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The Cumberland Market Branch 
of the Regent's Canal 

Hugh Compton & Alan Faulkner 

The promoters of what was to become the Regent's 
Canal had originally hoped they would be allowed 
to build their canal through the centre of Marylebone 
Park. The Commissioners of the Department of 
Woods and Forests and Land Revenue, who managed 
the park on behalf of the Crown, rejected this idea 
but were prepared to consider allowing the canal to 
pass just inside the park's northern boundary. In 
February 1812 it became clear, however, that even 
this agreement would be conditional on a short 
branch canal being constructed leading to a new basin 
that was being proposed for the east side of the park.' 

The idea for this branch canal seems to have come 
from John Nash,' an architect who was closely 
involved in much of the redevelopment of the park 
and who was also one of the leading promoters of 
the canal. Nash was planning that a market and a 
barracks would be built on the east side of the park 
and he envisaged that both would be served by the 
branch canal.' 

The Parliamentary agents acting for the promoters 
felt that as the Bill for the main canal had already 
been deposited in Parliament it would be endangered 
if they now tried to include in it a major new work of 
this scale. Instead the Commissioners gave their con-
sent on receiving an undertaking that the promoters 
would apply for an Act to construct the branch canal 
and the basin in the next session of Parliament. 

Soon after the Act establishing the Regent's Canal 
Company had received the Royal Assent,' the pro-
moters ordered their engineer, James Morgan,' to 
draw up a detailed plan for the branch and at the 
same time instructed their solicitors to apply for the 
necessary Act. The company petitioned Parliament 
on 26 November 1812 and the measure had an easy 
passage with the Act receiving the Royal Assent on 
15 April 1813.6  It contained only nine clauses and 
authorised the construction of the short branch at the 
eastern corner of the park. The work was to be 
completed within one year from the passing of the 
Act and whilst no extra funds were authorised, an 
additional toll of 3d per ton was granted on all goods 
passing along the branch. 

By now excavation of the main line of the canal 
from Paddington and eastwards through the park 
towards the Hampstead Road was well underway, 
the main contractor being Hugh McIntosh.' The work 
was much more extensive and costly than originally 
envisaged due almost entirely to the realignment of 
the canal to the northern boundary of the park. This 
resulted in the need for heavy earthworks and the 
same factor also affected the branch canal, where a 
substantial cutting was now involved. McIntosh also 
undertook the excavation work on the branch, which 
cost £13,240, the only other significant item being 
the building of a bridge to carry Gloucester Gate over 
the waterway. The total cost of the branch and basin 
was £13,951, which included £428 for the cost of 
the Act but did not include the cost of the land.8  

As early as October 1812 valuers had fixed on a 
price of £360 per acre for the land needed for the 
branch and basin together with compensation of £180 
per acre for the land taken for the banks of the canal, 
which were to remain the property of the Commis-
sioners. The branch had taken 5116  acres which 
amounted to £1,822.10s and the banks had taken just 
under 49/16  acres at £742.100 

Elsewhere the company had been facing major 
difficulties with an acute shortage of money, which 
delayed the opening of what was known as the 
Regent's Park Branch but when on Monday 12 
August 1816 the time at last came, it was done in 
style.' For a complete write-up of the event there is 
no equal to that in Ben Weekly Messenger on 18 
August 1816. 

Monday the ceremony of opening the Regent's Canal 
took place at twelve o'clock. The company, consisting 
of a number of Ladies and Gentlemen. met at 
Paddington, where they went on board two elegant 
barges, which had been provided for them, decorated, 
with flags, and attended by two regimental bands of 
music. They were preceded up the Canal by three 
navigational barges loaded, and followed by a number 
of persons. As they were towed along, several martial 
and other tunes enlivened the scene. On their coming 
into the basin, at half-past one o'clock, they were 
greeted on all sides by the spectators, who lined the 
banks of that part of the Canal. The Ladies and 
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A plan showing the full 
length of the Cumberland 
Market Branch, drawn by 

the late Edward Paget 
Tomlinson. 

Left: Gloucester Gate Bridge was decorated with 
four elaborate bronze lamp standards designed by 

Robert Carey, one mounted on each of the four 
corner pillars. Three survive to this day. 
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Gentlemen on landing were conducted into a marquee, 
pitched in front of the Jew's Harp House, where they 
partook of an elegant cold-collation, the bands playing 
`God save the King'. Several barrels of beer were 
given to the labouring men who had worked at the 
Canal, on whose hats were purple favours and who, 
after regaling themselves plentifully with the beer 
(some drinking it in quarts and pints, whilst others, 
anxious for a more copious draught took it from the 
barrels, which were opened at the end, in their hats), 

returned to Paddington in the barges, leaving the 
navigational ones in the basin to be unloaded. Many 
of the Gentlemen afterwards sat down to dinner in 
the Jew's Harp, where every dainty the season affords 
was amply provided, and the company, which was 
numerous and highly respectable, continued to enjoy 
themselves to a late hour in the course of which many 
loyal toasts were given and songs sung. 

From its junction with the main canal at Water 
Meeting Bridge carrying Prince Albert Road the 

        
          
        

         
          
         

       
         

          
          

        
         

         
         
        

       
           

       

         
       

      

 

     
    
    

    
 

   
 
  

 

       
       

          
       

 



branch first ran due east, but quickly swung round in 
an arc to head almost due south to the basin, a total 
distance of I ,230 yards. There was a towing path on 
the north and east side that ran up to the entrance of 
the basin. 

Even before the branch had opened the company 
was considering an extension southwards to create a 
basin nearer to the New (Marylebone) Road. The 
Commissioners were approached and whilst they 
were not opposed to the idea they would only agree 
to selling the land needed at a value which reflected 
its potential for housing development and not at the 
special rates agreed for the branch and basin. The 
company was unwilling to pay this inflated price and 
the idea for the extension was given up at the end of 
June 1814. 

Once the opening of the branch was in prospect 
requests started being received from traders wanting 
to establish wharves at the basin. As the Commis-
sioners owned all the land surrounding the basin the 
company expressed an interest in leasing four acres. 
The terms it was offered were E 1 0 per acre for the 
first 14 years, £15 per acre for the next 7 years, lOs 
per annum per lineal foot of frontage for the next 14 
years and £1 per lineal foot the remaining IS years 
of the suggested 50-year lease. Whilst the company 
was willing to proceed a problem arose when it was 
discovered it was not legally able to enter into a lease 
of this nature. 

The problem was overcome in July 1818 when 
John Nash stepped in offering to take the lease in his 
own name. At the same time he suggested extending 
the basin northwards by widening the canal so as to 
increase the amount of wharfage land available. This 
was done with the original 115-yard long basin being 
more than doubled in length to 240 yards and having 
a total water area of somewhat over two acres. It 
was not until 4 March 1823 that the company 
contracted with the Commissioners to purchase the 
land for the branch. With some extra land being 
needed for the basin extension its cost was now 
£1,993.10s at the agreed price of £360 per acre and 
the payment was made to the Commissioners soon 
afterwards. 

The company had assisted with the basin extension 
by piling the sides at a cost of £875 on the under-
standing that Nash would repay this money by 
including an apportionment in the initial charges for 
the wharves as they were let. It took some time, 
however, before Nash was able to recoup the money, 
he making an initial £600 payment to the company  

in September 1826 and the balance presumably 
followed some time later. Nash took a series of leases 
from the Commissioners, all back dated to run for 
99 years from 5 April 1819." 

The delay in this reimbursement arose as Nash had 
not found it as easy as he had hoped to let the wharves. 
Nonetheless by the beginning of 1829 most had been 
established including the Albion, Augustus, Chester, 
Cirencester, Gainsborough, Lime, Newcastle, North-
umberland, Wallsend and Will ington wharves."--
These were spread around the basin and their tenants, 
together with many other people living in the area, 
joined in a petition urging the establishment of the 
proposed new market that was to be sited immedi-
ately to the south of the basin. The petition was 
addressed to the Regent's Canal Company, who 
passed it on to the Commissioners. 

The market, which replaced the Haymarket, 
opened in November 1830 and was known as the 
New Cumberland Hay Market:3  It undoubtedly 
brought traffic to the branch with hay and straw 
arriving in boats and barges whilst manure was sent 
away, the canal company agreeing special terms for 
this traffic. With the opening of the market the branch 
became more usually known as the Cumberland 
Market Arm but the basin was sometimes referred 
to as the 'Jew's Harp Basin' after the Jew's Harp 
Tavern situated close to the terminus. 

One of the first users of the branch in 1818 was 
Mr Hatton who had two pleasure craft operating 
between the basin and Water Meeting Bridge and 
then on to Paddington. It seems the service did not 
last long but others followed including as late as May 
1869 when a packet boat began operating between 
Paddington and Camden but as it was not allowed to 
have a stop in Regent's Park a picking-up and setting-
down stage was provided at Gloucester Gate Bridge 
instead. 

Another significant traffic was in ice. As early as 
December 1825 William Leftwich announced that 
he was planning to build an ice well just south of the 
basin and he offered £10 for the right to collect ice 
from the basin during the winter. and this was agreed. 
The charge rose to £15 in 1827 and to £20 in 1828 
but in that year a special toll of is per ton was also 
agreed for him to transport imported ice from the 
Thames up the canal to his ice well by the basin. 

The growth in traffic, however, brought its own 
problems, as there were several places on the branch 
where loaded barges found it difficult to pass. In 
April 1832 it was proposed to create a series of 
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indents into the side of the cutting opposite the 
towpath to allow barges to pass and two months later 
Morgan was planning to widen one 380-feet section 
by 15 feet. This and shorter recesses were provided 
over the next twelve months but as traffic continued 
to increase some difficulties remained. To assist with 
the problem and increase the cross sectional area of 
the waterway ragstone walling was installed in 
several places and this also helped to stabilise the 
banks in the cutting. 

An early development alongside the branch was 
the building of cavalry barracks just north of the 
terminal basin. In December 1821 there was some 
concern about a drain into the canal seemingly 
coming from the barracks canteen, but it was found 
it only handled surface water and was permitted to  

remain. There was a more serious problem in 
February 1823 when slips in the cutting alongside 
the barracks threatened to spill over into the canal. 
The Board of Ordnance was asked to repair the 
damage as quickly as possible but thereafter the army 
and the canal existed in harmony. The barrack's 
parade ground was used in 1827 for testing Sir 
Goldsworthy Gurney's steam road carriage. 

In May 1835 the Commissioners wanted to widen 
the Gloucester Gate Bridge and they approached 
James Morgan, who had designed it. Rather than 
rebuild the brick bridge Morgan took the simpler 
option of constructing a footpath on either side of 
the carriageway at a cost of £273.'4  Matters were 
not helped by a steam carriage that passed over in 
December 1836, damaging the brickwork but 

The original Gloucester Gate Bridge, designed by James Morgan, showing the original arch and the 
1835 addition of a footpath on a separate arch in front. There was a similar footpath extension on the 

far (north) side. The picture is dated July 1876 but work on the new bridge did not start in earnest 
until the end of that year (Camden Local Studies and Archives Centre) 
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Gloucester Gate Bridge, built in 1878, now presents rather a sorry appearance as the canal bed 
has long been filled in and the bridge bricked up underneath. It was opened in 1878 and was built 

partly on, and partly to the north-west, of the site of the original bridge. 

fortunately not so badly as to affect its stability. These 
footpaths sufficed for a while until in 1856 St Pancras 
Vestry started agitating for the bridge to be widened, 
but nothing was done due to the cost involved. In 
July 1870 the company approved a plan for a new 
bridge submitted by the St Pancras Board of Works 
providing that the canal was widened at the same 
time. A further plan was submitted in December 
1876 and construction started in following summer, 
the contractors being Kirk & Randall of Woolwich. 
The new bridge was opened on 8 August 1878 by 
His Royal Highness the Duke of Cambridge acting 
in his office of Ranger of Regent's Park.'5  It had 
stone abutments, an iron arch giving a width of 60-
feet between the parapets with the centre of the span 
giving a headroom of more than 15-feet above the 
water level. It was decorated with four terra-cotta 
groups of statuary and cost £13,500 paid for jointly 
by the Metropolitan Board of Works and St Pancras. 

Meanwhile there had been an intriguing attempt 
to purchase the branch and basin and close it down 
and also to purchase other houses and surrounding  

land so as to enable the London & North Western 
Railway to construct a new branch line terminating 
on the north side of the Cumberland Market. Agents 
issued a notice of an intended application to Parlia-
ment for an Act on 14 November 1854 but the matter 
seems to have progressed no further.16  The canal's 
minute books for this period are missing so there is 
no record of its reaction to this seemingly hostile 
approach. The railway line into Euston ran fairly 
close to the branch between Gloucester Gate Bridge 
and the entrance to the basin, being separated only 
by the houses on both sides of Park Village East. 

Being a dead-end waterway there was no flow of 
water as would occur on a canal with locks and the 
water could get very foul. At the same time mud 
accumulated in the branch and the company had to 
undertake clearance operations on a regular basis to 
deal with the problems, usually in response to a series 
of complaints. A number of slips in the cutting did 
nothing to help as for instance on 12 November 1905 
when a slip behind St Katherine's House at Glouces-
ter Gate closed the canal for a few days, whilst in 
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February 1910 a slip behind No 16, Park Village East, 
blocked the towpath and threatened to block the canal 
as well. 

With these handicaps trade on the branch never 
matched the level seen on the main line of the canal. 
As early as January 1879 it was claimed to have a 
deserted appearance, the problems being attributed 
to the special canal toll and the continuing difficulties 
in bringing up a heavily laden barge. 

On 23 June 1891 the leases of all but one of the 24 
wharves round the basin and 54 nearby houses were 
offered for sale by auction on behalf of the executors 
of John Pennethorne. He was almost certainly the 
son of James Pennethorne, who in turn was John 
Nash's adopted son and had taken over Nash's 
practice. At the time the leases, which still had about 
27 years to run, were producing £4,561 in annual 
rents but were subject to a chief rent of £1,324 to the 
Commissioners. 

In 1926 the canal company had talks with the 
Commissioners to see if they would sell the wharf 
property in the basin to enable the traffic potential to  

be exploited, or alternatively if they would purchase 
that part of the basin owned by the company for 
redevelopment. The Commissioners pointed out they 
let the wharves on the best terms possible but were 
not interested in whether the tenants used the canal 
or not. Moreover most of the wharves on the east 
side were let to 1939, preventing any action until 
then, although on the west side the leases were much 
shorter and redevelopment plans were already being 
drawn up. 

In the following year a firm of surveyors approach-
ed the company stating that as the Cumberland 
Market was now closed and the branch canal was 
derelict they were interested in purchasing and then 
filling-in the branch south of Gloucester Gate Bridge 
for redevelopment purposes. The company rejected 
the idea pointing out that the canal was not derelict 
but was still in use. 

In March 1929 the Commissioners' plans to 
redevelop the western side of the basin were finalised 
as the last of the leases was due to expire in 1930. 
The Commissioners envisaged using the basin as a 

A view taken from the Broad Walk footbridge at the eastern end of Regent's Park showing the surviving 
stub of the Cumberland Market Branch with the floating Chinese restaurant very much in evidence. 

The main line of the canal executes a sharp left hand turn immediately in front of the restaurant. 
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playground area for the new houses but the company 
again declined to sell, as some traffic still remained. 
It would appear, however, that the last trading barges 
finished sometime in 1930. An indication of the 
position came in July 1930 when the company agreed 
to allow the barge South laden with timber and owned 
by John Wright & Sons (Veneers) Ltd to lie sub-
merged in the basin for 2s.6d per week. 

By the end of 1933 what was now the Grand Union 
Canal Company considered applying to the Ministry 
of Transport for a closure order under Section 45 of 
the 1888 Railway & Canal Traffic Act. In the follow-
ing year the branch was inspected several times by 
surveyors acting for the Commissioners and in 
October 1936 a provisional agreement was reached 
for them to buy the branch for £6,000. The Grand 
Union's shareholders gave their authority to initiate 
abandonment procedures on 31 March 1937 but it 
was not until 12 June 1939 that a formal agreement 
was reached with the Commissioners and an applica-
tion could be made to the Ministry." Meanwhile in 
August 1938 the basin was dammed off and drained  

exposing a number of derelict boats and barges. 
For a brief period before this, the branch had been 

used by a number of narrow boats from the rapidly 
expanding fleet of the Grand Union Canal Carrying 
Co Ltd. So great had been the expansion that not 
enough crews could be found to man the craft, 
resulting in large numbers lying idle. Early in 1937 
some of the unused boats started being moored 
temporarily along the branch; in May there were over 
twenty such craft but two months later they were 
moved to other locations, ostensibly to save on 
paying out wages for a watchman but also so as not 
to interfere with the closure plans.' 

By now wharves on the east side of the basin were 
let out to a miscellany of non-waterway users 
including Maple & Co Ltd, which had garages there, 
but these leases finally expired in January 1944. 
Starting in 1926 the west side and south end of the 
basin had already been redeveloped by the Commis-
sioners to become Camberley House, Swinley House, 
Ascot House, Windsor House and Datchet House.° 

The filling in of the basin of the Cumberland Market Branch was completed in 1941 and the site was 
then converted into allotments. This view is looking south from a small car park at the northern end of 
the site with Swinley House on the right and Windsor House straight ahead virtually on the site of the 

former hay market. 
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On 3 May 1940 the Ministry issued a notice for 
the Warrant of Abandonment covering 1,210 yards 
of the canal and the company advertised this in The 
Times and in The London Gazette. The Abandon-
ment Order followed on 3 July 1940.2" By October 
the company was quoting terms for receiving material 
to be tipped into the branch from war damage debris 
clearance and filling in then started, with contractors 
H Sabey & Co Ltd being employed to break up the 
series of derelict boats and barges sunk in the basin. 
By 15 January 1941 the basin had been filled in, a 
steamroller having been used to flatten the spoil, and 
the Commissioners paid over the first of three £2,000 
instalments. The sale of the branch was completed 
in November 1942, the company receiving the final 
£2,000 instalment and a further £1,453 from the 
tipping receipts less expenses. 

The sole survivor was a 20-yard stub of the branch 

Notes and references 

The full history of the canal is contained in Alan Faulkner's 
book, The Regent's Canal: London's Hidden Waterway, 
published in 2005 by Waterways World Ltd. 

I. Preliminary minutes for what became the Regent's 
Canal Company. 

2. John Nash (1752-1835) was one of the leading 
architects of the day with close links to the Prince 
Regent, later King George IV, after whom the canal 
is named. 

3. Public Record Office (PRO), CRES 35/2392 
4. 52 Geo III c195, 13 July 1812 
5. James Morgan (c1773-1856) was an engineer and 

architect who worked closely with John Nash for 
nearly 40 years. 

6. 53 Geo III c32, 15 April 1813 
7. Hugh McIntosh (1768-1840) was one of the leading 

civil engineering contractors at the time. He excavated 
over half the main canal and built the dock at Lime-
house. 

8. The minutes contain several seemingly conflicting 
figures. 

9. The actual measurements were 5 acres 10 perches 
for the canal and basin with 4 acres 2 rods 6 perches 
for the banks. With the basin extension the area 
became 5 acres 2 rods 6 perches. 140 perches = I 
rod; 4 rods = 1 acre] 

10. Regent's Canal Company general committee minutes: 
PRO, RAIL 860/10 

11. PRO, CRES 35/3297 gives details of the leases on  

at the junction with the main canal and in June 1963 
work started on piling the banks and dredging it out.21  
In the autumn the site was opened by Turner Marinas 
Ltd for moorings and it now includes a floating 
restaurant. The next stretch of the in-filled canal 
now serves as a car park for London Zoo but Glouces-
ter Gate Bridge survives, albeit bricked up under-
neath. Beyond the gardens of Park Village East have 
been extended westwards to incorporate the former 
course of the canal almost down to the basin. 

The basin site was covered with topsoil and 
converted into eighty allotments, the tenants forming 
an Allotment Society in February 1949. A Crown 
Tenants Social Club was formed in July 1950 and in 
March 1985 Camberley Hall was erected at the north 
end of the site, which is now completely surrounded 
by blocks of housing erected either by the Crown 
Estate or by the London Borough of Camden." 

the east side of the basin: 12 February 1824 - 26 
plots on east side of Augustus Street; 14 February 
1824 - 27 plots on east side of Augustus Street; 31 
May 1824 - 14 plots between Augustus Street and 
the basin. 

12. Listed in a petition dated 27 January 1829: PRO, 
CRES 2/566 

13. The Cumberland Market Act was 11 Geo IV C14, 3 
May 1830 

14. PRO. WORK 16/179 
15 The Illustrated London News, 10 August 1878 
16. Greater London Record Office, MR/UP/463 
17. The application was advertised in The Times on 30 

June 1939 
18. Grand Union Canal Carrying Company minutes, 11 

May & 7 July 1937 
19. Goad Fire Insurance Plans: LCCNA/GOAD XII. The 

Rt Hon W S Morrison, MC, KC, MP, one of the 
Commissioners of the Crown Lands, opened 
Camberley House on 6 October 1937. 

20. Reported in The Star, 24 July 1940 
21. Windlass. Journal of the London & Home Counties 

Branch of the Inland Waterways Association, no 36, 
June 1963 

22. A Short History of the Allotments, The Crown Estate, 
1999 

Photographs by Alan Faulkner, May 2005. 
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Early Operating Practices at Waterloo 

Grahame Boyes 

'The past is a foreign country: they do things differently there.' (L P Hartley, The Go-Between) 

From the early years of the 20th century until quite 
recent times, there were remarkably few changes in 
this country's railway management and operating 
practices. So if we are familiar with how the railways 
were run during the British Railways era, we would 
find few surprises if we were sent back in time a 
hundred years to the early 1900s; we have a strong 
'received memory' of the late Victorian railway. 
However, if we then went back another twenty, thirty, 
forty or fifty years, we should soon find ourselves in 
increasingly unfamiliar territory, faced with forgotten 
ways of working that were abandoned as the railway 
developed towards maturity. We might well be aston-
ished by what we saw. There is much for us yet to 
learn about how things were done in the 19th century. 
This does not necessarily require access to The 
National Archives or one of the other principal 
resources for researching railway history. 

These thoughts were triggered by some memories 
of Waterloo in its early years, which were discovered 
merely by enquiring at my local friendly local-studies 
library what they had on railways. In 1907 Mr John 
Eustace Anderson claimed to be 'the oldest Mortlake 
season ticket holder by many years', having held a 
first-class season ticket to Waterloo continuously for 
the previous 53 years. He was given his first in April 
1854, when he was ten years old — six years after 
Waterloo opened— for the purpose of travelling with 
his brother to King's College School in the Strand. 
Between 21 December 1907 and 2 May 1908, his 
commuting 'reminiscences' were published in 12 
instalments in the Richmond Herald weekly 
newspaper. They comprise a mixture of descriptive 
observations, incidents, anecdotes, lists of station 
masters, details of train accidents and accidents to 
individuals, and other miscellanea set out in a 
geographical sequence, starting at Mortlake and then 
dealing with each of the sections of line and stations 
up to Waterloo. 

