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Writing for an Academic Journal 

John Armstrong, Thames Valley University 

The second in a series of articles about writing for publication 

This article aims to help members to write quality 
transport history and have it accepted for publication 
in an academic journal. The author has had experi-
ence of editing one academic journal for more than 
a decade, and has also been on the other side of the 
equation, submitting articles to numerous learned 
journals. There are certain, usually implicit, rules 
and conventions about academic publishing and this 
article will make them explicit, so revealing hidden 
obstacles and discussing tactics to overcome the 
obstacles and achieve a publication in a learned 
journal. Let us start with some of the more obvious 
and straightforward points. 

Basic requirements 

The article should be well written in terms of clarity 
of English expression, be grammatical, correctly spelt 
and punctuated. It should contain sentences and 
paragraphs (beware the one-sentence `paragraph'). 
This is pretty obvious, but two exceptions to this rule 
might be seen to exist. The putative article may be 
rough at the edges grammatically, on its first submis-
sion, especially perhaps from a less-experienced 
scholar, providing the editor is willing to polish the 
draft. The other exception is for articles written by 
non-native English speakers whose expression is not 
always colloquial. Editors are normally willing to 
take time to improve such pieces, providing the topic 
covered is interesting and the ideas are novel or 
revisionist. 

The second feature which is necessary and not too 
difficult to achieve is the scholarly apparatus. This 
comprises endnotes or footnotes or some combina-
tion of textual signs and a bibliography at the end of 
the article. Sadly the precise conventions of each 
journal are usually peculiar to it and no two journals, 
even in a restricted field such as history, are precisely 
the same. Thus if you write an article aimed at one 
journal and it is rejected, you will almost certainly 
have to re-arrange the referencing system. Remem-
ber the reasoning behind the use of references. It is 
essentially to make explicit the source material on 
which the author has drawn, both the secondary 
literature (existing books and articles on the topic 
written after the events described) and the primary  

sources (company papers and government reports 
contemporaneous with the events). The idea is that 
other researchers can go back to those sources to see 
if they agree with the author's interpretations or to 
see if there is other material relevant to their particular 
interest. This is equivalent to the scientific idea of 
repeatability whereby the researchers describe their 
experiment in such detail that other scientists can 
replicate the exact conditions and, hopefully, obtain 
the same results. To make life a little easier, most 
journals will have their own style sheets, which can 
be had on application to the editor, and which will 
spell out their preferred practices. If the putative 
author is still in doubt, a look at recent back numbers 
should clarify the situation. Getting the scholarly 
apparatus in place can be time consuming, if not 
particularly intellectually challenging, especially if 
the author has not kept full details of the provenance 
of the various ideas and quotations. This rewards 
the conscientious and methodical, and penalises the 
disorganised. 

A third requirement of any academic journal in 
the broad field of transport history is that each article 
should be fully contextualised. This means that the 
author has to show how his/her research fits into the 
existing state of knowledge on this topic. To do that 
the author has to have read the books and articles on 
the subject and know where there are disagreements 
and what areas are not covered at all. This allows 
authors to show what is novel about their research, 
how it fills a gap in the literature or revises an existing 
view. It is also a useful exercise to check that the 
author is not re-inventing the wheel, that is, doing 
something that has already satisfactorily been done. 
There is no point in purely duplicating other people's 
work. 

A fourth, and often over-looked, ingredient in an 
academic article, is a statement of intent. Normally 
near the beginning of the article, preferably in the 
first paragraph or two, this gives the reader a signpost 
to the route to be taken. It also provides a benchmark 
against which the editor can judge whether the author 
has achieved his/her stated intentions. It should be 
both precise and concise but give the reader enough 
detail to appreciate the main thrust and context. 
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The thesis 

A fifth requirement is that the author is putting 
forward some thesis or line of argument. This might 
be a brand new one or it might be a revisionist thesis, 
one challenging the existing orthodoxy. 

Let us take the second case first. Until the 1960s 
it was taken as axiomatic that the railways played a 
crucial role in developing the economy of the USA. 
Because it was a huge country with limited river 
systems, which did not always flow in the most 
economically-important directions, then overland 
transport by railway was seen as essential to get 
agricultural produce and minerals out to the east 
coast. In the 1960s that view was challenged by 
Robert Fogel who argued that railways were not vital 
to American economic development and that if one 
were to remove the railway (pretend it had never been 
invented) from the American scene the gross 
domestic product (broadly the national income) 
would have been only a few percentage points lower 
than it actually was in 1860. This is a classic case of 
a revisionist thesis on a grand scale.' 

Formulating one's own thesis or hypothesis is a 
little more difficult, and by discussing this aspect we 
can bring out the difference between descriptive and 
analytical approaches. For the academic seeks 
always to be analytical and to avoid narrative or 
description. 

Let us pretend, and this is pure fantasy, that there 
was a canal between Fareham and Compton in 
Hampshire and that it was a successful canal in terms 
of volume of traffic and financial return. A narrative 
article might collect all the data available on the topic, 
put it together in a logical order and feel a decent 
job had been done. The more academic approach 
would be to put forward some hypothesis and see if 
the evidence supported it, or alternatively to pose 
and answer a 'big' question, that is a non-trivial one, 
that is worth posing. Let me illustrate that. If we go 
back to our mythical canal, which we shall codename 
the Onslow Canal, a big question might be why was 
it so successful? This takes on added weight if we 
contextualise the question by pointing out that the 
area served by the Onslow Canal was essentially an 
agricultural one with no heavy industry, no coal 
mining and no large urban conurbations. This might 
be reinforced by pointing out that it was generally 
held that successful canals were those in areas of 
coal or other mineral exploitation and particularly 
that some authors had argued that to be successful a 
canal needed a coal mine at one end of it. Thus the  

Onslow Canal appears an anomaly, a successful canal 
in an agricultural area, and hence answering the 
question as to why it was successful is a very valid 
activity. If the author could then advance a hypothesis 
as to what explained its financial success — a large 
trade in charcoal for local iron forges or abundant 
oak timber needed for warship construction in nearby 
Portsmouth—then this might be an interesting article 
because it is amending the current orthodoxy about 
what determined canal profitability. When the author 
is arguing a revisionist thesis, the importance of 
contextualisation becomes much clearer because 
(s)he needs to set up the viewpoint with which they 
are going to disagree, and intend to amend. 

There is a variation on the theme above, that is 
formulating a hypothesis. This is to take an existing 
theory or methodology, and apply it to a different 
country, industry, firm or case study. A classic 
example of this was the reaction to Fogel's work on 
American railroads already mentioned above. His 
methods were innovatory and his findings were far 
from in line with the prevailing thinking. A small 
academic industry developed, initially trying out 
Fogel's methods on railways in other countries than 
the USA, then testing them on other forms of trans-
port industry, and finally modifying the original 
methods to apply them to the transport activities of 
individual firms.2  In these cases there was no need 
for originality of thesis, as Fogel's work was so 
controversial that any further test of his methods was 
welcomed. 

Sources 

Another requirement of an article destined for a 
learned journal is that the author has consulted all 
the sources known to be relevant to the topic. This 
should obviously include all existing secondary 
works on the subject, as discussed above, and also 
all relevant primary sources. Distance or remoteness 
of location are no excuse (as they should not be to a 
dedicated transport historian), and with trends to 
electronically available catalogues, and even some 
sources being digitalised, there is less reason for not 
consulting all the relevant material. This also helps 
explain why academic journals use a refereeing 
system (see below) to decide on whether to carry an 
article or not. The editor cannot know all relevant 
sources for all topics but (s)he should be aware, in 
conjunction with the journal's editorial advisory 
board, which scholars are working on what fields 
and so who should know the available major sources. 
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Practicalities 

Let us turn to some practicalities. Length might be 
one issue. In most journals interested in transport 
history between 6,000 and 8,000 words is about right. 
Pieces which are substantially longer could be split 
in two and carried in consecutive numbers but they 
would need to be of outstanding importance to justify 
so much space in a journal. Of course a piece shorter 
than 6,000 words could command publication but it 
is more likely to be a response to a previously-
published article or comments, as we will discuss 
below, than a fully-fledged article in its own right. 

Academic journals usually welcome anything that 
breaks up the text especially when it conveys the 
message more easily or immediately than text. Here 
I am thinking of maps, plans, tables, graphs and other 
such devices. The amateur can now produce these 
to a very high standard thanks to the computer and 
so there should be no inhibitions to their use, so long 
as they are relevant, are referred to in the text, have 
headings and are sourced. The occasional illustration 
where it makes a particular point clearly may be 
welcomed. 

Refereeing 

Refereeing is an area which sometimes concerns first-
time authors. It reminds them of school, handing in 
homework and being marked and corrected. There 
is a degree of similarity but it should not deter poten-
tial authors. 'Peer review' is a more formal term for 
the process and helps to explain why it takes place. 
The aim is to ensure that 'rogue' pieces do not get 
published by submitting each putative article to one 
or more experts in the field. In addition the referee 
may well make suggestions as to how the paper can 
be improved, relevant sources which have not been 
consulted, passages which are not clear, any 
inconsistencies, or suchlike. The referee is also asked 
to evaluate the piece on some short scale ranging 
from 'highly publishable' to `not publishable in its 
present form'. Most journals have an editorial board 
and this is a prime source of referees. This group is 
supplemented by other respected scholars in the field. 

The refereeing process is usually 'double-blind' 
which means the referee does not know the names 
of the author(s) of the pieces they are evaluating. 
Thus they will judge it entirely by its content, not by 
its provenance or by the exalted status of its author. 
In turn the author(s) does not know who refereed the 
article so cannot put pressure on the referee to give a  

satisfactory outcome or hound him or her after the 
event. 

The outcome of the refereeing process should be 
one or more reports sent to the author by the editor 
of the journal. These should indicate whether the 
editor is prepared to publish, whether this is uncondi-
tional, or whether there are areas where amendments 
must be made. It is usually good practice to consider 
carefully all recommendations made by the referees 
and implement most, unless there are very good 
reasons for not doing so. In that case when the 
amended article is resubmitted, a brief letter to the 
editor explaining why some suggestions were not 
actioned, might be a good idea. Although it sounds 
rather intimidating, there is an element of gamesman-
ship about it and in my experience, good referees 
can help you not to make howlers, tighten the argu-
ment and suggest unconsulted sources. Do not be 
put off, go with the referees. 

Referees will always find some fault with an article, 
otherwise they would feel they were failing to do 
their job properly. So expect to receive some criti-
cisms of your piece. Also be willing to respond. 
Total rigidity and being unwilling to change anything 
suggests an inflexible mind or one that is shut to new 
ideas. Also be aware some academics are over-
critical or egotistical. The anonymous referee may 
be adamant that some works by a particular author 
need to be consulted and cited in the article being 
refereed. If the connection seems very tenuous to 
you the author, you may have just discovered the 
identity of your 'anonymous' referee. In this case it 
will probably be enough to cite these works in the 
literature review section of your article. Other 
referees try to encourage you to write the article they 
would have preferred you to write which is much 
more geared to their interests than yours. Here you 
are probably right not to implement the changes and 
to explain why you did not do so in your letter to the 
editor when you resubmit. On some occasions where 
these refereeing idiosyncracies occur, a good editor 
will spot them and in the letter accompanying the 
referee's reports will give a steer as to which aspects 
(s)he thinks do need implementation and which are 
of less significance. 

On the assumption that two heads are better than 
one, and that three are even better than two, you may 
find it useful to set up your own informal refereeing 
group. These are academic friends. These are other 
researchers in your broad field whose views and work 
you respect and with whom you get on well socially. 
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When you have a near-final version send a copy to 
these academic friends and ask them to give you 
feedback on the piece. This feedback could vary 
from spotting typos to suggesting you have totally 
misinterpreted an author's view. The aim of the 
exercise is, of course, to prevent the author making 
mistakes or omitting important material. In addition 
a pair of eyes which are not so close to the article 
may see where more explanation is needed or some 
aspects are not totally lucid. Of course there must 
be reciprocity. If any of the people you use send you 
drafts of their work, you must give your honest view 
of it, tactfully but clearly. Good academic friends 
are worth their weight in lead type. 

Submitting the article 

Let us look at the mechanics of submitting an article. 
A good idea is to write to the editor, outlining in a 
paragraph the contents of your article, asking if it is 
likely to be of interest to his/her readers and request-
ing a style sheet. This allows you to check that you 
have not misconstrued the scope of the journal and 
gives the editor a chance to indicate the degree of 
interest (s)he has in the topic. The style sheet is an 
essential, if you are to put the referencing system 
into the correct form for that particular journal; all 
serious academic journals have one. 

There are two other things putative authors should 
do. Firstly they should look through a reasonable 
number of back issues of the journals at which their 
article is aimed to see if the journal has already 
carried any articles on the topic to be dealt with by 
the proposed article. If it has, they should ensure 
that there is some reference or citation to these articles 
in the piece they are writing, for editors like to see 
debate and argument about their subject, particularly 
if it takes place in their pages. This is one small way 
of engaging with the existing literature. A more fully-
fledged mode of engagement is to respond to an 
existing article in the journal, or at least some aspect 
of it. This is where an existing article has something 
wrong with it, in your opinion. This could vary from 
the author ignoring relevant sources that would 
change the interpretation if consulted, to a complete 
disagreement with the evaluation made of an 
individual or transport project. Where this seems to 
be the case you have the golden opportunity of 
writing a reply, correcting the fault. If this is done 
well, it stands a better chance of being published 
because of the tie-in to an existing article. 

Many learned journals have a section for more  

tentative articles — though they should be as rigorous 
as other articles in most ways. These may have a 
separate heading such as 'speculations' or 'research 
in progress' or somesuch. These are appropriate for 
trying out a new idea for which evidence is a little 
thin or where the concept covers a lot of ground —
perhaps an attempt to build a cathedral rather than a 
mason carving out a single stone. A perusal of back 
numbers will disclose the sort of article previously 
carried under this heading and so guide the potential 
author, but these pages provide an outlet for the less 
certain ideas or 'think' pieces. 

One other technicality of submitting an article to a 
learned journal in the current electronic age is that 
nowadays most journals want simultaneous sub-
mission in a paper version as well as electronic. The 
latter is usually in Word via a disc or more likely 
now as an e-mail attachment. This eases the process 
of editing considerably and the details of the 
electronic format should be dealt with in the journal's 
style sheet. 

Technical language 

Finally, a few words on technical language. Learned 
journals are primarily aimed at other academics in a 
particular specialist field. This being so, there will 
be a specialist vocabulary peculiar to that academic 
discipline. In some subjects it will be virtually 
incomprehensible to the lay person, even though the 
words are familiar, because they are being used in a 
specialist way. Some disciplines seem to have their 
own special language with most words peculiar to 
them. To the potential author in transport history 
this is not a great problem, indeed it means that (s)he 
can assume the reader has a command of the 
specialist language and knows the difference between 
a fish plate, a sleeper and an inclined plane. Also 
the articles do not need to be jargon packed, and can 
be accessible to the general reader, indeed there is a 
lot to be said for such an approach. It widens the 
range of potential readers and diffuses knowledge in 
our discipline more widely. 

Some final thoughts 

This article has tried to be helpful to potential authors 
and encourage them to become actual not potential 
authors. The journals do need the authors and are 
usually keen to encourage material from authors who 
have not previously published with them. Do not be 
put off by critical referee's reports or even rejection 

153 

          
         

        
        

        
         
       

            
         

         
           

          
        
       

   
          

            
          

         
           

         
          

           
         

         
     

        
        

          
          
           

         
          

           
       

            
        

         
          

          
          

       
        

       
        

         
          

         
        

        

 

        
          

       
        

           
          

          
          

        
         
          
     

         
         

     
          

           
         

        
         

  

  
        
         

        
        

        
        

          
        

        
        

           
         

       
          

           
          
           

        
    

   
          

        
         

        
         

         



notes. In the latter case do try and find out why it 
was rejected and decide if the apparent deficiencies 
can be corrected. Resilience is a great attribute. The 
material rewards of having an article published in an 
academic journal are zero or even negative (when 
you cost out paper and toner, transport costs to visit 

Notes and references 

Professor Armstrong is a member of the Editorial Board 
of the Journal of Transport History. 

I. 	Robert W Fogel, Railroads and American Economic 
Growth, 1964 

2. G R Hawke, Railways and Economic Growth in 
England and Wales, 1840-1870. 1970; P O'Brien, 

archives, books bought and earnings forgone) but 
psychologically immense. I still get a huge buzz 
when an article is accepted and another one when I 
see it in print. If that sort of thing turns you on, do 
try your hand at it. 

The New Economic History of the Railways, 1977, 
and Railways and the Economic Development of 
Western Europe, 1830-1914, 1983; Edgar Jones, 'A 
transport private saving calculation for the brewers 
Truman Hanbury & Buxton, 1815-1863' in The 
Journal of Transport History, 3rd series, vol 7 (1986), 
1-17 

Railway History in Solicitors' Papers 
John Goodchild 

There are aspects of history which, it would be 
recognised by active historians, are not documented 
in 'official' sources — in the minutes and papers of 
the Public Record Office, the deposited plans in 
county archives, the Parliamentary evidence at 
Westminster, as principal sources. Papers illustrating 
the promotion of railway companies, their struggles 
to obtain Parliamentary authority, their acquisition 
of land, their contract details and so forth were dealt 
with by employed lawyers, and it is among these 
lawyers' successors' papers that such detail must be 
searched for. 

Indeed, in regard to non-statutory railways and 
industrial lines in connection with collieries and other 
undertakings of the kind, apart from newspaper 
references and maps and plans, information must be 
sought outside official sources. Not infrequently the 
papers retained by lawyers constitute, in whole or in 
part, the surviving papers of that concern. 

The writer has for the last half century collected 
papers relating to the history of the southern part of 
the West Riding of Yorkshire and these have included 
many appertaining to railway matters from the second 
half of the 18th century which have come from solici-
tors' collections. Many old-established law firms 
survive: some have deposited their papers in public  

collections, but many retain large quantities of old 
records which the solicitors holding them do not 
know the content of, but in regard to access to which 
they require obviously some reputation on the part 
of the user. 

The types of records which one might find in a 
lawyer's collections in regard to railways are very 
various, and from the five or six old-established 
lawyers' collections which the writer has either 
purchased or been given, perhaps the principal types 
are as follows: 

1. 	Papers of the legal practice in regard to railways: 
• bill books, recording in detail work done for 

individual clients and companies; 
• copy out-letter books, arranged chronologically; 
• original in-letters; 
• drafts of conveyances, mortgages, etc; 
• precedent books; 
• vouchers; and 
• legal textbooks and printed law reports. 

2. 	Clients' papers in regard to public railways: 
• prospectuses; 
• reports to shareholders; 
• lists of promoters and shareholders; 
• railway company letterbooks 	 especially 

unsuccessful Mania lines; 
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• railway plans; 
• papers as to Parliamentary proceedings, and 

accounts for attending; 
• petitions for and against railway Bills; 
• Acts and Bills, manuscript and printed; 
• land purchase papers; 
• contract papers re building the line; 
• correspondence; 
• papers as to accidents, misdemeanours, lost 

luggage and railway incidents; 
• papers on individuals with railway interests; and 
• share brokers' ledgers and papers, especially 

Mania periods. 

3. Papers on non-statutory concerns owning 
railways: 
• papers of companies and individuals; 
• wayleave leases; 
• colliery etc account books and papers; 
• technical reports by consultants; 
• trust deeds; and 
• other types of papers and plans. 

4. Papers of proposed railways which never 
reached the Statute Book: 
• plans;  

• draft Bills; 
• correspondence; and 
• prospectuses and other papers. 

These classes of records apply equally to navi-
gations, canals, highways and turnpikes, all of which 
are to be found in lawyers' collections. 

The range of such material is obviously wide and 
significant, illustrating aspects of railway history 
which are not otherwise recorded. The writer has, 
for example, papers relating to riots and fights among 
contractors' navvies which have been brought to 
Petty Sessions, and which, apart from possibly a short 
paragraph in a local newspaper of the time, would 
not otherwise be known of. More importantly, they 
illustrate why, when and how a railway was pro-
moted, built and, to a degree, subsequently operated. 

Such records still exist, and they exist often quite 
unknown to the historian. It is unfortunate if a 
lawyer's collection is ransacked just for, say, railway 
material, or by collectors of printed ephemera. The 
searching of them will be time consuming, and 
certainly dusty and dirty work — but the effort is 
well worth while. 

From the RCHS 
Photographic 

Collection 
No 26: TT39/29 (July 2005, page 146) 
This station was identified as Menai Bridge on the 
LNWR line between Bangor and the Britannia 
Bridge. The line at this site opened with Stephenson's 
tubular bridge crossing the Menai Straits in 1850, 
and became a junction in 1852 with the building of 
the Bangor to Carnarvon Railway. With increasing 
traffic on the line, Menai Bridge station opened in 
1858. An additional view (TT39/34 — right) shows 
the station entrance from the roadside as an imposing 
two storey building. The station was closed to 
passengers on 14 February 1966, and to goods on 
28 January 1972. 

Thanks to Gordon Biddle for identifying it 

Stephen Duffell 
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Wappenshall Wharf, 1835-50 
Part 2: The trade and the carriers 

Peter Brown 

The history of Wappenshall Wharf, at the junction of the Newport Branch 
of the Birmingham & Liverpool Junction Canal and the Shrewsbury Canal, 
was considered in Part 1, published in the July 2005 issue of the Journal 

The surviving records 

Luckily many of the wharfinger's records for the 
period from 1835 to 1850 have been preserved in 
the Sutherland papers, divided between the Shrop-
shire Archives and the Staffordshire Record Office.' 
However, no one type of record covers the whole 
period. For most it, bulk cargoes, mainly iron and 
coal, are dealt with in summary. Most revealing of 
all, for various periods there are books recording all 
`small' cargoes received and dispatched — well over 
100,000 individual entries. The earlier books give 
both the boat number and the steerer, whereas the 
later records show only the steerer. 

Because of this mass of data, detailed analysis was 
restricted to three sample periods of four weeks: 

• March/April 1835, shortly after the wharf opened; 

• March/April 1842, whilst the Birmingham & 
Liverpool Junction Canal (B&LJC) was still inde-
pendent; and 

• March/April 1849, after the amalgamation which 
created the Shropshire Union, but just before the 
railway opened to Wellington. 

Bulk loads 

The most important traffics were iron pig and iron 
products being transported from the East Shropshire 
ironworks to Ellesmere Port for Liverpool, and raw 
materials being brought in for the ironworks. 

The 1835-6 records show the carrier but not the 
ironworks, and the destination is merely the point 
where the boat leaves the B&LJC: Autherley (for 
Wolverhampton or Birmingham) or Nantwich (for 
Ellesmere Port or Manchester). 

An analysis of a four week period in March/April 
1835 shows the following boat-loads of iron pig or 
iron products being sent from Wappenshall: 

Owner To Boats Av load 
(tons) 

Fairhurst Tilston Nantwich 26 18.0 
Worthington & Co Nantwich 8 19.3 
Henshall 	Nantwich 6 10.1 
Bradley & Co Autherley I 20.0 
Hunt & Brown Autherley 1 20.0 
Thorneycroft Autherley 1 20.0 
Other 4 4.1 

A boat-load was usually between 181/2  and 20 tons; 
one load of 221/2  tons was exceptional. 

Coal had a more local market, and most of it was 
sent in trains of three tub-boats, each carrying five 
tons. Hazledine used one narrowboat carrying 20 tons 
and one train of three tub-boats which were also 
loaded to 20 tons. During the same four week period 
the following loads were dispatched: 

Owner To Trains Tons 
William Hazledine Drayton 14 280 
Thomas Jukes Collier Shebdon 10 150 
Thomas Jukes Collier Gnosall 1 15 
Lilleshall Company Newport 2 35 
T W & B Botfield Newport 3 45 
T W & B Botfield Houlton 3 60 

All these firms owned or leased mines: Hazeldine 
and Collier at Wombridge, the Lilleshall Company 
at Wrockwardine Wood, and Botfields at Old Park 
(Dawley). They were therefore carrying for them-
selves; none carried back-loads. It took until mid-
April for the Lilleshall Company to establish a regular 
pattern of trade; after that they were carrying 45 tons 
week to Newport. The Coalbrookdale Company 
started using the wharf later in 1835. 

The other bulk loads dispatched were bricks to 
Church Eaton and Newport, and one load of lead to 
Autherley. 

Only John Bradley & Co" (New Hadley) had bulk 
loads inwards: in the four weeks one load of lime-
stone came from Nantwich, no doubt originating at 

156 

   
       

  

            
           

              

   
        

         
      

       
         

         
         

         
       

       
         
      

        
        

         

        
      

  

     
        
    

  
         

       
        

       

          
        

        
      

    

          
         

      

 

  

   
    

  
    

    
  

 

   
 

  
  
  
  
  
  
  

        
       

           
         
        

         
          

     

  
    
    
    

   
      
      

 
 
 
 
 
 
 

 
 
 
 
 
 
 

        
       

        
      

       
         

          
      

       

        
          

 

         
         
        



Llanymynech. During the two weeks following the 
end of the period analysed in detail they brought a 
further four boatloads, this time from Autherley 
(presumably from the Walsall or Dudley areas). 

Unfortunately, the surviving records from 1842 
onwards do not give much detail beyond a monthly 
summary of the weights carried for each company. 
These show large variations from year to year, 
reflecting the general economy of the country and 
the success of the individual firms. The Coalbrook-
dale Company ceased using the wharf in 1845; Foster 
& Co, successor to Bradley & Co, in 1846 (which 
coincides with James Foster's move from Wombridge 
to Madeley Court) and the Lawley Company in 1847 
(when the works was leased to the Coalbrookdale 
Company). The Lilleshall Company transferred 
almost all of its canal transport to Lubstree Wharf 
following its opening in 1844, but in 1847 ironstone 
and limestone wharfage resumed at Wappenshall, the 
weights far exceeding those of the early 1840s. 

The total tonnages of bulk cargoes passing through 
Wappenshall in March each year are shown in Table 
2 (below). It is not absolutely clear how much is 
coming in and how much going out. Presumably the 
`iron ... transshipped' is ironstone and, like the 
limestone, is being brought in by canal, whereas the 
other materials are being sent out. Just over 60% of 
the `iron and limestone transshipped' was for 
Botfields; their ironworks at Old Park is known to 
have used high quality haematite ores from Cumbria 
which had advantages over the lower grade local ores. 
Almost all the iron transshipped under the dock was 
also for Botfields. The weighing of pig iron was 
almost exclusively for Ketley and Lilleshall. 

Towards the end of the period studied, the records 
show the carriers for the out-going loads, as well as 
the originating ironworks. Thus in March 1849 
Botfields were using their own boats (1,028 tons), 
whereas the other ironworks were employing carrying 
firms: Shropshire Union Railways & Canal Carrying  

Company (674 tons), Henshall & Co (530 tons), 
Tranter (236 tons) and Crowley & Co (130 tons). 

The Lilleshall Company was dispatching regular 
loads of coal to Norbury in its own boats and to 
Market Drayton in Hazledine's boats. The only other 
bulk loads mentioned were sacks of grain, Jobson 
bringing in about 100 sacks of grain each week every 
year until 1848, and crates of wood. 

