD 

Tel/Fax (Book Sales Dept) 
+44 (0) 1359 242566 

Please use this 
order form or a 

photocopy 
Thank you 

The 
Newcomen 
Society 

ORDER FORM 
NAME 	 ADDRESS 	  
	  ZIP/COUNTRY 	  
TELEPHONE(for use in case of difficulties only) 	  
Please post to the above address .... copies of Early Railways 2 @ 29.30 each (inc p&p) 
Payments should be made to The Newcomen Society and sent with this order to 
The Newcomen Society (Book Sales Department), PO Box 421, Elmswell, Bury St Edmunds 
1P30 9XF. El I enclose a cheque. LI Please debit my Visa/ Mastercard (delete as appropriate) 

My card details are: 13111110-MED-11111100-MIDEI 
Name (exactly as on card) 	 My exact billing address 	  

	I 	I 	II  Expires end 	 Card security code (last three digits on signature strip on reverse) 111 

Signature 	 Date 	 Please allow one month for delivery 

   
  

     
  

      

    
    

   
    

 
  

     
   

   
      

      
  

      
   

     
     

     
      

 

        
     
        
     

     
    

    
      
    

    
     

     
 

 
 

 

  
 
 

  

 

     
    

         
                 

              
             

                

     
            

                
          



Publications of the Railway & Canal Historical Society 
Canal Boatmen's Missions 	Wendy Freer & Gillian Foster 	 £12.50 
72 pages, 23x17cm, 38 illustrations, 6 maps 

Merthy Tydfil Tramroads and their Locomotives 	P G Rattenbury & M J T Lewis 	£14.50 
88 pages, 23x17cm, 35 photographs, 13 line drawings, 6 maps 

The Hay & Kington Railways — Gordon Rattenbury & Ray Cook 	 £13.95 
132 pages, 23x17cm, 65 illustrations & 14 maps 

The Military on English Waterways 	Hugh J Compton & Antony Carr-Gomm 	 £9.95 
100 pages, 23x17cm, 31 illustrations and maps 

The Eleven Towns Railway: the Manchester & Leeds main line — Jeffrey Wells 	£12.95 
96 pages, 23x25cm, 86 illustrations 

North Eastern Railway: Historical Maps 	 £4.95 
48 pages, A4 (2nd edition) 

The Light Railway King of the North — A L Barnett 	 £11.95 
112 pages, 23x17cm, 84 illustrations 

Paddington Station, 1833-1854 	Michael Tutton 	 £8.50 
48 pages, 23x25cm, 30 illustrations 

The Warwick Canals — Alan Faulkner 	 £5.95 
80 pages, 23x17cm, 37 illustrations 

The Memories and Writings of a London Railwayman (H V Borley) 	 £16.95 
160 pages, 23x17cm, 60 illustrations 

The Cabry Family: Railway Engineers — Brian Lewis ... 	 £13.95 
112 pages, 23x17cm, 61 illustrations 

Early Railways between Abergavenny and Hereford 	R A Cook & C R Clinker 	 £6.95 
96 pages, 23x17cm, 32 illustrations 	 Last Jew copies 

The Melton Mowbray Navigation 	M G Miller & S Fletcher 	 £3.95 
48 pages, AS, 23 illustrations 	 Last Jew copies 

Orders (UK postfire — overseas add 15%) with cheques made payable to RCHS' to: 
Neville Birch, RCHS Sales Officer, 4 Broadway, Lincoln LN2 1S H 

let: 01522-881281 E-mail: nevmo@amserve.com  

`Desk-top' publications 

Railway Passenger Stations: A Chronology, second edition — M E Quick 	 £20.00 
410 pages, A4, comb binding 

(For 48 page supplement to 1st edition, send ten 2nd class stamps) 

Conference Papers 

Defining a New Research Agenda for Waterways History 	Waterways History Conference 1997 £1.40 

Recording, Researching, Revealing 	Waterways History Conference 1998 	 £2.00 

Projects and Publishing —Waterways History Conference 1999 	... 	 £2.00 

Co-operation & Competition: railways' relationships with other transport modes: RCHS/IRS 1999 £5.00 

Orders for desk-top' publications (post free) with cheques made payable to RCHS' to: 
Grahame Boyes, 7 Onslow Road, Richmond TWIG 6QH 
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