He mentions a ticket platform on the approach to 
Waterloo, which was then an open station. There 
were presumably two platforms; one for the up 
Windsor line and one for the up main line.' Their 
existence seems not to have been previously record-
ed. Later, perhaps when the Waterloo approaches  

were widened from 4 to 6 tracks in 1886-92, the 
platforms were removed and the collection of tickets 
on arriving trains was transferred to Vauxhall.' 

Ticket platforms were already becoming redundant 
before the First World War, with the introduction of 
corridor trains, followed by the provision of ticket 
barriers enclosing the platforms at major stations. 
Nevertheless, they lasted long enough to become part 
of our received memory.' Not so the method of 
operation between the ticket platforms and the 
station: 

Whilst the tickets were being collected the train was 
unhooked from the engine by a porter [shunter' who 
had a long, thick rope at the end of which was an iron 
loop. This he put over the hook of the engine, twisting 
the rope round the carriage coupling hook and the 
engine hook again in form of the figure 8. On the 
train starting for the Waterloo station, the porter, 
holding the end of the rope in his hand, would stand 
on the carriage footboard, holding on by the iron 
handle at the end of the carriage. 

As the engine very shortly neared a siding, the 
porter, by a sudden loosening jerk movement of his 
hand, unwound the rope, and by a flick made the iron 
loop jump off the engine's coupling hook. The engine 
then ran into a siding held open by another porter. 
the carriages being turned straight into the station, 
being met by a man with a long-handled hammer in 
one hand and a grease can in the other. As the 
carriages passed him into the station he tapped each 
wheel with his hammer to see if by the ring it was 
sound. 

This wasn't some branch line terminus, but one of 
the main London termini, handling 42 arriving trains 
per day in 1855. Evidence given to the Royal Com-
mission on Railway Accidents in 1875 shows that 
fly-shunting of wagons was certainly practised and 
condoned by railway managements at that period, 
even though prohibited in many of their rule books.' 
Fly-shunting of loaded passenger trains is another 
matter altogether. It seems surprising that the high 
risk of derailment if the shunter mishandled the 
points, or collision with the platform buffers if the 
guard misjudged the effectiveness of his handbrake, 
were considered acceptable for passenger trains, even 
if the risk to the shunter handling the rope was 
disregarded. The answer, perhaps, is that, as these 
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were slow-speed movements, the risk was only to 
the limbs, not the lives, of passengers. (There was 
certainly a high risk to the shunter's life.) 

The minutes of the London & South Western Rail-
way (LSWR) Accident Committee,' whose purpose 
was to authorise settlement of personal injury claims 
from passengers and members of the public, show 
that in the years 1862-8 there were certainly two, 
and possibly five, instances of trains hitting the 
buffers at Waterloo, giving rise to 12 claims for 
injuries which were settled for a total of £520. In 
addition, on 6 June 1864 there was an 'accident near 
the ticket platform' possibly caused by this operating 
practice, as a result of which a Miss Roberts suffered 
`concussion of the spine and shock to the nervous 
system'; her claim was settled at £350. These were 
not particularly large sums — about £60,000 in total 
in today's values — and it was some years before 
the directors decided to take preventive action. 

According to R A Williams,6  on 7 June 1868 a 
train hit the buffers at Windsor when being rope-
hauled into the station from the ticket platform. 
Williams' original source has not been found, but 
the wording suggests that fly-shunting had been 
replaced by tow-roping, whereby the train was hauled 
into the platform by the locomotive running on a 
parallel track and connected to it by a long rope. 
This was somewhat less dangerous, in that it 
eliminated the hazard of throwing over the points in 
front of the moving train, but the risk of collision 
with the buffers remained. There were four claims 
from passengers injured in this collision, which were 
eventually settled for a total of £453. This time the 
directors decided to act and on 19 July such practices 
were prohibited at all LSWR terminal stations. 

Notes and references 

I. 	The main line ticket platform can be seen on the 1872 
60-inch OS plan, but the Windsor line platform cannot 
be distinguished against the parapet of the viaduct. 

2. Alan A Jackson, London's Termini (2nd edn, 1985), 
218 

3. C R Clinker, 'Ticket platforms and ticket collecting', 
Railway Magazine 94 (1948), 403, 409 

4. Philip S Bagwell, The Railwaymen (1963), 102 

5. National Archives, RAIL 411/218-220 

The second extract from Mr Anderson's remi-
niscences refers to a day-to-day railway operating 
problem that we may never have even thought of. It 
refers to the period before the adoption of the injector, 
which was invented in 1859 and immediately adopted 
by most railways except the LSWR.' 

When coming down between three and four of an 
afternoon I used sometimes to have a few minutes to 
spare, when I went to the end of the down platform to 
the engine shed, where engines used to be shunted 
when not wanted for coaling, water, etc. When an 
engine was in motion, water was pumped from the 
tender into the boiler, the pump being fixed on 
crossheads of the piston and driven by the motion of 
the locomotive. When engines were at rest, the 
pumps, of course, did not act; so if it was stationary 
for some time, the boiler water would run low. In the 
engine-shed, therefore, level with the rails, but 
underneath, was a pair of friction wheels, the top parts 
of which came up level with the rails, through a break 
left in the rails. An engine requiring water for the 
boiler would be placed with the driving wheels resting 
on the top of the sunk wheels. The engine would 
then be set in motion, when the pumps would be 
worked, the engine remaining stationary, but the 
flywheel going round at full speed, which I thought, 
as a boy at the time, very strange. If more than one 
engine required water to be pumped, the second one 
had to take a run to Nine Elms and back to fill up. 

There is a reference to a similar 'roller bed' at Nine 
Elms works, although in this case it is clear that it 
catered for four-coupled engines, whereas the 
description of the Waterloo rollers suggests that they 
might only have been suitable for engines with single 
driving wheels.' Were these unique to the LSWR 
and do they explain why it was slow to adopt the 
injector? Or were they in more widespread use on 
other railways too? 

6. R A Williams, The London & South Western Railway, 
2 (1973), 47 

7. EL Ahrons, The British Steam Locomotive from 1825 
to 1925 (1927), 166 

8. D L Bradley, Locomotives of the London and South 
Western Railway, I (1965), 8 

I am grateful to the late Harry Paar for these last two 
references and to Alan A. Jackson for his comments. 
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Canal Boatmen's Missions: an update 

Gill Foster 

This paper updates information and records new research made since the publication 
of Canal Boatmen's Missions (Wendy Freer & Gill Foster) by the RCHS in March 
2004. The book concentrated on missions where congregations usually met in a 
building or on a boat. However, not all canal missionaries had their own chapels, 
and one of the purposes of this paper is to redress the balance by including new 

research about a canal missionary employed by the London City Mission. 

London 

Being physically present on the canal banks and 
visiting canal boat dwellers was part of the job of 
the canal boatmen's missionaries. London-based 
missionaries from the Seamen & Boatmen's Friend 
Society visited canal boatmen as well as ministering 
to seamen visiting the port. The report to the annual 
meeting of that society in 1899, submitted by the 
Rev E Clarke (Superintendent), stated that good work 
had been done during open air meetings and in the 
Seamen's Chapel, Derrick Street, Commercial Road, 
Rotherhithe. The services and meetings had been 
attended by both sailors and bargemen. In a publish-
ed Page from the Missionary's Journal, it was said 
that the Paddington Basin had been visited on 13 
February. Some boatmen were said to have 'dabbled 
largely with the drink and suffered accordingly'. The 
missionary's exhortations for them to 'give up the 
drink' had met with some success. One man had 
signed the temperance pledge and others were going 
'to try and do better'. The missionary asserted that 
the men were still trying to keep their promises.' 

Edwin Blanchard 

Perhaps the best known of the London City canal 
missionaries were R Bamber and F Chapman. Both 
served at the Boatmen's Institute at Brentford (to the 
west of the City of London), opened in 1904, which 
offered numerous facilities for the welfare and 
recreation of canal boatpeople and also a school for 
their children.' Edwin Blanchard had the district to 
the east of the City of London. He described his 
district as being over 25 miles in length and running 
`on the one side all along the River Lea at Limehouse 
[Limehouse Cut entered the Thames by Limehouse 
Basin] to Tottenham, from the Regent's Canal at 
Limehouse to the City Road tunnel and on the Surrey 
side of the Thames [presumably following the line  

of the now filled in Surrey Canal] from the Commer-
cial Docks to Camberwell and Peckham." 

Blanchard, born in 1843, was accepted as n London 
City Mission (LCM) missionary in 1870 at a salary 
of £75 per annum and was employed in other East 
End districts before being appointed as a canal 
missionary in 1886. 

Two of his diaries, one for 1903 and one for 1917, 
have survived and, although not detailed, provide a 
fascinating insight into the life of a canal boatmen's 
missionary. 

The entry for 11 February reads: 
Visited City Road Basin 
8 Sailing Barges 
7 Monkey Boats 
Conducted service in Mission Hall. 32 present. 

Blanchard frequently visited sailing barges and it 
must be remembered that his district included the 
wide reaches of the Thames which were navigable 
by larger craft than narrow or broad beam canal boats. 
The 'monkey boats' referred to are today more 
commonly known as narrowboats. 

Services at Mission Hall or Welcome House are 
mentioned each week in his diaries. The Welcome 
House referred to was the Welcome Home for Sea-
men in Canning Town. Unlike the Brentford mission-
aries and those belonging to other organisations, he 
never had his own mission hall. Attendance at his 
meetings during the years 1903 and 1917 ranged from 
seven to 32 persons and this may have been due to 
the variation in the numbers of boats tied up at any 
one time. In addition to seeking out those who 
travelled on the canals, Blanchard also had dealings 
with waterside labourers whom he described as 'a 
very rough class of men'. However, Blanchard was 
evidently fond of them, describing how every Good 
Friday he invited about 200 of them to a free tea 
after which a 'bright gospel meeting' was held. The 
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Edwin Blanchard visiting bargemen at Bromley Gas Works (London City Mission) 
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war and difficulties in obtaining provisions and other 
restrictions eventually ended these meals but not, 
however, until he had experienced 'the joy of leading 
these dear men out of darkness into God's marvellous 
light'' He thought similarly well of the boatmen 
describing them as: 

the finest body of men I have ever come across, with 
nothing mean about them. They are fellows of 
splendid physique, robust straightforwardness, and 
manly independence.5  

Those who obtained their living on the cut also 
had some light, if improving, relief during meetings 
at Welcome House. The entry for Saturday 31 
January reads, 

Mr Wright with Magic Lantern. Incidents in the life 
of Christ. Brave Bob the Fireman. 

Blanchard also had some relief from his duties 
because he was sent to the LCM holiday home at 
Ventnor, Isle of Wight, in August 1903. Dr 
Whitehead had said that he 'needed more bracing 
air'. He was in Ventnor again in July 1917; this may 
have been an annual expedition. 

Judging by the diary entries and his own Reminis-
cences, Blanchard deserved his little holidays. The 

large area of his district and the number of visits he 
made were obviously hard on his boot leather. On 3 
January 1917 there is a note that he spent 10s.6d on 
new boots and, on 14 May, 3s.6d on having his boots 
mended. Why he suddenly started noting such details 
is impossible to answer but perhaps he was trying to 
justify a rise in his travelling expenses? As early as 
1895 the LCM had acknowledged that canal 
missionaries might have to walk further than other 
missionaries and had agreed to pay them El per 
month travel expenses rather than the customary 
15s.0d.6  In view of the distances involved, Blanchard 
may also have taken the odd horse bus and, later on, 
an omnibus. 

Despite bouts of ill health and occasional pecuniary 
difficulties (he sometimes had small loans or grants 
from the LCM), Blanchard was a man dedicated to 
his calling. When the LCM committee tried to retire 
him in 1919 (he was then well over the LCM's 
retirement age of 70), he requested that he be allowed 
to stay on until he had completed 50 years as a 
missionary. Blanchard was allowed to stay in his 
post until he finally retired, or in the parlance of the 
LCM become 'disabled' in August 1923 when he 

Edwin Blanchard visiting bargemen at Old Ford (London City Mission) 
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received a pension of one pound per week. He died, 
aged 80 on 21 January 1924. 

Paddington 
The Paddington LCM missionaries were luckier than 
Blanchard in that they were attached to permanent 
places of worship. A little further information about 
the Institution has been found since the publication 
of Canal Boatmen :r Missions. The minutes of the 
LCM for 1836 record that Mr Pitts of Pitts & Cornish, 
secretaries to the Paddington Boatmen's Friend 
Society (PBFS) had written asking that an LCM agent 
`might be allowed to supply the Boatmen's chapel'.' 
The committee agreed to send an agent as soon as 
one was to be found providing that there would be 
no objection to him preaching at the chapel. On 2 
April the LCM committee heard that the PBFS 
intended to contribute to the LCM funds because Mr 
Chappell was 'visiting in their locality and preaching 
in their chapel'. In 1841 a second missionary was 
requested by the chapel and the LCM was assured 
that 'the remainder of the salary will be supplied'.8  
Close links were now forged between the Boatmen's 
Institution and the LCM. 

On 16 June 1854 the LCM were offered the lease 
of the chapel and asked to become trustees in order 
that the missionaries could use it for their meetings. 
This offer was declined and it was recommended that 
a committee be formed from local gentlemen who 
would be sympathetic to the aims of the chapel. 
Committee members were apparently found as the 
Boatmen's Institution continued as a place of worship 
until the early years of the 20th century. Since that 
time it has been rented out to various commercial 
concerns. In April 2005 it became an Art Gallery 
called the Outside Institute but their urban art 
exhibition closed at the end of September and they 
have now vacated the premises. 

No evidence that the LCM took over the trusteeship 
or the ownership of the chapel has been found despite 
contrary assertions in Kelly :s Directory: Paddington 
(1888) and in the Daily News in 1904.9  The fact that 
LCM missionaries were so involved in the day to 
day life of the Institution may have been responsible 
for this assumption. When the property was sold on 
19 March 1936 the parties concerned were named 
as The Ecclesiastical Commissioners for England and 
the Honourable Thomas Henry Frederick Egerton 
(son of the 3rd Earl of Ellesmere) and others 
(Trustees) and the Grand Junction Company Ltd.'° 
It seems that this company was renting the property  

prior to its purchase because they were listed as its 
occupiers in Kelly's Directory in 1934. 

The LCM's responsibility for the Paddington 
Wharves Mission is not in doubt. There are many 
references to this mission in its minutes and an 
explanation as to why it disappeared from directories 
has now been revealed. The mission in Unwin Place 
(name changed from Church Place in 1937) was 
destroyed by enemy action in November 1940." The 
tenants of the adjoining house, also the property of 
the mission, were killed and numerous other 
properties, not belonging to the society, had been 
destroyed during the same raid. Temporary premises 
were found at 95 Harrow Road and there was a later 
move back to premises leased from the Grand 
Junction Canal Co in Unwin Place in 1948. The 
opening ceremony was held on 7 October and the 
hall was reported to be 'well filled' .12  

Appeals for money for building expenses occurred 
in 1948 and in 1951. In the same year it was proposed 
to provide a 'Hall for Youth Work' at a cost of £2,000. 
This was agreed on the understanding that 'local 
friends' would contribute about half the cost." On 
13 August 1951 the committee must have been 
stunned to hear that the London County Council 
proposed to buy a large site in the Paddington area, 
which included their premises in Unwin Place, and 
intended to build a school. It was commented that 
the mission had been on the site for 80 years and 
that the lease had only been recently renewed. In 
December of the same year they found themselves 
being presented with a bill of £75 for work which 
had been abandoned. Not surprisingly they felt that 
the LCC should pay this amount and proposed that 
further action should be taken. In July 1958 it was 
reported that £250 compensation had been received 
in view of the fact that the lease was subject to three 
months notice. All work at the mission ended on 30 

Interior of Boatmen's Institution, Junction Mews, 
Paddington (Courtesy of Richard Hennings) 
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September 1958. Arrangements were made for 
George Frederick Asman, missionary, to continue his 
Tuesday women's meeting and to run the thrift society 
from Paddington Chapel. 

In February 1959 the committee heard that funds 
of £2,000 were available for the rebuilding of the 
mission but that no suitable site had been found. The 
minutes do not refer to a possible rebuild again. On 
12 September 1960 the final death knell of the 
Paddington Wharves Mission was heard; the thrift 
society was forced to close after fifty years because 
of an aging membership and a decline in numbers. 
The society had been very successful: £12,000 had 
been collected during 1951 and, after sickness and 
death benefits had been paid out, £8,500 had been 
shared amongst its members. As late as 1958 it was 
said to have 5,000 members.I4  However, the minutes 
record that, The society had also become redundant 
owing to the Welfare State and the changing 
conditions in the area."' 

Brentford 

Since the publication of Canal Boatmen's Missions, 
Brentford Boatmen's Institute has changed 
ownership. It was sold in May 2004 and is still in 
private rather than commercial hands. It is believed 
that no substantial alterations will be made to the 
property. 

Long Buckby 

I must apologise for inadvertently saying that the 
retirement home of Captain and Mrs Fielding at Long 
Buckby was no more. This was based on a visit to 
the site while it appeared to be being gutted and 
demolished. The house is still owned by British 
Waterways and has been refurbished in the same style 
as previously. It is now rented out as a holiday home. 

Walsall 

Sadly, the Canal Museum at Walsall, formerly the 
Boatmen's Rest at Top Lock, Birchills, closed for 
economic reasons last year. At present, there are no 
plans for its reopening and the Walsall Museums 
Service is returning it to British Waterways. 

Etruria 

A reference to a Boatmen's Church in Etruria has 
been found in The History of Etruria by E J D  

Warrilow. This church was built by a Church of 
England vicar, the Rev Henry Wynter, in June 1844. 
It was the first Anglican church to be founded in 
Etruria.le A map produced at the time of the sale of 
the Etruria estate in 184-4 shows the church as being 
in Salem Street, close to the Trent & Mersey Canal, 
midway between the Lord Street bridge and the first 
lock towards Shelton." The church had begun its 
life in temporary premises in a club room over the 
stables of the Etruria Inn which was then close to the 
canal. However, it was not very successful and was 
closed following the opening of of St Matthew's 
Church in 1847. It was not possible to discover what 
building materials were used as all trace of the church 
has now disappeared. It may well be that this was an 
`iron church' of a temporary nature because the 
Navigation Inn was later built on the site.'" 

Runcorn 

At the time of writing Canal Boatmen's Missions it 
was not known if a floating church proposed in 1841 
by Francis Egerton (created 1st Earl of Ellesmere in 
1846) of the Bridgewater Trust had, in fact, ever been 
launched. However, an old barge was adapted during 
the 1840s by the Bridgewater Trust. The church was 
originally moored at the Locks but was later moved 
closer to the river. Its facilities came to include both 
a day school and a Sunday school. In a report by 
Canon Barclay it was said that, in the year 1865 'the 
total number of services in the Floating Church was 
158, which were attended by 14,584 persons, viz 
4,320 at Sunday morning service, 8,170 at Sunday 
evening and 2,094 at weekday services."v  

When the church's timbers were found to be rotten 
in 1866, the mission, now known as St Peter's 
Mission Church, moved to a building at Bottom 
Locks, found by the Bridgewater Trust. However, 
when the Bridgewater Trust became a limited 
company in 1872, the work of the Mission was 
seriously affected. The directors refused to pay the 
minister or to contribute towards the maintenance of 
the mission. At this point the Mersey Mission to 
Seamen stepped in and tried, unsuccessfully, to carry 
on the work of the mission. It closed in 1872. 

A lay preacher continued to visit boatmen and their 
families in 1873 but it was not until 1875 that the 
Mersey Mission to Seamen founded a Seamen's 
Mission in Runcorn using the old St Peter's Mission 
Room. Despite its name, the Seamen's Mission also 
ministered to the spiritual and physical well being of 
boatpeople. Open air services were held on the docks 
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and on board vessels, a Sunday School flourished 
and, when ice made work impossible on the canals, 
soup kitchens were set up. In 1895, 5,400 dinners 
were given to canal boat children and their parents.''-0  

However, times changed, the boat population 
dwindled and, in 1946, the Runcorn mission 
buildings were taken over by St Michael's Church. 
St Peter's has now entirely disappeared as it was 
demolished in the 1970s in order to make a new road. 

Burscough 

As far as it has been possible to ascertain, the only 
canal boatmen's mission building which has survived 
as a place of worship is St Andrew's, New Lane, 
situated close to the Crabtree Bridge at Burscough 
on the Leeds & Liverpool Canal. This mission to 
canal boat people began its life in December 1898 
when Andrew Christian Henrikson of the Mersey 
Mission to Seamen began to hold monthly Sunday 
evening services. These were held, by arrangement 
with St John the Baptist Church, in St John's School. 
The services moved from the school to the Crabtree 
area in February 1901. Thereafter the services were 
held in a hayloft, belonging to Thomas Smith, near 
the Crabtree bridge.''-' Ironically, given the emphasis 
on temperance by boatmen's missionaries, this 
building is now part of the Slipway pub. In April 
1904, it was decided that the time was right to build 
a permanent home for the mission. The Rev Charles 
Russell of St John's Church urged that a site be found. 
A suitable site was leased from Lord Derby at an 
annual rent of 2s.6d. As well as providing the site, 
Lord Derby also gave £50 towards the building fund. 
The freehold was acquired in 1956. The 'Iron Room' 
was built at a total cost of f 149.10s.Od and opened 
on 20 March 1905. The building's corrugated iron 
sheets were replaced by asbestos concrete sheeting 
in the 1950s. The interior's original pine tongue and 
groove boarding was also replaced by hardboard at  

this time. Despite some later small building additions 
the church looks much the same today as it must have 
done in 1905. 

The name 'Iron Room' gave way to that of the 
`Crabtree Mission Room' but, in 1922, a 'more 
distinctive ecclesiastical name', St Andrew's, was 
conferred upon the building. The mission has kept 
its links with St John's and clergy from the church, 
together with lay readers, have served it over the 
years." 

The mission has provided boatmen and their 
families with facilities for 
their recreational and 
spiritual needs; the reports 
of the Mersey Mission 
mention magic lantern 
shows as well as temper-
ance meetings, and a Sun-
day school was in operation 
until the 1970s." 

The survival and longev-
ity of St Andrew's was 
marked by celebrations in 

2005. However, its main centenary celebrations were 
held, not on 20 March but between 23 and 26 June. 
The events included a meal at the Slipway, a canal 
cruise, a guided canal walk led by Mike Clarke of 
the Railway & Canal Historical Society, a folk 
concert and, most appropriately, a talk on canal 
missions by Dr Wendy Freer. The main event, 
however, was held on Sunday 26 June when the 
congregation marched from the mission to the 
gardens of the Slipway (in whose building their first 
meetings were held) prior to the holding of an open 
air service. Waving brightly coloured balloons and 

Crabtree Mission, Burscough 

(photographs by courtesy of Wendy Freer) 
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singing Onward Christian Soldiers, the marchers 
were preceded by their church banner, the Red 
Ensign, the flag of the Mersey Mission to Seafarers 
and the Hesketh Bank Silver Band." The scene 
must have been reminiscent of the great days of the 
working canal boatman when canalside open air 
services were regularly held and the church was truly 
taken to the people. 