Goods 

The most striking thing about the goods received at 
Wappenshall is the variety. The following list shows 
all the entries in the wharf books in the year to April 
1849 which mentioned specific goods — plenty of 
other entries merely stated 'box, 'truss', 'parcel' etc, 
or were indecipherable: 

• Bacon, codfish, herrings, oysters, cheese, flour, 
rice, biscuits, nuts, potatoes, pease, beans, fruit, 
figs, prunes, oranges, currants, raisins, tea, coffee, 
syrup, treacle, salt, spice, pepper, mustard, vinegar, 
lard, snuff. 

• Soda water, ale, porter, cider, wine, spirits, rum, 
whisky. 

• Drapery, bedding, sheets, feathers, flocks, yarn, 
thread, hats. 

• Brushes, brooms, carpet brooms, stails [handles], 
soap, starch, soda, naphtha, turpentine, candles, 
wicks, blacking, plates, tin plates, congreves 
[friction matches], paper, stationery, ink. 

• Furniture, chairs, sofa (for Rev Bird, Preston), 
bedsteads, pictures. 

• Paint, nails, wire, hoops, screws, bracket castings, 
rods, tubes, slates, glass, cement. 

• Deals [floorboards], pine and mahogany boards, 
pine logs, birch logs, scantlings, glue, varnish. 

• Shovels, riddles, files, lathes, grates, ash pans, fire 
irons. 

• Furnace bars (for Lilleshall Iron Co), pumps. 
• Iron bars, sheet iron, steel, tin, zinc, sheet zinc, 

charge/ton 1842 1843 1844 1845 1846 1847 1848 1849 1850 

Iron & limestone transshipped Id 3,350 1,810 3,196 3,577 2,338 3,237 2,401 1,729 2,433 

Wharfage of iron 1 1/2d 1,841 3,128 1,950 2,864 1,188 2,830 2,005 2,544 1,614 

Wharfage of small castings 10d-101/2d 15 12 30 61 121 10 

Wharfage of castings 4d 143 25 16 446 2 416 24 

Iron transshipped under dock 2d 70 60 130 20 400 600 320 

Pig iron weighed 6d 310 340 320 160 90 241 10 7 

Table 2: Tonnages of bulk cargoes in March each year from 1842 to 1850 
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Jhre.iiiwy 

Allsco% 

Wellington • 

Mdes 
0 

lead, coils of lead pipe. 
• Plough, hoe, plough-shares, harrow, scythes, 

whips. 
• Wheat, oats, oilcake, seed, rye grass, bran, meal, 

hops, linseed, twigs, soda ash, potash, manure, 
guano. 

• Oil, tallow, bark rosin, grease, ropes, empty casks, 
leather, sacks, organ pipe. 

The weights of the individual items varied consid-
erably, some being as low as a few pounds. Few 
exceeded a ton. 

The wharf served not only Wellington but also the 
coalfield settlements. Analysis of a typical day's 
arrivals (7 April 1849) shows the following ultimate 
destinations for the goods: 

Destination 	Distance No of 
	

No 	of 
(miles) 
	

customers items 
2 
	

20 
	

37 
7 
	

6 
	

16 
61/2 
	

3 
	

4 
41/2 
	

2 
	

8 
1/2 
	

2 
	

3 
31/2 	2 
	

2 

	

1 
	

3 

	

1 
	

2 
1 	1 

51/2 	1 	1 
5 	1 	1 
7 	1 	1 
1 	I 	I 
11/2 	1 	1 

	

43 	81 

Judging by the number of items, the best customers 
on this day were A Baynton & Co, linen & woollen 
draper of Ironbridge (10 items), J Webb, linen & 
woollen draper, Market Place, Wellington (6), John 
Danby, grocer, Walker Street, Wellington (5), and 
Michael Bailey, shopkeeper & grocer, Dawley (5). 

Out-going goods was only about an eighth of that 
coming in. Mostly it is described by its container, 
`box', 'truss', 'chest', and the like; specifically-
named items include ale and bacon (for London), 
glass (Shrewsbury), tools (Nottingham) and brushes 
(Walsall). On the day surveyed in detail, there were 
no out-going items; during the previous week there 
had been only six. 

The carriers: 1835 to 1841 

In the four weeks examined in March/April 1835, 
six firms carried general goods. Detailed analysis  

indicates the following boat usage: 

Carrier 

Fairhurst, 

Boats 
in 

Average 
tonnage 

Boats 
out 

Average 
tonnage 

Tilston 32 (14) 4.6 8* 5.8 
Crowley 11 7.0 11 	(1) 5.4 
Pickford 9 3.0 9 (3) 0.9 
Whitehouse 8 (I) 4.9 8 	(1) 2.5 
Henshall 8 	(1) 2.2 5* 7.2 
Turton 5 (2) 5.4 5 (I) 6.1 

Figures in brackets show the number of these boats 
which were empty. The average tonnage includes the 
empty boats. 
* An asterisk indicates that the other boats left loaded 
with iron products. 

Although tonnages seem low, it must be remem-
bered that these show the amounts unloaded or loaded 
at Wappenshall, and the boat may have made other 
calls on the way there. 

The main settlements served by 
Wappenshall Wharf. 

The broad lines show the canals used by 
standard 7ft wide narrowboats; the 
narrow lines are the tub-boat canals. 

The dotted line shows the approximate extent 
of the coalfield. IP — inclined plane 

Wellington 
Ironbridge 
Madeley 
Dawley 
Wappenshall 
Allscott 
Broseley 
Ketley 
Horsehay 
Walcot 
Cold Hatton 
Edgbolton 
Haughton 
Kinnersley 

8 
3 
5 
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More fundamentally, the shape of the hull of the 
stage boats then used meant that the maximum load 
was 20 tons. A fly-boat designed for fast operation 
could carry even less: 15 to 18 tons, typically. These 
figures assume that the cargo was dense (heavy 
compared with its size) and could be stacked without 
space being wasted. However, much of the goods 
carried was relatively light for its size; perhaps it 
could not be stacked easily; and if separate items 
were being conveyed for different customers it was 
necessary to stow them in a way that they could be 
retrieved conveniently. All these factors led to the 
total weight of the cargo being less than the theoreti-
cal maximum that the boat could carry. Of course, 
`sundries' were charged at a much higher rate than 
large consignments, and this compensated for the 
inefficient use of hold capacity. 

Various observations can be made about the 
individual carriers: 

• As mentioned earlier, Fairhurst, Tilston of Liver-
pool and Chester were the major carriers of iron 
products northwards. Many of their boats returned 
with general goods. Eleven different steerers were 
recorded, but it is noticeable that steerers never 
seemed to switch between boats. 

• Crowley, Hickling & Co were the second largest 
national firm of carriers at this date, their base being 
at the Union Wharf, Wolverhampton. Although 
three different boats (66, 80 and 112) were used 
during the four weeks, they all had the same steerer, 
B Bowater. He arrived and left Wappenshall on 
Tuesdays, Thursdays and Saturdays, presumably 
travelling to Union Wharf. 

• Pickford, the largest national firm, also coming to 
Wappenshall from the Wolverhampton direction, 
seemed less successful at attracting trade. No boat 
or steerer appeared twice in the period, perhaps 
indicating that they were coming through from 
further afield. The dates of unloading and loading 
imply that their boats went on to Shrewsbury. 

• Whitehouse & Sons were based at Tipton; one boat 
regularly visited on Tuesdays; this was sometimes 
supplemented by another later in the week. The 
three boats used each had its own steerer. 

• William Henshall's boats came from Manchester 
twice a week, carrying quite a lot of items for 
intermediate wharfs such as Market Drayton and 
Newport. Thomas Cork (boat 2) arrived each 
Tuesday and left each Thursday. The steerer for 
three of the other four trips was Samuel Stevenson. 
His boat stands out in the records because it was  

the only one referred to by a name: Cheese Factor. 

• Turton's boats came through from the Nantwich 
direction twice a week, the steerers being William 
Jacks (boat 4) and Joseph Peak (boat 3). However, 
they seem to have had a lot of either empty mileage 
or idle time. 

Towards the end of 1836, Fairhurst, Tilston & Co 
were bought out by the Ellesmere & Chester Canal 
for £6,304.15s.10d. The firm continued to trade 
nominally independently under the name Tilston, 
Smith & Co; it was not until the passing of its 1842 
Act that the canal company had explicit powers to 
operate carrying craft.' 

The carriers: 1842 to 1849 

From 1842 the records show the steerer but not the 
boat, so there is no way of telling whether a steerer 
consistently used one boat or whether the firms 
switched him between boats. Unfortunately too, it 
is not possible to link up loads inwards and outwards 
for individual boats. 

The clear distinction between the companies 
trading north and those trading south continued: 

• In March 1842 Crowley & Co's boats were still 
arriving from the Midlands on Tuesdays, Thurs-
days and Saturdays, the steerers being Bowater and 
Tonks; by 1849 Bowater was bringing a boat in on 
Mondays, Wednesdays and Fridays, supplemented 
on some other days by a boat under steerer 
Skeldon. Crowley's boats were occasionally 
recorded as going on to Shrewsbury. 

For its traffic from London, Pickford's policy was 
to use the London & Birmingham Railway as far 
as Curzon Street, Birmingham, where the loads 
were transferred into boats." In 1842 Pickford's 
boats were, like Crowley's, arriving at Wappenshall 
from the Midlands on Tuesdays, Thursdays and 
Saturdays, but their twelve arrivals had twelve 
different steerers — although Crowley and 
Pickford were both national firms they obviously 
then had different methods of organising their local 
operations. However, by 1849 Pickford's normal 
days had changed to Mondays, Wednesdays and 
Fridays, using only two steerers in the month 
studied: C Speakman and Vickers. Pickford's boats 
were also occasionally recorded as going on to 
Shrewsbury. 

Whitehouse & Co of Tipton was the other carrier 
from the Midlands until 1848; in March 1842 their 
boat with steerer Hawkins arrived on two days most 
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weeks, though the actual days varied. 

• In 1842 Tilston, Smith & Co brought goods from 
both Manchester and Liverpool (Ellesmere Port) 
to Wappenshall. In March steerer Davies arrived 
every Monday from Manchester; steerer Woolsey 
arrived every Friday. The service from Ellesmere 
Port was not as predictable, either in the day of 
the week or the steerer, with 10 steerers being 
involved in the 25 trips in the four-week period. 
The usual period for the round trip was a week, 
though it could be done in six days, occasionally 
even in five. From November 1842 the business 
was described in the Wappenshall Wharf records 
as the Ellesmere & Chester Canal Carrying Com-
pany; this subsequently became the Shropshire 
Union Railway & Canal Carrying Company 
(SURCCC), though it wasn't thus described in the 
records until April 1849. In March 1849 Wilkes 
had the Tuesday boat and Rowson the Saturday 
boat from Manchester. 

Again the Ellesmere Port service was more 
intense but less predictable: 16 steerers shared the 
28 trips. There were also two journeys from 
Birmingham or Wolverhampton in the four-week 
period, both with steerer Bonner. 

• Henshall & Co had two boats a week from 
Manchester. In March 1842 steerer Cork arrived 
on Mondays and either Oakes or Davies on 
Thursdays; most of these boats also conveyed 
goods from Liverpool. In March 1849 Oakes 
arrived on Saturdays and Davies, Cork or Shirwin 
on Tuesdays; these were supplemented by the 
occasional boat from Preston Brook, possibly the 
vestige of the trade from Liverpool. (One of 
Oakes' boats was notable for having 44 separate 
loads for 20 different customers.) 

• The Neptune Canal Conveyance Company was the 
other principal firm bringing loads from the north 
but their last entry was in August 1842. In March 
1842 steerer J Speakman arrived every Thursday 
and Wilkes arrived every Monday, both from 
Ellesmere Port; there was also an arrival most 
Saturdays, but the steerers varied. It is noticeable 
that some of the same names appear in 1849 as 
working for the SURCCC. 

Boats for general goods were lightly loaded. On a 
typical day, 7 April 1849, ten boats arrived for 
unloading: 

Carrier Steerer From 	C 1 W 

Crowley Skeldon London 	10 17 1.7 
Crowley Wood 	Birmingham 	3 7 4.0 
Pickford Speakman London * 	14 17 1.6 
Henshall Oakes 	Manchester 	14 21 12.0 
SURCC Rowson Manchester 	7 7 2.5 
SURCC Fairhurst Wolverhampton 1 1 0.2 
SURCC Williams Ellesmere Port 1 1 0.1 
SURCC Jacks 	Chester 

	
2 4 3.0 

SURCC Theodore Station Quay23  4 4 0.7 
Cooke Boaz 	Ellesmere Port 1 1 0.8 

C — number of customers 
I — number of items 
W — total weight (tons) 
* — boat went on to Shrewsbury 

Decline 
The railway had an immediate impact on general 
goods carrying. Crowley & Co's last load to Wap-
penshall was in January 1850, Henshall's in August 
1850 and Pickford's in October 1850, leaving the 
SURCCC to continue virtually alone. (Henshall is 
recorded in Slater's directory of 1856 as still being a 

Wappenshall Junction. (R A Cook Collection — photo probably taken in May 1954.) 
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carrier.) Bulk loads withstood railway competition 
rather better, though the tonnage halved during the 
first year of competition. 

Comments 

This remarkable series of records shows the huge 
variety of goods being traded in rural England in the 
`canal age', including many items one would have 
expected to have been produced locally, and also the 
relatively large catchment area of a canal wharf. 

Neither the 1841 nor the 1851 census record any 
boatmen as living near the wharf. 

The wharf did not appear to work on Sundays, nor, 
judging from the times taken, did the boats. This 
was not an edict of the Birmingham & Liverpool 
Junction Canal Company nor of its successor, the 
Shropshire Union; it was not until 1874 that the latter 
prohibited all boats working on Sundays except for 
those specifically required to work 'fly' with urgent 
traffic on board 2a 

The goods boats generally worked to a set time-
table. This did not necessarily accord with what was 

Notes and references 

I wish to thank Harry Amold, John & Beryl Brown, Neil 
Clarke, Tom Foxon, Paul Luter and Ray Shill for their 
comments and advice. 

19. The records for Wappenshall Wharf in the Shropshire 
Archives are in 673/7/1-10 and 972/1 70-176. The 
first series includes some records of Lubstree Wharf. 
The Staffordshire Record Office also has some day 
books and delivery books in the series D/593/N/3/8. 

20. James Foster and Henry Bradley entered into partner-
ship on 31 December 1826, trading as John Bradley 
& Co; on 20 June 1831 they took over the Stourbridge 
business of Foster, Rastrick & Co: Aris's Birmingham 

implied by directories. Table 3 (below) shows a 
comparison between the information in Robson's 
Directory of 1840 and the actual schedules. The 
`missing' destinations could be accounted for by 
goods being transferred between boats at strategic 
places. For example, the Neptune Conveyance Co 
may have transferred goods for Manchester at 
Barbridge. 

Assuming an average boat speed of 31/2mph plus 
21/2  minutes for a narrow lock and 4 minutes for a 
broad lock (all rather faster than one can now 
achieve), it would have taken 10 hours to get to Wol-
verhampton. This makes the standard two days taken 
for the round trip remarkable, bearing in mind that 
the boat would need to be loaded and unloaded twice. 
The similar calculation for Manchester is 271/4  hours 
each way, the round trip taking a week. Ellesmere 
Port would have been rather easier: some 201/4  hours, 
still normally taking a week for the round trip. 

As mentioned, carriers' methods of operation 
varied. Boats were relatively lightly loaded, and 
return loads were scarce. It would be interesting to 
know how profitable this trade was to the carriers. 

Gazette, 31 June 1831. 

21. Ellesmere & Chester Canal General Cttee, 4 Oct 1836 
and 6 Mar 1837; PRO, RAIL826/5. E&CC Carrying 
Committee, 6 Dec 1836; PRO, RAIL826/6. Act, 5 
Vic c33. 

22. Gerald L Turnbull, Traffic and Transport: an Econo-
mic History of Pickford's, 1979, 116. 

23. The location of 'Station Quay' is unclear 

24. Report to the Shropshire Union Railways & Canal 
Company Executive Committee, October 1882: PRO, 
RAIL623/18. 

Carrier 
	

Directory 

Pickford & Co 
	

To all parts daily 

Tilston, Smith & Co To Liverpool & Chester daily 
To Manchester twice a week 

Neptune Convey- 	To Liverpool & Chester 
ance Co 	 and also to Manchester 

Henshall & Co 	To Preston Brook & 
Manchester 

Crowley & Co 	To all parts 

Actual 

Only three days a week; mainly Midlands 
& London 

Frequent but not daily 
As directory states 

Liverpool & Chester only; 
no service to Manchester 

As directory states — twice a week 

Three days a week; mainly Midlands & London 

Table 3: Comparison of information in Robson's Directory 1840 with actual schedules 
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Clement E Stretton 
Railway engineer, historian and collector 

Stephen Duffel! 

Railway history is a product of its authors, and what 
they write is a reflection of their character, their 
background and their social times. Just over a 
hundred years ago there was one author who believed 
that he had a crusade to preserve and present his-
torical railway knowledge, and to found a National 
Railway Museum. Described in one obituary as 'the 
most famous of British railway historians', not 
everybody agreed with this description. This paragon 
of railway historians was Clement E Stretton, author 
of over one hundred pamphlets on the history of 
railways and various books. 

Not everyone agreed with Stretton's version of 
history, and there were various public disputes over 
the years. What was it that roused such passions, 
that Stretton had to confront others in print? How 
correct was Stretton in his opinions and in what he 
said — and does this tell us anything about his 
attitudes and methods? 

The current opinion that anything written by 
Stretton should have a warning attached is nothing 
new. Robert Stephenson & Company, when commis-
sioning their centenary history in 1922 pointed out 
to a helpful soul who had forwarded some text of 
Stretton's, that they and most of their correspondents 
found him a most unreliable guide. He was an able 
and convincing writer, but it becomes difficult to 
separate fact from fiction. Otley tactfully states that 
as sources of information Stretton's pamphlets 'are 
incomplete and unreliable'. Clinker mentions the 
caution that most historians would place on his work, 
whilst Harry Jack suggests that he actually invented 
engines to fill gaps in works lists and simply made 
up what he did not know. It is obvious that if such 
gross inaccuracies occur in Stretton's writings, he 
ought to be disregarded as a serious author, but how 
did this come about? What was the man doing to 
attract praise and regard from many quarters when 
he was alive, yet censure from most others since his 
death? 

Clement Stretton was born in Leicester in 1850, 
the son of a local Alderman and Mayor. As a boy he 
lived close to the Leicester & Swannington Railway, 
a line whose history he would chronicle at every  

opportunity. Educated at Rugby School, he started 
an engineering career at the age of sixteen, being 
articled as a pupil to Mr Montford CE, of Farrah 
Hall, near Derby. There is no record of Stretton 
becoming a member of either the Institution of Civil 
Engineers or the Institution of Mechanical Engineers, 
but he did become a member of the Society of Engi-
neers. During his time as a pupil he built a model 
railway. Exhibited at a flower show in Leicester in 
August 1869, it was 120 feet in length, and for two 
days of ten hours each, model steam locomotives 
supposedly worked continuously, attaining speeds of 
seven miles an hour. After his training he received 
further instruction at the railway works in Leicester 
(presumably the Midland Railway). 

Stretton's home background was a privileged one 
of the middle class, and having received his basic 
training and experience, he became a consulting engi-
neer at the age of 28, and saw himself as providing 
an independent expert opinion on important engineer-
ing matters, describing himself Clement E Stretton 
CE. 

Union representation 

It is difficult to determine who Stretton's clients were 
as a consulting engineer. Being the publicist he was, 
it is likely that any major works Stretton was 
associated with would have been chronicled for the 
world to know. He did have a strong association 
with the early railway unions, and this allowed him 
to promote himself in the causes of railway safety. 
The Amalgamated Society of Railway Servants 
(ASRS) was founded in 1872, and Stretton acted for 
them from at least 1880 until 1887. Of the many 
causes for the unions to champion, safety issues were 
paramount. Overwork was the cause of many acci-
dents, and railway managers firmly believed that they 
were due to 'the neglect of the servants' and 'through 
want of care on the part of the men', and in this they 
had the support of the law. For many years it was 
quite usual to commit railway servants to prison 
unjustly, and in many instances the unfortunate men 
served long terms of imprisonment simply because 
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juries did not understand the practical working of 
railways. The persistent efforts of the ASRS were 
rewarded by the acquittal of men who would previ-
ously have been committed to prison. It was as an 
expert witness on railway engineering matters relat-
ing to safety, that Stretton represented the union. 

Stretton did not only represent ASRS men. In 
December 1880 a collision between two passenger 
trains at the Midland Station, Leeds, resulted in the 
signalman and two shunters being committed for 
manslaughter. A public subscription was raised for 
these non-union men, and Stretton was professionally 
engaged to represent the railway men and friends of 
the deceased persons killed in the collision, united 
against the Company. The men were subsequently 
acquitted. 

Stretton promoted railway safety in various 
publications. His first on the subject was a series of 
pamphlets in1881-2 titled Railway Accidents: a few 
remarks on railway accidents, their cause and 
prevention, in 1887 to be published in his book Safe 
Railway Working: a treatise on railway accidents, 
their cause and prevention; with a description of 
modern appliances and systems. 

ASLEF 

In October 1887, Stretton switched allegiance and 
became Consulting Engineer to the Associated 
Society of Locomotive Engineers and Firemen 
(ASLEF), his previous appointment with the ASRS, 
having terminated two days before. It was not 
uncharacteristic of the man to join or leave organ-
isations very suddenly, as is shown later. 

The exact reason for the switch is not clear but it 
came about at the time of the Hexthorpe disaster on 
the Manchester, Sheffield & Lincolnshire Railway 
(MSLR) on 16 September 1887. The repercussions 
of this accident went beyond the usual report 
indicting poor management and inefficient equip-
ment, because the subsequent court-case exonerated 
the train crew and their acquittal promoted an 
increase in membership of ASLEF. The block system 
was suspended but no safe system of working was 
substituted. The driver was issued with a book of 
altered workings, but management did not check to 
see if he read them. The flagmen were issued with 
detonators but did not use them. The train was fitted 
with Smith's Simple Vacuum Brake, a non-automatic 
brake with a very slow onset of action and a tendency 
to leak off. The driver had no chance of stopping his  

train in the 200 yards available with this brake, 
although the published figure of the distance 
available was later reckoned to be 359 yards, making 
the brake failure even worse. Had the Westinghouse 
automatic brake been fitted it was estimated that the 
train could have been brought to a stand within 100 
yards and the accident averted. 

From the beginning MSLR did not dispute legal 
liability, and the company paid out claims in excess 
of £30,000 to the injured and bereaved. The law 
took its course, and the driver and fireman were the 
natural culprits. ASLEF engaged lawyers to defend 
the men, and they in turn requested that Stretton be 
one of two independent engineers to be allowed to 
examine the train and site. At first the MSLR refused 
them access, and as a result no witnesses were called 
for the men at the inquest and the coroner's jury 
returned verdicts of manslaughter against the driver 
and fireman. The men were committed to trial at 
York Assizes and eminent counsel assisted by experts 
(Stretton) defended them. The jury took half an hour 
to return a verdict of 'Not guilty', and odium was 
heaped upon the MSLR for their failings that 
contributed to the accident. 

Stretton remained with ASLEF as their consulting 
Engineer for three active years, until in February 
1890, the committee accepted his resignation. 
`Differences of opinion and the irrepressible 
personality of Mr Stretton led to a parting of the ways. 
He was a publicist, giving his views on every railway 
issue very promptly and ably, but not always in the 
manner that expressed the views of his Executive.' 
These words, written some five years after Stretton's 
death by an ASLEF historian, give an indication of 
something of his personality. Once or twice ASLEF 
had to dissociate themselves from his views in the 
railway journals, and to request Stretton not to attach 
his capacity as their consulting engineer to his public 
expressions of opinions. 

Railway safety 

His actions towards railway safety were very much 
a crusade, and he lost no opportunity to right what 
he considered a wrong. In the climate of the time, to 
have Stretton on your side, whether as a railwayman 
or a dependent of one, was a decided advantage when 
confronted with capricious legal prosecutions or with 
management refusal to accept liability. 

At times he acted as 'a matter of charity'. When, 
in July 1892, a London & North Western railway 

163 

        
        
        

          
      

        

        
       

         
       

       
       

         
        

       
 

      
          

       
       

          
       

        
    

 
       

      
       

       
        

        
       

           
          

      
       

        
     

      
        

        
         

         
        

          
          

       
           

           

 

         
       

         
        

         
          
     

        
         

         
          

       
          
         

          
          

          
       

         
        

         
          

        
    

       
        

      
      

          
          

          
        

        
         

        
         

         
         

   

  
        

          
           

         
          

       
     

          
         

 



passenger train was thrown off the line at Melton 
Mowbray, killing the driver and fireman, Stretton 
went at once to the scene, having been notified by 
telegraph. The wreckage had not been moved and 
he saw that the accident was due to the permanent 
way. The line here was maintained by the Great 
Northern Railway, and his support obtained £500 for 
the driver's widow and £400 for the fireman's, in an 
out of court settlement, having sought redress under 
the Employer's Liability Act. 

Coupling trials 

One major cause of injury and death to railway 
workers was shunting accidents. In the nine years 
up to 1884, 1,122 men had been killed and 11,314 
injured whilst engaged on such work. At the Annual 
Congress of the ASRS in October 1885, the sum of 
£500 was voted to carry out practical trials of improv-
ed forms of railway couplings, to be held in Nine 
Elms goods yard. Stretton as Vice-President and 
Consulting Engineer of the ASRS assisted in the 
organisation and judging. From 300 entries, 34 were 
selected for entry to the trial, with awards being made 
to the best three automatic and non-automatic 
couplings. There was much interest, with many 
directors, officials, inventors, engineers and railway 
workers in attendance, and copies of the report on 
the exhibits together with the list of awards were sent 
to all the principal railway companies. None of the 
prize-winning couplings was ever seen in use on 
Britain's railways, and deaths and injuries continued 
despite an attempt at a Parliamentary Bill in 1886 
and further activity by the ASRS in 1895. The Nine 
Elms trials had highlighted a problem but failed in 
finding a solution. 

Railway brakes 

Stretton's actions in supporting the union's causes 
would not have endeared him to the railway 
companies. Perhaps this explains the seeming lack 
of non-union clients for such a supposedly `eminent' 
consulting engineer. Even if Stretton could not sell 
his opinions for a fee, it is not difficult to see how he 
spent his time. He wrote, and as many of his writings 
related to his interest in railway safety, he castigated 
the railway companies for their inertia and unwilling-
ness to adopt safe mechanisms and operating 
methods. Yet more reasons why he would not find 
employment from the railway companies. Railway 
brake failures were a favourite subject of Stretton,  

and occupied many pages in many journals. There 
is no doubt that Stretton made perceptive and critical 
analyses of the Board of Trade brake returns, and 
was a source of embarrassment to companies who 
persisted in the use of non-automatic and dangerous 
brakes. In 1875 a Royal Commission had organised 
a series of brake trials at Newark, but whilst the Board 
of Trade supported the findings and pointed out the 
advantages of automatic brakes, they believed in 
persuasion rather than compulsion. They merely 
suggested they should be installed and the companies 
keep the Board of Trade informed of their progress 
made towards this goal. So began the Brake Returns. 