The Boaters' Christian Fellowship 

By the 1950s the great days of the canal trade had 
passed. The number of families working and living 
on the canals had substantially diminished and today 
there are very few working boats on the canals. 
However work among recreational and 'live aboard' 
canal boaters does continue today. Edwin Blanchard 
and his fellow missionaries no longer walk the tow 
paths seeking to give the Christian message to 
boatmen. However, the Boaters' Christian Fellow-
ship (BCF), who do not have missionaries but exist 
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The Human Cost of Building Cowburn Tunnel 

Clive Leivers 

In his study of railway navvies, David Brooke 
suggested that 'railway construction exacted a 
horrifying toll in crushed bodies and fractured bones'. 
He pointed to statistics collected by the Navvy 
Mission Society detailing a total of 346 accidents, 
including 57 fatalities, for the year 1883 and the view 
of Mrs Garnett that this figure represented less than 
a sixth of the true total. Brooke added that 'undoubt-
edly the most hazardous operations were associated 
with tunnel building, during which dangers from falls 
of rock and blasting were omnipresent'.' 

It has been claimed that navvying was 'the most 
dangerous job of its day' with proportionally more 
men killed in Woodhead Summit tunnel than at 
Waterloo. Mrs Garnett claimed that there was a death 
for every mile of finished track (though this may have 
included death by disease) and between one and thirty 
deaths per tunnel.' 

This article examines the accidents which occurred 
during the construction of the Cowburn tunnel near 
the western end of the Dore & Chinley line linking 
Sheffield and Manchester. Cowburn was built 
between 1888 and 1893 and is 3,702 yards in length 
(the ninth longest on the British rail network). 
Around 20 million bricks and 80,000 tons of stone 
were used in its construction and the financial cost 
of construction was f270,246.3  

In reporting the completion of the tunnel the local 
newspaper expressed satisfaction that 'it is a cause 
for thankfulness that, considering the dangerous 
nature of the tunnelling, so few accidents have 
occurred'.4  A trawl through the pages of that news-
paper between 1889 and 1893 identified a total of 
33 reported accidents of which 14 proved fatal; 
Cowburn tunnel was the location of 19 of these 
accidents and all but one of the deaths. A review of 
those accidents gives some insight into the working 
conditions of the navvies towards the end of the 19th 
century when the use of 'mechanical devices of the 
latest and best description' should have reduced the 
inherent dangers to some extent.' 

The first reported accident was at the Chinley 
entrance to the tunnel in January 1889 when a fall of 
dirt badly bruised the legs of a man who had been 
working at the site for about a week. In September 
that year, another un-named navvy jumped from  

scaffolding and was 'badly hurt' when he fell on a 
wagon. Two months later the first fatality occurred. 
James Lane was leading a horse drawn wagon loaded 
with bricks. On entering the tunnel the horse bolted 
and Lane was found dead with his left arm smashed 
and 'his head nearly severed from his body'. It was 
supposed that he had been knocked down by the 
wagon. The tunnel foreman stated that both Lane 
and his brakeman would have carried lights but that 
there was no other lighting in the tunnel. A verdict 
of accidental death was recorded at the inquest.6  

Six accidents were recorded in 1890, four proving 
fatal. By the beginning of the year, work was under-
way for 24 hours a day. At around 2.30am on 8 
January there was a roof fall and a beam of timber 
hit and killed a 45 year old Irishman named William 
Carey. Two other men were 'somewhat seriously 
injured'. In early March an un-named man received 
severe head injuries from 'a heavy weight unexpect-
edly falling on him'. The next reported incident 
proved fatal. On 9 April John Dunn, aged 19, was 
caught between the buffers of two wagons. He was 
taken to the infirmary at Chapel en le Frith workhouse 
where a fractured pelvis was diagnosed. The follow-
ing morning 'the unfortunate fellow succumbed to 
his injuries'. On 18 June another roof fall took the 
life of Sidney Rosewall who was buried with two 
colleagues. One of the other men was seriously 
injured; the third miner was well enough to give 
evidence at the inquest on Rosewall the following 
week. A memorial stone was erected by Rosewall's 
parents in Edale churchyard.' 

Less than a month elapsed before the next fatality; 
on 8 July Edward Bishop, age 19, and two other men 
were walking along the line in the tunnel going for 
breakfast when they were hit by an engine. Bishop 
fell with his head 'across the metals' and was run 
over and killed. He was buried in Chapel en le Frith 
two days later and 80 of his colleagues 'followed 
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the remains to the grave'. The navvy missionary led 
the singing of a hymn and offered prayers. (Brooke 
records the 'order and decorum' displayed by the 
navvies at a funeral in Evershot, Dorset, in 1847.8) 
The final incident in 1890 was on 10 December when 
a horse driver was knocked down when his horse 
shied at a lighted candle; he was treated at the 
workhouse hospital for a bruised knee." 

January 1891 saw the accident which received most 
press coverage. At 2am on the 10th of that month, 
Walter Mosby was prepari n g for blasting in the 
tunnel. He had cleared a hole and was using a 
wooden rammer to insert the gelignite cartridge when 
an explosion occurred. Three men were knocked 
down by the blast, three others sustained serious 
injuries and Mosby was killed instantly. The mining 
superintendent, William Moss, told the inquest that 
Mosby was a competent workman and he could offer 
no explanation for the cause of the accident. Various 
witnesses described the process of blasting: a hole 
some five or six feet deep was made with a boring 
machine and was then cleaned out with a charging 
stick prior to inserting the cartridge. The cartridge 
was placed in the hole and then a primer was inserted 
to explode the cartridge. The man putting in the 
charge lit the fuse and warned the men to stand back. 
Cartridges, caps and fuses were taken from the store 
into the tunnel as they were required; no-one 
appeared to know what the cartridges were made of. 
A further witness had never heard of a cartridge 
exploding as it was being rammed home. Owen 
Roberts, a book-keeper for the contractor, J P 
Edwards of Nottingham, said that about 140,000 
shots had been fired in the tunnel since work 
commenced, using the same type of cartridge, without 
previous mishaps. A verdict of accidental death was 
reached and the jury asked that their fees be donated 
to Mosby's widow. A month later the contractor was 
fined for storing explosives — gunpowder, gelignite 
and detonators — in a wooden hut contrary to the 
Explosives Act of 1875.10  

The remaining three accidents reported in 1891 
were the result of men being knocked down by 
wagons. On 8 March two recent arrivals on the 
works, George Smith and Thomas Griffiths, were 
walking through the tunnel when their lights went 
out. They were hit by wagons and received crush 
injuries. They were conveyed by trap to the 
workhouse infirmary and were reported to be making 
favourable progress there. The next two workmen 
were not so lucky. In August a horse driver named 
Johnson was run over by wagons when he stumbled 

and died in the infirmary 'after terrible suffering'. 
In October the same fate befell Joseph Hynds, a 
signalman, who was knocked down by a train of 
wagons which passed over his leg; he died shortly 
after admission to the workhouse hospital." 

Four of the five reported accidents in 1892 also 
involved engines or wagons. In May a man named 
McKnee became jammed between moving trucks and 
sustained a broken jaw and other facial injuries. 
Within a week another horse driver, Anthony Potter, 
was run over as he was uncoupling the horse from a 
wagon loaded with bricks. When reaching their 
verdict of accidental death, the jury recommended 
that lights should be fixed up whenever the siding 
where the accident occurred was in use — the only 
occasion on which changes to working practice were 
suggested. In August a young boy aged 14 named 
Samuel Slater, employed as a point turner, was 
crushed between trucks having apparently 'missed 
his way in the smoke' and died within a few hours. 
It was reported that despite the electric lights in the 
tunnel, visibility was poor after an engine had passed 
due to very dense smoke. The next reported incident 
in October was a fatality resulting from blasting 
operations; William Buck was buried by a rock fall 
and died from fractured ribs, a crushed thigh and 
serious internal injuries. The final fatality in 1892 

272 

         
         

        
         

          
         

          
      

        
          

        
          
        

       
        

        
       

         
         

        
           

         
        

           
         

           
         

        
         

         
        

        
       

         
        

        
          

         
      

         
    

       
         

         
       

        
         

        
        
       

          
         

 

        
         

         
         

      

         
         

       
        

        
           

       
       

         
         

        
         

        
      

           
          

         
         

        
         

         
        



was John Evans, another man knocked down and run 
over by an engine; his death was reported as due to 
`acute inflammation of the bowels' .12  

Several of the injured men were taken for treatment 
to the workhouse infirmary at Chapel en le Frith, 
and in May 1892 'a ceremony of an interesting 
nature' took place there. A deputation of workmen 
made a presentation of an illuminated address and 
purse to the matron and nurse in gratitude for 'the 
kind treatment and constant attention their comrades 
had received'. The nurse, Miss Palmer, remarked 
that every patient had been 'most respectful and 
grateful'. The Clerk to the Board of Guardians 
referred to 'the comparatively few but unfortunate 
accidents' that had occurred — by that date 8 men 
had lost their lives, and within a fortnight of the 
ceremony, Anthony Potter had been killed." 

In January 1893 the newspaper reported that work 
on the tunnel 'is now practically completed' although 
it was very difficult to remove the smoke. The 
suggested remedy was the construction of a heading 
along the length of the tunnel, by which means 'the 
smoke from the engines and the gases that necessarily 
arise ... will be drawn off'. The same report gave 
thanks that 'considering the dangerous nature of the 
tunnelling, so few accidents have occurred'. In the 
event, it was reported later that year that 'It has taxed 
the ingenuity [of the engineers] to provide an efficient 
scheme for ventilating the underground roadway'; 
the solution was a ventilating shaft, of a depth that 
was variously reported as between 700 and 830 feet, 
which was sunk midway along the tunnel. In 
November there was still a good deal of work to be 
done on the shaft." 

And it was during the course of this final stage of 
the work that Cowburn claimed its last victim. In 
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A Grand Canal for East Anglia 
Shelley Savage 

In 1785 the entrepreneur and surveyor John Phillips 
published A Treatise on Inland Navigation, for a 
navigable canal from London to East Anglia. This 
heroic venture was researched, calculations made, 
and plans drawn up. The greater section of his 
Treatise is devoted to persuading readers of the huge 
economic (and moral) advantages canals would bring 
to the area, but this article will confine itself to 
describing his proposed route. 

Phillips wrote that initially he had in mind navi-
gation through Essex up to Sturmer, near Haverhill, 
but then he looked at maps of Suffolk and Norfolk, 
and was struck by how 
much more useful it 
would be if a canal was 
extended to Kings 
Lynn, a sea-port for the 
Baltic trade, with a 
branch to Norwich, 
`that capital city of 
trade and manufac-
ture'. So during 1779 
and 1780 he travelled 
around the counties of 
Essex, Suffolk and 
Norfolk, to see if it 
would be practical. 

From London through Essex 

His first intention was to leave the Thames in London 
at Poplar or Limehouse, 'below the new cut lately 
made from the river Lea'. But later, after a visit, he 
found that the marshes at Bromley and Stratford were 
too low, and the water which came into the River 
Lea below the New Cut, and by the West Ham Abbey 
Mill, too high, so he revised the plan to use the 
existing New Cut as far as Leyton, carry on across a 
part of Epping Forest into the River Roding above 
Wanstead, and then widen and deepen the river up 
to Stondon Massey, near Ongar. 
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About a mile short of Ongar, it would proceed 
along part of Parslow Wood Common, and near 
Writtle Park, by the town of Writtle, go into the river 
Chelmer, just above Chelmsford town. It would leave 
the Chelmer, nearly parallel with the high road to 
Braintree, and at about a mile distant on the left, go 
into what he calls the river Blackwater, but which is 
now called the River Pant, passing near a number of 
towns, including Braintree, up to Great Sampford. 
Here, the canal would leave the river, and go northeast 
through Hempstead and Steeple Bumpstead to 
Birdbrook and Baythorne End on the River Stour to 
Sturmer, which he intended to be the head of this 
navigation. 

Route through Suffolk 

The course of the canal in Suffolk starts from Sturmer 
along the River Stour, to Stoke, Clare and Cavendish, 
where Phillips planned to deepen and widen the river 
for about 10 miles. He proposed to start a cut from 
Toxhead' or 'thereabouts'. This probably means 
Foxearth near the River Stour. It would proceed in a 
fairly direct northwesterly direction to the heads of 
the rivers Little Ouse and Waveney, near Diss. 

Later, in another footnote, he said that with barely 
any extra cost the route of the canal could take in 
larger settlements, and so the proposed route goes 
further east into and across the River Brett, very near 
Lavenham, into the River (presumably the Gipping/ 
Orwell) at Stowmarket, to Mendlesham and then into 
Braiseworth Meer. By deepening and widening the 
river from Braiseworth Meer, it would go through 
Hoxne into the River Waveney and into Diss as 
before. 

Norfolk section and branch 

Then he proceeds to describe his route through 
Norfolk. From the edge of Diss, the canal would go 
north up to the border of the market-town of 
Attleborough via Scoulton. Although he does not 
mention it, here is a substantial mere from where he 
may have been able to source water. The route, now 
westward, continues, he writes, between the town of 
Watton and the village of Carbrooke, 'through the 
end of the mere by Ovington'. This could refer to 
the lake at Saham Toney, which is not far away. There 
would be quite a distance to cut before reaching 
Necton and thence to Swaffham, Narford, Pentney 
Abbey, West Bilney, Ashwicken and Middleton  

Towers, near 'a Brook, by Hardwick, which falls into 
the river a little way above the town of Lynn'. These 
are vague directions, and locations are possibly 
mentioned more because of their contemporary or 
commercial significance than their geographical 
accuracy. 

The branch from the main canal to Norwich would 
branch off near Hingham, and head northeast, 
between that town and the village of Deopham, and 
along the river Yare. By Bawburgh he would make 
a cut of about three miles by Higham into the river, 
two miles above the city of Norwich. 'This expense', 
he states, 'is but trifling, compared to the utility; and 
the difference to the city will be very considerable'. 

Distances, cost and time 

Phillips calculated the distances for the sections of 
his scheme. In Essex, the course is 66 miles: 43 to 
new-cut and 23 miles to deepen and widen the rivers. 
In Suffolk, he estimated the distance would be about 
31 miles to new-cut, and 10 miles to widen and 
deepen, and in Norfolk, a new-cut of 59 miles. From 
Diss to Lynn, the distance would be 45 miles, and 
the branch would be about 14 miles in length. He 
estimated the total cost to be £212,800 (although a 
footnote says 'N.B. I can make £200,000 complete 
it'), and revenue £32,800 a year. The proposed canal 
should be thirty-six feet broad and four feet six inches 
in water. Towing-paths on each side should be eight 
yards wide, and twenty-eight thousand young oaks 
would be planted at twenty yards distance, with 'post, 
rail, quick and hedge for fence'. The project would 
`keep in constant employment not less than five 
hundred men; and it is calculated to finish the 
undertaking in seven years.' 

`Not hesitate one moment' 

John Phillips himself should have the last word: 'I 
do not doubt, if I can prove (which I flatter myself I 
shall) the amazing general utility of the plan, that a 
subscription, by the land-owners, merchants and 
manufacturers, will be opened to defray the expense 
of a general survey; or that, in imitation of Liverpool, 
the corporations of Norwich and Lynn, convinced 
of the trade and riches which will accumulate to that 
city and town in particular, as also to the immediate 
country, will not hesitate one moment to have it 
surveyed at their expense.' 
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Alan Faulkner writes: 

John Phillips (active between 1760 and 1803) seemed 
to have liked grandiose projects. In 1765 he had 
produced a plan for 'Opening a Communication to 
the Ports of London, Bristol, Liverpool and Hull'. 

It is not surprising that the scheme did not materi-
alise. With a somewhat roundabout route and 
presumably with a fair number of locks, what savings 
would there have been compared with the toll-free 
sea route between London, King's Lynn and 
Norwich? There were hazards with the sea route, 
having to negotiate sand banks off the east coast and 
occasional bad weather, but the trade was thriving 
and well-established at the time. 

The scanty detail at the northern end is interesting, 
because it would seem that Phillips was unaware of 
the River Nar navigation that opened in 1759. If the 
main idea was to create a link between London and 
King's Lynn, a better way would be to build a short  

link from the river Stort at Bishops Stortford through 
to the river Cam at Cambridge, which was first sug-
gested shortly after the Stort was made navigable to 
Bishops Stortford in 1769 and developed into the 
unsuccessful London & Cambridge Junction Canal 
proposal. 

If you wanted to link up to Norwich, the Little Ouse 
was already open from the Great Ouse up to Thetford, 
leaving only the short section up the river Thet via 
East Harling to be built to join up with Phillips's 
route. 

Why did this ambitious plan never see the light of 
day? The verdict of John Boyes and Ronald Russell 
in The Canals of East Anglia is that his costings and 
anticipated revenue both appear wildly optimistic. 
But there is no doubting his 'fervent advocacy for 
the benefits of canals in general and his scheme in 
particular'. 

The Internet and Transport History Research 

Kevin P Jones 

This contribution is modelled upon David Joy's 
recent article' on book publication, and will draw 
attention towards a technique, but without excessive 
detail. Just as no mention was made of printers' pie, 
so the intricacies of website construction will require 
no deep familiarity with hypertext mark-up language 
(html). An attempt will be made to show what can 
be achieved through the use of the Internet as a 
research tool, and as an alternative, or adjunct, to 
traditional publishing. To a great extent it is assumed 
that the reader will be aware of the Internet as a 
routine means of communication via e-mail, and as 
a route for buying things: from books to airline 
tickets. The extraordinary degree of connectivity 
should never be forgotten as an innocent enquiry can 
readily convert itself into a commercial transaction! 
The dynamic nature of the medium must be remem- 

bered, and only the most stable sources, mainly those 
provided via public bodies, are cited, although a few 
possibly less permanent websites are identified, 
mainly as exemplars of what may be lost. 

Quite small public libraries provide Internet access. 
Nevertheless, ownership of a personal computer and 
access via a domestic telephone and an Internet 
Service Provider (BTlnternet, etc) does enable the 
researcher to have access to a vast range of resources 
at almost any time. It reduces the need to travel, 
saving time, cost and reliance upon fossil fuel 
combustion. As with almost everything associated 
with computers there are frequently multiple 
solutions to the same problem. This upsets some 
potential users who have been instilled with a 'correct 
approach' philosophy, but most gradually accept that 
there may be several routes to solving a problem. 
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Impermanence 

The impermanent nature of material available via the 
Internet is sometimes a great strength, although this 
is not always exploited by the service providers to 
the full, but is also a great potential weakness: 
excellent websites disappear and may re-emerge, 
either in whole or in part, as something else. In com-
parison with items stored in museums and books 
housed in the legal deposit libraries there is a transient 
quality: much is there only whilst the provider is 
prepared to pay for it to be there and this causes 
difficulty in citation. Moreover, the author/publisher 
(webmaster) retains the ability to modify the informa-
tion at any time. This a great (theoretical?) strength 
in things like contemporary railway timetables, but 
may make future research far more hazardous. 
Readers of David Joy on book publication did not 
need to be told that the author was excluding material 
on timetables, material in the form of moving images 
or sounds. Involvement with the Internet makes such 
distinctions increasingly difficult with the increasing 
general availability of services at higher band widths. 

Search engines 

There are two ways of accessing websites: one may 
know the address (and it must be precisely that), or 
one can use one of the well-known search engines: 
Google being the best known (but there are others). 
For someone who spent most of his working life on 
the development and use of computerised informa-
tion retrieval systems it is now difficult to remember 
that all information searching used to be linear: 
waterways see also canals; canals see also locks, and 
so on. The structure of most hypertext documents 
(that is, typical textual material on the Internet) 
enables the creator of such documents (pages in 
Internet parlance) to provide navigation within the 
page via what are in effect cross-references, or 
outside the page to parts of other pages, and to 
locations on other websites. These 'documents' may 
be media in any form: pictures, moving images, 
sounds, etc. This connectivity is exploited by search 
engines to map 'active websites'. 

Although search engines are international in scope 
there is a huge accidental bias towards American 
sources of information. Thus a simple search for 
`Norfolk' is far more likely to produce information 
about Norfolk in Virginia than Norfolk, England. To 
a great extent this failing can be mitigated by using 
the option to limit one's searches to those websites  

which are based in Britain — an option offered by 
some search engines. 

For example, Dennis Rock Carling was the Super-
intendent of the Rugby Locomotive Testing Station. 
Unfortunately, for the potential Internet searcher: 
Carling is better known as a brewer and rugby as a 
game. Both the game and the products from the 
brewer completely skew the searching process on a 
general search engine. 'Rock' is of no help what-
soever! Access to Carling's significant Newcomen 
Society papers is simple through that Society's search 
engine, however. Thus 'knowing where to look' is 
as important in the 21st century as in its predecessors. 

General / specific 

Many websites have search engines located within 
them. For instance, the site maintained by Brunel 
University to serve its Brunel collection has its own 
search engine, and a search for `Teignmouth' led to 
an entry noting the date when the atmospheric railway 
from Dawlish was opened and a document citation 
recording that event. It may be added that such search 
engines share the same problems as search engines 
in general, in that searching for the 'unusual' is 
normally more productive than searching for the 
commonplace. Nevertheless, a good website should 
lead the searcher from generalities to specific 
sources, in much the same way that a good contents 
page in a book should lead the reader towards what 
is being sought. 

At present it is simple to find the Newcomen 
Society's website through a general search engine as 
the word 'Newcomen' has still to become associated 
with some 'popular' activity, such as sport or rock 
music. One early worker on mechanised information 
retrieval techniques, Robert Fairthorne, used to state 
that the selection of suitable search terms should be 
based upon those 'which a teenage girl would not be 
able to understand'. The ability of being able to 
anticipate terms of high improbability is very useful 
in developing search strategies. Unfortunately, 
language is constantly being recycled and technical 
terms like creep, whether associated with materials 
or structures, have to compete within a vast morass 
when sought through search engines. 

Catalogues 

There is a vast amount of information in machine-
readable.form (and available on the Internet) which 
would formally have been available only in unique 
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records (such as card catalogues), but is now avail-
able to everyone, anywhere. From the researcher's 
standpoint the most important of these services 
provide access to the location (and full biblio-
graphical details) of books, journal titles and major 
manuscript collections, including those stored in the 
National Archive at Kew. At this point it must be 
stressed that although much is now traceable, much 
is not. Thus it is still far more difficult to trace 
information held in the form of patents, although 
some can be sought free-from-charge with persever-
ance. Most of the recent patent literature is capable 
of being sought via commercial services, although 
this is of negligible value to transport historians, as 
the market for such services is the lucrative pharma-
ceutical and similar industries where the profit motive 
reigns supreme. Most historical patents remain 
buried in printed catalogues. Even greater difficulties 
confront the searcher for information held within the 
proceedings of the great engineering institutions and 
in major periodical publications. Although as will 
be shown, the Newcomen Society has demonstrated 
how a paradigm service can be provided, fully worthy 
of a great society. 