To stop trains on the London & North Western 
Railway the Clark-Webb chain brake was installed. 
For many years Mr Moon, chairman of the company, 
had assured shareholders of its wondrous efficiency, 
in spite of repeated failures and criticism. Yet in 
1884 Moon had to admit to a shareholders meeting 
that they were discontinuing use of the chain brake, 
and that he considered the vacuum brake was best 
and would be installed. In the issue of The Engineer 
reporting Moon's words, a critical leader appeared, 
pointing out that the LNWR choice of vacuum brake 
was not compatible with any other companies, and 
worst of all, it was not automatic. Stretton had cause 
to point out its failings on many occasions. 

Stretton's local line running through Leicester was 
the Midland, and their braking system installed in 
the early 1880s did not meet with his favour either. 
His opinion was that there were only two satisfactory 
brakes that should be installed on trains: the 
Westinghouse automatic air brake and the Vacuum 
Company's or Gresham's automatic vacuum brake. 
The Midland installed the Sanders-Bolitho (Clayton) 
`so-called' automatic brake, that Stretton referred to 
as the 'two minute leak-off brake'. The Clayton brake 
had one store of power and once applied would leak 
off within two minutes. So much time was required 
with the ejectors running to restore the vacuum, that 
multiple applications of the brake were useless in 
having the desired effect of stopping the train. In 
the Board of Trade brake returns the brake did not 
appear too inefficient, but there was evidence that 
the Midland failed to notify both the Board of Trade 
and its own directors of the true situation. Stretton 
had no such inhibitions in revealing the value of the 
brake. The commonest situation was for the train to 
fail to stop at the station. This was of limited concern 
on a through line, where the only consequence would 
be the fining of the driver and no reason for the event 
to appear in the returns. At a terminal station it was a 
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different matter, and there were three collisions in a 
month in July 1884 (twice at Leeds, once at Swansea). 
In all instances the brake was working as the train 
ran into the station, only to leak off before it came to 
a stand leaving the driver with insufficient braking 
effect to avoid an accident. Yet this was a brake 
which never had a 'failure to act' recorded against it 
in the Board of Trade returns. 

Authorship 

If Stretton's major professional activity was the 
promotion of railway safety, the second might be 
broadly termed 'historical'. He delighted in any 
published reference to himself as being one of the 
foremost railway historians, and was very proud of 
his prodigious output of histories. In 1902 his total 
was 125 books and pamphlets. 

His first historical work appeared in 1867 and the 
last in 1907. Most concerned railways in the Mid-
lands and North West but included shipping services, 
canals, tramways and bridges as well. Many were 
produced in response to a celebration of some kind, 
usually a jubilee of a line or structure's opening when 
Stretton would be invited to talk on the history of 
the event. Stretton would see that copies of his lecture 
were placed in local newspapers, and many of these 
histories ran to just a few columns of newsprint. They 
would be rehashed from time to time, and by the 
1900s would be graced with the label `3rd edition' 
or whatever. Some were printed as leaflets and many 
were issued in a series running in the Locomotive 
Engineers & Fireman's Journal in the early 1900s. 
It was as if Stretton wished the glory and acknowl-
edgement that resulted from his giving lectures on 
important occasions should last forever. In the 
Stretton Collection at the Central Library in Leicester 
are Stretton's scrapbooks, with each published 
reference to himself carefully pasted in. He even 
resorted to using a press agency to scan the country's 
press for references to C E Stretton that he might 
otherwise miss. 

The sources of Stretton's information are rarely 
revealed, and many doubts have been raised on the 
accuracy of his texts. He had an affection and very 
close working knowledge of the Leicester & Swan-
nington Railway (LSR), and refers to the use of old 
books and papers at the Old Station in his writings. 
In 1866 he gave his first paper at West Bridge Station 
on the 35th anniversary of the LSR on 17 July 1867, 
and it was afterwards printed. He obtained further 
information and at the 50th Jubilee celebrations of  

the line's opening in 1882 duly gave and had printed 
another edition of his history. In 1902 he made a 
somewhat telling statement that this history of 1882 
`practically included all that could be said on the 
subject, and there is nothing to add thereto'. Once a 
history had been written by Stretton there was little 
more that could be said. In his own history of the 
LSR, Clinker suggests that this might be the most 
accurate of Stretton's histories because of local 
knowledge, but that it was obvious he never had 
access to the all-important minute books. In his 
History of the Midland Railway, Stretton attributes 
the sources of the early period (up to 1865) to the 
books and papers of the `Stretton Railway Collec-
tion', whilst the period from 1865 to publication 
(1902), was from records he had kept and his intimate 
knowledge of the history. Stretton was an inveterate 
hoarder of paper, as the files in the Leicester City 
Library will bear testament, and he would appear to 
have kept anything he came across relating to the 
Midland Railway. Whilst Stretton was not above 
criticising the Midland over its poor choice of brakes, 
he would appear to have had quite an affection for 
the Company. The usual caveats need to be applied 
to the 'History' part of the book, but the second, 
dealing with the Company's organisation around 
1900, appears to provide quite a reasonable snapshot. 

Much of Stretton's information was gained from 
personal contact with people who had witnessed 
events of 50 years before. The pitfalls of believing 
all he was told are amply illustrated by a series of 
letters in The Engineer of 1884, attempting to 
elucidate the history of the Liverpool & Manchester 
Rocket, and what the remains then preserved in the 
South Kensington Museum represented. There is a 
note of Stretton's quoted together with a drawing 
supposedly made of a locomotive on the LSR line. 
This drawing of a hybrid Stephenson locomotive with 
the body similar to the Northumbrian and the 
cylinders of the Rocket was said to be the first engine 
on the line. Stretton presented a list of witnesses to 
the production of the drawing, and some inaccurate 
dates of the engine's arrival. No attempt was ever 
made to correct these inaccuracies, but in later 
references to the LSR he remains silent on the subject 
of this spurious engine. 

Conflicts 

By the middle of the 1890s Stretton's relentless flow 
of letters to all manner of journals had placed him as 
the authority on railway history. He was supreme in 
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the belief of himself, and always ready to correct or 
explain some aspect or detail. 

Not everybody regarded his view of history as 
infallible however. In the early part of that decade a 
new contributor to the Railway Herald appeared, who 
used the pen name G A Sekon. In reality this was G 
A Nokes, an auctioneer whose interest in railways 
had been promoted by his purchase of a series of the 
Railway Herald that his firm was asked to sell. Sekon 
irritated Stretton intensely. Most of the contretemps 
between Stretton and Sekon related to locomotive 
history, and none was more prolonged than arguments 
over early Great Western engines. It was provoked 
by the publication of Sekon's book A History of the 
Great Western Railway in 1895, a history that was at 
variance to Stretton's. The correspondence appeared 
in not one, but at least four journals, some corre-
spondents sending the same letter off to each. Sekon 
had few supporters compared to Stretton. Sekon had 
based his history on research. He had gone to 
Paddington and was allowed access to the official 
records of the GWR, and his proofs were corrected 
by F G Saunders, the Chairman of Directors of the 
GWR with assistance from the Company Secretary. 
In his preface, Sekon says that the opinions expressed 
are his, and acknowledges that Saunders did not 
always agree with them, but allowed them to be 
published. He asks to be notified of errors, and notes 
that some of the criticisms he has received in the 
past were `not always of the most gentle description'. 
He did not have to wait long for more. 

Stretton had published the first edition of his book 
The Development of the Locomotive in 1892, and 
the reviews were not kind. Stretton was never one 
to admit of criticism and the preface to the second 
edition (1893) talks of its 'very cordial reception'. 
He did correct some of his mistakes in this second 
edition, and a third edition of the book came out at 
the same time as Sekon's GWR book at the beginning 
of 1895. It told a different story from Sekon's and 
Stretton went into the attack on various details. There 
were many threads but amongst other things, the main 
core of the argument centred around the number of 
engines with 10 foot diameter driving wheels 
(Stretton 1, versus Sekon 3), and whether gearing 
was fitted to the initial engines delivered by the Haigh 
Foundry (Stretton = no: Sekon = yes). The indig-
nation in some of Stretton's letters reveals a failure 
to understand that his version of history could be 
wrong. He had his sources. There were the draw-
ings that he had copied of these early locomotives. 
They had been shown at no lesser place than the  

Chicago exhibition in 1893. There was the evidence 
produced by his supporters. He had obtained the 
greatest part of his information from Sir Daniel 
Gooch himself. He had a letter from the Great 
Western authorities to the Chicago Exhibition stating 
there was only one GWR engine with 10 foot wheels. 
Sekon showed up the inconsistencies; that Gooch's 
diaries indicated three 10 foot engines; that Mr Dean, 
locomotive superintendent of the GWR had never 
communicated with Stretton; that Stretton said he 
had got his information from Paddington, yet 
criticised Sekon for just such an approach. In 
referring to Gooch, Stretton reveals some of his 
failings, where the social attitudes of the time 
probably prevented him being more critical of his 
supposed sources. In Stretton's eyes, Sir Daniel 
Gooch was the authority on all things Great Western. 
Stretton would have adhered to the principle that 'all 
senior officers know more than all junior officers'. 
What Gooch said must be true, and Stretton was 
probably bathing in the reflected glory of an associa-
tion with such a great man. 

The Stretton Collection 

In support of his writings Stretton accumulated a mass 
of papers, materials and artefacts. These he dubbed 
the `Stretton Collection', and whilst now scattered 
around the country, much would appear to survive. 

Of the papers and books the majority are kept in 
the Central Library, Leicester. There is a set of what 
might best be termed 'scrap-books'. Kept on a yearly 
basis, volumes exist from 1875 to the mid- I 890s. 
Within the large blue covers are copies of reports 
and information on railways, letters that he wrote to 
journals and the papers, press cuttings on subjects 
he was interested in (including himself), a veritable 
treasure-trove of uncatalogued information on the 
contemporary railway. Some of the material relating 
to specific Leicestershire subjects has been removed 
and placed in the County archives. In the argument 
over GWR locomotives related above, Stretton made 
reference to his drawings and other copied details of 
early locomotive builders. There does not appear to 
be any such material amongst that held in Leicester. 
This could be a reflection of Stretton's character, in 
that having published a drawing or presented one to 
a museum there was no need for him to keep the 
source material; but this then flies in the face of his 
obvious hoarding and collecting interests. 

The other part of the Stretton Collection was of 
railway artefacts, in particular examples of permanent 
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Clement E Stretton (1850-1915) 

way. This included the products of Jessop and 
Outram laid locally, and he would attribute to Jessop 
the honour of inventing the flanged wheel and to 
Outram the derivation of the word 'tram' (Outram-
way), both examples of Stretton fiction. This collec-
tion of permanent way amounted to tons of material. 
Some of this was sent to the Paris Exhibition of 1889, 
but the most prestigious exhibition that Stretton was 
involved with was that of Chicago of 1893. 

The Chicago Exhibition was a huge international 
affair running from May to October 1893, in cel-
ebration of the 400th anniversary of Columbus's 
discovery of America. In the Transportation Building 
was arranged much railway material. The Baltimore 
& Ohio Railroad Company presented an exhibit 
illustrating the evolution and development of 
railways, with Stretton acting as the company's 
special representative in Europe. Stretton sent a 
collection of over one thousand photographs, 
working drawings and other illustrations of engines 
constructed in Britain, and some 10 tons of permanent 
way. Most of this was later returned to him over the 
subsequent 10 years. 

What was important to British railway history  

though was Stretton's part in collecting old books 
and papers relating to early English locomotive 
builders, although he would later deprecate their loss 
to the country. However he felt a sense of satisfaction 
in that, even if the originals were not in the country, 
there were facts and copies that if placed in the South 
Kensington Museum would provide a very complete 
history of Britain's railways and locomotives. 
According to the Scientific American of 1897 
included amongst this material were the original 
books and some drawings of Edward Bury & Co and 
some of Bury, Curtis & Kennedy of Liverpool, E B 
Wilson & Co of Leeds, Messrs Slaughter & Co. of 
Bristol, the Haigh Foundry of Wigan, Rothwell's of 
Bolton and Forrester's of Liverpool. 

What happened to this material is a mystery. At 
the close of the exhibition it was put on display at 
the Field Museum in Chicago until 1904, when the 
collection was exhibited at the St Louis exhibition, 
and then supposedly returned to the Baltimore & 
Ohio. Its subsequent fate is unknown, and despite 
many attempts to follow the trail of these books and 
papers, the only assumption is that they have been 
lost forever. 

The collection of rails was returned from Chicago 
over a period of some ten years. Stretton had a 
problem of what to do with all this material, solved 
by donations to various museums. He obviously had 
a degree of 'influence' at his local museum in 
Leicester, and was extremely proud of their displays, 
much of which had been acquired as a result of his 
collecting activities. He donated a few items in 
1892-3, but most were given in 1902-4. After his 
death interest in maintaining the collection on display 
diminished, and in 1948 his son, Clement Stretton, 
must have expressed concern at it languishing in the 
Museum's store, out of the public view. The museum 
offered it to the newly formed British Transport 
Commission, who accepted it for its technical merit 
rather than public interest, and placed it in the old 
North Eastern museum in York, from where it has 
found its way today to the National Railway Museum. 

One of the other main beneficiaries of his collection 
was the Mechanical Department of the South 
Kensington Museum, run at that time by the Board 
of Education. He did donate a few items in 1892-4, 
but as with Leicester most was sent in 1900-4, 
although he got a bit annoyed with their collection 
policy in not always taking what he offered. To both 
Leicester and London his donations included 
drawings, photographs, books and pamphlets relating 
to railways, but material was also donated to 
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museums in Glasgow, Liverpool, Edinburgh, the 
Institution of Mechanical Engineers and 
Loughborough. 

National Railway Museum 

It is likely that Stretton's disposal of his material in 
the early 1900s was due to the realisation that his 
dream of a National Railway Museum would not 
happen. In October 1896 Stretton wrote to The Times 
suggesting the formation of a National Railway 
Museum, and this was followed by a flurry of 
correspondence in the railway journals. Stretton was 
praised for having such a good idea, but others 
pointed out that it was not such a new idea at all. 

Within a few weeks of Stretton's letter a committee 
was duly formed, and Stretton became one of the 
joint secretaries. It was he who conducted all the 
correspondence with the Science and Art Department 
at the South Kensington Museum, London, that venue 
having been chosen by the committee as the appro-
priate place to house a National Railway Museum. 
The committee suggested that the museum ought to 
double the space available for railway relics and 
house suitable old locomotives. The Museum 
management considered the committee to be 'feeble', 
with little influence and no representation of railway 
companies or engineers, and that the case for 
additional buildings could not be passed to the 
Treasury under existing circumstances. That decision 
was reached in January 1897, and over the next month 
or so letters on the matter dried up in the press. 

The subject was again aired in 1908 by Charles 
Rous-Marten, who gave a somewhat different 
account of the museum committee. He and Stretton 
had had various disagreements in times past, and 
Rous-Marten omits any mention of Stretton's part, 
and states that the initial meeting was convened in 
his own name and that he presided. According to 
Rous-Marten the Government felt the formation of 
such a museum was the responsibility of the railway 
companies, and that there was not the remotest 
possibility that they or any future Government would 
ever consent to appropriate a large sum for the 
construction and maintenance of a Railway Museum. 

Local societies 

If Stretton could not realise his dream of a museum, 
in the early 1900s he occupied himself running the 
`Leicester Section/Branch' of various organisations. 
Prime among these was the Railway Club, which had  

been formed in June 1899. Stretton does not appear 
to have had much to do with the London end of 
operations, indeed he seems to have been a very 
provincial man. In September 1905 the first meeting 
of the Leicester Section of the Railway Club was 
held, when they paid a visit to sites on the LSR line. 
Monthly meetings followed, those in the summer 
visiting locations in the area, whilst the winter ones 
were held at Stretton's home. In August 1907 the 
British Association for the Advancement of Science 
held its annual meeting in Leicester, and Stretton was 
sole organiser for a historical visit to the museum 
and the LSR, using the local members of the Railway 
Club to act as guides. Regular meetings continued 
until October 1910 when they suddenly ceased. No 
explanation for what had happened is provided by 
The Railway Club Journal, but from that date on 
there is no more reference to the Leicester Section, 
and Stretton who had been listed on the Journal's 
cover as a vice-president up until then, fails to get a 
mention after the November 1910 issue. It would 
be interesting to know what had contributed to the 
sudden parting of the ways. 

Stretton had a brief flirtation with the Permanent 
Way Institute (PWI), being elected an honorary 
member in January 1904. His entrée to this was 
probably his knowledge of the history of permanent 
way and he published a paper on the subject in the 
1904 Proceedings. He is described in these Proceed-
ings as the 'Corresponding Secretary of the Leicester 
Section of the PWI', and during that year he 
organised various visits to places in the locality. In 
1905 he was editor of the Journal of the PWI, a post 
he held for a year. He is now described as a patron 
and no longer an honorary member. His association 
with the PWI appeared to cease the following year. 

Conclusion 

What then of Stretton, the man? He was obviously 
of independent means coming from a respected 
Leicester family. His political leanings have not been 
determined, but he would have considered himself a 
gentleman and pillar of the establishment, with liberal 
tendencies in supporting the common man. He was 
a freemason, and twice master of his lodge. After his 
death on 20 February 1915 of pneumonia his funeral 
service was held at St Peter's Church, Leicester. 

His work for the unions in support of the poor and 
unsafe conditions of work, and the failure of railway 
companies to provide adequate safety systems was 
something of a crusade. In the absence of any other 
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evidence in the role of a consulting engineer, this 
must be considered his only real 'professional' 
activity. 

But what did he get out of it? He was certainly 
paid for his services, although there were occasions 
when he worked for no fee. It is more likely that he 
sought recognition, craving publicity and promoting 
the image of C E Stretton. The court appearances 
gave him an opportunity to perform and demonstrate 
his undoubted knowledge on matters of railway 
safety. He revelled in the gifts and testimonials that 
followed the successful outcome of a case in which 
he had acted for on behalf of the unions. He was 
never slow in coming forward to make sure every-
body understood what a great honour had been 
bestowed on him. He was opinionated, bombastic 
and undoubtedly pompous. From his responses to 
letters in the railway press it is obvious that he could 
not take criticism, and his regular falling out with 
various associations and societies suggest a degree 
of intolerance. The ASLEF separation demonstrated 
the difficulties people had in operating with him. 

His belief in himself must have coloured his his-
torical writings. He was a prolific author and wrote 
the first histories of many railways. His style was 
convincing, and he would weave fact and what is 
now known to be fiction so well, that much of 
Stretton's fiction has been repeated as fact by later 
authors, who have relied on secondary and not 
primary sources, and needs to be purged from their 
histories. 

But why did these inaccuracies occur? Given 
Stretton's demeanour it is unlikely that he would 
consider that he wrote anything but facts. His defence 

Notes and references 
Stretton wrote prolifically in magazines such as The 
Engineer Engineering, Railway Herald, English Mechanic 
and Railway World, especially in the 1880-90s. 

Union matters appear in P S Bagwell, The Railwayman: 
The History of the National Union of Railwaymen, 1963; 
J R Raynes, Engines and Men, 1921; N McKillop, The 
Lighted Flame, 1950; and Stretton himself wrote for The 
Locomotive Engineers and Fireman's Journal. 

The Stretton Collection and National Railway Museum: 
Science Museum, London, `C E Stretton, nominal file 69'; 
National Railway Museum, file 548-4-1, 'The Stretton  

of his facts in the journals of the day were so 
strenuous that he must have believed them as true. 
Which can only lead to the conclusion that his sources 
were poor. Perhaps he relied too much on personal 
recollection. Perhaps he was lacking in critical 
appraisal of documentary evidence. Whatever it was, 
the caveat must remain with any of Stretton's writings 
to treat them with great suspicion and caution. They 
are secondary sources and unreliable ones at that. 
His cavalier approach to primary sources led to many 
of the historical books of early English locomotive 
builders being lost for all time, and his interpretation 
of them would appear to be inaccurate and opinion-
ated rather than factual. But that would appear to be 
the nature of the man. 

Many of the heavy objects of the Stretton Col-
lection have survived and these do form an important 
historical record, although one that requires 
reappraisal. From notes in the Science Museum, 
London, made by E A Forward in the 1920-30s, the 
provenance of some of these items might be doubted. 
It is quite likely that without Stretton's acquisitive 
nature many of these items of permanent way would 
be unavailable today. 

His collection of scrapbooks in the Leicester 
Library is an uncatalogued and untapped source of 
contemporary railway material, much of it relating 
to safety and braking systems that deserves better 
attention. 

Life and nature is a balance between good and bad. 
Stretton's abilities to interpret the historical record 
is best forgotten, but his promotion of safety matters 
and his bequest of primary source material should 
be acknowledged. 

Collection of Railway Relics'. Central Library, Leicester 
houses the major documentary source. 

Chicago Exhibition and loss of old railway books: R J 
Brettschneider, Industrial Railway Review, 1977-9, 
volume 7, number 81, pages 379-381, 'The Field Museum 
Mystery'. 

Other journals consulted include: The Railway Club 
Journal, The Railway Magazine and The Proceedings of 
the Permanent Way Institution. 

The photograph of Clement Stretton is reproduced from 
The Wyvern, 18 August 1893, page 259. 
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The Maintenance of Pontcysyllte Aqueduct 
Stephen Priestley 

The date of this Journal coincides with the 200th anniversary of the opening of 
Ponycysyllte Aqueduct. The story of its design and construction is well-known, but 

its history did not stop there: the story of its maintenance is also of interest. 

The first two decades 

Although the aqueduct at Pontcysyllte was finally 
opened in November 1805, the minutes of the 
Committee of the Ellesmere Canal Company (which 
became the Ellesmere & Chester Canal Company in 
1813), indicate that building work on the aqueduct 
continued sporadically into the 1820s. In November 
1806 Telford was ordered to give directions for the 
construction of two graving docks at the north end 
of Pontcysyllte Aqueduct and for the building of 
small houses at the wharf of Pontcysyllte 'to accom-
modate persons who superintend the shipping of 
coals at the said wharf'. 

On 25 November 1807, it was reported to the 
Committee that 'the difficult works upon the Water 
Line from Pontcysylte to Llantisilio were nearly 
completed' and a 'bank tenter' was appointed with 
responsibility for the maintenance of the Pontcysyllte 
aqueduct. At the same time, the Committee also 
ordered that 'the Acqueduct at Pontcysylte be painted 
at a proper season in the manner pointed out by Mr 
Telford's report of this day'. 

Unfortunately, this particular report of Telford's, 
recommending the painting of the aqueduct 
(evidently meaning the ironwork) has not survived.' 

However, it appears that Telford's recommendation 
to paint the ironwork of the aqueduct had still not 
been carried out five years later, for in another report 
of 5 January 1813, he advised that 'that the Iron work 
at Pontcysylte Aqueduct should receive a proper 
coating to preserve it from the actions of the 
Atmosphere'. On 19 July 1813, the Committee 
appears finally to have acted on Telford's recommen-
dation, ordering that 'such part of it, as now wants 
such coating, be immediately done, either with coal 
tar, or such other coating as may be thought proper 
and effectual and attended with the least expense'? 

The sheer scale of the ironwork to be coated at 
Pontcysyllte, and the considerable time and cost 
which such a task would take, may well be the reason 
why the Committee's order of 1807 was not carried  

out earlier. This is hinted at in the statement of the 
Committee that 'if the whole of the Aqueduct cannot 
be coated in the present year, then, that such part 
only as most requires it be done the present year, 
and the remainder as early as possible in the ensuing 
year'. The surviving minutes and reports of the 
Ellesmere & Chester Canal Company make no further 
reference to the painting of the aqueduct at Pont-
cysyllte, which suggests that the Committee's order 
of July 1813 was carried out. However various build-
ing works and repairs continued to be carried out to 
the aqueduct until the 1820s. In his report to the 
Committee of 27 August 1821, Telford stated that 
he found the aqueduct 'to be in the most perfect state; 
excellent wing walls have been erected to secure the 
banks, at the north abutment, and an effectual cure 
has been made of the troublesome and expensive 
leakage through this bank' .3  

The problem of differential settlement of piers and 
abutments appears to have been a particular cause 
of 'much trouble and vexation' at both Pontcysyllte 
and Chirk aqueducts. In April 1818, Telford wrote 
to George Moncrieff, the Secretary of the Edinburgh 
& Glasgow Union Canal Company, concerning plans 
for the building of an iron trough aqueduct at Slate-
ford. Telford discusses the problem of differential 
settlement of piers, remarking that 'even with the best 
sort of gravel at Pontcysylte and Chirk managed in 
the most careful manner, tho sinking has not yet, after 
12 years, entirely left off; we have had much trouble 
and vexation and some accidents' 

Shortly afterwards, on I May 1818, Telford wrote 
to James Thomson, the general manager of works at 
Slateford Aqueduct, telling him to visit the iron 
smelting works of William Hazledine (responsible 
for making the iron trough of Pontcysyllte) at Calcutts 
(at Jackfield, in the Severn Gorge) and Hazeldine's 
iron foundry and forge at Shrewsbury, and then to 
examine the aqueduct at Pontcysyllte and learn the 
details of the ironwork there, and compare it with 
the drawings for the proposed aqueduct at Slateford.5  

James Thomson's inspection report on Pontcysyllte 
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aqueduct, dated 8 May 1818, is the earliest detailed 
account we have of the ironwork of the aqueduct.' 
Thomson commented that 'the whole of the iron work 
is in as good condition as when completed, and 
without the least appearance of a drop of water having 
passed at any part'. He paid particular attention to 
the material used to secure the joints of the iron 
trough, stating that 'the jointing is done with very 
coarse flannel in the state it comes from the loom, 
cut into pieces to suit the flanges and well covered 
with white lead of the usual consistency for jointing, 
and more or less of these pieces are put in according 
to the inequality of the joints which come together. 
They are also cut a little narrower than the flange so 
as to leave a space on both sides to be caulked firmly 
up with good hemp rolled in tar, and being well 
caulked and pitched over.' Frustratingly, Thomson 
does not mention whether the ironwork of the aque-
duct had been painted or not, but this may simply be 
because the coating of the ironwork was not part of 
his brief, as specified in Telford's letter of I May. 

William Baker's inspection, 1866 

There is little evidence of significant repairs to the 
aqueduct at Pontcysyllte until the mid 1860s, when 
detailed inspections were made of both Chirk and 
Pontcysyllte aqueducts by William Baker, Chief 
Engineer of the London & North Western Railway. 
Both aqueducts seem to have been in a relatively 
good state of repair, although both had certain faults 
in the masonry and ironwork in need of urgent 
attention. 

In his report on Pontcysyllte, dated 9 August 1866, 
Baker reported that, 'after carefully examining the 
whole of this magnificent structure', he found 'every 
part of it in a thorough state of repair, with the 
exception of the South Abutment, and Southerly Pier, 
and the arch between these'. Baker described the 
faults in detail, stating that 'the face stones of the 
south abutment from the springing of the arch to the 
underside of the trough (a height of about 9 feet) 
have in some places slightly moved forward, and in 
others have pressed against the iron ribs, causing the 
stone to chip away; the iron ribs are in several places 
broken, showing that an undue pressure is acting upon 
them; there is also a considerable quantity of water 
finding its way through the masonry." 