Online public access catalogues (OPACs) 

Most public libraries provide access to their 
collections through online public access catalogues 
(OPACs) in place of the former card indexes. These 
are mainly intended as an adjunct to their counter 
services and to readers living in the area served by 
the library service, but most can be accessed by 
anyone, from anywhere. Thus the 'catalogue' which 
includes the excellent collection of books about 
railways maintained by Hampshire County Library 
at its Winchester Library can be inspected from 
anywhere at anytime. 

In Britain by far the most important of these OPACs 
is that maintained by the British Library (BLPC) at 
www.catalogue.bl.uk. This provides access to most, 
but not all, of the material maintained in the Library, 
and in some cases it may be possible for registered 
users to request photocopies of the material (notably 
from periodicals). There is often a delay before 
books are catalogued and for very recent material it 
may be more expedient to use either the catalogue 
associated with a public library or a website associ-
ated with the publisher or a specialist bookseller. 
Oakwood Press has recently improved its presence 
on the Internet at www.oakwoodpress.co.uk:  this 
gives excellent summaries of its output and good  

cover pictures, but navigation within the site remains 
primitive. 

The Hampshire catalogue www.libcat.hants.gov.uk  
is actually simpler to search (for material about 
railways) than that provided by the British Library. 
There is now absolutely no excuse for authors failing 
to prepare accurate citations to literature in books: 
statements like 'Nock wrote extensively about the 
Castle class' are completely unacceptable. Some-
times it may be useful to exploit 'local expertise'. 
Thus, when questing for information about Dundee 
locomotive builders it seemed sensible to search the 
OPAC for the library in Dundee and this recorded 
that the sought item was on the shelf in Broughty 
Ferry branch library. University library catalogues 
may also be inspected and several universities, 
notably Hull, Leicester and Brunel, maintain 
collections of considerable interest to transport 
historians. The University of York OPAC provides 
access to material in the library at the National 
Railway Museum (including via the NRM website). 

National Archive at Kew 

The records at the Public Record Office (National 
Archive) can now be searched online at 
www.nationalarchives.gov.uk  or www.pro.gov.uk, and 
in many cases it may be possible to request a copy of 
what has been sought. This can be useful in two 
ways: it is possible to do blind searches: 'Is there 
information in the archive on the North Walsham & 
Dilham Canal,' for instance? It is also possible check 
up documents to which reference has been made in 
published articles. Thus in the first part of an 
excellent history of Liverpool Central Station John 
Hughes' cited several sets of documents in the RAIL 
series. It was possible to verify that the documents 
cited were indeed about the development of the 
station. This check was possible without going to 
the trouble and expense of travelling to Kew. 
Although a great deal of assistance is provided for 
the novice searcher, it is not a particularly 'user-
friendly' system. It is helpful to be specific: 'Carlisle 
Citadel Station' rather than 'Carlisle Station', for 
instance. 

The National Archives of Scotland (www.nas. 
gov.uk) maintain a typical OPAC (it is known as such 
on the website) and this can be searched for 
documents cited (for example, 'BR/NBR/1 /384' 
cited by David Stirling' in the Journal was verified 
in this way), or by subject. A search for the Crinan 
Canal produced 221 records. 

279 

        
       

       
       
        

       
          
        

           
        

      
         

       
         

        
        

      
       

        
       

       
       

         
    

     
       

      
         

         
          

         
       
       
      

        
    

          
         

     
          
          

        
        
         

         
        

        
       

      
        

 

        
 

    
        

        
         

        
       

     
         
       

        
         

          
      

       
      

      
       

         
       

    
        

        
 

            
          
          

         
         

         
         

       
         

         
        

        
        

         
        

         
       

 
      
          

         
     

         
           

    



More general archive searches can be made via 
the A2A service, which is about to change its 
electronic address (but is easy to find via a search 
engine): this provides access to many smaller archive 
collections, such as those associated with counties 
and other local authorities. For example, the Norfolk 
County Archive is accessible in this way or via the 
County Library 'home page'. 

Transactions of the Newcomen Society 

The Newcomen Society is a major source of informa-
tion about engineering history: its Transactions began 
in 1920. Its records are now fully available via the 
Internet. An extra dimension has been added to the 
previous indexing services as it is possible to search 
for information through the entire series at a stroke, 
rather than index by index, although excellent 
cumulative indexes are available. Thus it is simple 
to find all papers written by an authority like Charles 
E Lee (assisted by a separate author index), or on a 
specific topic: 'Newburn' produced several papers 
when sought, each accompanied by a note recording 
the number of times in which 'Newburn' occurs 
therein. It is possible to download either the title 
page or the 'most typical page' (based upon a 
statistical matching of the words in the original query 
with those used in the text) in pdf format without 
cost, or the complete paper for £10. Pdf format 
enables the document to be inspected in a way which 
corresponds exactly with the original printed version 
using software known as Acrobat. This preserves 
the original type style, diagrams, tables and 
illustrations exactly, yet it is possible to search for 
individual words within the documents and perform 
all the operations on the document which computer 
users take for granted. 

Oxford Dictionary of National Biography 

The former Dictionary of National Biography has 
long been recognised as an excellent source for 
historical research, although there was general 
agreement that it used to fail to give sufficient 
coverage to industrialists, engineers and scientists. 
There is a new edition the Oxford DNB and this is 
vastly enhanced by an add-on Internet service which 
is available to registered public library users (such 
as those in Norfolk and Hampshire) either from their 
public library terminals, or from their homes. This 
has been tested from the writer's home. 

Firstly, the appearance of the information is at least  

as good in the Internet version as on the printed page. 
The portraits (some are in colour including that of 
Trevithick) are excellent. The specific search page 
is excellently and clearly arranged and one can search 
by name or key word. If a vague, but uncommon 
name, such as Cubitt is entered the user is given the 
options available: in this case there were seven 
Cubitts. The electronic version is routinely updated 
at regular intervals. 

Electronic versions of newspapers and 

journals 

Most of the major newspapers and many journals, 
especially those covering medicine, are available on 
the Internet. This may be limited to the current issue, 
or to parts of it, although an archive of back issues 
may also be available. In many cases such services 
are limited to subscribers, or payment may be 
demanded on a one-off basis. Some major journals 
(Nature and The Economist, for instance) offer a free 
service whereby recipients are routinely informed on 
a weekly basis of the contents in the current issue. 
This service is additional to the ready availability of 
the current issue, or parts of it, on the periodical's 
website. This generous service gives sufficient detail 
to assess whether it is worth consulting that issue: 
subscribers can access the full content online. 

Although the contents of Modern Railways are 
listed on the Internet insufficient information is 
provided to act in the same manner. As a non-
subscriber but fairly regular reader of Modern 
Railways the website merely informs the typical user 
what would be expected in such an issue. Railway 
Gazette appears to be beginning a service more akin 
to that provided by The Economist. Inspection of 
the September 2005 issue was possible: one news 
story told how Jakarta is modernising its urban 
railway network. Such services may be available 
more widely in future provided that the publishers 
can show that sales figures of the traditional 
publication are enhanced by such activity. 

Maps 

Whilst gently 'surfing' the Intemet to find the location 
of a grandson's school in Gorleston, as we were 
scheduled to retrieve the lad 'next week' chance led 
to a map of Gorleston station as it was in 1927, a 
map of railways in Lincolnshire as they were in 1960 
(which included the line from King's Lynn to 
Hunstanton) and Railway Clearing House maps of 
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Nottingham and Lincoln (neither of which were 
dated, although former was pre- and latter was post-
Grouping. The Gorleston chance find came off a 
website which appears to be extolling the delights of 
Berney Arms and its adjacent station: the latter is 
illustrated as it was in 1946. Further gentle surfing 
produced an Ordnance Survey one inch map of the 
Great Yarmouth area for 1912 (showing the Midland 
& Great Northern Railway line into Beach Station) 
and for 1871 when railway activity was limited to 
Vauxhall and Southtown stations. Further probing 
produced Railway Clearing House maps for 
Edinburgh, Granton, Haymarket & Leith for 1920 
and on the same website for Strabane in 1914. 

old-maps.co.uk  
The 'old-maps' service affords access to the first 
edition of the Ordnance Survey. Like many of the 
contemporary map services, such as Maporama, the 
service gives the ability to zoom in and out of the 
map being inspected (that is, it changes the scale), 
although it lacks the ability of Maporama to change 
the amount of information provided. Furthermore, 
the resolution is low presumably to protect sales of 
higher resolution outputs. The system was tested on 
the West Runton area in which the writer resides and 
the map (of 1888-90) shows it prior to the construc-
tion of the Midland & Great Northern Railway and 
the development which followed, in spite of the 
section from Holt to Cromer opening in 1887. In 
case the railway line had not been identified the map 
was shifted to the east and south of Cromer and the 
Great Eastern station (later High) was found in its 
original rural splendour. The same service provides 
links to a small-scale current Ordnance Survey map 
and to aerial photographs Recourse had to be made 
to both of the more modern media to confirm the 
presence of the North Walsham & Dilham Canal in 
the vicinity of Briggate: on the same 'sheet' the 
M&GNR appeared to be under construction. 

Anybody can 'own' a website 

At relatively low cost (from about £20 per annum, 
and some Internet service providers may even offer 
a 'free service' to subscribers) anyone can create a 
website with its own address ending in `.org' or 
`Info', etc. Even those who have never used a 
computer will have heard of `.com'. This is another 
great strength and an obvious potential weakness. 
Websites can be created to assist with selling a private  

dwelling or to trace members of a family. On the 
other hand private enthusiasm may lead to the 
creation of excellent websites, but the transient nature 
of these has to be emphasised, even where the 
presence of a corporate body is involved. 

Websites are an excellent means for gathering 
information. Thus the very existence of a site about 
something (provided that sufficient information is 
provided to attract searchers) is liable to attract 
further sources of information, especially if some 
form of feedback is built within the site. The options 
are many: the simplest is to request response in the 
form of e-mails, but this can be extended to incorpor-
ate a form to request information in a structured 
manner to display in a 'guest book'. 

At the time of writing, there is an excellent website 
(www.lnwrs.org.uk) serving the London & North 
Western Railway Society. The index page (that is, 
the page which comes up when the site is accessed) 
is a joy to behold and fully worthy of the railway to 
which it relates. An enquiry to the Society elicited 
the sad and grave response that its webmaster had 
recently died and that its members were pondering 
what to do. Over the years, similar corporate ventures 
in traditional publishing have collapsed because of 
the loss of one key person, but anything which has 
been published is 'saved'. One cannot consider a 
reference to www.lnwrs.org.uk  in the same way as 
one to M C Reed's premium history'. When this 
book becomes out-of-print copies will still be 
available in libraries and secondhand copies may be 
obtainable. As yet there is no similar safety-net for 
material in websites; this problem needs to be 
addressed at a national or international level, but 
taking care to ensure that what is deliberately 
ephemeral remains so. 

Variability in quality 

Nobody expects books to be produced to uniform 
standards, and similar factors are evident on websites. 
A search for canals in Scotland produced material 
of uneven quality. That relating to the Crinan Canal 
appeared to be useful from a variety of angles: how 
and when to navigate the canal (including an estimate 
of the time for passage) as well as a good historical 
summary. Similar searches for information on the 
Union and Forth & Clyde Canals appeared to be less 
successful in spite of the effort expended on restoring 
these waterways. Nevertheless one highly significant 
pdf file was traced, namely a paper by R A Paston 
entitled 'Regeneration of the Forth & Clyde and 
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Union Canals, Scotland', published in the Proceed-
ings of the Institution of Civil Engineers. This has 
all of the characteristics of the original printed 
document, and could be cited as such. 

A 'less official' site relating to the North Walsham 
and Dilham Canal (www.canals.btinternet.co.uk/ 
canals/northwalshamdilham.htm) is far more 
informative. In addition to giving a great deal of 
historical information about this relatively obscure 
navigation the site virtually informs the viewer when 
to don his or her Wellingtons and start digging out 
the weed. In this respect this site is akin to those 
relating to the preserved railways in being informa-
tive and in looking for assistance. Such practical 
responses may be highly inappropriate at the Scottish 
canals mentioned. 

The very best Internet sites offer something which 
is in many ways a considerable advance upon 
traditional publishing, as they are far more responsive 
and do not have to concern themselves about such 
problems as readership levels. The very best offer 
presentation which is at least on a par with traditional 
methods. Examples of such sites include those run 
by the LNWR Society and by the Industrial Railway 
Society. In both cases the full range of services is 
not available to non-members and this may ultimately 
stifle research as there is clearly a limit to the number 
of societies to which an individual can afford to 
belong. 

Multiplicity of functions 

A single website can provide a multiplicity of 
functions: it can act as a source of information without 
strings attached to draw searchers in; it can act as a 
spur for increasing membership, the sale of 
publications, the announcement of future activities, 

Notes and references 

I. 	David Joy, 'Book publication', RCHS Journal, July 
2005, 75-8 

2. John C Hughes, 'The Liverpool Central Railway, Part 
I', Backtrack, 2005, 19, 627 

3. David Stirling, 'A tale of ten tickets', RCHS Journal, 
2003, 34, 224-7 

4. M C Reed, The London & North Western Railway, 
1996 

as a replacement, or adjunct to newsletters and 
magazines and other minor publishing activity. It 
can also increase the degree of connectivity within 
an organisation by acting as a focus for specialist 
group activity. To an extent the increasing commer-
cial activity on the Internet may either be derided by 
those who knew a simpler and more responsive 
Internet, or may be exploited as part of the way in 
which the world has become. Just as we cannot 'un-
invent' the printing press, the Internet has become a 
central means of communication which cannot be 
ignored. 

A final health warning 

Bob Essery has received a very great deal of acclaim 
for his Midland Record and LMS Journal. 
Nevertheless, in an editorial in the latter (Number 
11) he could write: 'A few years ago my son-in-law 
Ben White, who lives in the USA, offered to set up a 
website for Midland Record. Being totally ignorant 
about these matters, I was delighted, and later he 
included LMS Journal on the same site. During the 
past three years his workload has increased.' He 
goes on to relate how two Societies are taking on 
this task: this may be equivalent to saying that he 
had dismissed the Wild Swan publishing organisation 
in favour of desk-top publishing. 

As one privileged to join the electronic revolution 
in the days of paper tape and acoustic couplers and 
do online searching from a so-called minicomputer 
which had to be booted up via sense switches, and 
has watched the power both of personal computing 
and online systems grow, the present writer is 
convinced by such wonderful exemplars as the 
Newcomen Society and Oxford DNB websites that 
the future can only be electronic. 

Editor's note: I can confirm how a personal website can 
enable contacts to be made which would otherwise be 
virtually impossible. For example, my own website has a 
`page' giving a brief biography of Sir William Cubitt (1785 
—1861). Three of his descendants (two of them living in 
Canada) have contacted me after discovering the page 
through a search engine; all three have given me informa-
tion I would almost certainly never have been able to find 
out for myself. 
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Sir John Kennaway and the 
Salisbury-Exeter Railway 

Gordon Biddle 

A feature of the 'railway mania' of the mid- I 840s 
was the 'gauge war' between advocates of Brunel's 
7ft broad gauge, mainly the Great Western Railway 
and its allies, and the Stephensons' narrower 4ft 81/2in, 
shortly to be adopted as the standard gauge in Britain 
and overseas. Landowners were quick to take advan-
tage, playing off one scheme against another, often 
with quite significant effects on the future railway 
map and local communities. Rivalry between broad 
and standard gauge interests was particularly intense 
in Dorset and east Devon. 

In 1845 the Great Western Railway was already 
running trains from Paddington to Exeter, using the 
Bristol & Exeter Railway west of Bristol, and was 
well on the way to reaching Plymouth over the South 
Devon Railway, opened throughout in 1849. The 
standard gauge London & South Western Railway 
(LSWR), too, had designs on Exeter as a means of 
reaching Devon and Cornwall, but was no nearer than 
Southampton. One route to Exeter could be by way 
of the Southampton & Dorchester Railway, author-
ised in that year, but it would be very circuitous. 
What the LSWR really wanted was a direct route 
from its main line at Basingstoke through Salisbury, 
much shorter than the Great Western's. 

In 1846 the LSWR gained authorisation for a line 
from Worting Junction, west of Basingstoke, to 
Salisbury, and was supporting other schemes onward 
to Exeter which the GWR was determined to block, 
one of which was the Exeter Yeovil & Dorchester 
Railway. Dorchester was to be on a branch. Then 
the national economy collapsed, ending the 'mania'. 
Work on the Salisbury line was severely curtailed, 
delaying completion until 1857, while construction 
on two lines authorised to continue it to Exeter did 
not even begin and the parliamentary powers lapsed. 
In 1851-3 groups in Salisbury and Exeter, impatient 
to unite their towns by rail and determined to make 
progress with or without LSWR support, promoted 
a Salisbury Yeovil & Exeter Railway via Honiton, 
the so-called central route. Another party, the 
Dorchester & Exeter Coast Railway, advocated a 
coastal route via Lyme Regis. The central line was 
supported by the South Western's engineer, Joseph  

Locke, and the coastal route by W S Moorsom, 
engineer of the Southampton & Dorchester. Both 
men were prominent LSWR shareholders. A 
majority on the South Western board favoured 
Locke's route, but the main body of shareholders was 
bitterly divided, leading to extraordinary scenes at 
shareholders' meetings. Meanwhile the Great 
Western's Wilts Somerset & Weymouth line was 
creeping from Chippenham towards Yeovil. As a 
counter-move several years earlier the GWR and the 
Bristol & Exeter had begun vigorously promoting 
the Devon & Dorset Railway, intended to run from 
the Weymouth line at Maiden Newton to Axminster, 
Honiton and Exeter. 

In part of the territory being fought over in these 
fierce cross-currents of railway politics lay the Escot 
estate of Sir John Kennaway, comprising land a few 
miles west of Honiton at Ottery St Mary, Taleford 
and Whimple, and occupying a key position through 
which all three lines would need to pass. Although 
Sir John was a member of the Exeter Yeovil & 
Dorchester's provisional committee, his allegiance 
was not so strong as to prevent him from bargaining 
one party's terms against another's. In a letter to the 
secretary G W Horn in 1846 he demanded two 
tunnels and a viaduct over the River Tale near his 
house, Escot Lodge, threatening to withdraw his 
support if agreement was not forthcoming. With 
some reluctance it was, on the strength of which he 
went on to secure a similar agreement from Brunel 
on behalf of the Devon & Dorset. 

When the schemes resurfaced in 1851-2 Locke 
had retired as engineer in favour of his partner J E 
Errington. As the new owner of the Honiton estate 
and MP for the town, Locke remained the leader of 
the LSWR's central route supporters on the board, 
but by a small margin a shareholders' ballot in 
October 1852 voted for the coastal route, against the 
board's advice. Apparently by this time Kennaway 
had left the central route's provisional committee, 
as next month Moorsom wrote to him asking him to 
rejoin it, perhaps in an attempt to bring the central 
and coastal schemes together at a point where literally 
they reached common ground: 
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You are aware that Mr Locke has shaken hands with 
me — will you now join Earl Morley on the 
committee. I am sure you cannot but feel that such 
perseverance deserves success and the effect of a cold 
blanket held over our efforts by leading country 
gentlemen is very deadening. 

Evidently Sir John was not the only landowner 
causing trouble when he demanded compliance with 
the earlier agreement. 

Meanwhile Brunel came knocking on the door 
again. Kennaway's solicitor warned him that Brunel 
was trying to 'whittle down' the original agreement, 
and should be resisted. He was. Sir John demanded 
the same previous terms that he had secured from 
the opposition, and Brunel had to acquiesce. His 
plan and the accompanying agreement show a viaduct 
250ft long and a cut-and-cover tunnel of almost half 
a mile passing beneath an avenue of trees. It was to 
be grassed over and planted. There seems little doubt 
that an embankment, a bridge over the river, and a 
cutting would have sufficed. An earlier plan also 
shows a station at the hamlet of Taleford which would 
have served the small town of Ottery St Mary just 
over a mile away. 

In the event neither scheme succeeded. It was left 
to the Salisbury & Yeovil to build the eastern part of 
the line, leased to the LSWR and opened on 1 June 
1860, while the LSWR itself built the remainder, 
opened on 19 July, fifteen years after the first 
proposal for a direct line to Exeter. In the event Sir 
John's viaduct and tunnel were avoided by taking a 
curvaceous route to the north of Escot. Ottery St 
Mary had to be content with a station three miles 
away at Feniton — later renamed Sidmouth Junction 
and now Feniton again — until 1874 when it got its 
own on the Sidmouth branch, which in turn was 
closed in 1967 when Ottery reverted to the same rail 
communication it had 107 years before. 

References 

Devon Record Office, Exeter, 96IM/54, B961M/M/21 & 
22. 
R A Williams, The London & South Western Railway, vol 
1, 1968 
J H Lucking, Railways of Dorset, 1968 

Promoting the Cheshire Midland Railway 

George Slater 

The following is reprinted from pages 441-4 of Chronicles of Life and Religion in 
Cheshire and Elsewhere by George Slater', published by Andrew Crombie in 1891. 

It gives an insight into the practical problems of railway promotion. 

In the year 1858 — which was some years before I 
retired from business — I became interested in the 
construction of a line of railway from Altrincham to 
Northwich, on the way to Chester. It fell to my lot to 
collect supporters, to make estimates of capital, 
traffic, and revenue, and to prepare prospectuses. I  

went over the proposed line from end to end and 
directed the survey. I attended meetings of our few 
friends once or twice weekly, in Knutsford and other 
towns, for more than a year, before we could see our 
way to success. 

We had succeeded in getting Sir Henry Mainwaring 
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to lend us his name as chairman, but he never attended 
these preliminary meetings, and, on one occasion, 
when in the midst of our difficulties, he wrote to us 
to the effect that he had decided (for private reasons 
which he gave us), that he would have no more to do 
with the 'Cheshire Midland Railway'. We were 
struggling for life at the time, and Sir Henry's letter 
seemed like the fatal blow. After a long and careful 
consideration, we decided to let no living man know 
of our predicament, and we sent a deputation to Sir 
Henry, entreating him to allow us the use of his name, 
and pledging ourselves that he should be protected 
against all personal responsibility. Sir Henry assented 
to this, and we then breathed more freely, and yet we 
felt that our position was critical. 

We called a public meeting, at the Crown Inn, in 
Northwich, in the hope that we might get a little 
pecuniary support, but we soon found that the shop-
keepers of the town had persuaded themselves, and 
had persuaded one another, that the projected railway 
would be most disastrous, and would ruin the trade 
of the town, as everybody would most certainly do 
their shopping in Manchester. There was a 'bus twice 
a day to Altrincham, which was quite sufficient. I 
was certainly annoyed by these blind arguments. Our 
meeting was opposed. We were mocked and taunted 
as being a lot of children that wanted a plaything, 
and that we should soon be very tired of our toy and 
should toss it away, and want something else to play 
with. The result was that not a single shilling was 
subscribed to help us. Since then, our dire opponents, 
and those who acted with them, have been amusing 
themselves with the very plaything which they had 
so savagely condemned. 