Having examined the aqueduct and hearing the 
evidence of the foremen and workmen on the spot, 
Baker ascertained that the cause of the movement in 
the stone work, and the fractures in the iron,  

`proceeded from the swelling of the material at the 
back of the abutment, and wing walls, caused I have 
no doubt, by a leakage between the end of the trough 
and the embankment'. To remedy these faults, he 
recommended that 'the material at the back of the 
abutment be removed, the abutment strengthened, 
and a water tight joint made by puddle or otherwise, 
at the end of the trough, in doing which, it may be 
found advantageous to slightly lengthen the trough 
itself.' Baker further recommended that 'the broken 
joints of the iron ribs should be fished (strengthened 
by supports) or repaired by some simple method', at 
a cost not exceeding £300 or £400. (The final cost 
amounted to £396.) 

Baker also made some curious observations re-
garding the painting of the ironwork of Pontcysyllte, 
remarking that 'the iron work of the aqueduct does 
not appear to have been painted since its erection 70 
years ago, some oxidation has taken place but not to 
the extent that I could recommend your incurring 
the cost of repairing at present'. It is not clear whether 
he means that the ironwork had remained unpainted 
since the completion of aqueduct in 1805, or whether 
it had not received a fresh coating since that time. If 
the ironwork had been completely unpainted since 
its erection, this would seem to imply that the orders 
of the Committee in 1813 to paint the aqueduct had 
been ignored. However this seems improbable, and 
one cannot doubt that an engineer of the calibre of 
Thomas Telford would have reiterated his recom-
mendation that the ironwork be painted in later 
reports, had it not been done. 

Repainting, 1886 

Twenty years later another survey was taken of 
Pontcysyllte aqueduct, this time by George Jebb, 
Chief Engineer of the Shropshire Union Railways & 
Canal Company, who recommended that the whole 
structure needed to be scraped and painted at a cost 
of £500.s  Jebb's recommendation was accepted by 
the Executive Committee of the Company on 24 
March 1886, and a staff of painters was hired from 
the Britannia Tubes company of Bangor to undertake 
the work. Unfortunately, the 1886 order does not 
specify what type of coating was to be used, merely 
stating that the 'least expensive materials' were to 
be employed. 

Although the Committee's order does not explicitly 
refer to the repainting of the aqueduct, the fact that 
the structure was to be scraped (suggesting the 
removal of the original coating) and painted strongly 
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suggests that this was indeed the case. If this 
interpretation is correct, then this order provides 
concrete evidence that the aqueduct was painted at 
some point before 1886. No further references have 
been found in the minutes of the Ellesmere & Chester 
Canal Company or the Shropshire Union to the 
painting of Pontcysyllte Aqueduct between 1813 and 
1886. 

Twentieth century 

There are only a few documented references to the 
maintenance of Pontcysyllte Aqueduct during the 
first half of the 20th century. In December 1914, a 
slight landslip occurred in the embankment at the 
north-east end of the aqueduct, causing an old leakage 
to break out. Repairs were carried out to the embank-
ment a month later, which involved emptying the 
canal, repairing and rebuilding the walls, and install-
ing some stone drains in the embankment where the 
slip occurred.' 

In January 1923 the London, Midland & Scottish 
Railway Company assumed responsibility for the 
maintenance of Pontcysyllte. The minutes of the 
Works Committee contain very few references to 
repairs or other works carried out to the aqueduct. 

On 28 October 1936, the LMS accepted a tender 
from W G Beaumont & Sons for the tarring of Pont-
cysyllte Aqueduct, at a cost of £397J° Unfortunately 
the tender does not supply very much detail about 
the nature of the work done, and omits to mention 
whether the external and internal elevations of the 
aqueduct trough were coated. Nevertheless, this is 
an important reference, as it provides definite 
evidence that coal tar was used as a coating for the 
aqueduct (although, as mentioned above, it was 
recommended by Telford as early as 1813). 

During the 1950s and early 1960s, extensive 
repairs were carried out to the trough sides, which 
occasioned the temporary closure of the aqueduct 
towpath. The original cast iron buckle plates were 
replaced by trench sheet pile sections spanning 
between the cast-iron legs in the waterway, and a 
new steel angle was bolted to the top of the east trough 
wall plate. The cast iron standards supporting the 
trough, which had corroded badly, were replaced by 
new ones, while the iron parapet railing adjacent to 
the towpath was also replaced by a replica of 
Hazeldine's original." In 1965, the outside elevation 
of the trough wall plates and outer arched girders 
was repainted with 'Wailes Dove Bitumastic Super 
Service Black Solution' .12  

In 1975, a routine inspection of the aqueduct 
revealed that the masonry of the south abutment had 
spawled, and, more seriously, the two internal cast-
iron arched girders supporting the southernmost span 
of the aqueduct had failed, while the two external 
girders had buckled badly. It was concluded that 
`none of the four cast iron arches was carrying any 
substantial load and that the trough itself was 
spanning from pillar to abutment'.13  A detailed 
engineering survey was carried out, which showed 
that these problems were caused by a slight shift in 
the south abutment. The British Waterways Board 
took immediate action to remedy the problems 
identified in the 1975 survey, closing the aqueduct 
and draining the water out using the gigantic 'plug' 
in the trough to reduce the weight on the tank. The 
southernmost span was supported in a timber truss 
while the abutment was shored up and the original 
cast iron girders replaced with new steel ones. 
Further repairs carried out to the aqueduct included 
the installation of 'fish plates' and a tie bar at the 
springing point at the north abutment. The consultant 
engineers responsible for the work, Husbands 
Consulting Engineers, who had previously restored 
the Britannia Bridge, apparently believed that 'had 
they not stepped in to take emergency action, the 
piers might have collapsed one after another like 
dominoes'.14  

In 1988, British Waterways commissioned Arup 
Associates to undertake a detailed engineering 
assessment and preliminary inspection of 
Pontcysyllte Aqueduct.' No major defects were 
discovered, although it was recommended that 
remedial works should be carried out to the south 
embankment, which was moving around the 
abutment and adjacent pier, causing damage to those 
structures. The supporting masonry elements were 
described as being in good condition, although 
`isolated areas show initial signs of deterioration'. 
It was further concluded that the ironwork of the 
trough and the arched girders supporting it were in 
good condition except for bolt corrosion in two 
places along the length of the aqueduct. Regarding 
the condition of the surface coating of the aqueduct 
trough, the Arup report noted that 'the bitumastic 
compound used in 1965 for the exterior elevations 
is still performing well'. 

However, a report written prior to British Water-
ways' proposed refurbishment of the aqueduct in 
2001 concluded that the life span of the existing 
paintwork had expired and that the structure required 
repainting. It was recommended that 'a modern, long 
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Pontcysyllte Aqueduct divined for maintenance in 1964 

(RCHS: Weaver Collection) 
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life paint protection system is applied, with the 
maximum life to first maintenance of approximately 
30 years' .16  

Conclusions 

Although the documentary evidence for the painting 
of Pontcysyllte Aqueduct during the 19th century is 
inconclusive, it is the author's opinion that the iron 
trough was painted in 1813, in accordance with 
Telford's recommendation and the order of the 
Committee of the Ellesmere Canal Company. The 
coating originally used was probably coal tar, as 
recommended by Telford himself. 

We have definite evidence that the aqueduct was 
repainted in 1886, so it must have been painted at 
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Perceptions and Statistics 

Measuring the LNER's public relations success 

Andrew Dow 

The current parlous state of many of our railways in 
the perception of the public gives most of us cause 
for concern. This is not only because we know that 
the railways were not always like that, and that they 
do not have to be as bad as they often are, but because 
perhaps those who study them understand a little 
more about them than many members of the public. 
We study them and with study comes understanding. 
The one is not necessarily in proportion to the other, 
but that is a different matter. 

Included among my father George Dow's papers 
are three reports which he wrote after he had taken 
responsibility for public relations on the LNER in 
June 1939, a responsibility he held for the remainder 
of the company's existence. The reports were on the 
work of his department, the LNER Press Office, in 
the years 1939, 1940 and 1944. I hardly need say 
that I am sincerely hoping that I can find those for 
the missing years, but these three have tabulated 
information which is the first I have seen (though I 
can not claim that it is unique) of firm, statistical 
evidence of the LNER's success in projecting a 
positive public image. 

Please do not think of this in terms of the often 
dubious practice called 'spin doctoring'. What I am 
talking about is genuine public relations, a profes-
sional skill pioneered by the railway industry from 
the first years of the 20th century, before it became 
tainted with modern practices of manipulation. I am 
talking, in any case, of an era when the railway 
industry enjoyed a generally sympathetic press, and 
when the press neither needed to be, nor perhaps 
could be, so easily manipulated. 

For those of you who do not care for figures, I 
hope that you will forgive me if I now present you 
with one or two tables of figures, but I need to do so 
to make the point that I have discovered among my 
father's papers. 

For many years the standard measure of press 
material has been the column inch, this being simply 
one inch of text in one column of type. The measure 
is applied both to editorial (text) and illustrations, in 
the latter case, taking into account the number of 
columns over which an illustration is laid. The  

measure of any press coverage, good or bad, editorial 
or pictures, that a matter receives can therefore be 
expressed in column inches. 

Organisations such as railways have long used 
press cutting agencies to extract material from 
newspapers, whether national, regional or local, to 
determine what press coverage they are getting, and 
a quantitative assessment can be made by counting 
the column inches. In the case of favourable press 
coverage, the number of column inches could be 
converted, by reference to the cost of advertising 
space, into an equivalent value of advertising. This 
was not done by the LNER in 1939 but in 1940 the 
advertising rate was £6.14s.41/2d per inch, and the 
column inches achieved by the LNER that year were 
regarded by them as an equivalent £14,800 value of 
free advertising. 

Therefore it is interesting to see the following table 
in the report for 1939. These data refer to the national 
daily and Sunday newspapers : 

Editorial Pictorial Total 
Railway column column column 

	

inches 
	

inches 
	

inches 

LNER 	2,970 
	

1,904 
	

4,874 
LMS 	1,382 
	

1,341 
	

2,723 
GWR 	1,010 
	

521 
	

1,531 
SR 	1,904 
	

3,923 
	

5,827 

These were the 'favourable' column inches, of which 
the total was 14,955, and of which the LNER gained 
33%, second to the Southern's 39%. This table is 
accompanied by the following comment: 

For the second year in succession the LNER has had 
to take second place to the Southern, for although we 
secured over 1,000 inches of editorial space more than 
that Company, we had to concede 2,000 inches in 
pictorial space. This is entirely accounted for by the 
mass of 'unearned' pictorial publicity received by the 
Southern by reason of the passage through their 
Victoria and Waterloo terminals of notable travellers, 
examples during 1939 being President Lebrun, TM 
the King and Queen, and Gracie Fields. On the other 
hand, our notable travellers were merely Jewish 
refugees through Liverpool Street! 

This was to change during the war, but between 
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them the reports show the story from 1936, thus: 

Column ins Column ins 
obtained by obtained by 	LNER 

Year 4 main line 
	

LIVER % of total 
railways 

1936 19,438 6,734 35 
1937 17,442 5,960 34 
1938 15,499 4,993 32 
1939 14,955 4,874 33 
1940 4,986 2,205 44 
1941 4,691 2,021 43 
1942 3,700 1,544 42 
1943 2,834 1,215 43 
1944 3,343 1,614 48 

It is hardly surprising that the railways' share of 
the national press fell with the start of the war, but 
from these figures we can see that the drop in the 
railways' coverage had started well before that. It is 
also noticeable that the LNER's share climbed 
significantly during the War, notwithstanding the 
censorship imposed on much that happened. In the 
circumstances, the LNER's achievement of 48% of 
the total column inches in 1944 was remarkable. 

The detailed figures for 1944 shows that the posi-
tions noted in the table for 1939 had been changed: 

Editorial 
Railway column ins 

Pictorial 	Total 
column ins column ins 

LNER 1,102 512 1,614 
LMS 491 144 535 
GWR 244 121 365 
SR 533 196 729 

The Southern could no longer rely upon notables 
passing through Victoria and Waterloo to boost its 
favourable pictorial coverage, and the table is 
accompanied by the single comment 'the GWR 
taking their usual place at the bottom'. They took a 
miserable 11% of the total, probably quite contrary 
to the perception among many today of the GWR's 
popularity and publicity skills. 

There is of course another side to figures available, 
and this concerns 'unfavourable' publicity. Thus in 
1939: 

Editorial 	Pictorial 	Total 
Railway column ins column ins column ins 

LNER 905 	1,299 2,204 
LMS 829 	553 1,382 
GWR 72 	8 80 
SR 748 	207 955 

I quote: 'the accident s at Hatfield and Hilgay 
accounted for a total of no less than 1,820 column  

inches in the National Press during 1939. Without 
these accidents, the LNER would have been behind 
the LMS and Southern.' 

The major press impact of accidents is underlined 
by the figures from the following year, 1940: 

Editorial 
Railway column ins 

Pictorial 	Total 
column ins column ins 

LNER 191 108 299 
LMS 416 82 498 
GWR 507 74 581 
SR 135 39 174 

with the comment: `the Great Western suffered most 
through the Norton Fitzwarren accident, the LMS 
running second owing to the Wembley mishap'. 

The question of column inches of adverse publicity 
was of course influenced not only by the events of 
outrageous fortune such as accidents. In the reports 
reference is made to one event which was success-
fully suppressed, and to one which ordinarily might 
cause adverse publicity but which was turned to 
advantage. 

The first example was in 1939, when 
A driver and fireman rostered to work the 9.50pm 
empty carriage train Clacton to Marks Tey turned up 
for duty in a state of intoxication and were taken from 
the engine before departure of the train. The Press 
Section immediately informed the Stationmaster at 
Clacton of the necessity for keeping the incident quiet 
and nothing appeared in the Press. 

The report goes on: 
Of a less serious nature was the incident of the two 
vans containing passengers' luggage in advance that 
went astray in August. The action of the LNER in 
assisting the stranded holidaymakers with cash and 
clothing enabled the Press Section to secure a 
considerable balance of favourable publicity out of 
the incident. 

War brought its own similar problems. On 13 June 
1944 the first V 1 flying bomb to fall on London 
struck the bridge carrying the LNER from Liverpool 
Street over Grove Road at Stratford. This story could 
not be told at the time because of its importance to 
the enemy. The bomb fell at 4.21am. Air Ministry 
and Intelligence officials, who had been expecting 
such an arrival since first proof of the existence of 
flying bombs was secured by RAF reconnaissance 
pilots in late 1943, descended upon the site but 
handed it back to the LNER at 9.30am. By 7.45pm 
on the following day, 14 June, the northern side of 
the bridge, which carried local traffic and which had 
been destroyed, was restored. The southern side, 
carrying the fast lines, was restored by 7.00pm on 
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16 June, with all four lines in use again. This was an 
extraordinary achievement by the railway engineers, 
about which nothing could be said. 

The relevance of this is that the LNER had succeed-
ed in 1940 in publishing photographs of a recovery 
following an air raid. I quote: 

On the pictorial side the best achievement of the Press 
Section during the year was the publication, after 
protracted discussions with the Ministry of Infor-
mation, of photographs depicting the rapid repair of 
air raid damage. These appeared in The Times and 
Evening News (and, in addition, in several Provincial 
and Technical journals), and were the only British 
Railway pictures of this kind to be passed by the 
Censor. 

The reference to Provincial publications was impor-
tant: there were about 2,000 titles in the country and 
each column inch obtained in a national was reckoned 
to be repeated by 'not less than' eight column inches 
in the Provincial press. The figures for the national 
press in the tables above should be seen in this light. 

The Chief Press Censor throughout the war was 
Rear Admiral George Thomson, with whom my 
father had a professional but friendly relationship, 
and this effort to get permission to print photographs 
of air raid damage on the railway was one of the 
earlier occasions when they had to do business with 
each other. It made its contribution to the significant 
increase in the LNER's share of column inches that 
year from 33% in 1939 up to 44% in 1940 at a time 
when the total (national) column inch achievement 
of the railways had been reduced drastically by two-
thirds by the outbreak of war. 

War is an extraordinary circumstance. In peace-
time operations the railways were much more in 
command of their fate, thus: 

F U Total 
Railway col ins col ins col ins U% 

1939 
LNER 4,874 2,204 7,078 31 
LMS 2,723 1,382 4,105 34 
GWR 1,531 80 1,611 5 
SR 5,827 955 6,782 14 

1940 
LNER 2,205 299 2,504 12 
LMS 1,159 498 1,657 30 
GWR 680 581 1,261 46 
SR 942 174 1,116 16 

[F = favourable publicity; U = unfavourable] 

These are the same two years compared above, 
with the LNER suffering a bad press in 1939 princi- 

pally as a result of two accidents that year, but with 
the impact a little less than one third of the total 
LNER coverage. In contrast the GWR, in its bad 
year, 1940, had failed to get a significantfavourable 
press coverage with the result that the unfavourable 
coverage was very nearly half of its total. 

There is much to be learned here, and although 
the public perception has moved on significantly both 
from the last years of peace in the 1930s and the war 
years, railways have a continuing job to do to main-
tain a high positive press image. This is not only 
valuable in itself, but also essential to offset the 
inevitable bad news that occurs from time to time. 

If these figures say anything to me, it is that the 
LNER always tried hard in peacetime, and the 
streamline trains from 1935 to 1939 were an integral 
part of this. For those many people who had not yet 
travelled in them, and who had not met people who 
had, a favourable press was a vital supplement to 
(and, indeed a form of) advertising. 

The LNER was known as an impoverished com-
pany, but that did not stop it innovating to save costs 
or to make money. Perhaps other railways either did 
not so fully appreciate the value of dynamic press 
relations, or, simply, rested upon laurels from earlier 
glories. 

In 1944 the entire LNER Press Relations Office 
staff, which dealt not only with press matters at 
national and provincial level, but also with peri-
odicals (including trade and enthusiast magazines), 
overseas press, broadcasting, film companies and of 
course the BBC, together with maintaining a presence 
at public exhibitions, presentation of public talks, 
official visits to railway facilities and the publication 
of books and booklets, numbered eleven: four at 
LNER Headquarters, two in Manchester, two in York, 
and three in Edinburgh. These numbers include 
clerical staff. The entire staff establishment probably 
cost the LNER less than £10,000 a year, or half a 
million in today's values. This expenditure was in 
part responsible for the favourable view that was held 
of the LNER at the time, and possibly that we still 
hold today. 

That the LNER maintained its share of about a 
third of the favourable press coverage given to the 
four companies throughout the brief streamline era 
was commendable Although it may not be conclu-
sive, these figures give some proof of the ability of 
the LNER to turn events into positive press coverage 
which could be expressed in terms of free advertising. 
Heaven knows, it needed all that it could get. 
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Richmond Half-Tide Lock 
Grahame Boyes 

The first part of Grahame Boyes' paper 'Local Government and Inland Navigation', 
presented to the Fourth Waterways History Conference at Birmingham 6 March 2004, 
was published in the March 2005 issue. This article is adapted from the second part 

of the talk, and deals with a specific example of municipal enterprise. 

The second half of the 19th century was the era of 
awakening civic pride, manifested in impressive new 
public buildings and the establishment of municipal 
services and enterprises — from libraries to housing, 
from gasworks to tramways. The subject of this paper 
is an example of a river navigation work undertaken 
during this period at the instigation of a local 
authority.' Richmond half-tide lock was not merely 
a result of civic pride; it was one of three great battles 
that were won by the townsfolk only after long, hard-
fought campaigns and were themselves a principal 
contribution to the growing civic confidence that 
culminated in a successful bid for borough status for 
the town. 

The first of these other causes that were being 
fought over at this time was the town's water supply. 
The Southwark & Vauxhall Water Company, one of 
London's big statutory water companies, had taken 
over the small privately-owned Richmond Water-
works Company in 1861, despite the town's success-
ful opposition to the company's three attempts to 
obtain the necessary Parliamentary powers. Over 
the ensuing years the vestry (then the town's adminis-
trative body) and the townspeople carried on a bitter 
struggle with the company about the inadequacy and 
impurity of the water supply and the level of charges. 
In 1873 the town successfully sought powers to set 
up its own supply, and the company's attempt to 
obtain an injunction to prevent it going ahead was 
firmly rejected. The town water supply from a bore 
hole was duly inaugurated in 1877, but not before 
the company had taken its revenge by cutting off its 
supply to the town before the new supply was ready. 
The municipal water undertaking continued to be run 
by the vestry, and later the borough, until 1965, when 
it was transferred to the Metropolitan Water Board.' 

The other cause celebre was the protection of the 
view of the Thames from Richmond Hill, which had 
long brought fame to the town through the works of 
artists, poets and writers, such as Sir Joshua 
Reynolds, J M W Turner and Sir Walter Scott. As  

the town grew following the arrival of the railway in 
1846, the celebrated view was threatened by housing 
development on the hill slope leading down to the 
river. When the land came on the market in 1886, 
the Richmond Vestry bought it and opened it to the 
public. This, and the wider view beyond, were 
subsequently protected by the Richmond, Ham & 
Petersham Open Spaces Act 1902, described as the 
first piece of environmental planning.' 

The Thames at Richmond 

The third of the major issues facing the town was the 
state of the Thames. This is a story worth telling in 
some detail, because it also illustrates the conflicts 
that could arise between navigation and other 
interests on a tidal river (as distinct from the better-
known conflicts that occurred on non-tidal rivers 
between barge-owners and mill-owners). 

Richmond stands about three miles below Tedding-
ton lock, the modern limit of the tidal river. As a 
result of the removal of the old London Bridge in 
1831 and the subsequent dredging and embanking 
of the tidal river, its ebb and flow increased consider-
ably during the 19th century, producing a much wider 
range of rise and fall in the river level. At Richmond 
the difference between average high- and low-water 
levels in 1823 was only 3ft 6in; by 1890 it was over 
10ft, the highest difference recorded being 13ft 8in. 
Following the Metropolitan Water Act 1852, which 
prohibited water extraction from the tidal river, ever-
increasing quantities of water to supply London were 
being extracted above Teddington. The combined 
effect was to reduce the river at low tide to a stream, 
through which it was possible to wade knee-deep. It 
is recorded, for example, that on August Bank 
Holiday Monday 1873 six crowded pleasure steamers 
were grounded for many hours in mid-stream 
between Richmond and Teddington, their passengers 
having to be rescued by rowing boats. A further 
aggravating factor, although not one mentioned at 
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the time, would have been land drainage improve-
ments higher up the Thames; by causing rainfall to 
run off into the rivers over a period of hours rather 
than days, they intensified both floods and droughts. 

In 1860, the Thames Conservators, who had been 
created in 1857 to take over from the City of London 
the jurisdiction of the tidal Thames, were petitioned 
to do something. A further petition followed in 1865 
and a deputation in 1871. Eventually they sought 
advice from Sir John Coode, the distinguished 
engineer of harbour and estuarial works,' and Captain 
Edward Killwick Calver, author of The Conservation 
and Improvement of Tidal Rivers (1853), who had 
just retired as the Admiralty's marine surveyor of 
the south and south-east coasts. Meanwhile the local 
inhabitants consulted James Abernethy, the other 
leading specialist in dock and harbour works at this 
time. Abernethy advocated a lock and weir, but 
Coode and Calver, while acknowledging the problem, 
argued that a weir would be injurious to navigation 
down-river, perhaps as far down as London docks, 
as it would cause silting and diminish the scouring 
effect of the ebb flow. The President of the Board of 
Trade agreed to meet a deputation from the Rich-
mond vestry, but the briefing he received from his 
officials supported the Conservators. One of them 
wrote on the file, 'From our experience of Abernethy 
I don't think he is to be trusted at all,' and later, when 
it seemed that the vestry might get the matter raised 
in Parliament, 'The Conservancy must be prepared 
to do battle in the approaching Session against the 
inhabitants of this fashionable locality who seek 
improvement of their portion of the River at the 
expense of their neighbours below.' 5  

Coode and Calver had recommended dredging a 
100ft wide channel from Kew up to Teddington and 
improvement of the river banks at an estimated cost 
of £34,500.6  The Conservators only agreed to 
compromise by dredging a 50 ft central channel, on 
which £18,700 was spent.' But this made conditions 
worse because at low water the river was confined 
to this channel, exposing the undredged foreshore 
on which was deposited sewage brought up by the 
stronger incoming tidal flow. The river therefore 
smelled appallingly and there was concern about the 
effect on health. (This was less than a decade after 
London's last great outbreak of cholera, which was 
now known to be a water-borne disease.) 

Following a public conference at Richmond in 
October 1883, a committee of local worthies, chaired 
by the Earl of Kilmorey, was formed to raise funds  

to promote a Bill in Parliament. However, after 
commissioning a report and plan from Abernethy for 
a weir and locks at Isleworth Ait,s  which the Conser-
vators again rejected, there were insufficient funds 
to proceed with the Bill. The committee was forced 
to withdraw it and to accept the Conservators' pro-
posal to dredge the foreshores to a depth of 15-18 
inches and face the banks with stone from Isleworth 
up to Teddington. Over the next few years some 
£22,200 was spent on these works,' but, as dredging 
proceeded, the situation quickly worsened. At low-
water it was now difficult even for a rowing boat to 
pass under Richmond bridge, where the river could 
not be dredged without weakening the bridge 
foundations. At Twickenham in June 1884 a 
champagne luncheon was served, followed by a 
cricket match, all in the bed of the river.9  Conversely, 
at high-water the river rose to a level that caused 
flooding, as it frequently still does. 

A moveable weir? 

In July 1884 there was a meeting in the home of J B 
Hilditch, a city merchant who lived in Asgill House, 
a large villa overlooking the Thames upstream from 
Richmond railway bridge. He now became the key 
figure in bringing the issue to a satisfactory conclu-
sion. In October 1883 he had written to the local 
newspaper to put forward the idea of a moveable 
weir, only operative at low-water, so that there would 
still be a good ebb flow to produce the scouring effect 
required lower down river. Further, it would be 
designed not for the excess water to overflow the 
weir in the normal way, but to pass underneath, so 
that there could be no accumulation of silt against 
it.'" This was indeed the solution that was eventually 
adopted, although it took him some years to find the 
engineer who could design it. Meanwhile the meeting 
resulted in the establishment of a joint committee of 
the Richmond Vestry and Twickenham Local Board, 
with Hilditch as chairman, to take over from the 
previous committee of individuals. This joint com-
mittee now made an appeal to the Board of Trade 
and in December 1887 it was agreed between the 
parties that there should be an inquiry by an independ-
ent arbitrator. [Sir] John Wolfe Barry, arguably the 
most eminent civil engineer of his day, was selected 
to undertake the inquiry, but it collapsed when the 
BoT demanded a £1,500 deposit from the local 
authorities to guarantee their contribution to the costs. 
They had no powers to raise money from their rate-
payers and would have had to rely on voluntary 
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Drawings reproduced from the article by J H Brierley in the Proceedings of the In 

subscriptions. Furthermore there is evidence in the 
BoT files that Wolfe Barry and the Conservators were 
planning to make it a very lengthy and much more 
expensive enquiry, and there was no assurance that 
the Conservators would act, or that the BoT would 
enforce action, if Barry's report favoured the local 
authorities. The local authorities decided this was 
all too risky and that it would be better to go for an 
Act of Parliament." 

Meanwhile, in September 1887 Hilditch visited 
France to examine models of moveable sluices in  

the museum of the EcOle des Ponts et Chaussees 
and actual sluices on the Seine, Yonne and Marne 
rivers, following which he produced a report for his 
committee. ' 2  His criticism of the course of action 
recommended by Coode and Calver and followed 
since then by the Conservators was withering: 'It has 
often been a vexed question with engineers whether 
a river should be treated with weirs and the raising 
of its banks, or by dredging and lowering of its bed, 
and in this instance we have now only too good reason 
to know that the advocates of the wrong policy 
prevailed.' He quoted the success of the locks and 
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weirs constructed on the Severn at Tewksbury (Upper 
Lode) in 1858 and at Gloucester (Llanthony) in 1870, 
but again advocated a moveable weir. He had found 
all those seen in France as unsuitable and came up 
with his own 'skeleton gate system', which was not 
unlike the earlier flash-locks on the Thames. He 
finally mentioned, almost as an afterthought, F G M 
Stoney's patent sluice gate. 

He had only very recently become aware of Stoney, 
through a chance introduction by the solicitor  

handling Stoney's application for an extension to 
his patent, who happened to live in Richmond. At 
that point Hilditch had seen only a model of his sluice. 
However, he soon had an opportunity to accompany 
Edward Leader Williams, engineer of the Manchester 
Ship Canal, on a visit to Ireland to see Stoney's first 
large roller-sluices at Ballinasloe, County Galway, 
on the River Suck, and at Belleek, County Sligo, built 
for the Lough Erne Drainage & Navigation Board. 
Leader Williams subsequently adopted Stoney 
sluices for the MSC.'' 

181 

  

   

           

 
    

     

    

        

   
    

  

       

          

        
         

         
          

          
        
         

    

         
       

 

       
         
           

        
       

           
      

          
        

     
    

  



Application to Parliament 

The deposited plans were prepared by Henry Law, a 
civil engineer who had had a varied career that 
included preparation of the initial report on the cause 
of the Tay Bridge failure and an association with Sir 
Joseph Bazalgette on his London sewage and Thames 
flood works. His plans showed a seven-span 
structure, with five Stoney 40ft sluices and a bypass 
lock the same size as that at Teddington. It was 
located on the straight stretch of river between 
Richmond and Isleworth at a point where no 
privately-owned land was required. Nevertheless, 
the Bill submitted by the Richmond Vestry and the 
Twickenham Local Board was strongly opposed, not 
just by the Thames Conservancy, but also by local 
authorities and other interests down-river, fearing that 
it would merely transfer the problem to their stretch. 
These included the Great Western Railway, as owner 
of Brentford Dock. The navigation interests were 
divided: the lightermen of Brentford who customarily 
timed their trips up to Teddington to coincide with 
high-water were opposed, while the pleasure craft 
owners, who needed to operate at all states of the 
tide, supported it. Heavyweights brought out to give 
evidence before the Commons and Lords select 
committees included James Abernethy, Sir Benjamin 
Baker and Edward Leader Williams for the promoters 
and Sir John Coode, Sir Joseph Bazalgette and Sir 
Frederick Joseph Bramwell for the opponents. Of 
these, Abernethy, Bazalgette and Bramwell were all 
past-presidents of the Institution of Civil Engineers 
and Coode was the current president. After commit-
tee hearings lasting ten days in the Commons and 
another six in the Lords, the Bill was passed, proving, 
as the magazine Engineering put it, 'the virtue of 
dogged perseverance in a righteous cause'.14  The 
committees were said to have been particularly 
impressed by Stoney's demonstration of a model of 
his sluice and by a display of Hilditch's photographs 
of the river at low water.' During his cross-
examination, Stoney offered to increase the width of 
the sluices to 66ft so that the number of piers 
presenting a hazard to navigation could be reduced. 
Thus it was that the Richmond sluices were the largest 
then built. 

Construction 

The Richmond Footbridge, Lock & Slipway Act 
189016  received the Royal Assent on 14 August 1890, 
just a month after the Royal Charter granting 
municipal borough status to Richmond. The Act  

authorised the Thames Conservators to build the 
structure, although the five sanitary authorities that 
benefited (the urban sanitary authorities of Rich-
mond, Twickenham, Isleworth and Ham Common, 
and the Richmond rural authority) were required to 
pay its estimated cost, £40,000, plus the cost of 
obtaining the Act. If within six months the Conserva-
tors gave notice that they did not intend to proceed, 
the local authorities were empowered to build it 
themselves, although the finished structure and 
responsibility for its maintenance would still be 
vested in the Conservators. 

In fact the Conservators accepted defeat with good 
grace, and duly built it themselves. Indeed they spent 
an additional £21,000 from their own funds in 
enhancing the design with elegant decorative iron-
work and a larger lock that could accommodate a 
tug and six barges. The final design was prepared 
by Charles James More, engineer to the Conservancy, 
assisted by Stoney. The foundations, masonry and 
brickwork were built with direct labour by the 
Conservators' resident engineer, Peter le Neve Foster, 
while the iron- and steel-work, sluice gear and lock 
gates were manufactured and erected by Ransomes 
& Rapier, of which Stoney was manager, under the 
direction of Stoney's son, Edward Duncan Stoney)? 
Interestingly, both More and Foster had been pupils 
of Abernethy. 

The official opening 

The inauguration of the weir and lock on 19 May 
1894 was performed with considerable ceremony and 
public celebration. There may well have been a 
determination that the event would not pass 
unnoticed, eclipsed by the official opening of the 
Manchester Ship Canal by Queen Victoria two days 
later. The ceremony was performed by the Duke of 
York accompanied by the Duchess of York, Duke 
and Duchess of Teck and Duke of Clarence and 
escorted by a mounted troop of the 8th Hussars. The 
Lord Mayor and Lady Mayoress of London arrived 
in their state carriage, accompanied by the sheriffs 
of the City. They were received by officers of the 
local authorities and the Thames Conservancy, led 
by the mayor of Richmond, Alderman James W 
Szlumper, a noted railway engineer and elder brother 
of Alfred W Szlumper, chief engineer of the London 
& South Western Railway. (The mayor was knighted 
later in the year when Queen Victoria made a visit to 
the town.) In the evening the mayor hosted a banquet 
and a few days later there was a whole day of celebra- 
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tions for the local people and watermen, including a 
grand procession through Richmond and Twicken-
ham, a regatta, and a river fête with fireworks. 

Subsequent history 
The Conservators had probably been quietly relieved 
that Parliament had decided the issue for them. They 
were now absolved from any criticism that might 
arise from any adverse effects down-stream. In fact, 
in terms of its impact on the river, the weir and lock 
seem to have been an unqualified success. Few, if 
any, would disagree that this quintessential example 
of Victorian engineering is a notable enhancement 
to the riverscape. Monitoring at Strand-on-the-Green 
and Hammersmith showed that the weir had no 
adverse effect on downstream water levels.' 8  

One result whose full effect was probably not 
foreseen was the enormous increase in pleasure 
boating for which Richmond became noted. In the 
Edwardian years, the boathouses of E Messu m & 
Son held 750 private boats and another 150 for hire, 
while the Chitty family also had boat-hire businesses. 

The weir's effect upon the annual finances of the 
Thames Conservators, and later the Port of London  

Authority which took it over in 1909, is a different 
matter. Since many boats could avoid using the lock 
by choosing to pass the weir at a time when the sluices 
were open, the lock tolls may never have covered 
the costs of the lock/weir keepers. After the nearby 
Twickenham road bridge on the new Chertsey 
Arterial Road was opened in 1933, the receipts from 
the one-penny toll taken from footbridge users fell 
below the cost of collecting them, and the toll was 
removed in 1938. 

The structure suffered bomb damage in February 
1944 and the repair work was not completed until 
the end of 1945. During this period barge traffic 
was able to continue operating, but only during the 
hours either side of high water, as the sluice gates 
could not be closed. 

A major programme of restoration on what was 
now a Grade II* listed structure was undertaken by 
the Port of London Authority in 1990-4, with new 
lock gates manufactured by British Waterways. The 
centenary celebrations on 21 May 1994 were less 
lavish than the opening ceremony, but were 
appropriately attended by the present Duke of York. 
Stoney's sluices look set to continue operating four 
times daily for a long time to come. 

A steamer in Richmond Lock in Edwardian times, from a postcard 
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The slipway 
ivith rollers. 

used by 
rowing boats 

Appendix 1: James Bracebridge Hilditch (1843-1921) 19  
James Hilditch came from a family of silk merchants in 
the City. In his early life he was associated with (Sir) Alfred 
Fernandez Yarrow (1842-1932), later famous as a marine 
engineer and shipbuilder. Together in 1861 (before the 
age of twenty) they obtained three patents: two for steam 
ploughing machines and one for locomotive steam 
carriages for common roads. Coleman & Sons of Chelms-
ford took up the manufacture of the Yarrow-Hilditch steam 
plough and seem to have had some success in selling it 
both at home and overseas. The other patent was based 
on the design for a I 3-seat steam motor carriage, designed 
by Yarrow and Hilditch and built by T W Cowan of 
Greenwich, which was shown at the 1862 exhibition. 

Although it was successfully demonstrated between 
Greenwich and Bromley on several occasions, running at 
15-18 mph. the difficulties put in the way of steam road 
carriages, particularly after a policeman was thrown from 
his horse, caused the project to be abandoned. The two 
friends had already built a small steam launch, the Isis, 
and Yarrow turned his interests in this direction. However, 
Hilditch's father had died in 1857 and when he reached 
twenty-one he gave up his interest in mechanical engineer-
ing to share in the responsibilities for the family business. 
Nevertheless he is reputed to have built a steam launch 
with his brother in 1867. 

Appendix 2: Description of the Richmond lock, weir, slipway and footbridge 
The river is spanned by a 5-arch steel bridge, standing on 
concrete abutments and piers faced with blue Staffordshire 
brick and Cornish granite. It carries two 6ft walkways, 
one a public footbridge and the other for access to the 
sluice operating gear, separated by a 16ft gap which 
contains the sluice mechanism. Its overall length is 395ft. 

Beneath each of the three central arches is a sluice gate 
of Francis Goold Morony Stoney's patent design,'' 66ft 
wide by 12ft high and weighing 32 tons, constructed of 
steel plates, stiffened on the down-stream side by two 
arched girders. The gate is suspended at each end from 
steel ropes passing over the lifting mechanism's pulleys 
to counterbalance weights. Sets of 'free-rollers' take the 
horizontal pressure between the gate and the recesses in 
each of the masonry piers, allowing the gate to be raised 
and lowered with great ease. The frame that contains the 
rollers has a pulley on top and is suspended from a chain, 
one end of which is fixed to the top of the gate and the  

other to the abutment; so that, as the gate rises, the rollers 
also rise, but at only half the rate. The top of the gate is 
fitted with a wooden float so that, when lowered, it floats 
just above the up-stream water surface, leaving a small 
gap between the bottom of the gate and river bed, so that 
some water can continue to flow to prevent silt accumu-
lating.-'' 

The gates hold up the water level to what is defined in 
the Act as 5ft 9in below Trinity high water mark (about 
half-tide level). The gates are raised from about two hours 
before to two hours after high water, allowing boats to 
pass through these arches. Hilditch was concerned that, 
in the raised position, the effect would be unsightly, so 
Stoney arranged that, when the gates approached the top 
position, they turned through 90 degrees to lie flat between 
the two walkways, hidden from view by the arches and 
parapets of the bridge." Originally the gates were wound 
up and down by two men, but electric winding gear was 
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fitted in 1960. The warning discs and lights that are 
suspended below the central arches when they are closed 
to navigation are still lowered and raised by hand. 

The outer arches are of 50 ft span. That on the Surrey 
(Richmond) side accommodates a lock, for use when the 
sluice gates are down. It is 250 ft long (72 ft longer than 
Teddington lock) by 37 ft wide, with 26 ft entrances, 
designed to accommodate six barges (in two lines of three)  

and their tug. Hydraulic operating gear was installed in 
1960. Under the arch on the Middlesex (Twickenham) 
side is a concrete humped slipway with three sets of slides 
and rollers for rowing boats. On each side of the river is 
a double staircase of red brick with Bath stone dressings, 
leading up to the footbridges, with a small office/store 
below. At the upper level on the Surrey side, the original 
toll kiosk and the remains of a turnstile survive. 

Notes and references 
1. Although very little has been published about 

Richmond lock in the literature of inland navigation, 
this is not for want of source material. The starting 
point for this paper was a contemporary historical 
account by one of those closely involved in the events: 
J B Hilditch, 'The Richmond Lock and Tidal Weir', 
Jnl Society of Arts, 12 May 1893, 634-48. The 
Richmond Reference Library's Local History 
Collection includes: a typescript centenary history by 
John King, A Hundred Years of the Richmond Half-
Tide Lock, Footbridge and Weir (a shortened version 
of which was published as 'Richmond Lock and Weir 
1894-1994' in Richmond History, May 1994, no 15, 
2-17); two books of cuttings from local newspapers 
for the period 1883-91; two bound volumes of 
petitions, minutes of proceedings and evidence before 
the Commons and Lords select committees on the 
1890 Bill; and a bound volume of the reports detailed 
below. There are also several accounts in the technical 
journals, for example, J H Brierley, 'Notes on the 
Footbridge, Lock and Weir, Richmond (Surrey), Proc 
Inc Assoc of Municipal & County Engineers, 34 
(1907/8), 133-9. Thanks are due to Jane Baxter, the 
Local History Librarian, for drawing all this material 
to the author's attention. The Board of Trade's files 
at The National Archives, Kew cover the period 1873— 	16 
93 and include cuttings from the London newspapers. 

2. Richmond Vestry, Richmond Water Supply: history 
of the struggle between Richmond Vestry and the 
Southwark and Vauxhall Water Company, 1860-
1877, 1877 

3. Thames Landscape Strategy, Arcadia in the City: 'a 
hill with a view', 2002 

4. Initially Nathaniel Beardmore was engaged, but he 
died before completing his report and was replaced 
by Coode. See obituary in Min Proc ICE 36 (1872-
3) 256-64. 

5. BoT Harbour Dept files H4980, 26 Oct 1873, and 
115364, 5 October 1874: National Archives, MT 10/ 
331 

6. Report by Sir John Coode, CE, and Copt Calver, RN, 
FRS, to the Conservators of the River Thames, upon 
a proposed weir and lock, near Brentford, 1873; 
Richmond Select Vestry, New lock for the River 
Thames near Richmond: abstract of the memorial 
presented to the Conservators of the Thames on 3rd  

June, 1871; copy of correspondence between the 
Board and a deputation from parishes in the 
neighbourhood of Richmond; also reports of James 
Abernethy, Esq, CE, 1873 

7. Minutes of evidence, Commons select committee, 
363-403: evidence of C J More 

8. James Abernethy, Proposed weir and locks below 
Richmond: report to the Committee ..., 1883 

9. Richmond & Twickenham Times, 28 June 1884 

10. Richmond & Twickenham Times, 13 Oct 1883 

I I National Archives, MT 10/622: BoT Harbour Dept 
files, particularly H7583, 30 November 1888 

12. Report by Mr J B Hilditch to the River Thames Lock 
and Weir Committee, Sept 1888 

13 
	

For a biography of Stoney and further details of his 
patents, sluices and other works, see A Caton Crozier, 
'Francis Goold Morony Stoney, MICE (1837-1897): 
Victorian engineer', Trans Newcomen Soc, 2004, vol 
74, 215-47 

14 Engineering, 7 April 1893 

15 
	

Some of these photographs survive in the Richmond 
Local Studies Collection 

53 & 54 Vic c.ccx xiv 

17 The Ransomes & Rapier Collection at the Suffolk 
RO, Ipswich, includes two bundles of drawings of 
the Richmond footbridge, sluices and lock. 

18 Letters to The Times, 25 Oct, 15 & 27 Nov 1894 

19. Obituaries in Richmond & Twickenham Times and 
Richmond Herald, 29 January 1921; William Fletcher, 
The History and Development of Steam Locomotion 
on Common Roads, 1891, 161-3; Eleanor C Barnes, 
Alfred Yarrow: his life and work, 1923, ch 2-4; Clark 
C Spence, God Speed the Plow: the coming of steam 
cultivation to Great Britain, University of Illinois, 
1960 

20. Patent no 3103 of 1874, refined and improved by no 
2758 of 1877 and no 1449 of 1894 

21. Stoney patented a more sophisticated floating 
arrangement (no 12177 of 1894) which he appears to 
have developed while working on the Richmond 
sluices, although it was not adopted here. 

22. This feature was also patented by Stoney (no 17739 
of 1889). 
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The Great Eastern Railway's Woolwich Ferry 

Rodger Green 

Early ferries 
The right to ply between Woolwich and the Essex 
side was first mentioned in 1308. The beginning of 
the 19th century saw a horse ferry in use capable of 
taking a horse and trap, or cattle which Kent farmers 
sent to Romford market. The man who worked the 
ferry lived in an old barge, dragged up the shore 
above the high water mark, subsequently replaced 
by an inn on the riverbank, called 'The Old Barge 
Inn'.' The Army established its own ferry in 1810 
running from 'T' Pier in front of Woolwich Arsenal 
to the Old Barge House Landing Stage on the north 
bank. 

The Barge House Ferry at the Warren Lane 
Crossing prospered and in 1839 introduced a new 
ferryboat larger than any boat on the river at that 
time. Mr How, the proprietor of the Old Barge House 
constructed an esplanade that extended along the 
banks of the Thames for 300 yards, with a depth of 
130ft, part of which was later incorporated in the 
Royal Victoria Gardens. Although this ferry had a 
monopoly for many years it was put out of business  

with the advent of the London County Council (LCC) 
free ferry in 1889. 

The Eastern Counties Railway 
The North Woolwich Railway was authorised in 1845 
to make an extension from the Eastern Counties & 
Thames Junction Railway to North Woolwich, then 
part of the parish of Woolwich in the county of Kent.2  
The following year both these companies were 
bought by the Eastern Counties Railway (ECR). 

In July 1846 the ECR invited tenders for two 
wooden paddle steamers to operate their Woolwich 
ferry service, the order being placed in October 1846. 
Blyth & Co built the two boats named Essex and 
Middlesex in the River Roding at Barking. The 
wooden Floating Pier, adjacent to the Royal Hotel, 
at North Woolwich was built by Earle & Coombe 
for 15,588, the order for construction placed as late 
as 23 March 1847. A basic affair with two rudimen-
tary shelters, the pier's stability was poor since extra 
piling, costing £189, was needed in 1848. 300ft long 

The first two ECR ferry boats Kent and Essex, introduced in 1847 and photographed in their later life, 
moored at the back of the original North Woolwich Pier 

(National Railway Museum) 
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(River crossings shown 1810 to date) 
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it supported a wooden bridge 190ft long raised on 
trusses so that passengers, cattle, etc were easily 
loaded onto the steamer, even at low water. 
According to the ECR Directors' Minutes of 21 July 
1847, the two ferry boats were to be registered in the 
name of David Waddington (Chairman of the ECR) 
on a bond of indemnity. 

At South Woolwich the ECR entered into an 
agreement with a Mr Roff for the use of his pier and 
a wooden booking box was specially provided. Dues 
of £100 in the first year and £200 for the second and 
subsequent years were agreed by 27 May 1847 in 
time for the opening of the railway line and the ferry 
on 14 June 1847. Hourly return sailings were made 
to connect with the trains from 7.45am to 8.40pm 
weekdays, Sundays from 9.15am to 9.40pm. Called 
`The Eastern Counties Ferry', it was known by those 
who used it as the 'Penny Ferry' as passengers not 
holding railway tickets were charged one penny to 
cross. A weekly pass cost 6d and an annual pass 
cost £1.1s.0d. It proved valuable to Royal Arsenal 
workers. Arrangements were also made with the 
Gravesend Steam Packet Co to provide a service 
down river from North Woolwich Pier. 

Special fares were introduced in 1849 including 
weekly returns at 3s.Od from Canning Town by train 
to North Woolwich then by ferry to Woolwich 'for 
the accommodation of the numerous workmen 
employed at the Dockyard etc'. This purports to be 
the first mention of workmen's tickets in London, 
probably the first as such anywhere. 

The opening of the Woolwich Gardens, attached 
to the Royal Hotel, in May 1851 brought business to 
the railway and ferry at weekends and bank holidays.' 

By July 1852 dues for the use of Roff's Pier were 
ls.4d per 100 passengers embarking, those landing 
being free. A new scale of pier dues was agreed 
from 20 September 1854 and an hourly ferry service 
operated from 7.45am to 10.35pm daily including 
Sundays. During the summer months of 1854, 
113,315 passengers used the ferry from south to 
north; in 1855 the number was 141,025, with an 
average loading of 98 passengers per sailing. Ferry 
passengers could book at an office in the town of 
Woolwich as well as at Roff's Pier. 

From 1 April 1857 the ferry fare became 2d single, 
the return trip being free; at the same time the 
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Plan of Essex, one 
of the original 

GER ferry boats 

(Drawing © 
J Swieszkowski & 
L D Brooks, 1989) 

Woolwich Steam Packet Co and the Waterman's Co 
were charged ld per passenger using their steamers 
at North Woolwich Pier. 

Under the Great Eastern Railway 
On 1 August 1862 Essex and Kent became the 
property of the Great Eastern Railway (GER). The 
ferry operation was extended from 7.55am to 
11.05pm weekdays, 9.00am to 11.05pm on Sundays, 
with three sailings per hour to match the increased 
train services to North Woolwich as well as the 
industrial development following the opening of 
Victoria Dock on 26 November 1855. 

In 1871 Mr Roff rebuilt South Woolwich Pier and 
with this came a renewal of the agreement with the 
Woolwich Steam Packet Co for its use. The GER 
stalled, considering an offer from a Mr Edgar to lease 
them a site for the remaining nine years of his lease 
at £75 per annum or to buy the whole site freehold 
for £7,000; however they settled for the use of the 
new pier at an extra cost of £600 per annum, from 
12 March 1872. 

On 25 February 1879 a new ferry was ordered from 
Thames Ironworks. The iron-hulled Middlesex 
entered service on 26 August so that by 1882 the 
ferries ran from 5.10am to 12.18am weekdays three 
times an hour, with a half hourly service on Sundays 
from 8.10am to 11.20pm. 

Competition from the Free Ferry 
There was pressure on the Woolwich Board of Health 
for a free vehicle ferry. A public meeting was held 
in Woolwich Town Hall on 18 October 1880 and in 
1881 local traders lobbied the authority again. The 
Board found the scheme too expensive but they 
approached the Metropolitan Board of Works 
(MBW) who obtained authority by the MBW 
(Various Powers) Act of 1885 to ferry across the 
Thames at Woolwich passengers, animals, vehicles 
and goods free of tolls, rates and charges. 

Work started in February 1887, the landing stages 
consisted of two platforms: the lower with four 
waiting rooms for pedestrians, the upper for carts, 
wagons and carriages. In 1888 the London County 
Council (successors to the MBW) placed orders for 
two boats costing £45,077, and on 23 March 1889 
the Chairman of the new LCC, the Earl of Rosebery, 
opened the Free Ferry with great rejoicing, Gordon 
taking the procession across to North Woolwich. The 
GER carried 25,000 people on the day, but after that 
most workmen used the new ferry in preference to 
the 'penny ferry' as it was a short distance upstream 
from the GER Ferry. 

The two boats, Duncan and Gordon, were driven 
by four steam engines and soon after being built they 
were fitted with electric lighting throughout. Capable 
of 8 knots they were licensed to carry 1000 passen- 
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gers with room for 15-20 vehicles. The lower deck 
was for passengers, the upper for vehicles. Hutton 
was added in 1892. 

Compensation for loss of income was paid to the 
Watermen and Lightermen of Woolwich'; to the 
Woolwich (Old Barge House) Steam Ferry Co, which 
went into liquidation; and £27,500 to the GER for 
the expected loss of traffic on their ferry. 

The GER's response 
The GER countered with the ordering on 18 February 
1890 of a new ferry boat. Thames Ironworks built 
Woolwich, a steel paddle steamer, entering service 
on 14 November 1890. To compete with the LCC 
free ferries, covered lounges were placed on deck to 
give protection from the elements. In 1890 the ferry 
ran three times an hour from 4.50am to I 2.48am 
weekdays, and hourly on Sundays from 8.38am to 
11.20pm. 

The free ferry led to diminished receipts and on 
21 April 1891 the old Essex and Kent were sold for 
scrap to H Castle & Sons, Baltic Wharf, Millbank, 
for £117.10s.Od each. 

February 1893 saw two new dolphins costing  

£1,680 fitted to the now elderly North Woolwich Pier, 
half the cost being borne by the Victoria Steamboat 
Association, but by 1897 the pier was very old and 
in a bad state of repair. The GER finally grasped the 
nettle and on 16 May 1899 Thames Ironworks won 
the contract for £15,617 to supply a much larger 
pontoon and bridge approaches linking the bowstring 
girder bridge and dolphins. The necessary piling 
was done by Head Wrightson & Co Ltd for £700 by 
4 June 1901. The entrance shelter, waiting room, 
pierman's hut and stores, and marine engineers 
workshop were supplied by Watts Johnson & Co, 
Limehouse, for £793. The total investment was 
£18,035. Two rooms were converted in 1903 for 
£193 for use of H M Customs. 

The frequency increased to six sailings an hour 
weekdays, twice an hour on Sundays. 

Despite the ferries, communication between North 
and South Woolwich was difficult with many employ-
ers north of the river refusing to employ men living 
in Kent. Through the years fog and ice stopped the 
working of the ferries and with increased growth of 
population and industry around 1900 stoppages were 
serious. From 1900-7 the ferries were suspended 
due to fog for, on average, 104 hours a year. 

The Woolwich vvas introduced by the GER in 1891 and had enclosed cabins fore and aft. She is 
shown moored at the back of North Woolwich Pier. (National Railway Museum) 
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Finaly the LCC decided to build a foot tunnel 
running between two pagodas, one by Ferry 
Approach in south Woolwich, the other by the GER 
station at North Woolwich. In December 1909 the 
contract for £78,860 was let to Walter Scott & 
Middleton Ltd for a 12ft 8in diameter tunnel 1,655ft 
long. After the tunnel was opened by the Chairman 
of the Council, Major General Lord Cheylesmore, 
on 26 October 1912, the LCC was able to cut down 
on the continous service of ferryboats. 

Closure and subsequent history 

Despite the improvements to the ferry service it was 
an unequal struggle against the free ferry and the GER 
finally closed it on 1 October 1908. (The final service 
ran on 30 September 1908.) The Middlesex and the 
Woolwich were sold to T W Tamplin & Co for £250 
each, who found buyers for both vessels. 

The Middlesex became the beached HQ for the 
Westcliff-on-Sea Yacht Club, the midship section 
having been gutted to give a spacious saloon. She 
was broken up in 1936. The Woolwich was sold to 
Captain T S Wilson, Bo'ness, lessee of the North 
British Railway's Queensferry ferry across the Firth 
of Forth. The fore cabin was removed and side ramps 
were fitted enabling vehicles to be carried. On 
Captain Wilson's death on 3 February 1919 she was 
sold to the Leith Salvage & Towage Co, who with-
drew her from service on 13 November 1920. She 
was chartered in from 11 March to 21 April 1921 to 
cover repairs, but then fell out of use and was broken 
up on 8 October 1923. 