Patience, in these days, was a very necessary 
commodity, and I needed all that I had. My truest 
friend in adversity was Mr Henry Long, of the 
Woodlands, near Knutsford. He was a man of 
excellent spirit. We had a Provisional Board of 
Directors, but it sometimes happened that we two 
alone constituted the directors' meeting. The time 

Notes and references 
With thanks to Pat McCarthy for noting this book in the 
Cheshire County Record Office and bringing this extract 
to the Editor's attention, and to Terry Kavanagh for 
additional research. 
I. George Slater was a miller and corn dealer. At this 

time his business address was Hulme Mills, Allostock,  

eventually came when we must pay down eight 
thousand pounds as the Parliamentary deposit, and a 
special meeting of all the directors was summonsed 
to make provision for the payment; when, to our 
dismay, all the nominal directors were conspicuous 
by their absence, except myself and my faithful 
friend. The deposit must be lodged the next day. 
The bank would find the money on proper guarantee. 
We remained in anxious consultation for hours, at 
the George Hotel, Knutsford, when Mr Long said, 
that he would leave the decision to me. I decided in 
favour of the risk; and on that night we took the leap, 
and made ourselves personally liable for eight 
thousand pounds; and this took place when we were 
confronted by our enemies, and forsaken by our 
friends. 

We had now complied with standing orders, and 
in the process of time we obtained our Act to build 
the 'Cheshire Midland Railway', and this was the 
first Act of Parliament which laid the foundation, 
and which was the very first step taken in construction 
of that great system of railways now so well known 
as the 'Cheshire Lines'. I was practically the first 
shareholder and the first director, and my name 
appears in the Act of Parliament (amongst others) as 
Promoter of the 'Cheshire Midland Railway', and 
when this was accomplished I became railway 
auditor. In all these things I proved the truth of the 
saying, 'Blessed are they that expect nothing for they 
shall not be disappointed.' 

I now have a letter from the late Lord De Tabley, 
whose estate was intersected by the railway. He 
writes, 'I know that you were an original director of 
the Cheshire Midland Railway, which I know was 
carried out from beginning to end in a highly 
creditable and honourable manner.' 

The line was opened from Altrincham to Knuts-
ford, on May 12th, 1862. The remaining length, from 
Knutsford to Northwich, was opened on January I st, 
1863. I was the first passenger from Plumbley2, and 
I took the first ticket first-class. 

Knutsford, and he was attending the corn markets of 
Liverpool, Northwich, Middlewich and Knutsford 
almost every week. He retired about 1865. 

2. 	The name of the station was changed to Plumley in 
1944. 
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The Boat Lifts of the Grand Western Canal 

Denis Dodd 

The first successful mechanical devices capable of 
raising boats vertically from one level to another 
using a power source other than the physical efforts 
of man or beast were James Green's boat lifts on the 
Grand Western Canal. They were first in the sense 
that they were commissioned as part of a commercial 
venture and operated successfully for the thirty-year 
lifespan of the tub boat canal. Earlier experimental 
lifts had never been fully incorporated into the day-
to-day running of their host waterways for more than 
a few years. 

This paper sets out to review the pedigree of his 
lifts, introduce some recent research, both historical 
and archaeological, and briefly discuss the problems 
associated with their commissioning. 

Early canal lifts 

Historically, purpose-built canals arrived late in the 
British Isles and that, combined with an era of 
inspired philosophical thought, social change and 
economic and political discussion often referred to 
as the Age of Enlightenment, provided a fertile 
environment for publication of innovative and 
progressive ideas. One such contributor was Erasmus 
Darwin, physician and philosopher, a founder 
member of the Lunar Society, close friend and 
admirer of James Brindley and a promoter of canals. 
Thought was obviously being given to the problems 
of level change as in 1777 the first application of 
scientific principle to the problem appears in Erasmus 
Darwin's Commonplace Book where he eloquently  

and simply described the basic requirements of a 
device including balanced water filled caissons that 
could be used to raise boats from one level to 
another.' 

Between 1794 and 1816 a series of experimental 
lifts were built to various designs using some form 
of displacement arrangement to reduce the power 
required to operate the machinery.' One of these 
experiments was that of James Fussell, iron master 
and edge-tool maker of Mells in Somerset. His patent 
of January 17983  describes a mechanism in many 
ways similar to that described by Dr James Anderson 
in his Agricultural Survey of Aberdeenshire of 1794: 
Anderson's proposal included counter balanced 
caissons and was a serious attempt at engineering 
Darwin's ideas. Fussell built an experimental lift at 
Barrow Hill along a branch of the ill-fated Dorset & 
Somerset Canal and a newspaper report of 13 
October 1800 reported its successful operation.5  
Unfortunately, as the canal was never completed the 
lift never had a chance to prove itself. 

The author has not researched links between 
Darwin, Anderson and Fussell, but it seems likely 
that the ideas formulated were disseminated and 
James Green later referred to Anderson in his paper 
of 1838.6  

James Green 

It was during those 'heady' days of innovation and 
experimentation in canal engineering that James 
Green was finding his feet as an assistant engineer 

The Grand Western Canal 
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to John Rennie. Green worked for Rennie from 1802 
to 1807 when he moved to Devon where he became 
County Bridge Surveyor in 1808.7  He built up a fine 
reputation as a civil engineer and became involved 
with the Devon and Cornwall canal projects which 
the Earls Stanhope, third and fourth, were promoting. 
Presumably it was during this period in the early 
1800s that he assimilated the Third Lord Stanhope's 
ideas for tub boat canals which were formalised by 
Robert Fulton in his Treatise on the Improvement of 
Canal Navigations of 1796! Another possible link 
occurs between the Third Earl Stanhope and Erasmus 
Darwin, as both were Fellows of the Royal Society 
during the latter half of the 18th century. Tub boat 
canals proved to be an ideal solution to the difficult 
terrain and water supply problems experienced by 
canal builders in the south west peninsular and James 
Green successfully used the concept for the Bude 
Canal, installing water powered inclined planes to 
change level. 

The Grand Western Canal 

Rennie's short summit level section and branch to 
Tiverton of the never to be completed Grand Western 
Canal was in use by the summer of 1814. It proved 
not to be as lucrative as hoped and plans for 
extensions to Topsham and Taunton had to be 
shelved. However, in 1815 the company employed 
a retired naval officer by the name of John Twisden 
as clerk. Twisden had spent about six months with 
the Grand Union Canal Company 'learning the ropes' 
before moving to the Grand Western. He was also 
awarded a contract to maintain the canal and quickly 
gained a reputation for employing the worst and 
roughest characters in the district.9  His involvement 
in the building of the tub boat section was to be 
significant. 

In 1827 the Bridgwater & Taunton Canal was 
opened and Green, who was aware of an interest in 
extending the Grand Western, persuaded a number 
of the canal's subscribers in Exeter where he was by 
then well known to call a meeting.1° On 1 May 1829 
he submitted his proposals for a 13-mile tub boat 
canal including two, or at the most three inclined 
planes to raise level 262 feet between Taunton and 
the Devon border. He also explained that that he 
could avoid the `Nynehead' and other properties 
where (landowner) difficulties might be experi-
enced." Eleven months later a further report appear-
ed dated 2 March 1830 proposing a canal with seven 
lifts and one inclined plane. Why the proposals  

changed is not known but the following month it 
was resolved to proceed with the lift option.'2  

The line was divided into eight lots and 'Contracts 
for the Execution of Works'13  produced. The remain-
ing documents include detailed written instructions 
for Lots 1, 2 and 3, 4 and 5 and refer to lift and other 
drawings included with Lot 8. Unfortunately Lots 
6,7 and 8 are missing. Disputes were to be settled 
by the principal engineer, James Green. There is no 
mention of an assistant engineer, but it is likely that 
Twisden was involved in the construction of the 
canal. Work commenced in 1830 and apparently 
proceeded well apart from delays at Nynehead where 
line changes to hide the canal were negotiated with 
the landowner, William Sanford, of Nynehead Court. 
The changes resulted in an unnecessary cutting and 
embankment and the fine ornamental canal structures 
close to the Nynehead Lift:4  

The Annual Report of 1832 indicated full confi-
dence in the venture but that of 26 June 1833 hints at 
the first signs of trouble when mention of unspecified 
minor inconveniences is made. However, at this stage 
no blame was attached to the engineer or contractors 
and work on the first three lifts at Taunton, Norton 
and Allerford was well underway, the machinery 
being ready and the masonry nearly complete. Work 
was also advanced at the Trefusis, Nynehead, Wins-
beer and Greenham sites. The next report of 30 June 
1834 tells a different story, blaming the 'supineness 
and want of activity and foresight on the part of the 
contractors' for delays but attaches no blame to the 
engineer. It also explains that the Company had run 
out of funds and owed money to the contractors. 

Trouble with the lifts 

The first formal indication of trouble with the lifts 
appears in the annual report of I July 1835 although 
by then the first five lifts were working and the canal 
open as far as Wellington. The Taunton lift was 
apparently working satisfactorily by January 1834, 
but Green was blamed for the delays incurred during 
commissioning because his design had not been 
tested and various modifications were tried before a 
satisfactory solution was found.'5  

Other sources provide a fascinating insight into 
the trials and tribulations of the company from 1833 
onwards. On 17 September 1834 Captain Twisden 
registered a patent for 'An Improved Canal Lock' .16  
The accompanying drawing shows a perpendicular 
lift similar to Dr Anderson's, whom Twisden 
acknowledges, but with the addition of lock chambers 
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Conjectural view of 
the Nynehead Lift site 

in the late 1840s 

(Michael Blackmore) 

at the top and bottom and a pair of cross-over pipes 
to transfer water from the top to the bottom chambers. 
The instructions for operating the system are 
complicated and include a description of staff ringing 
bells to control the operation of valves. The 
arrangement is extremely over-engineered but a 
simplified version of this scheme, adding locks at 
the bottom only and paid for by Green was used to 
solve the problem. Twisden was obviously much 
aggrieved by this development because a document 
exists itemising the components of a debt to Partridge 
and Brien, solicitors of Tiverton, for defending the 
patent against James Green.17  The proceedings 
rumbled on for two years between February 1835 
and February 1837, the dispute never reaching the 
courts, and ending with Twisden paying Green's  

expenses of 145.5s.9d. A number of affidavits were 
obtained including scientific ones from James 
Walker, William Cubitt and John Thomas (all 
members of the Institution of Civil Engineers as was 
Green) and others from Isaac Whitewood, an 
experienced canal engineer, and two local men, John 
Burridge the Elder and his son John Burridge the 
Younger. Unfortunately the contents of the affidavits 
are not known. 

By the end of 1835 a satisfactory lift design was in 
place but there were other major problems. On 3 
February 1836 the local press reported that 'Mr 
James Green has ceased to be Engineer to this Com-
pany'18  and there is rough entry in a small accounts 
notebook recording that he was dismissed on 27 
January,19  probably because of the continuing 
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Guillotine gates, 
caisson 8 lock 

C.I. pipes for water 
supply to locks 

Hatch indicates outline of masonry 
showing arches and passages 

Outline of remaining equalising 
channels thought to have connected 
caisson chambers to the lower pond. 

Lower 
pond 

problems with the inclined plane at Wellisford. 

The company was in serious trouble. It appointed 
Twisden as superintendent and the engineer W A 
Provis was called in to report on the state of the 
works. His report, dated 28 June 1836,20  provides 
much information about the construction of the canal 
and the lifts which is also prdcised in Helen Harris's 
book.21  Provis was informed that the original design, 
which included flooded caisson chambers without 
gates to isolate them from the canal, intended to use 
machinery of sufficient power to force the descending 
caisson to its proper position in lieu of Dr Anderson's 
drained chambers. The elevation of the Taunton Lift 
was not much above the level of the flood prone River 
Tone, the only convenient place to drain the caisson 
chambers to, and Green was surely aware of that. 
Whether the system was abandoned or just not tried 
is not known, but the report goes on to say that gates 
were then fitted and pipes laid to drain the water 
away. That solution also failed to work. The shallow 
locks of 3 feet rise eventually used were probably 
the best solution at the Taunton site. An engine driven 
pump would have served but to keep a steam plant 
on stand-by ready for occasional use would have been 
an uneconomical option, as coal would have had to 
be imported. The first three lifts were of the same 
pattern and, according to Provis, the locks were added 
to the almost complete structures after the problems 
had become apparent. The caisson gates, which were 
hinged along the bottom rail, dropped down onto  

the caisson floor and both lock gates moved horizon-
tally on pivots. Green designed the canal for tub 
boats 26ft 6in long, 6ft 6in wide, 2ft 3M draft and 8-
ton capacity. Archaeological excavations at Nyne-
head confirm its caisson chambers to be 3Oft long, 
which is long enough to accommodate a 26ft 6in boat 
in a caisson fitted with guillotine gates but not in one 
with drop down gates. However, byelaws authorised 
in 1838 specify a maximum boat length of 25ft and 
width 6ft 3in.22  Boats this size would have fitted in 
a 'drop down' gate caisson. Nynehead belongs to 
the second group of three lifts, supposedly built with 
the locks, but that will be discussed later. 

The land rises gently from Taunton westwards 
towards Bradford-on-Tone and none of the first three 
lifts at Taunton, Norton and Allerford are much above 
the present river level, but the river was probably 
lower when the canal was built. A question arises as 
to how much thought Green had given to dispensing 
with Dr Anderson's caisson chamber drains when 
the final levels for cutting the canal were determined. 
The next three lifts included locks but they probably 
would have worked with caisson chamber drains as 
the ground was rising at a greater rate giving more 
scope for dispersal of the unwanted water. Provis 
states that the last lift at Greenham included chamber 
drains and worked without locks so somewhere, 
under the tons of rubble tipped onto it in 1973,23  is 
the adit that drained the water away. 

A schematic view of the lift and lock chambers at Nynehead 
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Water supply 
to lock 

Water level in 
caisson chamber 

Equalising 
channel 

Discharge to lock 
from upper level 

Lower pond 
water level 

Conjectural view of lift and lock modifications (Denis Dodd) 

resulted in the formation of a country committee and 
great improvements in the running of the canal. 'Bad 
eggs' were sacked, lift keepers sent on training 
courses at the White Ball Inn (three miles west of 
Wellington), and an incentive provided of one extra 
weeks pay (about 13 shillings) for those who operated 
their lifts for 12 months without mishap. Measures 
were taken to improve the control of maintenance 
teams and to stop pilfering, particularly of scrap iron 
from broken lift parts, and the control of receipts 
and payments were tightened.26  

Eventually, by the early 1840s, with the problems 
of the incline solved and the Greenham lift masonry 
stabilised, the machinery was functioning reasonably 
well and the canal bringing in tolls, although not 
enough to pay dividends because of its debts. The 
Annual Report of 184627  praised the skills of Henry 
Smith, newly appointed manager, for increasing trade 
and reducing maintenance costs on the lifts which 
were by then working well. 
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Revival 

Although the company was trading to Wellington by 
at the latest June 1835 there were still serious 
management and operational problems. There were 
a number of accidents and breakages at the lifts 
mostly caused by unreliable staff operating the 
machinery incorrectly.24  The company had run out 
of money, the request for a loan from the Exchequer 
Loan Commissioners had been turned down and 
construction at the western end had ceased. 

Eventually, on 1 February 1838, twelve propri-
etors, disgusted by the lack of progress, called a 
Special Assembly of Proprietors at Sweet's Hotel in 
Taunton to set about completing the venture, and 
Isaac Cooke, one of the twelve, obtained a private 
loan of £20,200, from an unnamed benefactor to 
complete the works. The loan was subject to certain 
conditions including completion in twelve months 
and a restructure of the management set up.25  This 

   
  

 
 

   
   

  
  

         

 
        

         
      

         
       

       
          

       
       

      
         

        
        

         
        

         
      

         

 

         
         
        

          
        

         
        
        
         

         
    

        
        

      
         

         
         

       
        

     



The end 
Growing competition from the railway finally 
brought about the demise of the canal and on 14 July 
1864 'An Act for the Sale to the Bristol & Exeter 
Railway Company of the Undertaking of the 
Company of Proprietors of the Grand Western Canal, 
and for the Abandonment of a Portion of the Canal: 
and for other purposes' was passed.'s By 1867 the 
Taunton to Lowdwells section was closed, the land 
sold, arrangements made to maintain road crossings, 
the machinery removed and much of the masonry 
either sold or robbed.29  

So ended a remarkable phase in Britain's canal age. 
Green's lifts were designed, built, successfully used 
for thirty years and then dismantled nearly ten years 
before the construction of the Anderton lift. There 
had been major advances in technology since the 
commissioning of the first lift on the Grand Western 
Canal and Anderton was able to benefit from them. 

Archaeological evidence 
Recent limited archaeological excavation" at Nyne-
head has confirmed some of the details shown on 
James Green's drawings of a 46-foot lift associated 
with his paper read to the Institution of Civil Engi-
neers in March 1838. These drawings incorporate 
all the basic requirements of a tried and tested 
structure without the locks. Caisson chamber drains 
are not shown but are mentioned in the accompanying 
paper. The dimensions of the identifiable features 
exposed compare well with the side elevation and 
plan. 

The excavations included three trial holes and a 
clean up of the surface of the central wall from which 
the upper courses had been removed. The first hole 
was dug at the back of the South Caisson chamber 
exposing a very well constructed brick invert and 
sockets for the timber baulks used to support the 
descended caisson. There is a lower one in a position 
that relates to Green's drawing and there is one higher 
up at design water level suggesting that it was added 

Nynelzead Lift, May 2005 (Peter Brown) 
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later to support the caisson after the addition of the 
locks. The second was a small exploratory hole over 
the caisson / lock gate junction. A short length of 
vertical timber recessed into a groove and the wood 
cill were exposed. A third hole was dug at a mid-
way point in the lock chamber exposing cast iron 
pipes used to admit water from the upper pond into 
the lock. The clean-up of the central wall exposed 
channels thought to have linked the caisson chambers 
to the lower pond downstream of the lock. Destruc-
tion is such that it is impossible to trace the complete 
course of the channels but a link would have been 
necessary for the system to work. The author's 
opinion is that the construction of the lift at Nynehead 
was well underway by the time the decision to add 
the locks was made and that the lift was not built 
with the locks as Provis suggested. The lock 
chambers include recesses at the downstream end 
sized for twin mitre gates and grooves at the upstream 
end to accommodate the linked guillotine gates 
described in Provis's report. The workmanship in 
the lift is excellent whereas that of the locks is poor 
and they have rather rough finished concrete bottoms. 
Excavations have ceased for the time being and the 
site kept flooded for preservation purposes. A report 
is being prepared that will be deposited in the 
Somerset Records Office when complete. Plans are 
in hand to protect the structure from further attack  

by vandals, vegetation and the elements. The north 
chambers remain untouched having been left intact 
for a future excavation. 

The building of the tub boat section and its lifts is 
well documented and most comes from primary 
sources. It remains a mystery why Green, an engineer 
with a proven track record in the design of level 
changing mechanisms for canals, seemingly brought 
upon himself the problems associated with the 
commissioning of the lifts. Whether he realised the 
degree of force required to sink the caisson into the 
flooded chamber is not known, but perhaps his 
greatest failing was not to have conducted 
experiments before committing himself to a design 
in spite of the cost restraints and the company's desire 
to complete quickly. There can be no doubt that 
Green and Twisden were at loggerheads because of 
the patent and there is a suggestion that Twisden did 
not want Green as engineer anyway.;' That Twisden 
was out of his depth as an engineer is illustrated by 
the content of his patent and also later by his 
proposals for replacing the troubled incline at 
Wellisford.32  In those days the engineer took the fmal 
responsibility for the success or failure of a project 
but it is interesting to contemplate what might have 
been achieved if there had been a better management 
structure and a good working relationship between 
Green and Twisden. 

Bottom of south 
caisson showing 

invert, lower 
timber baulk 
sockets for 

supporting the 
caisson, and 

sawn off baulk 
(centre left) 

probably added 
to work in 

conjunction with 
the lock. One of 

the caisson 
stabilising rack 
support sockets 

can be seen 
upper left. 

(Denis Dodd) 
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Navigation on the River Teme 
Pat Jones 

Little has been written concerning navigation on the 
river Teme, a tributary of the Severn, into which it 
falls a small distance below Worcester. Its only 
mention in the Victoria County History of 
Worcestershire is in volume 2 on page 251: 

On 9 March 1635-6, Mr Secretary Windebank 
acquainted his Majesty sitting in Council, that William 
Sandys, of Fladbury ... intends to make passable a 
good part of the river Teme lying towards Ludlow.... 
Commissions were issued to persons of quality to deal 
with claims for compensation, and it was ordered that 
the project should be given every assistance.' 

According to Edward Paget-Tomlinson: 

... William Sandys ... never did anything, although 
boats used the river in its unimproved state, serving 
mills and forges. During the 19th century the river 
from its junction with the Severn near Worcester up 
to Powick Bridge was used by coal boats.' 

There is evidence that suggests improvement works 
may have been merely delayed by the outbreak of 
the Civil War; certainly some navigation improve-
ments do appear to have been undertaken on the river. 
The first edition (1 inch) OS map shows widely 
separated former mill sites with leats and tailraces 
that appear to be very much longer than would be 
necessary for milling. At both Broadwas, which is 
I I miles from the Severn, and Barrett's Mill, which 
is 40 miles from the Severn, their combined length  

is about 220 yards. Clearly, a significant sum of 
money was invested in their construction. It seems 
possible that these channels may have been cut in 
response to the difficulties craft were experiencing 
when using the weir flood gates as flash locks. A 
relatively narrow channel some 220 yards long would 
have significantly reduced the gradient and velocity 
of a 'flash'. At Bringewood, which is 511/2  miles 
from the Severn, a riverside feature on the I887 OS 
6 inch map of Shropshire is described as an 'Old 
Canal'. 

Paget-Tomlinson's mention of boats on the river 
Teme 'serving mills and forges' was seemingly 
derived from a passage on page 114 of R C Gaut's 
History of Worcestershire Agriculture and Rural 
Evolution (Worcester 1939) which was based on an 
advertisement that appeared in the Worcester Journal 
on 18 January 1749/50: 

Boats plied the Teme, but they most likely served the 
mills and iron forges along certain stretches and did 
not usually operate over more than short distances. 
In 1750 a flat-bottomed boat capable of carrying about 
10 tons, complete with mast, oars, and all usual 
cordage, all in good repair, was advertised for sale at 
Stanford by Edmund Bury, miller. 

The first sentence is clearly no more than specula-
tion, however. Assuming that Stanford's miller had 

The islands at Broadwas are 
at the site of a mill that 

according to the manor rolls 
was there in c1700, but had 

gone by 1840. They are 
similar to those at Barrett's 

Mill. At Broadwas the 
original river channel was to 
the west of the islands, which 
are now reattached to the east 
bank and wooded. The reason 
for the gap between the islands 

is unclear; perhaps it 
originally contained a timber 
structure that had decayed, 

possibly the mill itself and/or a 
fish ladder and fish trap? 

(An extract from the 1st edition 
1 inch OS Map enlarged x 2) 

294 

     
  

        
          
        

       
        

       
        

         
          

         
         

        

    
        

         
         
         

        

       
         

      
          

         
        

          
        

         
         

 

         
        

         
       

          
        

       
          

          
          

  

       
       

          
      

        
       

    
          

         
        

         
         

          
     

        
       

     
       

     
       

     
      

    
     

      
      

     
      

    
    
    

      
     

     
       



previously used the boat to further his business 
interests, much may be inferred regarding trade and 
the navigability of the river, by reference to a list of 
sites (see Appendix 1) and their distance by water 
from each other and the river Severn in statute miles, 
as shown on the first edition I inch OS map. 