North Woolwich Pier was let on 1 January 1909 
to the Coast Development Corporation for £310 per 
annum and in later years the lease went to the Sun 
Tugs, London Towage Co and subsequently to the 
Alexandria Towing Co and then to the General Steam 
Navigation Co. 

The LNER Magazine in 1936 has an article regard-
ing a photo of the North Woolwich Pontoon entering 
the Dry Docks at Blackwall: 

Riverfolk on the Thames, accustomed as they are to 
seeing many strange craft, were intrigued towards high 
water on March 11th to see what was apparently a 
wayside railway station, complete with general and 
ladies' waiting room, porters' and Station Master's 
offices, lamp room and all conveniences, being towed 
up the river. Closer inspection, however, disclosed 
that this was the floating pontoon of the LNER Co's 
North Woolwich Pier being taken to dry dock at 
Blackwall for overhaul. 

The pontoon is an iron tank, 300 feet in length and 
30 feet wide, divided into 15 watertight compart-
ments: it rises and falls with the tide, being held in 
position by rollers which work in guides in timber 
pile structures (known as dolphins) at each end. The 
pontoon is connected with the shore by a bridge of 
two spans, one of which is hinged on one of its 
bearings, the other resting on the pontoon. 

The pier on the south side of the river was taken 
away some years ago, but that on the north side was 
rebuilt and has been used for general mooring 
purposes and as a place of call for pleasure steamers. 
The company derives a small net revenue from these 
sources, which, after falling away for some years, has 
recently shown a welcome revival owing to the 
growing popularity of the river trips. For many years 
the Customs Officers have had a station at the pier 
and the Missions to Seamen moor one of their vessels 
there; tugs tie up from time to time. The recondition-
ing of the pontoon is expected to take about a month, 
after which it will be restored to its position at the 
pier. 

Because of bombing and damage to the tramcars, 
roads and railways around North Woolwich, from 
1 September 1940 the River Thames was used as a 
route for public transport, and a special service of 
boats plied between North Woolwich Pier and 
Westminster. The journey time was about two hours, 
calling at all intermediate piers. London Transport 
tram conducters were employed to collect the fares. 
Fifteen boats were used in all, but the service was 
poorly patronised and discontinued from 2 October 
1940. 

When the British Railways Board came into 
existence on 1 January 1963, it is likely that the pier, 
now a financial liability, was sold or donated to the 
Port of London Authority. 

When the 1966 summer season ended the General 
Steam Navigation Co withdrew its excursion services 
(to Southend, Clacton and Margate) and sold its ships. 
With no passenger income the pier became the up 
river tug station (Gravesend being the down station). 
Over the next 15 years the closures of the docks 
meant that by 1981 the pier was no longer required 
by the tugs and was closed. The pontoon and link 
span were removed in the early/mid 1980s with the 
remaining structure at the road end left to rot. 

It is possible to see the sad remains of the North 
Woolwich Pier by crossing over the road from the 
station and using the stairs next to the Hotel up to 
the sea wall. But don't get too excited, there is not 
much left. 
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Dolphin 
/110 

SCE. 

Based on L N.E.H.Plan N°  45-LSF-138 dated 18 August 1945 
Ian Strugnell 2005 

/ 
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' GpoDs YARD 

CANOPY 

INNER FIXED SUPPORT 
SITE OF 

GENERAL STEAM NAVIGATION CO. 
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AND STORE 
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LAVATORY-,. 

L.N.E.R. 
NORTH WOOLWICH PIER 

GENERAL 
WAITING ROOM 

Dolphin 

RIVER THAMES 

NORTH PONTOON 
L.C.C. FREE FERRY 

OUTER FIXED SUPPORT 

NORTH WOOLWICH PIERS (1945) 
PLAN FOR RESTORATION OF FACILITIES AT L.N.E.R. PIER 

FOR GENERAL STEAM NAVIGATION CO. 

The derelict GER/LNER ferry pier seen from the Woolwich Free Ferry in June 1999. 
The refurbished 1854 station building which opened as the North Woolwich Stsation Museum in 1984 is 
seen on the left with, towards the middle, the Royal Hotel and the entrance to the derelict pier. The trees 

behind the river wall are part of the Royal Victoria Gardens. 

(Photo: author) 
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Notes and references 
Acknowlegements: Great Eastern Railway Society 
members Jerzy Swieszkowski and Ian Strugnell. 

Principal sources: 

• The minute books of the ECR and GER; Public Record 
Office, RAIL227 

• Essex Records Office, Q/RUm 1/24, Q/RUm 2/12, Q/ 
RUm 2/79 and Q/RUm 1 /15 

• Jerzy Swieszkowski, 'The GER Woolwich Ferry 1862-
1908', Great Eastern Railway Society Journal, no 60, 
October 1989 

• Jerzy Swieszkowski, 'The ECR Woolwich Ferry', Great 
Eastern Journal Special, No 5, summer 1989 

• The PLA Monthly, various issues; published by the Port 
of London Authority, viewed by courtesy of the Museum 
in Docklands 

• LNER Magazine, 1936 

• Great Eastern Railway Society, Return to North 
Woolwich, Passmore Edwards Museum Trust 

• Nancy Martin, River Ferries 

• Julian Watson & Wendy Gregory, Free for All, 
Greenwich Libraries, 1989 

• British Railways Illustrated, vol 07.03, Dec 1997 

1. 	The various books and accounts refer to the property 
as either 'The Old Barge Inn' and 'The Old Barge  

House Inn'. The former is more logical as it replaced 
a barge and not a house, although of course it was a 
home for the ferry man. 

2. Part of the land around North Woolwich plus Manor 
Way and Gallions Stations were in Kent. This curious 
anomoly originated in the I 1 th century when two 
small areas of the north side of the Thames were 
incorporated into the county on the opposite bank. It 
remained until 1889 when the district was transferred 
to the authority of the newly-formed London County 
Council. 

3. The Woolwich Gardens included a dancing saloon 
which the ECR built at a cost of £1,500 which, 
supposedly, could be converted into a locomotive shed 
should the need arise. Later the Gardens acquired a 
bad reputation with behaviour 'shocking to the 
Victorians'. Popularity declined in the 1880s, so a 
movement started amongst local landowners to make 
it public property. The gardens were put up for sale 
in 1885 and part of the land was sold for housing, the 
rest being reopened in 1890 by the LCC as the Royal 
Victoria Gardens. The gardens were mentioned many 
times in the ECR minutes from 1852 until 1862, many 
entries relating to traffic and ticketing arrangements 
including the apportionment of fares between the 
railway, ferry and gardens. 

The area around North Woolwich Station in June 1999. On the left is the refurbished entrance to the 
1912 Foot Tunnel . In the centre is the 1854 station building. To its right is the old Royal Hotel. Behind 

the flood defences the derelict entrance to the old GER/LNER ferry pier can just be made out. 

(Photo: author) 
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Eastern Counties Railway / Great Eastern Railway ferry boats 

Boat name 

Official no 
Ordered 
Builder 

Cost 
Vessel type 

Tons gross/net 

Length BP 

Beam 
Depth 
Draught 
Powered by 

NHP 
Boiler pressure 

Engine supplier 

Speed 
Entered service 
Withdrawn 
Sold 
To 

For 
Scrapped  

Essex 
988 
28 Oct 1846 
Blyth & Co 
River Roding, 
Barking 
£2,750 
wooden hull 
paddle steamer 
65 / 40 

78.5ft 

14.9ft 

7.3ft 
9 

9 

32 
9 

7 

9 

14 June 1847 

21 April 1891 
21 April 1891 
H Castle & Sons 
Baltic Wharf 
Millbank 

Kent 

989 
28 Oct 1846 
Blyth & Co 
River Roding, 
Barking 

£2,750 
wooden hull 
paddle steamer 
68 / 40 

78.5ft 

15.0ft 
7.5ft 

7 

32 
9 

9 

9 

14 June 1847 
21 April 1891 
21 April 1891 
H Castle & Sons 
Baltic Wharf 
Mill bank 

Middlesex 

81565 
25 Feb 1879 
Thames Ironworks 
& Shipbuilding Co 
Blackwall 
£3,650 
iron hull 
paddle steamer 
103 / 65 

I 00.4ft 

I 8.7ft 
7.7ft 
5.5ft 
2cyl simple 
oscillating engine 
35 or 36 
301b per sq in 
T A Young & Sons 
Blackwall 
9 knots 
26 Aug 1879 
1 Oct 1908 
6 Oct 1908 
T W Tamplin & Co 
then Westcliff-on-Sea 
Yacht Club 

Woolwich 
98188 
18 Feb 1890 
Thames Ironworks 
& Shipbuilding Co 
Blackwall 

£4,280 
steel hull 
paddle steamer 
148 / 105 

100.0ft 

26.0ft 

8.7ft 
4.5ft 
2cyl simple 
oscillating engine 

40 
351b per sq in 
T A Young & Sons 
Blackwall 
9 knots 
14 Nov 1890 
1 Oct 1908 
6 Oct 1908 
T W Tamplin & Co 
then Capt T S Wilson 
of Bo'ness 

£117 £117 £250 £250 
9 9 1936 8 Oct 1923 

Depth: Depth of hull from keel to main deck 
	

BP: Between perpendiculars (bow to rudderstock) 

Behind the sad remains of 
the GER/LNER North 

Woolwich Pier, the 1966 
Free Ferry John Burns 
approaches the North 

Terminal in June 1999. 

(Photo: author) 
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The Patents of William James 
and William Henry James 

Miles Macnair 

1. Introduction 

William James (1771-1837) has probably the best 
claim to the title of 'the Father of Railways'. His 
life story is the great untold saga of the Industrial 
Revolution; he was, arguably, the greatest transport 
visionary of his age.' James was a polymath: lawyer, 
surveyor, accountant, land-agent, coal-master, self-
taught geologist, civil engineer, canal builder and 
inventor. And it is solely with this last aspect of his 
remarkable career that this article is concerned. 

William James and his eldest son, William Henry 
James (1796-1873), took out seven patents relating 
to improvements to railways and the use of steam 
power on roads, plus three on related topics. The 
specifications, apart from the first, were filed in the 
name of William Henry James, who was a qualified 
engineer, but there is little doubt that the inspiration 
for many of them came from his father, who had been 
declared bankrupt in 1823. 

In the early 19th century, filing a patent was an 
expensive business, costing £100 to cover England 
alone, with further charges for Scotland and Ireland. 
Added to which were the expenses of lithographic 
plates for drawings and diagrams. Not that the Patent 
Office carried out any 'searches' to establish whether 
the patent did or did not represent genuine novelty. 

William James saw a number of problems facing 
the operators of early railways, problems that would 
only increase in magnitude as they developed, while 
his son concentrated on improving steam carriages 
on roads. They categorised these problems in seven 
main areas: 

• Rails — James knew that cast-iron was a poor 
material for rails in the form of 'plates' or bars; 
perhaps this cheap but brittle material could be 
made more practical if it was cast in a different 
configuration, particularly for use on lines with 
steep gradients. 

Boilers — The boiler represented the heaviest part 
of a locomotive. How could one make it generate 
more steam safely at higher pressures without 
substantially increasing the weight? (This was as  

much a problem for steam engines designed to run 
on roads as on rails.) 

Going round bends — Once heavy vehicles of any 
sort, road or rail, began to go 'fast', the problem 
of cornering became crucial. How could one 
alleviate the impact of the stresses involved (on 
rails) and how could one make the process safer 
and easier for the 'helmsman' on roads? 

Power distribution — As rail locomotives became 
much more powerful, the application of all this 
power onto the rails through a small number of 
axles would impose dangerous stresses on the 
track. How could this power be distributed more 
evenly? This would be an increasing concern on 
level track; on gradients, 'adhesion' would be an 
even greater problem. A system that enabled trains 
to operate over steeper gradients would save 
immense sums of money on civil engineering 
structures like cuttings and embankments. 

• Control of speed — More powerful engines would 
mean potentially much higher speeds and much 
greater responsibility imposed on the driver. 
Brakes were crude. An automatic system of speed 
control might help dispel one of the main argu-
ments of those opposed to the spread of steam-
hauled passenger railways. 

• Railways through built-up areas — To avoid the 
destruction of property, lightweight elevated 
structures over roads, or pnematic-powered under-
ground railways, could be advantageous. 

• Ancillary operations — The building of bridges, 
docks and harbours required men to work below 
water-level. Railway building demanded instant 
communication over considerable distances. And 
steam perhaps had uses other than driving loco-
motives and machinery. 

The scope and ingenuity of these patents is 
remarkable, and they deserve greater recognition. In 
this and subsequent articles, the most significant 
patents are summarised, illustrated and analysed. 
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F I C. 4. 

AY,A 
WAIF 

a, 

I G. 2., 
I J 

2. Patent 4913 (1824): Hollow cast-iron rails and their uses 

The basis of this invention is to make cast-iron rails 
more practical by casting them in the form of hollow 
tubes — with the top surfaces being flat. Cast-iron 
is weak in tension but strong under compression, and 
the tubular configuration would markedly improve 
the load bearing capability. The patent covered a 
number of other ancillary advantages; 

• The top surface could be made wide enough to 
allow sets of wagon wheels (with inside bearings) 
to pass each other as they travelled in opposite 
directions. Thus in a conventional two-track 
railway the 'middle' rail could be shared, reducing 
the number of rails from four to three. Supported 
by suitable frames, the hollow rail could also be 
used in mono-rails. 

• The very 'hollowness' of the rail could be used to 
transport liquids (or even gases) like a conventional 
pipeline. This might be of particular usefulness 
on steeply graded colliery or mining railways, 
which often had water sources at the top. By piping 
this water downhill and at intervals diverting it over 
water wheels before collecting it again for onwards 
transmission, a sequence of 'power stations' could 
be established along the length of the track. If the 
outer rails on such a railway were cast as U-shaped 
troughs rather than enclosed tubes, chains could  

be laid in them and used to propel the wagons by 
means of a further invention within the patent. 
First, continuous loops of the chains would be 
wound around drums driven by the waterwheels. 
Second, vertical 'spigots' on the chains could be 
attached to the wagons and thereby pull them up 
the slope. 

Analysis 
The Register of the Arts & Sciences for 26 March 
1825 published a fulsome review of this patent, 
saying that it was 'well entitled to the attentive 
consideration of the public' because the patentee was 
`a gentleman who has been for a series of years 
engaged in the construction of rail-road communi-
cations ... and in the working of mines'. Robert 
Stephenson thought highly of the concept, as he wrote 
in a letter on 5 October 1822, when he was working 
for James as an assistant surveyor on the first Liver-
pool & Manchester Railway survey.' 

But by the time the patent was published, any 
serious consideration of an improved cast-iron rail 
had been overtaken by developments of wrought-
iron as a far more cost-effective material. Perhaps 
the most intriguing aspect of the specification is 
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James's vision of using piped water to provide power 
for 'manufacturing processes in remote, hilly 
regions', though one has to doubt whether the water-
flow through the pipe alone would provide sufficient 
continuous power without recourse to reservoirs. 

Notes and references 

I. 	For brief biographies of William James see: 
• article by Nick Billingham in A Biographical Dic-

tionary of Civil Engineers, Vol I, 2002, 357-8; 
• John Marshall, Biographical Dictionary of Railway 

Engineers, 2nd edition, 2003, 104-5; and  

(James may have been influenced by the work of the 
`Stone Pipe Company' which had set up operations 
at a quarry above Cheltenham, on the route of a 
proposed branch off his 'Central Junction Railway' 
from Stratford-upon-Avon to London, 1820.) 

• the author's website, www.williamjames.org.uk  
(which concentrates on the 'footprints' that he has 
left on the landscape of Warwickshire). 

2. 	Liverpool Record Office, 385 JAMI6/3 

A Shooting At Marple Wharf Junction Signal Box 

Brian Lamb 

Marple Wharf Junction 

Marple Wharf Junction Signal Box controlled the now 
trunkated line to Macclesfield (Macclesfield, 
Bollington & Marple Railway Act 27 & 28 Victoria 
c204 of 14 July 1864), which was closed on 12 June 
1969 as far as Rose Hill Station. This line was 
opened for passengers on 2 August 1869 and for 
goods on 1 March 1870; doubling of the track was 
completed 26 June 1871. The junction came off the 
Marple, New Mills & Hayfield Junction Railway (Act 
23 & 24 Victoria c15 of 15 May 1860), opened from 
Hyde to Compstall on 5 August 1862 and to New 
Mills on 1 July 1865. 

Marple Wharf Junction Signal Box was situated 
at the southeast end of the Marple Viaduct (built 
1865-6) and above the former Engineer's House and 
Engineer's Wharf of the Peak Forest Canal. Along 
the canal to the west, before the Marple Aqueduct 
and below the signal box, was the Aqueduct Works, 
site of the former 'Queens Hotel', used as an 
overnight stop for the canal packets during the mid 
19th century. 

The signal box after dark was isolated and set 
amongst woods, with only the Aqueduct House and 
the Bottom Lock House close at hand. To the south-
east, beyond the 100 yard Marple tunnel, was Marple 
station. Communication from Marple Wharf Signal 
Box was by telephone and block instruments to 
Marple Station Signal Box (715 yards), Romiley  

Station Signal Box (2,800 yards) to the northwest 
and Rose Hill Station Signal box (1,714 yards) to 
the south. 

The signal box was manned 24 hours a day and 
handled extensive traffic movements comprising 
express, stopping passenger and goods trains. The 
junction from Macclesfield increased this traffic flow. 
One of the earliest functions of this signal box was 
to control traffic from the Marple Lock exchange 
wharf a short distance to the east, giving access to 
the canal wharf by a cutting, which gave the signal 
box its name: Marple Wharf Junction. This short 
branch was put in in 1864 to enable stone from 
Bugsworth for the viaduct, then building, to be 
transferred from narrow boats. 

The shooting 

The shooting occurred on Saturday 25 June 1921 at 
ten minutes past midnight, when Edward Axon, of 
Oakfield House, Oakwood Road, Romiley, (no 
relation to John Axon, the driver killed on 9 February 
1957 in the cab of 48188 8F 2-8-0 at Chapel-en-le-
Frith South Station) working the 10pm to 6am shift, 
was waiting for the night mail train from Manchester 
to London to pass. Axon stated that, without warning: 

bang, came a shot through the glass panel of the 
door, hitting me in the groin. I jumped up and could 
see four men on the top of the steps, two of whom 
were taller than the others. I picked up a poker and 
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threw it at them through the broken glass. Next I 
turned out the gas light. Four more shots were fired 
quickly, and one hit me in the shoulder. None of the 
men had spoken a word. 

I picked up a second poker — I had two — and 
opened the door and went after the men down the 
steps. They ran away. They were quite young — 20 
or so — and I could have caught them if I had not 
been shot. One man ran in a peculiar manner. I 
shouted for help. After that I went and telephoned to 
Romiley and Marple stations. If they had shouted, 
`Come out, we are going to burn down the cabin,' I 
could have understood it, but to shoot and to say 
nothing ... . 

Fred Gillimore of Aqueduct House, a short distance 
away from the signal box, said that four or five shots 
were fired. He stated that shortly after retiring shortly 
after midnight, he heard the front garden gate being 
slammed. He was getting up to see what it was and 
heard another sharp crack, realising this time it was 
a shot. He said to his wife, 'That's Axon,' meaning 
that the signal box was being attacked. More shots 
rang out and Gillimore took a revolver and left the 
house in the direction of the signal box. As he left 
the house he heard Edward Axon shout, 'You are a 
lot of murdering scoundrels. Help.' 

After carefully mounting the embankment to the 
signal box, Frederick Gillimore found Edward Axon 
sat on the locker in a semi-dazed condition. After 
Edward Axon had exclaimed, 'I am shot,' Frederick 
Gillimore attended him and had him lie down. Under 
Axon's instructions Gillimore took charge of the  

instruments in order to allow the passing of the 
midnight mail train. He also telephoned both Marple 
and Romiley Stations advising them of what had 
happened and asked them to summon the police and 
ambulance. 

Mr Gillimore's son had in the meantime arrived 
with a loaded shot gun and was advised by Edward 
Axon that the men had made off in the direction of 
Romiley. The son searched in that direction, but 
could not trace the men. 

The police were quickly on the scene: the 
Superintendent from Hazel Grove, two plain clothes 
men and a detective, together with the special 
constables from Marple. With the assistance of a 
party of soldiers camped some distance away, the 
police carried out a thorough search of the sur-
rounding area, but could find no evidence, apart from 
a yard long bludgeon and a short staff, like a police 
truncheon with a cord at one end. Both these objects 
were found close to the signal box. The police 
thought the men walked down the line from Romiley; 
no motor car was used and the Peak Forest Canal 
towing path close at hand was not used either. The 
driver of a train that passed through Marple shortly 
after the shooting spoke of seeing four men moving 
at a brisk pace towards Reddish Vale. Between I am 
and 2am the driver of a goods train near Reddish 
Vale (6,655 yards) reported seeing four men on the 
line, but a police search was unsuccessful. 

Dr Lee of Romiley and Dr Brewis of Marple 

          
          

           
     

          
          

         
            

          
          
        

           
          

  

        
           
         
         

           
         

          
         
          

           
          
     

       
       

         
        

         
       

 

 

         
        

        
         

 

        
          
           

        
     

        
       

        
        

        
        

         
           

          
         

         
          

          
         

         
         

          
         
       

         

   
   



attended to Axon at the scene of the shooting. He 
was taken to Stockport Infirmary and was reported 
to be making good progress. 

No damage was done to the signal box, apart from 
three revolver bullets found in the woodwork near 
to where Edward Axon was sitting and the broken 
glass in the door. 

Edward Axon 

Edward Axon had came to Romiley 35 years earlier 
(that is, 1886) and during the whole of his time there 
has been employed at the Marple Wharf Junction 
Signal Box. He was said to be keen-looking and fair 
complexioned with iron grey hair and moustache. 
He had a quiet disposition and had returned from a 
holiday in Devon two weeks previous to the shooting. 

Edward Axon's daughter had only that day arrived 
home from holiday and was too late to see her father 
before he went to work. She was first made aware 
of the tragedy by Dr Lee at 2am in the morning. Miss 
Axon when interviewed on Monday morning found 
little consolation in the brave conduct of her father 
when the odds were so much against him. knew 
he was a plucky man,' she observed, adding that her 
father seldom went out, spending most of his spare 
time with his family. 

A correspondent to The Reporter (North West 
Derbyshire) wrote to the paper: 

In recognition of the bravery of Signalman Axon, who 
was brutally attacked by at least four murderers, who 
without a doubt intended wrecking the Midland night  

mail on Saturday, we made a collection on the 8.55 
Monday morning train, and it realised nearly £8, to 
be divided between Signalman Axon, who lies 
seriously wounded in Stockport Infirmary and 
Frederick Gillimore, who went to his rescue. Some 
of your readers, travellers to and from Marple may 
wish to add their subscriptions and show appreciation 
of the men's courage, and, if so, would they kindly 
send their subscriptions to Mr Bark, the stationmaster 
at Marple, early. 

Why? 

What was the reason behind this attack and wounding 
of a signalman? One opinion was that the men were 
intending to interfere with the Manchester to London 
mail train, which passed the signal box soon after 
the shooting, but there is no evidence to substantiate 
this. Incendiary attacks on signal boxes around 
Manchester and London had been reported, but the 
Marple Wharf Junction signal box shooting was the 
most serious. No specific group has been named, 
but thoughts are that it may have been Irish Nation-
alists. If it was directed at the night mail train and it 
had been wrecked, some portion of it would have 
gone over the viaduct into Maple Dale — a deep 
fall either into the river Goyt or into the Peak Forest 
Canal close to the signal box. The casualties cannot 
be imagined. 

Questions that come to mind after reading the above 
account are: was it normal in 1921 to keep a loaded 
revolver handy in a bedroom, and did Frederick 
Gillimore hold a firearms licence? 

Notes 

Based on a newspaper article in The Reporter, North West Derbyshire, issue of Saturday 25 June 1921. 

r 
Corrections 

Local Government and Inland Navigation 
(RCHS Journal, March 2005, 15) 

The Bristol Port Company leases only the Avonmouth and Portbury Docks. Control of navigation up 
to Hanham Mill, including the City Docks, remains in the hands of the City. [Thanks to Alan Richardson 
for this clarification.] 

Harry Paar 
(RCHS Journal, July 2005, 74) 

The year when Harry Paar was President of the London Underground Railway Society was 1974/5. 
L 	 J 
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Correspondence 

Engineering Dynasties in Transport 

History 
(RCHS Journal, November 2004,654-662, March 2005, 
56-7) 

Several friends and correspondents in your 
columns have kindly pointed out to me some errors 
and other inadequacies in my article. I am sorry 
about these, which have arisen from my over-
enthusiasm to establish family relationships to 
make the point that such linkages were of vital 
importance at a time when the new engineering 
profession was struggling for recognition. 

In one case, my friend Peter Neaverson wrote to 
me shortly before his death in January to point out 
that I was wrong to include Daniel Gooch in my 
list of engineers who had no children. In fact, 
Gooch and his first wife Margaret had four sons 
and two daughters, and his family retained strong 
engineering interests. I had been misled by a 
superficial reading of R B Wilson's edition of 
Gooch's Memoirs and Diary (1972) that gives 
little attention to such personal matters as his 
family. 

The other serious mistake was my inference that 
the two families named Cubitt, both coming from 
Norfolk about the same time, derived from two 
men who were brothers. David Cubitt has 
observed that there is no evidence to support this 
assumption, and that I have 'fallen into this trap 
over the Cubitts'. However, it remains a puzzle 
how two families with such an uncommon name 
should have shared so many common interests in 
the same period and place. I doubtless relied too 
uncritically on biographical summaries that 
inferred a relation-ship, although the latest and 
most authoritative biographies, Hermione 
Hobhouse's contributions to the Oxford Dictionary 
of National Biography, say categorically: 'As both 
families of Cubitt came from Norfolk, it seems 
possible they might have had a remote connection 
but the relationship was specifically disowned by 
Thomas Cubitt...'. As has also been pointed out, 
ambiguities in earlier summaries have led me and 
others to over-emphasise William Cubitt's role in 
Messrs Ransome of Ipswich. 

All of this is, of course, no excuse for 
carelessness, and I apologise to family members I 
may have offended and scholars I may have misled  

by my mistakes. I jumped to conclusions too 
readily in pursuit of a significant idea. But that 
idea remains relevant, because it is easy for us to 
undervalue personal dynastic linkages in the 
evolution of the engineering profession now that 
education and training have rendered them of 
supplementary rather than crucial importance. 

Angus Buchanan 

[Editor's note: Unfortunately the article in the ODNB, 
referred to in Professor Buchanan's letter, contains a 
number of errors of which the publisher has been 
informed by David Cubitt, the family's historian, and by 
myself.] 

Linear Legacies 
(RCHS Journal, July 2005, 79-85) 

I found the survey by John Poulter of the relict 
features of the Midland Counties Railway between 
Leicester and Rugby most interesting. In 
particular it was useful that he did not treat his 
study in isolation but related it to the fate of 
Roman roads - the linear transport of an earlier 
era. May we hope for a comparative study of the 
former Great Central Railway main line between 
Leicester and Rugby? It might be illuminating to 
see if the later opening and closing dates of this 
line, plus the effect of considerable advances in 
civil engineering, have had an effect on the 
survival of this linear routeway. 