Assuming that in favourable (that is, moderately 
high-flow) conditions the level of the river Severn 
below Diglis before its improvement in the mid 19th 
century was in the order of 33 feet above OD, then 
the average fall of the river below Stanford is about 
4 feet 6 inches per mile. The average fall of the 
river from Ludford to Stanford is about 5 feet per 
mile. Stanford is situated midway between Ludford 
and the Severn; there were seven mill weirs from the 
Severn to below Stanford Weir, and five more to 
Ludford, each of which would have raised the river's 
normal level by about five feet and contain a gated 
opening that could be used to release flood water, or 
as a flash-lock. 

The separation of the weirs is such that the river 
would not have been continuously navigable at all 
times of the year; like many other minor rivers (and 
the upper reaches of the river Severn) it could only 
have been used by load carrying craft in favourable 
conditions. There is no reason to suppose that 
Edmund Bury's boat was confined to the relatively 
deep water above Stanford weir; the communities 
immediately upstream and downstream of Stanford 
had their own mills, and would have had no need of 
additional supplies of corn or flour. It seems 
reasonable to assume therefore, that Edmund Bury's 
boat carried his (and possibly his neighbour's) 
surplus produce farther away, probably down to 
Worcester and possibly up to Ludford (for Ludlow), 
when river conditions were favourable. No doubt 
there were other boats, and that other heavy items 
were also sent by water. It is said that the bells of 
Shelsley Church were sent by river to Worcester for 
recasting,' and a boat collecting paving stones for 
use in Worcester is reported to have capsized in 
1752.4  Where the stone came from, and where the 
accident happened was not stated, but it is known 
that an outcrop of sandstone suitable for paving 
occurs near the river at Ashford. 

In conditions favourable for navigation, boatmen 
would have to persuade each miller to draw all the 
paddles etc in his floodgate cum flash-lock, although 
when flooding was anticipated some of the paddles 
would have already been drawn. Edmund Bury's 
boat was equipped with oars with which steerage way 
would have been maintained, and a swift passage  

downstream could have been accomplished. The 
return passage upstream would have been a much 
slower and laborious business, hauled with a rope 
from the head of the mast by men scrambling along 
the riverbank. Operation of the boat would not have 
been viable unless return loads were readily available 

most probably of coal, which was held in stock 
downstream at Worcester, and was also available 
upstream. Boats on the Leominster Canal later 
carried coal from Malbrook Wharf — within a mile 
of the river at Eastham Bridge — until the canal's 
closure in 1859. It is likely that any commercial 
navigation on the river between Ludford and Eastham 
Bridge had ceased by 1794, when the Canal reached 
Tenbury and Woofferton, its nearest point to Ludlow, 
after crossing the river on Gosford Aqueduct. (The 
Leominster Canal's Act contained no requirement 
for the aqueduct to cross the river at a height that 
would permit navigation on the river beneath it.) 

Ludlow and Bringewood 

An undated painting by David Bates (1840-1921) 
entitled The Forge Mill, River Tame (Worcester City 
Museum), showing what appears to be a flash-lock 
at the end of a weir with an open boat laden with 
sacks downstream, implies that the carriage of goods 
in small open boats on the region's minor rivers 
continued into the railway era. 

It has been suggested that there was navigation 
between Ludlow and Bringewood (where a 
regionally-important iron forge was operational 
between the late 17th and early 19th centuries), and 
where what was described on the 1887 OS map as 
an 'Old Canal' leads from a sluice below the lowest 
of two weirs to a basin beside the `Tinmill'. The 
raw materials used by forges were charcoal and pig 
iron, and they were usually situated where timber 
was available for conversion into charcoal, and 
flowing water provided both power and — hopefully 
— transport. Pig iron, possibly from Andrew Yarran-
ton's furnaces on the southern flank of Titterstone 
Clee, is said to have come up from Ludlow on the 
river. However, none of the published accounts 
describing Bringewood Forge or the Tinmill (6 miles 
above Ludlow) mention the carriage of their raw 
materials or produce by river. It seems unlikely that 
the river Teme was navigable upstream as far as 
Ludlow; R C Gaut's History of Worcestershire Agri-
culture mentions on page 246 a letter to a Worcester 
newspaper in 1836 (no exact date given) suggesting 
that the Teme could be made navigable to Ludlow 
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because of its steep banks, which implies there was 
no through navigation. 

The writer has seen copies of three pictures show-
ing boats under sail on the river above Ludlow Castle, 
and although two of them evidently contain some 
`artistic licence', it seems reasonable to suppose that 
boats were to be seen on that reach of the river. There 
is nothing to indicate whether they were engaged in 
trade or being sailed for pleasure. It is known that 
there was pleasure boating elsewhere on the river in 
the 19th century; the first edition OS I inch map 
shows boathouses at Eastham and Rochford, and the 
1887 OS 6 inch map also shows a boathouse below 
Ashford Bridge. 

Powick 

Powick Weir, built in 1474,s  was the lowest on the 
river; water power had been used nearby for iron 
working since the 16th century, and in 1771 the forge 
was described as having 'three fineries and a slitting 
mill, with a corn mill and a dressing mill, storehouses 
for coal and charcoal, a manager's house and lesser 
tenements for the workers'. It continued operating 
into the early years of the 19th century, and it is 
known that coal and pig iron were brought there by 
barge; a woman who died about 1914 is reported as 
saying she could remember when donkeys hauled 
coal barges up to Powick Mills.' According to T S 
Willan, in River Navigation in England (pages 97-
8), 'In 1758 it was said that two kinds of vessels 
were used on the Severn, "the lesser kind are called 
barges and frigates, being from 40 to 60 feet in length, 
have a single mast, square sail, and carry from 20 to 
40 tons ..."' A 40ft barge would have a beam of 
about 11 ft, and draw about 2ft bins when laden with 
20 tons. It seems likely that these are the craft that 
traded on the Lower Teme to Powick Mills. 

An indictment of the Parish of Powick in 1800 
concerning the repair of the bridge, refers to 'a certain 
navigable river commonly called the river of Team'.' 
The reach of the river referred to was between the 
weir and the bridge, confirming that the river was 
navigable up to — and by implication beyond — the 
weir. The towing path to Powick Mills from the 
Severn was on the north bank of the Teme, and an 
1828 Indenture listed the right to use it as one of the 
mills' assets' The failure of the Indenture to mention 
a right to use the river itself supports Douglas 
Caffyn's conclusion that in England 'prior to 1830 
there was a generally accepted public right of 
navigation on all rivers that were physically  

navigable' .9  During a court case in 1875 concerning 
fishing rights, evidence was given that a Mr Lane 
had brought barges up to the bridge to land coal by 
permission of a previous tenant. But John Stalworth 
(a coal merchant aged 51) said that he and his father 
(also a coal merchant) used to trade regularly from 
the Severn to the Powick Bridge, and farmers used 
to send from there, and they were never interrupted 
by any one. They got barges up the river by tow line 
with men. The tow line was somewhat interrupted 
by trees. This was in 1850 or 1851.10  

Floodgates in the mill weirs at Powick, Bransford, 
and Knightwick survived into the 20th century, but 
it is not known when they were last used as flash-
locks. It seems probable that it was no later than the 
middle years of the 19th century, when the bed of 
the Severn below Diglis was lowered so that the river 
could be used by larger craft—craft that would have 
been too large for the Teme. At the same time 
railways were being built that provided an alternative 
means of transport, with which it would be difficult 
for small craft to compete. 

In 1890 Worcester Corporation obtained an Act 
of Parliament by which it was authorised to generate 
and supply electricity." A hydroelectric power 
station at Diglis weir was proposed, but the Severn 
Commissioners objected, and so the decision was 
taken to build it at Powick Mills on the river Teme. 
In 1893 Worcester Corporation purchased Powick 
mills, and entered into an agreement with the Brush 
Electrical Engineering Company to supply combined 
steam and/or water driven generating plant, which 
began to supply power in November 1894. The 
station had a total output of 330 kW, and delivered 
both direct current (DC) and two-phase alternating 
current (AC) at 2,200 volts and 50 cycles per second. 
There were three steam engines capable of 
developing 286 bhp, and four open-flume slow speed 
vertical shaft turbines, one of which developed 120 
bhp at 67 rpm. The turbines were geared to a 
horizontal shaft, and rope belts were employed to 
drive a 70kW DC generator and the AC alternators 
either from that shaft, or from the steam engines, or 
from both. In practice the turbines proved to be very 
inefficient; they had been designed to work on a water 
head of 10 feet, but due to the build up of backwater 

caused by lack of depth in the river downstream 
— the head was considerably reduced when all four 
turbines were operating. The Corporation's 
ownership of the site was subject to the lease of part 
of it to a clay mill, and when its two millwheels were 
in operation the head was further reduced. In addition 
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450 
„ 

Teen House 

... 	....... 

. .......................................... 	„ 

Powick Bridge: Reduced to 1:4,167 from part of sheet 33-11, 1:2,500 OS Wores, 2nd edition, 1904 

there were heavy mechanical losses, so that the 
maximum output that could be obtained was 140 kW. 
It had been the intention to dredge the channel below 
the power station to increase the head to 13 feet, but 
this had not been done by 1912.12  

The delivery of coal to the station by the craft then 
available proved to be difficult. Steam power was 
normally only used during the evening heavy load 
period, but at times of very high or very low flow 
little or no hydroelectric power could be generated, 
the demand for steam power was at its greatest, and 
in those conditions the coal burned could not be 
replaced. For a given load, the draught of the narrow-
boats using the Severn above Gloucester was no 
greater than that of the small barges trading in earlier 
years, which, in moderate flow conditions, could 
probably have obtained assistance by drawing the 
paddles in Powick Weir, thereby increasing the flow 
— and consequently the depth — downstream. (Note 
the footbridge giving access to the 'sluice', which, 
like the towing path, is on the north bank of the river.) 
This practice — known as 'flashing' — survived into 
the 19th century, but an undated (probably late 19th 
century) photograph of the weir gate shows damage 
that suggests it had become inoperable. In any case, 
it is unlikely that the management of a hydroelectric  

power station would have tolerated the consequent 
loss of head. By the late 19th century access to 
Powick would have only been possible in moderately 
high-flow conditions (see Appendix 3) — conditions 
in which Severn narrow-boatmen had become 
unaccustomed to operating since the mid-century 
improvements to the river. Moreover, the towpath 
on the Teme was not a public right-of-way, it had 
become obstructed by trees that would have impeded 
its use by horses, and the gangs of bow-hauliers 
formerly employed were no longer available. 

During the day electricity was used for pumping 
at the Corporation's new sewage works, and at the 
waterworks. Output in 1895 was 340,000 units; Wor-
cester's six central streets were lit by 27 arc lamps, 
and current for lighting was supplied at five (old) 
pence per unit to 181 consumers. In 1900 output 
had increased to 840,000 units, and there were 502 
consumers. A second power station was opened in 
Worcester in November 1902, and in 1904 the city's 
tramway system was electrified. In 1907 the clay 
mill's lease expired, and the steam plant at Powick 
was closed down. In 1912 Powick power station 
was re-equipped with new hydroelectric plant; three 
of the old turbines were removed, and a high 
efficiency 450 bhp 125 rpm vertical shaft triple 

297 

                

        
         

          
           
       

           
        
        

           
        

          
         

         
        

          
       

       
        

      
        
            
      

         
        

         
         

       
          

        
      

      
      
       

          
        

         
      

        
         

       
          

         
         

         
        

         
        

         
        
       

         
        

 
 



turbine was installed in one of the old flumes, directly 
coupled to a 250 kVA alternator. One of the original 
turbines was retained to drive the DC generator, but 
the transmission losses through two miles of cable 
were so great that it was only used when there was a 
great surplus of water. In 1911 the station ran for 
7,695 hours and generated 556,256 units. In 1913 it 
ran for 7,168 hours and generated 530,876 units. 

Permission had been obtained to dredge the Teme 
below Powick power station — presumably from the 
Severn Commissioners — but no significant im-
provement appears to have been effected until 1917. 
In that year the station ran for 7,656 hours and 
generated 757,895 units; in 1918 it ran for 7,652 
hours and generated 1,000,718 units. The work had 
allowed the turbines to operate at a head that varied 
from 11 ft 3M to 9ft;'3  they continued in service until  

1950. The building that housed them is still standing. 

The Severn-Trent River Authority destroyed most 
of the surviving mill weirs, which changed the 
character of the river, and by lowering the water table 
degraded much of the adjoining land. The National 
Rivers Authority destroyed Powick Weir in 1990. 
Many of the Teme's upper reaches are now shallow 
and fast flowing, only capable of being used above 
Powick Bridge by very small craft. There are few 
places where the public can gain access to the river, 
but thanks to friendly farmers, canoes and coracles 
regularly navigate from Leintwardine down to the 
Severn. There is virtually no use of the lower reach 
by powered pleasure craft; West Mercia Police 
Fishing Club has an intimidatory notice at the river's 
mouth, which dissuades the crews of craft who might 
otherwise assay the river. 

Appendix I 

River Teme: distances from the mou th of the river, and approximate heights AOD 

Mouth of the river 
Powick Weir 

Bransford Bridge and Mill 
Leigh Ferry 
Broadwas former-mill site (islands) 
Knightwick Mill 
Whitboume—Horsham Ferry 
Berrow, Boat Mill / Ham Mill 
Shelsley Walsh, New Mill 
Mill 
Stanford Bridge Mill 
Meadows Mill 
Eastham Bridge 
Eastham Boathouse 
Rochford Boathouse 
Tenbury Bridge 
Little Hereford former-mill site 
Gosford Aqueduct (built 1793) 
Barrett's Mill 
Ashford Bridge Mill 
Ludford 
Ludlow above Castle Mill weir 
Bromfield Mill 
Bringewood Forge (2 weirs)  

	

0.0 	summer low water level river Severn 2005: 26.36ft AOD14  

	

2.5 	normal water level below weir in 1913: 31.5ft AOD 
normal water level above weir in 1913: 41.0ft AOD 

5.5 
7.0 

	

11.0 
	

nearby spot heights: 72 / 74ft AOD 

	

13.5 
	

nearby spot heights: 90ft AOD 
16.0 
17.5 

	

20.0 
	

nearby spot height: 124ft AOD 
22.0 
23.0 
25.5 
28.5 
29.5 

	

30.5 
	

nearby spot height: I 62ft AOD 
34.0 

	

37.5 
	

nearby spot height: 201 ft AOD 
38.8 
40.0 

	

42.0 
	

spot height on bridge: 245ft AOD 
45.0 

	

45.5 
	

nearby spot heights: c.260ft AOD 

	

49.0 
	

nearby spot heights: c.300ft AOD 

	

51.5 
	

nearby contour lines: 400ft AOD 

Appendix 2 

Douglas Caffyn, The Right of Navigation on Non-tidal Rivers and the Common Law 

This paper reviews the evidence that prior to 1830 there 	rivers that- were physically navigable. The wording of 
was a generally accepted public right of navigation on all 	River Navigation Acts is examined, and shown not to be 
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inconsistent with this interpretation of the law. 
In 1830 H W Woolrych claimed that all non-tidal rivers 

are private unless a public right of navigation had been 
established by statute, long use or dedication. The errors 
in his text are examined and it is argued that subsequent 
commentators have followed his misconceptions. Four  

leading cases from the 19th and 20th centuries are then 
considered. 

In this paper it is shown that the public right has not 
been lost but that there always has been, and continues to 
be, a public right of navigation on all non-tidal rivers which 
are naturally physically navigable by small boats. 

Appendix 3 

The depth of water on the River Severn 

Throughout the 18th century the Upper Severn was 
navigable by small craft in favourable conditions to Pool 
Quay (below Welshpool), and Shrewsbury was an 
important inland port, although in 1797 Thomas Telford 
had written: 

During the whole of 11796] there were not two months 
in which barges could be navigated, even down the 
river, with a freight which was equal to defray the 
expenses of working them.... The inconveniences 
arising from the irregularities of the water have always 
existed in some degree, but they have been greatly 
increased by the embankments which have been raised 
to protect the low lands in Montgomeryshire and in 
the upper part of Salop. Formerly, when the river had 
arrived at a moderate height, it overflowed these low 
lands to a great extent, which thereby operated as a 
side reservoir, and took off the top water of the high 
floods, and these waters returning to the bed of the 
river by slow degrees, promoted a supply for the 
navigation for a long time after the flood began to 
subside, but being now confined to a narrow channel, 
they rise suddenly to a great height, and flow off with 
more rapidity, than formerly; whereby the navigation 
is at one period impeded by uncontrollable floods, 
and, at another, left destitute of a sufficient supply 
for its ordinary purposes.'5  

Navigation continued into the 19th century; in 1837 
there were 20 boats of various sizes from 50 tons down to 
6 tons working from Shrewsbury, and traffic to Pool Quay 
and Shrewsbury did not end until 1862.'6  The company 
owning the towpath between Coalbrookdale and Bewdley 
stopped taking tolls from 25 March 1884, and in 1928 H 
R de Salis in Bradshaw's Canals and Navigable Rivers 
(page 319) stated that: 'In times of full water a few boats 
navigate from Stourport up to Bewdley and Arley, but the 
trade is very small.' Pleasure craft are not welcome in 
21st century Bewdley. 

On 1 August 1825 the Gloucester Journal had 
complained 'the navigation between Gloucester and 
Worcester ... is alike impracticable in dry seasons and at 
times of flood'. A weir and lock became operational in 
August 1858 at Tewkesbury, which retain a minimum level 
upstream to Diglis, but floods continue to this day. In 
1860 the Severn Commissioners' engineer Edward Leader 
Williams stated that the floods in the river had been known 
to rise 18 feet in five hours, and not infrequently to attain  

a height of 25 feet above the level of low water. At 5.30am 
on 8 February 2004 the river at Kempsey (S085085117, 
between Tewkesbury and Diglis) reached 14.24m above 
Ordnance Datum (AOD), 6.20m (20ft 4in) above the 
river's low summer level. 

In low-flow conditions there is little depth of water in 
the lowest reach of the Teme, and the level of the river 
Severn at its mouth is 8.03m AOD. Small barges or 
narrowboats laden with coal and drawing about 3 feet 
would not have been able to reach Powick Bridge, where 
the normal level was 31.5ft (9.6m) AOD, until an increased 
volume of flow raised the Severn's level to somewhere in 
the region of 9m AOD. But an increased volume of flow 
also increased the rate at which the river flowed; at some 
point navigation by unpowered craft would be perceived 
to be unsafe. Data defining the daily level of the river 
during the period when Powick power station needed coal 
is not available, but while figures for more recent years 
will differ in detail, their overall pattern is unlikely to be 
very different. The Environment Agency has kindly 
supplied graphs for the river Severn at Kempsey, which 
reveal the conditions prevailing during the year 2004: 

Higher than 9m AOD for more than 24 hours 

Peak 
Period 	 height 	Date 

(m AOD) 

1-27 January 	 11.757 
	

18 January 
1-16 February 	 14.239 

	
8 February 

20-25 March 	 10.188 
	

22 March 
5-9 April 	 10.078 

	
6 April 

5-7 May 	 9.651 
	

6 May 
5-9 October 	 10.611 

	
6 October 

21 October — 5 November 13.275 
	

25 October 
19-30 November 	11.785 

	
20 November 

19-31 December 	10.935 
	

30 December 

Therefore during 2004 there were only nine periods, 
during which watermen who had correctly anticipated 
them, could have navigated laden craft from Worcester to 
Powick; navigation would have been impossible between 
8th May and 4th October, when, a century earlier, the 
demand for coal would have been high. It is to be doubted 
whether opportunities at that time were significantly more 
numerous. 
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Powick Bridge and Power Station, June 1998. 
The plaque on the station's chimney reads: 

Rowick Mills Industrial Workshop and Storage 
Units formerly City of Worcester Electricity Works. 

The first large-scale hydroelectric power station 
in the world.' Note the height of the river's bank 

in relation to its normal summer level. 
(Photo: Stanley Tyson) 
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The Patents of William James 
and William Henry James 

Miles Macnair 

3. Patent 4957 (1824): Four-wheel drive for road carriages 

The problem that this invention addressed was the 
`drag' on the outer wheel of a rigid-axle steam road 
carriage when going round any sort of corner, 
particularly when the radius was tight and the wheels 
had narrow treads. The extra resistance, especially 
on a rough, uneven road surface, would have 
demanded a large reserve of extra power, as well as 
putting severe strains on the structure. James's 
solution was to suggest fitting a separate steam engine 
(cylinder and crank-axle) to drive each wheel, with 
the added refinement of linking the regulator of each 
engine to the steering mechanism, in such a way that 
on turning to the left, say, more steam was auto-
matically delivered to the right hand wheels and less 
to those on the inside of the turn. 

Analysis 

The invention tackles a real problem for steam road 
carriage designs but would have been expensive and 
hugely complicated, requiring flexible steam joints 
to the engines on the front wheels. His patent was 
rendered redundant by the invention of the 'differen-
tial' gearbox, but the basic concept of an independent 
four-wheel drive — using either electric or hydraulic 
motors — would be used in the 20th century for 
specialised vehicles such as the 'Moon Buggy'. 

William Henry James reverted to the concept of a 
multi-cylinder, divided drive layout for his steam 
carriage built in 1829 for Sir James Anderson, but 
now the power was concentrated on the rear axle 
only. 
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Correspondence 

A shooting at Marple Wharf Junction 
Signal Box 
(RCHS Journal, November 2005, 196-8) 

I really enjoyed reading this short article which 
adds extra detail to an interesting sideline of 
railway history. 

To place the event at Marple into a wider 
context, the attack on the signalbox there in June 
1921 followed a night of similar but more 
extensive attacks around London two nights 
earlier. At least five signalboxes were attacked and 
a GER signalman at Walthamstow Marshes was 
shot. The attacks seem to have been carried out by 
more than one gang, were highly co-ordinated, and 
must have depended on the use of a car. The aim 
seems to have been disruption, because several 
attacks were made on signalling wires. 

The night of the Marple attack saw a similar 
pattern of attacks around Manchester. Woodlands 
on the LYR and Yew Tree Lane on the GCR were 
also attacked. Both waves of attack included the 
setting of signalboxes on fire. 

Given the context of 1921, there was little doubt 
that the attacks were the work of Irish nationalists. 
Attacks on the railways had been a consistent 
theme of the violence in Ireland itself earlier in 
1921. Manchester itself had been a base for 
nationalist activity for nearly sixty years and the 
railways of London had been attacked by the 
dynamite bombers of the 1880s. Adrian Gray 

At the end of Brian Lamb's article there is a query 
about the ownership of revolvers and firearms 
licences. 

Possession of guns, especially revolvers, was 
widespread at the time, many of them being 
`souvenirs' from the Great War. Even without 
these 'souvenirs' ownership of revolvers for 
personal protection was not uncommon. 