During the immediate post-Beeching era the 
disposal and reuse of railway land was a major 
concern. In 1969 the Countryside Commission 
asked Jay Appleton of the University of Hull to 
prepare a report on disused railways in the 
countryside, with particular reference to their 
physical characteristics - including linearity) This 
is an important study, which deserves to be more 
widely known, and includes sections on linear and 
non-linear uses as well as examining legal, 
financial and policy aspects. 

At the time that the Appleton Report was being 
written there was an intriguing proposal for the 
reuse of part of the line in Poulter's study. Some 
41/2  miles of trackbed between the AS and 
Broughton Astley had been acquired by Dunlop 
with the intention of developing it into a high- 
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VittO0 

(*.right Cam Edmandsn 2004 

Darrestreant Danaw 
wanted we Pkiertng's 

speed tyre testing facility. Appleton comments: 
`the favourable gradients and curvature of this 
early line are clearly relevant to this particular 
form of after-use'2. Can anyone shed any more 
light on this scheme and when and why it was 
abandoned? 	 Tim Edmonds 

1 	J H Appleton, Disused Railways in the Countryside 
of England and Wales, HMSO 1970 

2 	Appleton, 21, section 4.19 

River Weaver: Dutton Sluices and 
railways 
(RCHS Journal, March 2005, 4) 

I would like to make a correction to Henry 
Gunston's article on Flood Control Structures, 
where he states that Stoney's free roller-sluices 
were used on the River Weaver. This is not the 
case, although Stoney's 'patent cylindrical sluices' 
were used as paddle gear on the large locks at 
Dutton, Saltersford, Hunts and Vale Royal, and 
later at Weston Marsh. The 'patent cylindrical 
sluices' can be likened to a toilet roll tube being 
stuck in a plughole: as long as the water level is 
below the top of the tube there is no leakage and 
no downward pressure on the cylinder, the water 
pressure acting radially inwards all round the tube 
in perfect equilibrium. If the tube is carefully 
counterbalanced the sluice can be raised 
and lowered easily by one man no matter 
how great the head of water. 

It may interest readers to know that the 
gates on these large River Weaver locks, 
built in the late 1800s, were all operated 
by turbine powered winches, the water 
source being the river itself. This makes 
them unique in this country as far as I am 
aware, most gates of this size being 
operated hydraulically. 

During the design phase of these locks 
Stoney must have worked with Edward 
Leader Williams, who was Engineer to 
the River Weaver Navigation from 1856 
to 1872, when he left to becoming 
Engineer to the Manchester Ship Canal. 
It was on the latter that Stoney's free-
roller sluices were used, I believe, both 
for the paddle gear on the locks and for 
the flood control sluices. 

J Watt Sandeman, Leader Williams' 
replacement, left in 1877, a vote of no  

confidence in his engineering abilities being 
passed after a report by Sir John Hawkshaw 
condemned his plans for improvements upstream 
of Northwich. He was replaced as Weaver 
Engineer by Lionel Bury Wells, who proposed to 
use Stoney's free-roller design at the flood control 
sluices at Dutton, but the estimates received were 
thought to be too high and instead Wells designed 
his own version, which went into service in 1881. 

On the back of each door were four rollers 
running in recessed tracks in the masonry. The 
doors ran on these, preventing undue friction. The 
rollers held the doors away from their seating, 
which would allow the passage of water, so 'stop-
waters' were fitted. There were two adjacent faces 
of planed iron, one on the upstream face of the 
door and one attached to the masonry, the space 
between their chamfered edges forming a `vee' 
shaped groove. The 'stop-waters' were pieces of 
hardwood the same length as the door, triangular in 
section, measuring a few inches on each side. 
These were weighted to the same specific gravity 
as water, and suspended vertically so that the 
pressure of the water forced them into the `vee' 
groove between the gate and the iron attached to 
the masonry, thus making a good seal. 

Incidentally, a short railway was built to carry 
away spoil during the construction of Dutton 
sluices. In 1879 it was minuted in connection with 
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the imminent building of Dutton sluices that it was 
`desirable to purchase a locomotive engine for 
removal of spoil'. A locomotive was duly 
`purchased and delivered at Winnington', where 
there was a coal tip and a siding alongside the 
river, no doubt then being taken to the work site by 
boat. 

I refer now to a recent article in the Industrial 
Railway Record by Trevor Lodge, wherein he 
states that according to The Chronicles of 
Boulton's Siding (1927), a locomotive called 
`LION' was supplied to the Weaver Navigation. 
She was a diminutive geared standard gauge 
0 '1 0, one of about six built by John Smith of the 
Village Foundry, Coven, having a haycock topped 
firebox between the axles with a very short boiler 
barrel. The 7" x 12" cylinders were either side of 
the firebox above the running plate, the crankshaft 
being below the boiler barrel where it drove the 
front axle via a 5:1 gear reduction. The axles were 
coupled by conventional rods. 

At Dutton it was proposed `to lay rails from the 
new cutting up Pickering's old cut'. Pickering's 
cut had been bypassed by the building of the new 
lock and its lower approach cutting. The old 
course of the river, a winding loop across the 
fields, was filled in and levelled, and in 1880 it 
was minuted that two cart roads were in use for 
this purpose. The railway was laid from the 
`cutting' to Dutton along the old towpath, and 
waste material was tipped into Pickering's cut at 
the upper end. This is confirmed on the ground by 
the presence of a brick culvert over an old course 
of the river which is much more substantial than 
would be required just to carry the towpath, and 
the presence of a large area of raised ground from 
this culvert towards the Dutton viaduct, the whole 
of the top end of Pickering's cut having been filled 
in and the ground level substantially raised. In 
May 1881 it was minuted that the engineer was to 
`sell the locomotive for £150'. 

Another light railway was laid from just above 
Dutton sluices in 1930 to carry stone from boats 
around the sluices for filling a large hole which the 
water had scoured in the river bed below them. 
`Portable rail sections and skip wagons' were 
purchased and in all about 8,500 tons of stone and 
earth were tipped. An embankment was built and 
spoil tipped behind, and 250 tons of stone was 
used for facing a revetment wall. The ballast 
tipped was presumably then spread out by one of 
the steam grab dredgers which the Navigation  

owned. This was probably more cost effective 
than removing the remains of an old weir that 
would have been necessary to allow the laden 
bottom dumping hoppers then in use to reach the 
site in the normal way, as the railway would still 
have been required to form the embankment in any 
case. 

Narrow gauge rails were laid at Navigation Yard 
in Northwich to serve the various shops, but there 
is no mention in the minute books of a locomotive, 
although the site did have a stationary steam 
engine powering the workshops. A further railway 
system including a turntable was added in the early 
1920s, along with a 45 ton electric Scotch derrick 
crane, in order to unload the large lock gates from 
the floating derrick, the Sampson, and carry them 
into a new workshop built specially for repairing 
them. The yard is now closed but the crane and 
the railway line to the workshops were still in situ 
at the end of 2004. 	Colin Edmondson 

Sources: the minute books of the River Weaver 
Navigation, 1721-1948, held in the Chester Record 
Office. 

The naming of the Llangollen and 
Montgomery Canals 
(RCHS Journal, November 2003, 377, March 2004, 
485, July 2004, 630) 

Canals and Inland Waterways: the Report of the 
Board of Survey, 1955, better known as the 
`Rusholme Report' (PRO, MT115/101), contains 
appendices giving statistical and financial data for 
the years 1951, 1952 and 1953. Under the heading 
`Shropshire Union', these refer to 'Llangollen 
Branch' and 'Montgomery Branch'. Perhaps these 
were the first formal uses of these names, though 
at this date they were still designed as branches, 
not as canals in their own right. 

Appendix 2 gives the mileages as: 
Main Line 	 76 miles 40 chains 
Llangollen Branch 	50 miles 62 chains 
Montgomery Branch 63 miles 73 chains 

The figures for the Main Line and the Llangollen 
Branch are about as expected. However, the 
Montgomery Branch should be about 38 miles, or 
44 if it included the Weston Branch. The only way 
to construct a length of almost 64 miles is to 
include the parts of the Newport Branch and the 
Shrewsbury Canal which had not been formally 
closed before the LMSR (Canals) Act 1944 and to 
exclude the Weston Branch. 	Peter Brown 
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Construction site narrow gauge: 

Orfordness 
(RCHS Journal, March 2005, 59) 

Further to the above letter I have received some 
information from members of the Great Eastern 
Railway Society about several tramways which 
have existed at various times on the Orfordness 
peninsular. An article about them is in preparation 
for the G E R Society magazine. 

With regard to the last use of railways at a 
construction site, in 1965-6 a 31/2  mile long 
temporary tramway was laid to transport shingle 
from near Orfordness lighthouse to Slaughden just 
south of Aldeburgh in order to combat sea erosion. 
After the contract was complete the line was left in 
situ and seems to have been last used in 1971. 
Now, however, little is thought to remain due to 
coastal erosion. Two of the Simplex locomotives 
used are preserved at the East Anglian Transport 
Museum, Carlton Colville, near Lowestoft. 

Richard Tyson 

Railway Contractor becomes Railway 

Financier: Peto in the 1850s 
(RCHS Journal, March 2005, 20-25) 

Whilst investigating the history of level crossings 
on the Southampton & Dorchester Railway (SDR). 
I have been given sight of the property deeds to 
one of the surviving gate lodges, no 41 at the 
former Syward Crossing near Dorchester (OS map 
reference SY706902). This cottage was bought 
from BRB in 1966 by its occupier, a railway guard 
whose wife was the gatekeeper, and is currently 
owned and occupied by one of their sons. 

The deeds reveal another aspect of Peto's 
financial dealings in connection with a railway he 
was contracted to build. Peto had commenced 
work on the SDR in the summer of 1845. The 
deeds show that in May 1846 he completed the 
purchase of an estate known as Syward Lodge, 
part of whose land was required for the railway. 
The estate consisted of a mansion house together 
with porter's lodge, cottage, coach house, stables 
and other outbuildings in five acres of ground.  

Some six months after the railway had opened, by 
an Indenture of Release dated 17 January 1848, he 
sold part of this property to the London & South 
Western Railway (LSWR) ( who worked the SDR 
from the outset and subsequently acquired it) for a 
consideration of £100. This comprised a strip of 
land on the north side of the mansion house, just 
over an acre in total area, on which ran the railway 
tracks, together with the land occupied by gate 
lodge no 41 and its garden. The remainder of the 
estate, including the mansion house and its out-
buildings, was sold to one Henry Metcalf Ames for 
a total price of £73,456.17s.9d. The deeds set out 
Mr Ames' rather complicated arrangements with a 
number of parties from whom he borrowed the 
bulk of the purchase price. They also contained 
undertakings by these lenders to protect the 
LSWR's rights to the land it had purchased in the 
event of any default by Mr Ames. 

In the normal course of events, the railway 
company would have purchased the land directly 
from its original owner. One can only speculate 
about the reasons for Peto's involvement. 
Presumably complications arose because the 
original owner of the house was not prepared to 
give up around one fifth of his land and have the 
railway so close to his residence. Probably the 
Southampton & Dorchester company did not have 
the financial resources to buyout the entire 
property whereas Peto evidently did. It would be 
fascinating to know whether or not he made a 
profit on the transaction. I rather suspect he might 
have done! By making the purchase himself he 
could well also have benefited indirectly by being 
enabled to maintain progress with the construction 
work. Perhaps he found some use for the house 
during the 1846-48 period. 

It is also interesting to note that the gate lodge 
provided at this particular level crossing was built 
to a larger and more expensive design than most of 
the others along the line. It replicated one 
provided at Oakley Crossing, near Sir John Guest's 
Dorset retirement home, Canford Manor. It is 
unclear whether this was an attempt to appease the 
original owner of Syward Lodge or an initiative by 
Peto to make the property more saleable. 

Philip Brown 
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Reviews 

The Odin Project: Design and Construction of Denmark's First Locomotive 
— Michael R Bailey and John P Glithero 

95pp, A4 landscape, many photographs, reproductions of original drawings (some in colour), and line drawings, 
paperback, Danish Railway Museum, Odense, available from PO Box 421, 15 Mill Gardens, Elmswell, Bury St Edmunds 
IP30 9DQ, 2004, ISBN 87 982227 7 5, £25 (plus £4.10 p&p) 

This book complements The Engineering and 
History of 'Rocker by the same authors, reviewed 
in the RCHS Journal in March 2001. In that case 
they dismantled the preserved locomotive to establish 
the details of its construction and subsequent 
modification. Here they have re-created a set of 
general arrangement and component drawings of 
Odin, a 2-2-2 locomotive built by Sharp Brothers 
& Co at Manchester in 1846, from which a working 
replica can be constructed. 

No contemporary drawings of Odin have survived. 
However, Sharps used a `common engine' design, 
which was adapted to meet the requirements of  

individual customers. It has therefore been possible 
to establish its design and construction details with a 
high degree of confidence, from analysis of surviving 
drawings and photographs of similar locomotives 
built for other clients. All the evidence, including 
reproduction of details of original drawings, is clearly 
presented alongside the authors' line drawings. The 
result is a study of the work of one of England's 
leading locomotive builders of this period, an 
important contribution to the history of railway 
technology. The Danish Railway Museum is to be 
commended for making the report more widely 
available in this high-quality form. 

GRAHAME BOYES 

A History of North Eastern Railway Architecture, Vol 3: Bell and Beyond — Bill Fawcett 

256pp, A4, numerous photographs & drawings, hardback, North Eastern Railway Association, Sales Officer, 31 Moreton 
Avenue, Stretford, Manchester M32 8BP, 2005, ISBN 1 873 51357 7, £23.95 or £28.95 post free from the publisher 

The final volume in this notable series takes the 
reader through the long regime of William Bell, chief 
architect of the NER from 1877 to 1914. After the 
death of the engineer-in-chief, T E Harrison in 1888, 
Bell was responsible directly to the board, a position 
attained by very few other railway company archi-
tects. The book contains biographical details of Bell, 
his successors and their assistants. Furthermore, it 
continues past the time of the NER and through the 
eras of the LNER and British Railways right up to 
the closure of the York architects' office when the 
railways were privatised, thus providing a continuous 
history of railway architectural work in the city over 
a period of 144 years. Latterly, following the merger 
of BR's North Eastern and Eastern Regions, the York 
architects' design work extended to locations further 
south, such as the new stations at Potters Bar and on 
the Lea Valley loop in Essex, and major schemes 
such as Cambridge and Liverpool Street. 

Most of the photographs, many in colour, and scale 
drawings are by the author himself, who is also 
responsible for designing this handsome book. Bell's 
smaller stations are My described, while particular 
prominence is given to his work at major stations  

like Hull, Leeds New, Sunderland, Darlington and 
Newcastle, especially his distinctive train sheds and 
platform ironwork. Nor are other buildings 
neglected: there is a full account of goods sheds and 
warehouses, dock buildings, signal boxes, engine 
sheds and workshops. A full chapter is devoted to 
the outstanding headquarters building at York and 
the equally superb locomotive department offices at 
Stooperdale, Darlington, and other office buildings 
elsewhere. They surely rank as the most opulent 
railway offices in the country, indicative of the 
company's prosperity. 

A drawing has been printed upside down on page 
83 and there is no mention of Bernard Kaukas's 
achievements as Director Environment under Sir 
Peter Parker's chairmanship of BR, but these are very 
minor blemishes which do nothing to mar the author's 
outstanding work, an immense labour involving 
consulting a wide variety of sources including 
Network Rail's large collection of historic drawings 
at York, all painstakingly noted in copious references. 
Like its companions, at £23.95 the book is value 
indeed. 	 GORDON BIDDLE 
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Moving Manchester: Aspects of the History of Transport in the City and Region since 1700 
— edited by Derek Brumhead & Terry Wyke. 
298pp, A5, 34 maps & illustrations, hardback, Lancashire & Cheshire Antiquarian Society, The Portico Library, 57 
Mosley Street, Manchester M2 3HY, 2004, ISSN 0950 4699, £21 

Moving Manchester is the Society's 100th publica-
tion, 120 years since its first appeared a year after its 
foundation. The book begins with the editors' 
overview of the history of transport in a city which, 
they point out, occupies a special place in British 
transport history: the Bridgewater Canal, the Liver-
pool & Manchester Railway, the Manchester Ship 
Canal and the country's most successful municipal 
airport, Manchester International Airport. 

In describing the road system and its traffic during 
the industrial revolution, Geoffrey Timmins illus-
trates the city's phenomenal growth. Six weekly 
coach departures in 1772 grew to 93 in 1800 and an 
incredible 1,243 in 1828, plus 739 carriers' wagons. 
Ted Gray's chapter on the Greenwood family's horse-
bus and tram business, the Manchester Carriage 
Company, charts the development of public road 
transport, when for a time their horse-trams shared 
tracks with municipal electric trams before the 
publicly-owned system took over, the company 
eventually becoming a car hire and taxi firm. 

On waterways, Michael Nevell describes the 
archaeology of the River Irwell waterfront, David 
Vale contributes a chapter on the Mersey & Irwell 
Navigation's early years, Alan Findlow and Martin 
Whalley write on the rise, fall and restoration of the 
Peak Forest Canal's Bugsworth basin complex, and 
John C Fletcher, chairman of the Inland Waterways 
Association, tells the continuing story of canal  

restoration in the north west. 
Railways are represented by Robina McNeill's 

chapter comparing the 1830s warehouse at Liverpool 
Road with earlier canal buildings, and one by David 
Hodgkin, Sir Edward Watkin's biographer, which 
examines Watkin's influence in forming the Cheshire 
Lines Committee and building Central Station, the 
latter also being featured in Brumhead's piece on 
the impact of railways on late Victorian Manchester, 
including Deansgate goods station. 

Nick Clayton describes Manchester's brief period 
of bicycle manufacturing in 1880-1900, and David 
George the better-known motor industry, particularly 
Crossley Motors, bus builders. R A Scholfield 
examines Manchester's early airfields — one of 
which, Barton, is still used — as a prelude to Viv 
Caruana's account of the city's battle in 1934-1980 
to establish Ringway as Britain's most important 
regional airport. The book concludes with the story 
of the Manchester Museum of Transport run by the 
Greater Manchester Transport Society in Boyle 
Street, containing over eighty buses and other 
vehicles; notes on contributors; and a comprehensive 
index. Some of the maps are too small for 
comfortable reading, but otherwise this well-
produced book is a valuable record of important 
aspects of Manchester's history, well up to the high 
standard of its predecessors. 	GORDON BIDDLE 

Northern Line Extensions: Golden Green to Edgware 1922-24 — Simon Murphy 

I28pp, 235x163mm, 204 illustrations, paperback, Tempus Publishing, The Mill, Brimscombe Port, Stroud, 
Gloucestershire GL5 2QG, 2005, ISBN 0 7524 3498 5, £12.99 

Apart from the compiler's short introduction, this is 
an album of briefly-captioned photographs and 
publicity material, mostly covering the period 1922-
30, making much use of full-plate glass negatives of 
the Topical Press Agency, official photographers to 
London Underground, 1920-57. There are also a 
few aerial shots from Aerofilms whilst the end pages 
feature some modern views. 

Coverage includes the 1907 terminus at Golders 
Green; scenes along the route before work began; 
seven amusing pictures showing the cutting of the 
first sod (hoi polloi peering over a fence at well-
dressed toffs); construction activity; the newly- 

finished railway with its first trains; opening 
ceremonies; and residential building attracted by the 
line. In all, a well-rounded selection much of it never 
previously published, recording transport, local and 
social history in the making. 

Quality of reproduction varies from adequate to 
somewhat sooty and although said to be presented 
in chronological order, regrettably many of the 
images are not individually dated. There is mention 
of `photographers' log books' but if these do not offer 
a complete solution to precise dating, some intelligent 
guesses could have been attempted. 

ALAN A JACKSON 
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Highland Railway: People and Places: From Inverness and Nairn to Scotrail— Neil T Sinclair 
167pp, 258x193mm, 179 b&w photographs, 4 maps, hardback, Breedon Books, Breedon House, 3 The Parker Centre, 
Derby DE21 4SZ, 2005, ISBN 1 85983 453 I, £14.99 

Celebrating the 150th anniversary of the opening of 
the first section of what became the Highland 
Railway, the Inverness & Naim of 1855, here is a 
welcome if somewhat idiosyncratic work full of 
interest yet in some ways disappointing. 

There are many fascinating insights into families 
of staff, the working conditions, and Highland 
peculiarities. Built as an isolated concern, the 
Inverness & Nairn was a local wonder, but most 
people still preferred to send their fish by road. 
Beyond Nairn, to Forres there was then only an 
irregular cart for parcels. Inverness was first linked 
to the south via Aberdeen, then via Aviemore and 
Forres, today's direct route via Carrbridge following 
much later. From the start the railway boosted the 
trade and population of Inverness, by the end of the 
19th century, 900 working for the railway alone, 
many at the Lochgorm Works (then the only industrial 
plant in the Highlands) where complete locomotives 
were built. 

We learn that the Highlands had more houses per 
employee than any other British railway, while such 
was the peak of summer traffic that many staff 
routinely worked in different places at different ranks 
according to season. Both World Wars produced 
huge traffic and, as late as the 1950s, there were 150 
railway staff at Aviemore, 80 at the loco shed which 
had its own football team, the Loco Rangers. 

The book will prove invaluable for social histo-
rians, but sadly falls short of being a well-balanced 
social history itself. It offers many fascinating 
glimpses into a different age, is well-produced and 
illustrated, with excellent captions, and has a biblio-
graphy and index. But it is a book of examples rather 
than overall shape and feel. The bibliography omits 
the Regional Railway series' North of Scotland 
volume, a study of whose Highland chapter would 
have given the author a better perspective, even on 
the Inverness & Nairn itself. 

DAVID ST JOHN THOMAS 

The Glamorganshire and Aberdare Canals, Volume 2 — Stephen Rowson & Ian L Wright 
352pp, 280x225mm, numerous b&w and 7 colour illustrations, hardback, Black Dwarf Publications, 120 Farmer's 
Close, Witney, Oxfordshire 0X28 INR, 2004, ISBN 1 903599 12 I, £30 

This is the second volume in a two-volume work, 
the first of which appeared in 2001; there is a helpful 
erratum to that volume in this work. It focuses mainly 
upon the history of the Glamorgan shire Canal 
between Cardiff and Pontypridd, although there is a 
substantial history of the Doctor's Canal at the latter. 
The Aberdare Canal features little in this volume, 
although, as with the first volume, some themes cover 
both canals. 

This volume follows the history of the Glamorgan-
shire south from Pontypridd section by section, with 
chapters interspersed on such subjects as major 
trades, water supply, and the Glamorganshire Canal 
Railway. The latter, municipalised with the canal in 
1943, was not nationalised and survived under 
Cardiff Corporation ownership until 1953, some 12 
years after the final traffics on the canal. The story 
of rundown and closure, and the legal complications, 
is well discussed. 

The study is somewhat wider than the conventional 
canal history, covering much of the industries served  

by the canal, and providing copious details of 
engineering features, people, traffics, boats and 
maintenance. Excellently produced and illustrated, 
but with a detailed text, it should be of considerable 
local interest. In several respects it should interest a 
wider audience. For instance, it includes the results 
of what would later be termed 'oral history', drawing 
on Ian L Wright's conversation with boatpeople and 
canal workers, one as early as 1948, which detail 
operations and conditions which could be compared 
to those on better-known waterways. There is much 
here about the industries in a valley whose landscape 
has almost entirely changed since the canal's closure 
in 1944, and the study of traffics, customers and 
operations has resonances elsewhere. 

This volume is considerably longer than Volume 1 
but creditably carries the same price. Despite the 
heavy cost for both volumes, they provide a model 
for individual waterways history which approaches 
the description 'tour de force'. 

JOSEPH BOUGHEY 
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British Railway Steam Locomotives 1948-1968 — Hugh Longworth 
320pp, A4, approx 220 b&w photographs, hardback, Ian Allan Publishing, 4 Watling Drive, Hinckley, Leicestershire 
LEIO 3EY, 2005, ISBN 0 86093 593 0, £35 

This is the definitive database of the steam loco-
motives which worked on British Railways: a major 
work of compilation which is likely never to be 
surpassed. 

It is a bit like the Ian Allan ABCs in layout but 
encompasses so much more. The entry for each class 
of locomotive begins with the principal dimensions 
and features, then very detailed notes of the history 
of the class with variations of specification within 
the class. And then the list of locos in the class with 
numbers, month and year of building and where, 
month and year of any renumbering, of withdrawal 
and of scrapping. The detail of the data is awesome. 
For example, the name switching between Windsor 
Castle and Bristol Castle for the funeral train of 
George VI is there as are all the other peculiarities 
of renumbering. Most of the classes are illustrated  

with photographs which are not marvellous but much 
better than the ABCs managed. 

The appendices are valuable. There are year-end 
stock totals by wheel arrangement, in aggregate and 
by region (including BR locos of course) and by 
individual class. There is a chronological list of 
classes by company (including pre-grouping), an 
alphabetical list of names with numbers, chrono-
logical lists of stock acquisitions and withdrawals 
by month, youngest and oldest locos and the complete 
LNER re-numbering of 1946. And there is a bibli-
ography. 

Nobody will read this book from cover to cover, 
but everybody with an interest in the last twenty years 
of steam in our country, the nationalised steam era, 
should have it for reference and indulgent dipping. 

MARTIN BARNES 

Steam in Mid Wales — Michael Hale 
280x220mm, 284 plates, 32 maps, hardback, Welsh Railways Research Circle, 22 Pentre Poeth Road, Bassaleg, Newport 
NPIO 8LL, 2004, ISBN 0 9527267 5 0, £25 (plus p&p £4) 

A quick thumb through could give the impression 
that here is simply a picture album of the ever-
photogenic Welsh railways. It is far more, covering 
two of the most important aspects of them in recent 
years: the closure of many secondary and branch lines 
and the end of steam with the birth of diesels on 
surviving routes, including the old Cambrian main 
and coast lines. The boundaries have been usefully  

extended to areas not normally associated with Mid 
Wales. 

The atmosphere of the Welsh railway scene some 
forty years ago is brought to life by detailed captions 
matching the fine photographs, often taken from 
unusual view points. A fascinating, nostalgia- 
reviving study. 	 REX CHRISTIANSEN 

The Severn Tunnel: Its Construction and Difficulties, 1872-1887 — Thomas A Walker 
160pp, 260x170mm, 15 pictures, 6 maps, 24 diagrams, paperback. Nonsuch Publishing, The Mill, Brimscombe Port, 
Stroud, Gloucestershire GL5 2QG, 2004, ISBN I 84588 000 5, £16.99 

This is a reprint of a book originally published in 
1888, with a new anonymous introduction. It is an 
authoritative book, with a legitimate claim to be a 
historical document. The author was the contractor 
for building the Severn Tunnel. The book is well 
written in a compelling style. 