Firearms certificates were introduced under the 
1920 Firearms Act as a response to the fear of 
terrorism and possible civil war following the 
Russian Revolution and Irish Troubles. The Act 
may not have come into force at the time of the 
shooting but even if it had the police then regarded 
the possession of a gun for personal or family 
protection as a good reason for issue of a licence. 

Robert Flood  

The oldest passenger station 
(RCHS Journal, March 1993, 3-9) 

In an article under the above heading the late 
Michael Robbins discussed the claims to the title 
of the oldest station. For the continent of Europe 
he nominated Engelhof (Austria), built in 1835: 
`No other railway building is known which has 
been so long in continuous service, virtually 
unaltered, as a passenger station', he stated. Alas, 
by the time the article was published, OBB were 
serving the locality only by buses, for passenger 
trains had been withdrawn from 29 May 1988. 

I am unable to offer a suggestion for the current 
`title holder' in this category but thought you 
might want the record put straight so far as 
Engelhof is concerned. 	Richard Maund 

River Weaver: Dutton Sluices and railways 
(RCHS Journal, November 2005, 200) 

On Colin Edmondson's helpful sketch map of 
Dutton he suggests a probable site for the first 
timber lock of the 1730s. Although this is close, 
according to an early manuscript plan in my 
possession which was prepared by the Weaver 
Trustees, the actual position of Dutton Bottoms 
Weir was some yards downstream, immediately 
above the sharp bend, with the lock against the 
southern bank of the river. 	Richard Dean 

The Railway at Caersws 
(RCHS Journal, July 2005, 498) 

I am contemplating whether to research a book 
with a title such as `Caersws, a railway village' 
based on the alterations from no rail staff in 1860 
to a mean of around 120 from around 1910 to 
1962. The two large points of employment were 
Moat Lane Junction and the Bridge Department of 
the Cambrian Section. I was looking at various 
items within the National Monument Records of 
Wales at Aberystwyth when my wife pointed out 
the article in your journal concerning houses built 
by the Van Railway Company. Maybe my research 
will identify the Victorian terraced houses at 
Caersws that were owned by the Van and by the 
Cambrian. Both the Cambrian signal box and the 
Caersws station are now listed buildings as is the 
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Van engine shed. 
The Van was built as an industrial branch 

without a Parliamentary Act. The mines boomed, 
the miners came in, some local, some from afar, 
and the Miners Terrace was built at Garth Road at 
the Van. A request for a provisional passenger 
service would only be considered if gated cross-
ings were put in place at Carnedd, Pwllglas, Cerist 
and Garth Road. It was necessary to have a gate-
keeper's cottage at three points. (The Carnedd 
gate was only a short distance from the Van sheds 
and station at Caersws.) All have been in private 
ownership for several decades and all have exten-
sions. They must have all been to a very similar 
original design. The passenger service only lasted 
six years and closed around 1879 as lead prices 
dropped and the financial share frenzy crashed. 

The bridge department started to occupy the Van 
sidings and buildings once the Cambrian started to 
service the Van engine at Moat Lane Junction. 

The two photographs are of the large three arch 
bridge hidden within the gorge of the Afon 
Twymyn. It is the first bridge after leaving 
Cemmaes Road as the line hits the gradient to 
Talerddig summit and is difficult to see because it 
is set within woodland. The photographs were 
taken by Ken Jones, one of the retired staff of the 
bridge department. The first picture [below] 

shows the scaffolding when the upper section and 
the parapet were repaired. The lad on the 
scaffolding gives some idea of the scale. The 
second [above] shows the plaque set in the 
parapet. Ken said only a jay, a squirrel in the 
canopy or someone from the bridge department 
could read it. It was set during the construction of 
the Newtown & Machynlleth Railway several 
years before the Cambrian Railways came about. 
There are many plaques on buildings such as 
chapels and libraries in the area from the 
benevolence of the Davies family. This one was 
set when the first David Davies had a relatively 
small business long before the wealth generated by 
the coal mines and Barry Docks. Brian Poole 
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The naming of the Llangollen and 

Montgomery Canals 
(RCHS Journal, November 2005, 201) 

The Ellesmere Canal Act of 1793 (33 Geo 3 c91) 
authorises the construction of a canal and 
branches, and directs that it is 'to be called The 
Ellesmere Canal'. The provisions of this Act are 
also applied by incorporation into the later Acts 
for deviations and extensions, between them 
covering inter alia the whole completed system 
west of Hurleston Junction and south to 
Carreghofa. Although the ownership of this canal 
undertaking was modified later, with changes to 
the identity and extent of the owning body, no 
legislation has amended the statutory name of the 
waterway itself. Anyone (including the present 
owners) using different nomenclature is going 
against the will of Parliament. 

Over two centuries the canal has been called 
after a town with an elegant name in a reasonably 
central position along it, and there seems no logic 
in the attempts to rebrand it after a smaller town in 
a different country two miles from one end. 

Similar statutory criteria apply in respect of the 
Montgomeryshire Canal. However, the waters are 
muddied by the British Waterways Act 1987 (1987 
c.xxviii) which gives a permissive power in s48  

that the restored canals from Newtown to Frankton 
Junction MAY be referred to as the Montgomery 
Canal. This includes the Guilsfield Branch, and 
the Llanymynech and Weston Branches of the 
Ellesmere. This appears to legalise the use of an 
additional and commonly adopted name whilst not 
formally changing the original ones. 

As Peter Brown points out, the mileages in the 
Rusholme Report for the 'Llangollen Branch' and 
`Montgomery Branch' are difficult to reconcile 
exactly. The former probably depends on the 
extent to which the branches are included, and the 
latter is more likely a case of double counting with 
the Hurleston to Frankton length being part of 
both. 	 Richard Dean 

Photograph of Pontcysyllte Aqueduct, 1964 
(RCHS Journal, November 2005, 173) 

The photograph of the aqueduct drained for 
maintenance is attributed to `RCHS: Weaver 
Collection'. It is in fact from my collection, and 
that is my son in the picture. He looks quite a bit 
older than that now! I suppose I gave Rodney 
Weaver a copy as he was there when the photo-
graph was taken — plonking down his tripod and 
ordering us all about! 	John H Denton 

Reviews 

Peebles Railways — Peter Marshall 

240pp, A5, numerous photographs, maps & plans, paperback, Oakwood Press, P 0 Box 13, Usk, Monmouthshire 
NP15 IYS, 2005, ISBN 0 85361 638 8, £14.95 

By an author well known for his Scottish railway 
histories, Peebles Railways gives a very full account 
of the two lines that served this Borders town. The 
Peebles Railway from Eskbank, south of Edinburgh, 
was opened in 1855 and was leased to the North 
British Railway in 1861, which company extended 
it to Galashields on the Waverley Route in 1866, in 
effect forming a loop line. In 1864 the Caledonian 
Railway opened a branch from its main line at 
Symington to a separate station at Peebles, where a 
connection was made with the NBR. 

The book is copiously illustrated and, now that 
railways have disappeared from Peebles, many of  

the photographs have considerable historical value. 
Most have reproduced very well. Chapters cover 
promotion, construction, operations and 20th century 
developments leading to progressive closures. The 
last train, a society special, ran in 1964. Appendices 
list NBR and Caledonian byelaws and regulations, 
and a curious list of miscellaneous unrelated 
locomotive observations. This takes up space which 
could have been better used. A book of this length 
containing so much valuable material and obviously 
the result of a lot of painstaking research deserves a 
better index. There is a useful chronology and a 
comprehensive bibliography. 	GORDON BIDDLE 
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Railwaywomen: Exploitation, Betrayal and Triumph in the Workplace — Helena Wojtczak 

viii+375pp, 165 photographs, 32 facsimiles, Hastings Press, P 0 Box 96, Hastings, East Sussex TN34 1GQ, 2005, 
ISBN 1 904109 04 7, £30 

Women were employed by the railways from the 
earliest days, for example as crossing keepers, and 
even before the First World War their numbers 
exceeded ten thousand. They have continued to be 
a numerically significant group ever since. Although 
recent figures are not available, women perhaps now 
represent as high a percentage of the railway work-
force as they did in the Second World War (17%), 
the difference now being that there is equality of pay 
and they are accepted into the highest ranks. Here 
for the first time is an authoritative account of the 
contribution that women have made to Britain's 
railways, written from their viewpoint by BR's first 
female guard. It redresses the balance and fills a 
major gap in the literature. It focuses on the main-
line railways, including their workshops, hotels, 
shipping and police, so complementing Women at 
Work on London's Transport reviewed in the July 
2005 Journal. 

Bearing in mind how little has been written on the 
subject by railway historians, the author has succeed-
ed in accumulating, over many years' research, an 
impressive amount of material. The magazines and 
newspapers published by the railway companies and  

railway unions, and the latter's archives, seem to have 
been extensively trawled. Another important source 
is the personal testimonies of past and present 
railwaywomen. 

Each of the chronologically-arranged chapters is 
divided into sections looking at the types of jobs that 
women were allowed to do at that period, their 
working conditions, their unequal pay and perks, 
union attitudes and so forth. A final chapter brings 
together discussion of the three key features of the 
story identified in the title: exploitation by the man-
agement as cheap labour; betrayal 'mainly by men 
of their own class, in particular by their "brothers" 
in the trade unions'; and ultimately triumph, made 
possible by the Sex Discrimination Act 1975 but not 
without further years of struggle. The later chapters, 
quoting extensively from the personal experiences 
of women who joined the railways after 1975, and 
those who have become volunteer workers on pre-
served railways, are somewhat polemic — but not 
aggressively so or without justification. This is a 
substantial, well-written book which is both a good 
read and a definitive work of reference. 

GRAHAME BOYES 

The Regent's Canal — Alan Faulkner 
I76pps, 270x208mm, 14 colour and 96 b&w photographs, 5 maps, hardback, Waterways World, 151 Station Street, 
Burton-on-Trent, Staffordshire DE l4 1 BG, 2005, ISBN I 870002 59 8, £25 (inc p&p) 

Alan Faulkner's well researched history describes 
the Regent's Canal throughout its life. This is more 
than just the story of a waterway — it is the history 
of the company as well. 

The Regent's Canal was one of the later built canals 
and as a short waterway it could easily be lost on the 
map of English canals. Alan Faulkner's book 
elevates its status through the detail he includes. A 
good range of appendices back up the text and 
underline the descriptions of promoting, building and 
running the canal. The text is well indexed and 
supported by good notes. 

The canal comes to life in the detailed examination 
of problems such as water supply, experimental 
engineering and landowners. The Regent's Canal 
like many latecomers faced a neighbour jealous of 
its water supply and with years of experience of the 
cost of water behind it. The Grand Junction company 
would not help and the Regent's company was forced  

into looking at a series of options of its own which 
are well covered. 

Water supply was also behind the idea of the 
experimental lift at Camden Town. The story of cost 
overruns and failure to deliver on time and to 
expectations strikes a chord with today. 

The shenanigans between William Agar, a land-
owner on the line of the canal in Islington, and the 
company adds light relief to the story but must have 
had the company tearing its hair out. 

The canal could easily have become a railway 
within 30 years of its opening and there is a good 
chapter on the interaction of canal and railway and 
between the companies involved. 

A very good set of illustrations is comprehensive 
in their coverage of aspects of the life and times of 
the waterway. The maps and diagrams add to a very 
good history. 	 TONY CONDER 
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A History of the Metropolitan Railway — Bill Simpson 

Vol 2: The Railway from Rickmansworth to Aylesbury including Halton Camp Railway 
159 pp, A4, 178 photos, 60 maps, plans, diagrams & timetable extracts, paperback, Lamplight Publications, 260 Colwell 
Drive, Witney, Oxfordshire OX28 5LW, 2004, ISBN 1 899246 08 8, £18.95 (p&p £2.50) 

Vol 3: From Aylesbury North to Verney Junction and Brill 
160pp,178 photos, 56 maps, plans etc, 2005, ISBN I 899246 13 4 (all other details as Vol 2 above) 

These two volumes complete the work reviewed in 
the November 2004 Journal. The illustrations, 
mostly occupying a whole page or half-page and a 
few in colour, are again the outstanding feature and 
go well beyond the period after the company's demise 
in 1933. Although some photographs suffer from 
over-enlargement, the visual presentation is of 
sufficient variety and interest in itself to justify 
purchase by those already familiar with the historical 
detail. Modellers will also find much valuable 
information and inspiration here, not least in the 
drawings of buildings and plans of track layouts and 
signalling arrangements. Although the text often 
follows well-ploughed ground, it benefits from 
personal reminiscences by railway staff and others 
and from resort to original sources at Aylesbury 
Archive Office & Local Studies Centre. 

Both books are indexed, which is as well, since 
some items appear out of place. A few minor corri- 

genda to the first volume are offered in the second, 
which also contains a somewhat attenuated bibli-
ography for the first two books, a feature not present 
in the final one. 

After a useful historical survey, volume 2 has a 
chapter for each station, with some text and an ample 
pictorial display. That on Wendover is fattened by 
20 pages devoted to the branch serving RAF Halton. 
A similar approach is adopted in volume 3 but with 
less to be said about most of the stations beyond 
Aylesbury, these are all gathered into one chapter 
with the pictorial display for each remaining 
abundant. Somewhat surprisingly, this chapter 
includes material on the Pullman cars, which have 
already been given one and a half pages in volume 
2. The two final chapters, also richly illustrated. are 
mainly devoted to the Brill Tramway, which the 
author clearly holds in great affection. 

ALAN A JACKSON 

Register of British Railway and Tramroad Companies Incorporated before 1948 (also Joint 
Companies) — Anthony R Warren (compiler) 
I54pp, A4, paperback, wire-bound, RCHS, 7 Onslow Road, Richmond, Surrey TW 10 6QH, 2005, £10.50 post free 

I have been asked to review this book not because I 
am an expert on railways, which I certainly am not, 
but because as an archivist I have a professional 
interest in the development and use of authority 
records to enhance the descriptions of archives and 
their creators. Here the complex legal history of 
British railway companies poses a particular chal-
lenge and any addition to the background literature 
is to be warmly welcomed. 

In his excellent introduction Tony Warren explains 
how in most cases railway companies required a 
special Act of Parliament to enable compulsory 
purchase of land from private owners. Thus company 
names and dates of incorporation can be established 
by trawling through indexes to local and personal 
Acts. It was of course not that easy, as the Parliament-
ary legislative process struggled to keep abreast of 
economic reality. There were significant divergences 
in company names and many more 'births' than 
`deaths'. Tony Warren has been imaginative and  

resourceful in exploiting other sources to present a 
more accurate picture. 

The Register lists 1,525 companies itemising their 
names and dates of incorporation or authority to 
construct line. A second column records name 
changes and dates, together with the names of any 
non-railway companies involved in merger. A third 
column outlines any working or leasing arrangements 
in effect before vesting. A final column records the 
date legal authority was obtained for dissolution and 
where appropriate the names of successor companies. 

The Register is well designed and easy to use. The 
use of punctuation and other symbols refers users to 
the highly complex legislation and government 
licensing systems. I recommend it both to specialists 
and to those of us who try to understand this part of 
our transport history. 	 DICK SARGENT 

Dick Sargent is Director of the National Register of Archives, 
The National Archives. 
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Manchester Victoria Station — Tom Wray 
I38pp, A4, 132 photographs, 25 plans. 13 diagrams. paperback. Peter Taylor Publications / L&Y Society, 2004, J A 
Hodson, L&Y Society, PO Box 110, Launceston, Cornwall PL15 9ZN, ISBN 0 9549451 0 7, £16.95 

Manchester Victoria opened in 1844 replacing 
terminal stations of the Manchester & Leeds Railway 
at Oldham Road, the Liverpool & Manchester at 
Liverpool Road and the East Lancashire at Salford, 
although some trains from that line continued to 
terminate at Salford well into the 20th century due 
to lack of space at Victoria. 

The first station had one long through departure 
platform — the ancestor of platform 11 which 
ultimately linked with platform 3 at Exchange to 
create a platform about 2,200 feet long. There were 
also two bays for arrivals facing east and west. The 
early method of operation entailed trains being 
lowered down the Miles Platting incline into the 
eastern arrival platform. It was subsequently found 
that locomotives could negotiate the incline safely, 
but the engine was detached at the foot of the incline 
and the carriages gravitated into the arrival platform 
with the guard controlling the momentum with a hand 
brake. At the western end arriving trains detached 
their engine outside the station and it then pushed 
the carriages into the arrival platform. So in the early 
days trains arrived apparently without locomotives 
from both directions! 

The station soon became inadequate, despite 
repeated extensions. The Lancashire & Yorkshire 
Railway and the London & North Western Railway 
were on bad terms, so in 1884 the LNWR abandoned 
Victoria for a new five-platform station to the west  

— Manchester Exchange — which was actually in 
the borough of Salford. This led to the ridiculous 
situation that L&YR trains from the west had to pass 
Exchange to reach Victoria and LNWR trains from 
the east had to pass through the middle of Victoria 
to reach Exchange. The long connecting platform 
was built after the grouping but the inconvenience 
of the two stations was not solved until Exchange 
closed in 1970. In their heyday the two stations had 
a combined total of 22 platforms and 18 approach 
running lines making it one of the biggest station 
complexes in the country. 

The book deals in detail with the station extensions, 
and later decline. There is also mention of the early 
electrified line to Bury and the unique overhead 
parcels carrier and model train layout for training 
signalmen. The book is well produced and is well 
illustrated with plans and photographs, though some 
of these are a bit muddy, perhaps included for their 
historical value. There are many plans but one which 
showed Victoria and Exchange in a simple, clear way 
would have been helpful. The book is a very detailed 
account of the station's genesis and progressive 
rebuilding, but has little on operating and train 
services or analysis. The lack of an index is also a 
pity in a work of this detail. It is however a very 
useful contribution and a definitive history of this 
major station. 	 WARWICK BURTON 

Train Tracks: Work, Play and Politics on the Railways 	Gayle Letherby & Gillian Reynolds 

x+214pp, 215x140mm, 15 b&w illustrations, paperback, Bcrg (imprint of Oxford International Publishers), 1st floor, 
Angel Court, 81 St Clements Street, Oxford OX4 1AW, 2005, ISBN 1 84520 083 7. £16.99 

This is not a 'conventional' railway book. In it the 
authors, both sociologists at Coventry University, 
examine what they describe as 'social and cultural 
aspects of the train and train travel', with particular 
emphasis on the social interaction among and 
between rail users, staff, enthusiasts and others. To 
this end they have interviewed a selection of people 
from these groups and obtained their views—some 
of them colourful. 

Whilst some interesting thoughts are certainly put 
forward by the interviewees, they are not necessarily 
original or well-informed, and some of the authors' 
own comments appear simplistic. Many might differ, 
for example, with the assertion that 'the major con- 

sequence of privatisation is, of course, competition 
between train operating companies'. And while the 
book often adopts the guise of a research report, its 
credibility in this respect is undermined by the 
authors' failure to tell us much about the interview-
ees, how they were selected and how representative 
they and their views are. The authors' penchant for 
quoting themselves as interviewees is also a little 
disingenuous. 

The book is well written and makes some valid 
points. It can perhaps best be summarised as a 
distillation of views on the social aspects of (mainly 
British) rail travel from a limited number of (mainly 
anonymous) people. 	 GRAHAM BIRD 
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Barges & Bargemen: A Social History of the Upper Severn Navigation 1660-1900 
— Barrie Trinder 

xiii+178pp, 245x165mm, 95 photographs, 8 maps, hardback, Phillimore, Shopwyke Manor Barn, Chichester, West 
Sussex P020 2BG, 2005, ISBN 1 86077 361 3, £19.99 

An acknowledged authority on the history of industry 
and of towns, the author has in recent years written a 
number of books and papers on transport themes. 
This book is not a conventional waterways history 
but a study of the people and places that formed a 
linear community along the banks of the Upper 
Severn Navigation. The latter is defined as the 
unimproved section of the river between the 
Worcestershire ports of Stourport and Bewdley and 
the medieval weir at Pool Quay near Welshpool, 
Montgomeryshire, the uppermost limit of boating. 
It included the Shropshire river ports of Bridgnorth, 
the Severn Gorge and Shrewsbury. 

The barge builders, owners, watermen and women 
of riverside communities and the variety of cargoes 
traded along the river are analysed from a wide range 
of documentary, archaeological and pictorial sources. 
The value of the classic texts (Perry, Hulbert, 
Randall) is assessed and extensive use made of the 
Gloucester Port Books, probate inventories, company  

records and censuses. 
A clear picture emerges of river trade from the late 

17th century, through its heyday during the Industrial 
Revolution to its decline in the late 19th century. 
Although trading patterns changed over 200 years, 
Severn Gorge ports were still in 1850 sending some 
coal, pig iron and bricks downstream; the traditional 
upstream trade from Bristol in shop goods had by 
then been lost to canals and railways, but grain traffic 
from Gloucester continued to use the river. The last 
commercial voyage on the Upper Severn was 
recorded at Bridgnorth in 1895. 

The book is well presented, with a wealth of 
appropriate illustrations, though some rather small. 
Detailed references and an extensive bibliography 
make the work a source book for further research. 
The author's hallmarks — clarity of argument, skill 
at synthesis and readability — are evident in this 
work. It makes a valuable contribution to waterways 
history. 	 NEIL CLARKE 

The Great Brunel — Chris Morris 

112pp, 170x240mm, approx 150 colour photographs, hardback, Tanners Yard Press, Church Lane, Longhope, 
Gloucestershire GLI7 OLA, 2005, ISBN 0 9542096 4 8, £17.99 

This is a very elegant collection of quite remarkable 
recent photographs of the works of I K Brunel. The 
photographs are not only distinctively composed 
pictures of the bridges, buildings, tunnels and other 
works but also pictures of details of broad-gauge 
track, water pipes at the rebuilt Crystal Palace, a mast 
from the Great Eastern now a flagpole at Anfield 
football ground and many other surprises. Captions 
are lengthy, comprehensive, perceptive and accurate. 
A foreword by Neil Cossons is an admirable essay  

about Brunel, the man and his work. 
2006 will see many publications commemorating 

200 years since Brunel was born. This book is bound 
to be one of the best as to both pictures and text. 
That Brunel was usually bad news for the directors 
and shareholders of the companies he worked for 
and also for the people who worked for him is not 
mentioned. Obviously not a topic for this particular 
year. 	 MARTIN BARNES 

Steel Wheels: The Evolution of the Railways and how they excited Engineers, Architects, Artists 
and Writers — A F Garnett 

xix+266pp, 240x165mm, 13 b&w illustrations, hardback, Cannwood Press, Waldenbury, Chailey, East Sussex BN8 
4DR, 2005, ISBN 0 9550257 0 2, 18.95 

Every once in a while a new general history of 
railways appears. This is an interesting and wide-
ranging one. Its author, a self-confessed railway 
enthusiast, is well in command of his subject and 
appears to have drawn on many sources, British and  

overseas. Although there is a good outline of the 
work of the early engineers, he does not focus unduly 
on locomotive matters, nor on the English-speaking 
world. The chapters on 'Astonishing Bridges and 
Buildings' and 'Rails in and under Cities' are particu- 
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larly good summaries of their subjects. Other 
chapters are devoted to 'Passengers' (mainly distin-
guished) and — unusually — to the role and influence 
of pictures, words and song in the context of the 
railway. The narrative is also enlivened by some 
intriguing episodes such as a troupe of elephants 
walking through the Lincoln Tunnel in New York, 
and the fall — literal and metaphorical—of a French 
president (Descharvel) as a result of a train journey. 
There are few illustrations, however, and these are 
used almost entirely as chapter headings. 