The author initially guides us through the geo-
graphy and history of the area. Once Parliament 
sanctioned the undertaking in 1872, the GWR started 
work in early 1873. A number of houses had to be 
built quickly for senior staff. Progress was slow, 
compounded by serious flooding from 'The Great  

Spring' on 16 August 1879. Progress was so slow 
that Sir John Hawkshaw FRS, the consulting engi-
neer, convinced the GWR directors to appoint Walker 
to the project. They had already worked together on 
several large and successful enterprises. Walker 
overcame a snowstorm, more flooding from the river 
Severn and successfully completed the task. The 
final chapter describes the men involved: profes-
sional, technical and unskilled. A postscript by Henry 
Lambert [18911 appraises the value of the under-
taking. There is an index. A well produced book, to 
be read and kept. 	 PETER RICHARDS 
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Mersey Ferries, Volume 2: The Wallasey Ferries — T B Maund & Martin Jenkins 
200pp, 203x290 mm, over 130 illustrations, maps & plans, appendices and indexes, hardback, Black Dwarf Publications, 
80 Tutnalls Street, Lydney, Gloucestershire GL15 5PQ, 2003, ISBN I 903599 08 3, £20 

This is a handsomely-produced and well-illustrated 
volume. It is a complement to a previously-published 
book by the first author which appeared in 1992 as 
volume 1, under a similar title, reviewed the RCHS 
Journal in November 1992. It is the history of the 
ferries which crossed the Mersey below Seacombe, 
from their earliest post-I066 days down to the end 
of the 20th century. The approach is chronological 
and there is an enormous amount of detail on the 
ships, the shore facilities and their constant improve-
ment. The shift from private ownership to municipal 
in 1861 is explained, as is the earlier move to steam 
paddle ships and the later abandonment of paddle 
vessels in favour of screw propulsion. 

By the late 19th century, the demand was rising 
hugely — not so much for commuting to work but 
for weekend day trips for pleasure and sea bathing. 
Expansion of the facilities was perpetual, including  

a steam dredger and steel-hulled coal barges, and 
charter and cruise work were undertaken. Some of 
the pictures show the extent of usage on both piers 
and vessels. By modem standards there was over-
crowding, especially at summer weekends. The 
ferries were also used to carry goods and livestock 
by special 'luggage boats' which carried a wide 
variety of commodities. The impact of the two world 
wars on the ferry service is covered as is technical 
change. 

The book is well written and engages the reader. 
Sadly it has no bibliography or list of sources which 
makes life difficult for researchers. It seems to be 
based on primary sources such as local newspapers 
and the organisation's archives. It would also have 
been helpful to have more on the impact of the road 
tunnels. 	 JOHN ARMSTRONG 

A History of the London & Birmingham Railway, Volume 1: Euston to Bletchley 
— Peter Richards & Bill Simpson 

160pp, A4, 340 photographs, maps, plans & diagrams, paperback, Lamplight Productions, 260 Colwell Drive, Witney, 
Oxfordshire OX28 5LW, 2004, ISBN I 899246 09 6, £18.95 

This book, volume one of three, sets out to trace the 
history of the London & Birmingham Railway, from 
the early proposals for its formation to electrification. 
Also covered are the effects of the railway upon the 
turnpike roads and canals. The authors discuss the 
opening of the line and its following development. 
They also describe the major stations in some detail, 
together with brief accounts of the Stanmore and St  

Albans branches, from Harrow and Watford 
respectively. There is a comprehensive index and a 
useful bibliography. Despite the somewhat high 
cover price, this book forms a useful, if brief, history 
of one of the major railway lines in the country and 
the publication of volumes two and three may be 
anticipated with pleasure. 	RODNEY HARTLEY 

The Aber Branch, Caerphilly to Senghenydd — Colin Chapman 
96pp, 277x209mm, 74 photos, 31 maps & drawings, hardback, Welsh Railways Research Circle, 22 Pentre Poeth 
Road, Bassaleg, Newport NP 10 8LL, 2005, ISBN 0 9527267 3 4, £14.95 (plus p&p £2 50) 

This is a straightforward history of the Rhymney 
Railway branch serving the Aber Valley collieries 
from Senghenydd down to Caerphilly, carrying train-
loads of high grade steam coal for home consumption 
or export. 

The history divides itself into periods beginning 
with the sinking of the pits to consolidation around 
the outbreak of WWI, covering the great under-
ground fire at Universal Colliery on 14 October 1913, 
Britain's worst colliery disaster in terms of fatalities.  

The next period takes us to the grouping under the 
Railways Act of 1921 when the Rhymney Railway 
became part of the GWR. Then came the period of 
Nationalisation and finally the period of decline as 
the South Wales coalfield became exhausted. 

Good use is made of local material in this well-
researched history. The great feature of the book is 
the abundance of excellent maps and plans, colliery 
notes, list of locomotives and detailed index. 

JOHN MARSHALL 
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Brunel in South Wales, Volume 1: In Trevithick's Tracks — Stephen K Jones 
224pp, 250x170 mm, 100 illustrations, 16 pages of colour plates, paperback, Tempus Publishing, The Mill, Brimscombe 
Port, Stroud, Gloucestershire GL5 2QG, 2005, ISBN 0 7524 3236 2, £17.99 

The title of this book, presumably in the interests of 
brevity and to catch the eye, obscures what it really 
is. It might accurately have been called 'A wide-
ranging account of the origins of the traffic in coal 
and iron from Merthyr to Cardiff in the early 19th 
century, how it was handled first by the Merthyr (or 
Penydarren) Tramroad and the Glamorganshire 
Canal and later by the Taff Vale Railway, how this 
railway was designed and built and the contribution 
made thereto by I K Brunel, with additional material 
about the life and work of the said Brunel'. But 
publishers have not used long titles like that since 
the early 19th century. 

Stephen Jones has produced a tour de force which, 
let us expect, will be matched by the next two 
volumes covering, inter alia, the South Wales Rail-
way. The text, illustrations, references and notes, 
bibliography and multiple indices demonstrate that 
this is the work of a historian of the highest calibre. 

Brunel was noted for his reluctance to delegate 
but, for the Taff Vale Railway, he seems to have 
risked, uneasily, a lot of authority to his number two, 
the distractingly named George Bush. Jones is quite 
sure that Brunel designed the Goitre Coed viaduct, 
including having the fairly good idea of using 
hexagonal piers, but probably not much else. The 
paradox of Brunel's use of the standard gauge on 
this railway at the same time as he was promoting 
the broad as so superior everywhere else is mentioned 
but could have been analysed in more detail. 

The two main strengths of this impressive book 
are that the hard facts of the central subject are put 
fully into context by the remarkably extensive 
surrounding material, both textual and illustrative, 
and that it is a thoroughly good read. A mark of a 
confident and competent historian, Jones gives full 
credit and access to his sources. 

MARTIN BARNES 

Canal Maps from the 19th Century 
CD, Digital Archives Association, 3 Cedars Way, Appleton, Warrington WA4 SEW, £20 (plus £1.50 p&p) 

This CD contains three treasures from 1830. The 
first is George Bradshaw's three-map set of England 
from northwest to southeast. The map has a list of 
lock sizes, marks their locations and gives heights 
of pounds above cill level at Liverpool. It does not 
cover the east coast or the south west peninsular. John 
Walker's map and the accompanying text by Joseph 
Priestley add different details. The Walker map 
covers the United Kingdom and has a comprehensive 
survey of mineral deposits. Priestley's 778-page  

book gives details of tonnage charges, parliamentary 
acts and building costs. All three sources include 
rail and tramway information. 

The CD comes with Acrobat reader 4 0 and a good 
set of instructions. The package is easy to use and 
offers a lot of opportunity to get into the detail of 
these fine maps and spot the surveyors' original 
mistakes. This is an affordable way to own scarce 
items and a very practical way to use them. 

TONY CONDER 

The Railways of Nuneaton and Bedworth 	Peter Lee 
128pp, A5, I map, 198 illustrations, paperback, Tempus Publishing, The Mill, Brimscombe Port, Stroud, Gloucestershire 
GL5 2QG, 2005, ISBN 0 7524 3261 3, £12.99 

Nuneaton, centrally located, with neighbouring 
mineral resources, was a prime site for Victorian 
railway development. The author pictorially has ably 
demonstrated its importance. Lying on the old LNW 
Trent Valley line it provided a junction for LNW and 
Midland feeder lines between Birmingham, Coventry 
and Leicester; and each line receives a descriptive 
chapter. Unfortunately, pre-1950s photographs are  

scarce so shots of later main line and industrial scenes 
predominate, yet these offer a tempting nostalgia of 
that period. Bedworth as part of the Nuneaton local 
authority is included. It is a pity that a detailed map 
of junctions and colliery branches of the 1920s is 
not provided. The book is a fine record of an area 
which has maintained its interest over the years. 

JOHN BOYES 
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Nasmyth, Wilson & Co, Patricroft Locomotive Builders — John Cantrell 

I 59pp, 234x I 65mm, 160 photos, 9 maps & drawings, paperback, Tempus Publishing, The Mill, Brimscombe, Stroud, 
Gloucestershire GL5 2QG, 2005, ISBN 0 7524 3465 9, £12.99 

During the period when Britain was described as 'the 
workshop of the world', many thousands of steam 
locomotives were built for the countries of the 
'British Empire' and elsewhere such as Argentina 
and China. In and around Manchester, Leeds and 
Glasgow, steam locomotive building became one of 
the major industries providing employment for 
thousands of skilled and semi-skilled workers. 
Notable among these was the foundry of Nasmyth, 
Wilson & Co at Patricroft. Here the Liverpool & 
Manchester Railway crossed over the Bridgewater 
Canal, 43/4  miles from Manchester. Much of the 
production was of the famous Nasmyth steam  

hammers and other heavy machinery which kept the 
works busy when locomotive orders were slack. 

A prominent feature of this book is the large 
number of locomotive photographs so far unpublish-
ed. Many of these were for British railway companies 
or industrial systems such as collieries. Changes in 
the management are recorded, with biographical 
details. As well as a bibliography and an index there 
is a complete list of all locomotives built at the 
Bridgewater Foundry including dates and principal 
dimensions. This is an interesting and useful book 
of first hand information for the locomotive historian. 

JOHN MARSHALL 

Midland Railway: Swansea Vale & Branches — John Miles & Tudor Watkins 

92pp, 280x210mm, 161 photographs, 19 figures including maps, hardback, The Welsh Railways Research Circle, 22 
Pentre Poeth Road, Bassaleg, Newport LPIO 8LL, 2004, ISBN 0 9527267 4 2, £18 (plus £4 p&p) 

The authors and the Welsh Railways Research Circle 
are to be congratulated upon this pictorial study of 
the Midland's far-flung outpost in the Swansea 
Valley. Despite the survival of the Swansea Vale 
Railway Preservation Society's short line at Upper 
Bank, so many of the physical remains of the SVR 
have disappeared through redevelopments and under 
new roads that this book is of particular value. Apart 
from the detailed railway scene, the pictures vividly 
illustrate the notorious ravages of the industrial 
revolution on the lower Swansea Valley, which are  

now but a memory under the bland landscaping of 
today's retail and service parks. 

The photographs are almost all of high quality, well 
reproduced, and the attendant captions and text are 
informative and well done. The authors state that 
they are aware of a forthcoming history of the 
Swansea Vale Railway; it is to be hoped that it will 
be of the same high standard. In the history of the 
Midland Railway perhaps a footnote; but in a regional 
context an important and intricate story in its own 
right. 	 ROGER DAVIES 

The Leek & Manifold Valley Light Railway 	Keith Turner 
96pp, 235x165mm, 60 photographs, 14 drawings & sketches, 10 large scale maps, 10 copies of documents, paperback, 
Tempus Publishing, The Mill, Brimscombe Port, Stroud, Gloucestershire GL5 2QG, 2005, ISBN 0 7524 2791 I, 
£12.99 

The 2ft 6in gauge Manifold Valley railway was a 
product of the enthusiasm for constructing branch 
lines to open up remote rural areas, following the 
passing of the Light Railways Act of 1896. It passed 
through spectacular scenery, from Waterhouses 
(where it met standard gauge trains from Leek) to 
Hulme End, 8 miles away, with perhaps only a dozen 
houses and farms in sight throughout the journey. 
Even if it was viable when opened in 1904, it could 
not remain economic once motor transport became 
reliable and Ecton creamery closed, so its life was  

less than thirty years. 
This book is a new edition of a 1980 work, with 

more detailed text and with several different photo-
graphs. Text and illustrations are well balanced. 
Subsequent use of the trackbed as a footpath is 
included. It can be recommended to readers who 
want to know more about this fascinating railway. 
But people who already have the previous edition, 
or another book on the same subject, may not learn 
much fresh information. 	ALLAN BRACKENBURY 

209 

         
                

          

         
        

        
       

        
       

      
      

        
         

      
        

       

        
       

         
      

         
        
      

          
          

      
        

        
  

           
               
                

        
         
       

        
       

          
      
          
        

       
        

         
     

         
        
        

         
           

           
         

         
   

         
                  

                
 

         
       

         
          
     

         
          
        

           
       

         

    
           

       
       

         
        

        
        

          
     

 



Hopkinstown 1911: A Welsh Railway Disaster — David J Carpenter 
96pp, 222x140mm, 39 b&w illustrations, paperback, Tempus Publishing, The Mill, Brimscombe Port, Stroud, 
Gloucestershire GL5 2QG, ISBN 0 7524 3250 8, £12.99 

The Taff Vale Railway disaster of 23 January 1911 
occurred during a particularly traumatic period of 
Rhondda history. The Cambrian collieries were on 
stand and the Government had drafted in the 
Metropolitan Police and the West Riding Regiment 
to deal with the Tonypandy riots. When the trains 
collided, these foreign forces dealt with the aftermath. 
Three miners' representatives, travelling to London, 
were among the twelve dead; their leader, Mabon, 
should have been on the train. 

David Carpenter does not exploit this drama. 
Instead, he concentrates on the dead, photographing 
every grave and recounting the funerals. 

There are no track plans to accompany analysis of 
the accident's causes (signalling errors). Carpenter 
uses only eight of the many available photographs 
of the scene; none is interpreted — captions 
averaging just eight words. 

An appendix relates the 1878 collision in the 
nearby Rhondda cutting (in quite different circum-
stances) which claimed thirteen lives. We are not 
treated to a tour of the graves of these unfortunates 
but, instead, to five pages of images of saplings 
growing in the now-abandoned railway cutting. Very 
spooky! 	 STEPHEN ROWSON 

The Trail of the Serpent: The true story of a notorious Victorian murder — James Gardner 
I84pp, 235x I55mm, 17 b&w and 2 colour illustrations, paperback, available from the author at 5 East Way, Lewes, 
Sussex BN7 1NG, 2005, ISBN 0 9542587 6 2, £9.50 (post free) 

On 27 June 1881 a train drew up at Preston Park 
Station. In a 1st-class compartment was a blood-
stained man, Arthur Lefroy, who claimed to have 
been attacked. The station officials, then the police, 
had their suspicions of Lefroy, especially after 
another man was found dead in Balcombe Tunnel, 
apparently thrown from a train. Lefroy was medically 
treated, a police officer accompanied him to his 
sister's London home, but he then absconded. (The 
police do not show up well in the case.) When he 
was eventually traced he was charged with the murder  

of an inoffensive retired businessman, Gold by name. 
So began one of the most celebrated Victorian murder 
cases which ended with Lefroy's execution on 29 
November. He was guilty and indeed admitted his 
crime in an unpublished autobiography recently 
rediscovered by Mr Gardner, but perhaps he should 
have gone to Broadmoor rather than the scaffold. 
Despite an interest in the musical theatre and talent 
as a writer, he was a Walter Mittyesque figure. A 
readable, well-researched volume, persuasive in 
detail. 	 PHILIP SCOWCROFF 

By Great Western to Crewe: the Wellington to Nantwich and Crewe Line — Bob Yate 
208pp, A5, 157 photographs, 14 maps, paperback, Oakwood Press, P 0 Box 13, Usk, Monmouthshire NPI5 IYS, 
2005, ISBN 0 85361 639 6, E13.95 

The three railways to Market Drayton were built by 
separated companies, this book covering the two 
which became part of the Great Western Railway. 
The first, the Nantwich & Market Drayton (Act 1861, 
opened 1863), was locally promoted and intended 
to connect the town to the main railway network. 
The initiative for the second, the Wellington & 
Drayton (Act 1863, opened 1867), came from the 
GWR. The Act which authorised the amalgamation 
of the GWR and the West Midland Railway gave the 
vital running powers from Nantwich to Crewe and 
on to Manchester. Throughout the line's life about 
three-quarters of the trains were through goods  

services. One or two trains each way provided local 
goods services and there were only about six passen-
ger services, one for much of the time including 
through carriages from Manchester to Boumemouth. 

The book details the history to final closure in 
1967, with particular emphasis on the events up to 
opening, the services provided, and the locomotives 
which operated over the route. Other proposed 
railways to Market Drayton are discussed and there 
is a chapter of marginal relevance about Tern Hill 
airfield. The route and its structures, including the 
GWR's engine shed at Gresty Lane (Crewe), are 
described, as are the remains. 	PETER BROWN 
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Middleton Press 

The Middleton Press publishes illustrated accounts of the history, operation and demise of lengths of railway, 
all of which include reproductions of large-scale OS maps of stations, timetables, tickets and other ephemera. 
These are their recent publications. All are 96pp, 240x170mm, hardback, Middleton Press, Easeboume 
Lane, Midhurst, West Sussex GU29 9AZ, £14.95. 

Cornwall Narrow Gauge including the 
Camborne and Redruth Tramway 
— Maurice Dart 

2005, ISBN I 904474 56 X 

A comprehensive compendium including thirty 
industrial narrow gauge railways in the Royal Duchy 
(in alphabetical order from the Basset Mines tramway 
to the Wheal Remfry China Clay Pit) and five 
pleasure railways (ditto from the Frontier City and 
Retallack Adventure Park to the Moseley Industrial 
Narrow Gauge and Tramway Museum). Given that 
most of the industrial railways are long gone, the 
percentage of old pictures is gratifyingly high. The 
Cornish seem to have had a predilection for acquiring 
peculiar looking locomotives and setting them to 
work in distinctive settings. 

Branch Lines Around Barry: to Cardiff, 
Wenvoe, Penarth and Bridgend 
— Vic Mitchell & Keith Smith 
2005, ISBN 1 904474 50 0 

An attractive mix of well-captioned informative 
photographs and maps. The images are clearly 
chosen to depict locations and events but there is 
much train activity also — a good part of it being 
post-steam. The book is bang up to date. It covers 
preparations for the June 2005 reopening of the Vale 
of Glamorgan line from Barry to Bridgend and also 
includes a lively section on the successful Barry 
Steam Railway. 

Branch Lines around Avonmouth 
— Vic Mitchell & Keith Smith 

2004, ISBN 1 904474 42 X 

This volume covers Bristol Temple Meads to Clifton 
Down, Hotwells to Patchway and Chittening Plat-
form to Ashley Hill. As usual, pictures from the latter 
days of steam predominate but there are some 
unfamiliar old ones such as a lithograph of New 
Passage pier on the opening day and Hotwells in 1870 
when that bit of railway was detached from any other 
but gloried in the scene of the Clifton Suspension 
Bridge above. 

Swindon to Gloucester including the 
Cirencester and Tetbury Branches 
— Vic Mitchell & Keith Smith 

2005, ISBN I 904474 46 2 

Middleton Press applies its usual treatment to the 
quintessentially Great Western main line from 
Swindon to Gloucester and its branches. The book 
includes a brief introduction to the lines followed by 
selected photographs of each station and halt. 
Extracts from OS plans are included for the former, 
but the exact locations of halts are not always 
mentioned. The main focus of the brief captions is 
on infrastructure; locomotives, when they appear, 
attract little comment. 

Oxford to Bletchley 
Vic Mitchell & Keith Smith 

2005, ISBN 1 904474 57 8 

An interesting line from the start which could have 
become yet another unremarkable railway byway 
were it not for a random series of distinctions. For 
example, Rewley Road Station, the Oxford terminus, 
the pioneering 1930s DMU experiments, the 
connection with the Met with trains marked 'Baker 
Street' setting off from an isolated station in north 
Buckinghamshire and the huge importance of the line 
in wartime with massive expansion of facilities at 
Bicester and elsewhere. All these aspects are well 
covered in this book, as is the branch from Verney 
Junction to Banbury, Merton Street. 

Hereford to Newport via Caerleon 
— Vic Mitchell & Keith Smith 
2005, ISBN I 904474 54 3 

The complexities of the evolution of the layout and 
stations at Hereford are well set down and illustrated. 
The bulk of the book covers the line south to New-
port, well evoking its GWR character, punctuated 
by a good dose of the LNWR at Abergavenny. A 
good blend of really old pictures and more recent 
images. 

211 

  
                

               
              
       

     
    
  

     

     
        

        
         

        
       

       
         

        
         
       

    

      
    

     
    

      
       

         
          

          
         

         
        

  

    
     

     

        
      

          
        

         
          

          
         

  

 

     
    

     
    

        
      

        
         
       
         

         
         

      
   

   
     

    

         
      

          
       

       
        

         
        

        
        
          
     

     
     

    

         
         

          
       

          
         

 

 



West Cornwall Mineral Railways 
— Maurice Dart 

2005, ISBN 1 904474 48 9 

This book covers various industrial lines and short 
branches in West Cornwall. Many of the photographs 
show railway and industrial infrastructure, rather than 
trains, and captions assume familiarity with Cornish 
railways and geography. The publisher is to be 
commended on producing a book covering a 
neglected subject, but its main appeal is to a specialist 
audience and casual readers are likely to find 
themselves lost in detail. A fuller historical and 
geographical introduction, and grid references for 
pictures, would help. 

Short reviews 

Sou'West Trident on the Clyde: steamer 
services of the G&SWR — David M E Lindsay 

28pp, A4, 41 photographs, 3 coloured G&SWR postcards 
on covers, map, paperback, G&SWR Association. 174 
Newlands Road, Cathcart, Glasgow G44 4ES, 2005, no 
ISBN, £10 post free. 

The trident in the title appears in the Glasgow & 
South Western Railway's heraldic device, repre-
senting the railway's maritime connections. A brief 
history of its steamer services from 1891 to 1922 is 
followed by details of its harbours and piers and 
individual histories of the 21 vessels that it owned 
and operated. The photographs have been selected 
to show the ships at recognisable locations and have 
not generally been published previously. 

The Inverness and Nairn Railway 
— Keith Fenwick 

52pp, A5, approx. 30 b&w and colour illustrations, 
facsimiles, maps etc, paperback, The Highland Railway 
Society, 2005, ISBN 0 9545485 I 5, £4.95 post free from 
31 Brackley Lane, Abthorpe, Towcester, Northamptonshire 
NN I2 8QJ 

This booklet has been published to commemorate 
the 150th anniversary of the opening of the Inverness 
and Nairn railway. It includes a detailed history of 
the line up to its absorption in 1861. This is followed 
by a review of later developments up to the present 
day. It uses earlier publications but includes new 
material and pictures. All sources are attributed. The 
booklet is well produced and the illustrations are both 
varied and, in almost all cases, of good quality. 

Rickmansworth to Aylesbury 
— Vic Mitchell & Keith Smith 

2005, ISBN I 004474 61 6 

The line getting the Middleton treatment is the main 
line of the Metropolitan & Great Central Joint as it 
climbs westwards into the Chilterns and drops out 
of them into the Vale of Aylesbury. The busy but 
short branch to Chesham from Chalfont is also 
covered. The variety of trains from the two operators 
is well illustrated, as is the tension between the sub-
urban emphasis of the Met versus the long distance 
emphasis of the GC. The collection of pictures is 
comprehensive rather than impressive or exciting. 

A Railway Pantheon 
— The Friends of Kensal Green Cemetery 

28pp, A4, 4 b&w photographs, 89 line drawings & 
engravings, paperback, The Friends of Kensal Green 
Cemetery, 25 Rainham Road. London NW 10 SDL, no 
ISBN, £4 post free 

Kensal Green Cemetery in north-west London is the 
last resting-place of about 80 railway 'personalities', 
ranging from the famous (the Brunels, Joseph Locke) 
to the worthy (John Thomas, sculptor of the lions on 
the Britannia Bridge). This short but scholarly 
`biographical gazetteer' contains brief notes on their 
careers, together with line drawings of many of their 
graves, and views of some related railway subjects. 
The location of each grave is indicated, and help 
given by members of this Society is duly acknowl-
edged. The book was edited by Henry Vivian-Neal, 
head guide at the cemetery. 

The Architecture of Canals — Derek Pratt 

56pp, A5. 69 colour photographs, paperback, Shire 
Publications, Cromwell House, Church Street, Princes 
Risborough, Buckinghamshire HP27 9AA, 2005, ISBN 
0 7478 0632 2, £5.99 

A very attractive little book which is not about 
architecture. It is an introduction to the artefacts of 
UK canals. It covers bridges, aqueducts, locks, 
tunnels and waterside buildings with good pictures 
by the author of varied examples and well-written 
and accurate text. There is a list of further reading, 
a gazetteer and an index. 
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[Pages 213-252 see Bibliography] 



NEW PUBLICATION from the 

RAILWAY & CANAL HISTORICAL SOCIETY 

Register of British Railway and Tramroad Companies 
incorporated before 1948 (also Joint Committees) 

compiled by Anthony R Warren, 2005, wire-bound, A4, pp. 154 

This might be described as a register of 'births, marriages and deaths' of 1,525 railway companies, of 
which 375 were legally abandoned or allowed their powers to lapse. It was initially compiled by Tony 
Warren (the Society's Research Officer 1991-2002) when he was working in the Personnel 
Department at the British Railways Board headquarters at Marylebone and had access during his lunch 
breaks to the collections ofActs and Statutory Orders in the Legal Department's library. 

The register is in tabular format and shows for each company the dates of: incorporation; change of 
name; working and/or leasing by another company; and abandonment, lapse of powers, or vesting in 
another company. This is preceded by a very useful introduction which explains the varied ways in -
which railway companies could be created and abandoned. These included deeds of settlement, Board 
ofTrade certificates under the Railway Facilities Acts, orders issued under the Military Tramways Act 
1887 and Naval Works Act 1899, abandonment warrants and abandonment orders, as well as the 
more familiar Acts of Parliament and Light Railway Orders. Appendices include lists of railways 
controlled by the Government during the two world wars. 

To: RCHS, 7 Onslow Road, Richmond, Surrey TW10 6QH 

Please supply 	 copies of Register of British Railway and Tramroad Companies @ £10.50 (post free) 

I enclose cheque/postal order for £ 	 

Name 	  

Address 	  

	 Post code 	  

e-mail address 	  

    

     

       
      

          

                 
                

             
               

              

                 
               

                 
              

               
               
              

         

         

                

        

   

   

    

    



Publications of the Railway & Canal Historical Society 
Canal Boatmen's Missions —Wendy Freer & Gillian Foster 	 ••• 	112.50 
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 	 111.95  
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 few copies 

The Melton Mowbray Navigation 	M G Miller & S Fletcher ... 	 £3.95  
48 pages, A5, 23 illustrations 	 Last few arpirs 

Orders (UK post free — overseas add 15%) with cheques made payable to RCHS' to: 
Neville Birch, RCHS Sales Officer, 4 Broadway, Lincoln LN2 I SH 

WI 01522-881281 E-mail: nevma@amserve.com  

`Desk-top' publications 

Railway Passenger Stations: A Chronology, third edition — M E Quick 
	

£21.50 
410 pages, A4, comb-bound 

(For 2005 supplement to 2nd edition, send ten 2nd class stamps) 

Register of British Railway and Tramroad Companies 	Anthony R Warren 	 £10.50  
154 pages, A4, wire-hound 

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 TIV10 6QH 
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