In a broad-brush work of this nature, there are 
inevitably some omissions, over-simplifications and 
minor errors, but these are more than compensated 
for by the very informed and entertaining way in 
which the overall sweep of railway history is 
conveyed. Although other writers are sometimes 
mentioned in passing, the researcher is constantly 
frustrated by the absence of references, bibliography, 
index or maps. Had they been provided, this would 
have been an outstanding work. 	GRAHAM BIRD 

Victorian England and Wales 1897 
Set of 9 folded maps in wallets 240x170mm (map 630x950mm), Old House Books, Moretonhampstead, Devon TQI3 
8PA, 2005, £9.99 each (p&p £2), full set £79.50 (p&p £3) 
Sheet 1: North, ISBN 1 873590 41 5; Sheet 2: Lancashire and Yorkshire, ISBN 1 873590 42 3; Sheet 3: West Wales, 
ISBN 1 873590 43 I; Sheet 4: East Wales and West Midlands, ISBN 1 873590 44 X; Sheet 5: Central England, ISBN 
1 873590 45 8; Sheet 6: East Anglia, ISBN 1 873590 46 6; Sheet 7: South West, ISBN I 873590 47 4; Sheet 8: Central 
South, ISBN 1 873570 48 2; Sheet 9: South East, ISBN 873590 49 0 

These are full colour reproductions of 4 miles to the 
inch maps prepared by the Ordnance Survey, and 
first published in 1897 as part of the Queen's 
Diamond Jubilee celebrations. They were edited by 
J G Bartholemew and appeared under the somewhat 
odd title of The Royal English Atlas of England & 
Wales, which must surely have irritated the Welsh. 
The reproduction is exemplary, in colour and printed 
on g 	quality, heavy art paper. The appeal to all 
map lovers is obvious, but their particular attraction 
to members will lie in the way in which railways are 
given great prominence, standing out in black against 
the brown of the roads. Stations are clearly indicated. 

There are a number of modem atlases showing the 
railway network at its greatest extent, but these maps 
have the great advantage that the lines are shown in 
relation to the landscape. One can see, for example, 
where engineers have boldly struck out across 
country or taken an easier, meandering route down a 
river valley. The maps also provide a good indication 
of the size and importance of towns just over a 
century ago. Canal enthusiasts will, however, find it 
a much more difficult task to pick out their routes. 
There is a small booklet containing a little basic 
information. 	 ANTHONY BURTON 

Roads: Archaeology and Architecture — Richard K Morriss 
288pp, 248x172mm, approx 200 b&w illustrations. 30 colour plates, paperback, Tempos Publishing, The Mill, 
Brimscombe Port, Stroud, Gloucestershire GL5 2QG, 2005, ISBN 0 7524 2887 X, £19.99 

This is a substantial book which covers the whole 
field of road archaeology in the UK from before the 
Romans to the recent past. The matters covered are 
dealt with thoroughly. The title is deceptive because 
there is virtually nothing about the architecture of 
roads or of buildings associated with roads. 

The civil engineering archaeology includes earth-
works, tunnels, road surfaces, fords, ferries and 
bridges. The buildings covered are inns, bridge 
chapels, toll houses and gates, garages and car parks. 
There are also sections on the early motor car 
factories, mileposts and road signs, and a very short  

section on public road passenger transport. The 
illustrations are attractive and well chosen. 

The author clearly has copious knowledge of and 
enthusiasm for the subject and the book is a very 
interesting read. Obviously, none of the aspects of 
the subject are covered in great deal but the book 
will stimulate the reader who comes freshly to the 
subject to find out more. There is an index but no 
bibliography. A very minor flaw is that the descrip-
tion of the structural characteristics of the various 
types of road bridge is not quite right. 

MARTIN BARNES 

309 

       
      
        

          
        

        
        

       
        

        
      

     

         
     

        
         

        
      
       

       
         

       

               
           
                  
                    

                   
            

          
        
         

       
        

          
        

        
           

        
           

        
         

         
         

          
         

       
         

         
          

        
          

         
   

       

              
           

         
          

         
        
        
       
     
       

       
         

         
         

       
      

        
          

        
          
         

           
        

        
        

  

   



The Highland Railway — David Ross 

256pp, 232x155mm, 32 pages of photographs, paperback, Tempos Publishing, The Mill, Brimscombe Port, Stroud, 
Gloucestershire GL5 2QG, 2005, ISBN 0 7524 3479 9, £17.99 

Joy: a major book that passes every test: originality, 
sound research, balance and perspective. It tells the 
complicated story of one of Britain's most individual 
(and romantic) systems with admirable clarity. It 
brings normal and extraordinary days, customers, HQ 
management and routines in its remoter corners to 
life with countless examples and anecdotes. 

A long book with tightly-packed pages, it will 
undoubtedly become the standard work, yet the price 
for a paperback original might deter some. The price, 
alas, shows that real railway history is out of fashion, 
but what a relief after so many lightweight histories 
and aimless albums. 

The Highland was conceived, financed and until 
1923 almost entirely operated by Highlanders. With 
3,500 staff and by far the largest employer in the 
north, it was run on very independent lines. Lagging 
behind most railways in signalling and safety (though 
in its independent existence it killed only two passen-
gers), it was ever nagged by the Board of Trade 
which, for example, disliked goods trucks next to 
the locomotive when nearly all trains were mixed. 
The famous Lochgorm locomotive and carriage  

works in the centre of the triangle outside Inverness 
simply had to be self-sufficient. The largest industrial 
unit in the north, it helped the Highland capital's 
spectacular growth. 

Perhaps the railway's main achievement was 
doubling its traffic between 1875 and 1906, when 
the population of the region was declining. Great 
was the ingenuity in attracting local people such as 
drovers and fish-wives. But it was the peak tourist 
traffic (`caravan' train of up to thirty-six vehicles 
from nine different companies) and the exceptional 
burden placed on the system during both world wars, 
when much of the navy was based in the north, that 
ultimately led to the Highland's broader fame. 

The book's three parts cover basic history, opera-
tion and the railway in society. There is a gem of 
information on every page. Mail was exchanged at 
speed at seventeen places yet, when passenger trains 
crossed and there was only one platform, delays 
inevitably occurred. The Station Hotel at Inverness 
set new standards but, at refreshment stops en route, 
soup and a roll had to be swallowed in ten minutes. 
Altogether, highly recommended. 

DAVID ST JOHN THOMAS 

The Old Chester Canal: A History and Guide — Gordon Emery (editor) 
300pp, 210x200mm, 151 illustrations. 13 diagrams. 14 maps, paperback, Gordon Emery / Chester Canal Heritage 
Trust, 2005, no ISBN, £13.95 (p&p £2.90) [Cheques payable to Gordon Emery, 27 Gladstone Road, Chester CHI 4BZ] 

The Chester Canal was originally intended to link 
the River Dee at Chester to the Trent & Mersey Canal 
at Middlewich, a branch to Nantwich being added 
later. The 1772 Act approved the line but not the 
actual connection at Middlewich. After various crises 
construction ceased once the canal had reached 
Nantwich in 1779. The company merged with the 
Ellesmere Canal in 1813 and became part of the 
Shropshire Union system in 1846. 

This book has three main sections plus some 
additional chapters. Gordon Emery relates the 
history of the Chester Canal Company and its 
successors; Terry Kavanagh writes at length about 
the boats and boatmen, including the passenger boats 
on the 'Wirral Line' which was built from Chester to 
Ellesmere Port by the Ellesmere Canal; and Ray Biss 
gives a detailed guide to the route and structures, 
showing the location of the many canalside industries. 
Of the rest, the most interesting is Geoff Taylor's 
discussion of boat-building in Chester, based largely  

on personal and family experiences. 
Although the book contains much sound history 

based on original research in minutes, newspapers 
and elsewhere, the intended market appears to be 
local people rather than a national readership. Having 
a number of authors has led to some duplication, even 
triplication, of information. The contributions also 
differ in the extent to which they deal with neigh-
bouring waterways, particularly the Wirral Line. 

Ease of reading is not helped by the choice of a 
large san serif typeface and a line length of almost 
seven inches. 

There are many interesting historic photographs 
and pictures including, on the front cover, a delightful 
jug with a waterways scene and wishing 'Success to 
the Chester Canal 1773'. 

This welcome venture by the Chester Canal 
Heritage Trust was part funded by the Local Heritage 
Initiative, an example that other transport societies 
could follow. 	 PETER BROWN 
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The Piers, Tramways and Railways at Ryde — R J Maycock & R Silsbury 

176pp, A5, 94 photographs, 22 maps &d plans, hardback, Oakwood Press, P 0 Box 13, Usk, Monmouthshire NP15 
IYS, ISBN 0 85361 636 I, £16.95 

This is another publication from the Oakwood 
Library of Railway History, the fourth by these 
authors describing the railway history of the Isle of 
Wight. It deals principally with the activities of the 
Ryde Pier Company from its Act of Incorporation in 
1812 through until its purchase by the Southern 
Railway in 1924 and the subsequent history of the 
Pier until the present time. 

The authors discuss the railways running onto and 
connecting with the Pier, the tramways which also 
used it, together with their tramway locomotives and 
rolling stock. There are numerous appendices,  

dealing with amongst other subjects, the relevant Acts 
of Parliament, signalling diagrams and a summary 
of the vessels which plied to and from the Pier until 
1925. 

There is a short bibliography and a useful index. 
This book forms a further useful addition to the 
transportation history of what is, perhaps, an area 
which may have been somewhat neglected. The final 
book in the series by these authors, dealing with the 
history of the island railways from 1923 onwards is 
eagerly awaited. 	 RODNEY HARTLEY 

Cork Bandon & South Coast Railway — Ernie Shepherd 

159pp. 288x218mm, 176 illustrations, 15 maps & plans, hardback, Midland Publishing, 4 Watling Drive, Hinckley, 
Leicestershire LEW 3E1( 2005. ISBN 1 85780 198 9, £19.99 

This is a detailed history of a railway system that 
was developed piecemeal to serve County Cork south 
of the River Lee, in the extreme south of Ireland. 
Built to Irish standard gauge, the Cork Bandon & 
South Coast Railway was an amalgamation of four 
small companies and worked three nominally 
independent extensions. For much of its existence, 
it was isolated from the rest of the network although, 
from 1912, a connection at Cork enabled the inter-
change of freight. 

The first half of the book examines development 
of the system and operation through to closure in 
1961. Topics dealt with in the remaining chapters 
include services, accidents, locomotives, rolling 
stock, personnel and ancillary activities. There are 
11 appendices, mainly tabular summaries, and an  

index. Sources are covered by a brief paragraph but 
it is clear that this book is based firmly on primary 
material. Photographic content is extensive and of 
excellent quality. 

Although there are plans of major stations, the book 
lacks maps of the system locating places mentioned 
in the text. For example, Bandon had five stations 
over the years, but there is no map to show where 
they were. The text is rather dry, dealing with subjects 
at a detailed level rather than setting them in context 
and 'telling a story'. In particular it would be useful 
to have more insight into why a group of small 
companies with common objectives failed to co-
operate satisfactorily with each other. Despite these 
criticisms, this is an authoritative history and repre- 
sents excellent value for money. 	TIM EDMONDS 

The Mangotsfield to Bath Line Including the Story of Green Park Station — Colin G Maggs 
176pp, A5, many b&w photographs, maps, timetables, paperback, Oakwood Press, PO Box 13, Usk, Monmouthshire 
NP15 IYS, 2005, ISBN 0 85361 634 5, £12.95 

This is an enlarged edition of a book first published 
in 1992. The line opened in 1869 and required no 
fewer than six crossings of the Avon in the ten mile 
journey from the Midland main-line at Mangotsfield 
to the well known station at Bath (Green Park). In 
addition to the local service, the line carried through 
trains from the Midlands and north of England to 
Bournemouth including the famous Pines Express. 
Closure to passengers came in 1966 although a few 
of the intermediate stations had closed some years  

earlier. This book, in the usual Oakwood format, 
provides a detailed history and description of a line 
which has not received a lot of attention elsewhere. 
It is illustrated by numerous photographs and large 
scale maps as well as seven appendices although a 
more detailed index would have been helpful. The 
book concludes with details of the current activity 
on the Avon Valley Railway which uses part of the 
route. 	 RICHARD COULTHURST 
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London's Lost Route to Portsmouth —PAL Vine 

192pp, 245x165mm, 86 b&w illustrations, 16 maps & plans, hardback, Phillimore, Shopwyke Manor Barn, Chichester, 
West Sussex P020 2BG, 2005, ISBN 1 86077 283 8, £17.99 

Paul Vine has written extensively about Sussex and 
Hampshire waterways since London's Lost Route to 
the Sea, published in 1965. This volume, which is 
in many ways an expansion and extension of 
materials therein, focuses upon the last part of that 
route, the largely unsuccessful section of the Ports-
mouth & Arundel Canal, its extension in the Portsea 
Canal, and the later Chichester Ship Canal. 

Publication has enabled new research to be 
included, including an account of the long if limited 
campaign to restore the Chichester Canal section 
since 1979, and even an earlier proposal to restore 
the whole Portsmouth & Arundel Canal, in 1973. 
Some details are intriguing, if somewhat peripheral 
to canal history, such as the apparent use of the canal 
to transport the construction materials realised by 
the organised demolition and sale of Yapton Place  

in 1836. A whole chapter is devoted to the legal 
proceedings which resulted in the abandonment of 
most of the line in 1896. There is much about share 
ownership, influential individuals, and local events, 
and research sources have clearly gone well beyond 
those usually relied upon by historians of transport. 

Inevitably, this includes many illustrations that 
appeared in the author's earlier works, and the 
repetition of accounts like that of the route's opening 
in 1823. The details are immense and exhaustive 
for such a relatively insignificant waterway, and it is 
difficult to imagine that anything more could be 
found. Whilst this approach settles many points such 
as the extent to which the line was used and the 
reasons for its decline, some may find the details 
excessive. 	 JOSEPH BOUGHEY 

The Barry Railway Steamers 	M A Tedstone 

224pp, A5, 4 pages colour, 128 b&w illustrations, with a 520x395mm plan of the steam ships Gwalia and Devonia, 
paperback, Oakwood Press. P 0 Box 13, Usk. Monmouthshire NPI5 I YS, 2005, ISBN 0 85361 635 3, £14.95 

In 1899 the Barry Railway opened an extension 
through Barry Island to a new low water pier. This 
meant that passenger trains from the Cardiff valleys 
could service pleasure steamer sailings to a regular 
timetable not dependant upon the tide (which was 
Cardiff's failing). For the endeavour to be a success, 
the Barry company, with no boats of its own, relied 
on an arrangement with the White Funnel fleet of 
P&A Campbell. Campbells could not make it pay 
for either company so the Barry felt forced to develop 
its own fleet of paddlers which then ran in competi-
tion with Campbells. 

This substantial book, for a venture that lasted but 
twelve years, presents a remarkably readable account. 
Mike Tedstone has the knack of somehow bringing 
time- and tide-tables to life as each season's excursion 
destinations differed from its predecessor's. The 
frequent recapitulations can be irritating but they do 
contribute to a gathering momentum, leading to the 
inevitable demise of the Barry fleet. 

The illustrations are well placed and support the 
text throughout. It's a shame that the pier's hydraulic 
lift is not mentioned. 	 STEPHEN ROWSON 

The Way to the Stars: The Story of the Snowdon Mountain Railway — Keith Turner 

96pp, A5, 54 b&w and 25 colour illustrations, 9 maps & drawings, paperback, Gwasg Carreg Gwalch, 12 lard yr Orsaf, 
Llanrwst, Wales LL26 OEH, 2005. ISBN 0 86381 954 0, £6.50 (£8,00 by post) 

This straight-forward guide to the Snowdon 
Mountain Railway is aimed perhaps, more at the 
student of railways than at the tourist. The same 
author, it will be recalled, wrote a fuller account of 
the line for David & Charles over 30 years ago. This 
book brings the story up to date by the inclusion of a 
section on the diesel locomotives and railcars. It 
also includes clear and useful extracts from OS maps,  

not present in the older volume. The book is divided 
into sections: 'Brief History', 'Up the Mountain' (the 
route described), and 'Stock'. Then are no refer-
ences to ownership, traffic volumes, the train control 
system, or future prospects including the summit 
building, all of which would have been of interest. 
Some of the black and white photographs are rather 
muddy. A useful book at a modest price. 

ROGER DAVIES 

312 

       

               
           

        
        

         
        

         
       
         
       

       
         
       

         
        

       
           
       
        

       

          
       

           
      

        
        

      
        
        

        
         

        
        

           
         

   

                   
               

        
          

        
        

        
         

          
         

        
          

         
   

         
       

        
        

      
        

        
      

        
         

      

              

                   
             

      
        

         
          

           
            

        
         

 

          
         

       
        

       
         

         
        

  



Hitler's Trains: The German National Railway and the Third Reich — Alfred C Mierzejewski 

252pp. 235x150mm, 2 photographs, 3 maps, paperback, Tempus Publishing, The Mill, Brimscombe Port, Stroud, 
Gloucestershire GL5 2QG, 2005, ISBN 0 7524 2981 7, £19.99 

The author, in the preface to the book, states that it 
will revise our view of the role of the Reichsbahn in 
the Nazi era in three respects. They are firstly that 
the company was not the victim of the regime's 
economic policy and forced into financing such 
developments as the Autobahn; secondly that the 
company and its employees were not ignorant of the 
Holocaust as was previously accepted, and thirdly 
that Julius Dorpmuller, head of the Reichsbahn, was 
not the tower of strength usually depicted. 

The argument is contained in three large chapters: 
`The Co-ordination of the Reichsbahn', 'The 
Reichsbahn in the Period of Rearmament' and 'The 
Reichsbahn in War and Holocaust'. The last two are 
further divided into mini chapters, with 50 pages of 
notes and a 13 page bibliography. The reader is 
provided with extensive statistics both in the text and  

in the 26 tables which usefully summarise much of 
the data from which the author has drawn his 
arguments. 

It would have helped had it been clearer that this 
is the second of two volumes on the Reichsbahn 
between the World Wars. The use of North American 
railway terminology throughout the book is an 
irritant; as is the stodge of untranslated footnotes. 
Although the mass of data provided is impressive, it 
can be contradictory (even on the same page) and, at 
times, unreliable. The author proves all three of his 
theses but these are not as revolutionary as is 
suggested. Few could have doubted the knowledge 
of the Holocaust or the weak rigidity of Dorpmuller. 
Nevertheless there is much here that the English 
reader will find nowhere else and it is an interesting 
and stimulating read 	WILLIAM FEATHERSTONE 

Colonel Stephens: Insights into the Man and his Empire 
Philip Shaw & Vic Mitchell (compilers) 

19Ipp, 240x170mm, 85 photos, 19 maps, diagrams & tables, hardback, Middleton Press, Easebourne Lane, Midhurst, 
West Sussex GU29 9AZ, 2005, ISBN 1 904474 62 74, £18.95 

This is a radical departure from the usual Middleton 
format of line histories. It is an eclectic collection 
of short articles about the 'Light Railway King' 
previously published in the Tenterden Terrier, house 
journal of the Kent & East Sussex Railway Society. 
Most are from the 1980s and 1990s but a few are 30 
years old. They range from biographical material, 
covering childhood to his rather sad death in 1931, 
to details of the personnel and method of working at 
his Tonbridge headquarters; from hilarious corre-
spondence between Stephens and staff on the 
Ffestiniog, whom he regarded as little more than  

idiots, to a remarkable account of how to drive the 
railbuses which appeared on several of his lines. 
Others are anecdotal recollections by former 
employees and contemporaries. Philip Shaw has 
edited the Tenterden Terrier for more than 30 years 
and is curator of the Colonel Stephens Museum at 
Tenterden in Kent; his expertise gives this book its 
authority. Some of the information, particularly on 
locomotives and stock, has appeared in print before 
but there is more than enough which is new to justify 
adding this book to one's shelves. BRIAN WESLEY 

Staffordshire's Lost Railways — David James 

48pp, 173x240mm, 47 photographs, I map, paperback, Stenlake Publishing, 54-58 Mill Square, Canine, Ayrshire 
KA5 6RD, 2005, ISBN 1 84033 346 4, £7.99 

The scope of this book is wider than its title suggests 
as it provides a useful summary of the overall 
development of Staffordshire's railways and its 
coverage includes closed stations on lines that are 
still open. Most attention is given to lines that have 
disappeared, the majority, not surprisingly, those of 
the 'Knotty' although the LNWR and GNR are not 
ignored. The illustrations, mainly of stations, are of  

variable quality (and too often undated) but always 
interesting. What appear to be captions are, in fact, 
a history of each branch spread under several 
photographs. Unusually in this sort of album, these 
set the lines firmly in their local economic and social 
context. The single map is woefully inadequate, but 
the work can be recommended as a useful introduc- 
tion to the county's railway history. 	TONY KIRBY 
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The GWR at Stourbridge and the Black Country, Volume Two — Clive Butcher 
256pp, AS, 3 colour and 156 b&w photographs, 14 maps, paperback, Oakwood Press, P 0 Box 13, Usk, Monmouthshire 
NP15 IYS, 2005, ISBN 0 85361 630 2, £15.95 

The Railways of Stourbridge (1998) appeared to 
provide a comprehensive history of the tangled skein 
of lines which serviced a multitude of industrial 
locations, but subsequently sufficient additional 
detail emerged for its author to produce two 
supplementary volumes. If these had been planned 
together there might have been some rearrangement 
and abridgement of their contents. Described here 
are the engine shed and its activities, the railwaymen 
who worked there, trades union matters plus additions 
to an earlier discussion of local accidents. Several 
chapters include the reminiscences of a driver and 
union representative who worked at Stourbridge for 
over forty years, experiencing a prolonged rundown 
in activity and eventual redundancy. Unfortunately, 
the reductions in freight tonnages and passenger  

numbers which might account for the abandonment 
of so many services are not provided. There is an 
index covering both volumes. 

This well-produced book contains many photo-
graphs of locomotives at work in the area, the 
majority being rather similar to those published 
earlier. The intensity of former industrial activity is 
emphasised by the large-scale maps, which receive 
little attention in the text. The author appears to have 
been averse to omitting any snippet of information, 
even when as irrelevant as the report of wartime 
ambulance trains that interrupts a shed chronology. 
Fine detail tends to obscure the overall picture. 
Although this book can be recommended for Black 
Country historians, a general reader may be satisfied 
with the 1998 volume. 	 DENNIS HADLEY 

The Coniston Railway — Michael Andrews & Geoff Holme 

64pp, A4, 64 photographs, 28 maps & diagrams, 2 timetables, paperback, Cumbrian Railway Association, 19 Windsor 
Drive, Miskin, Pontyclun, Glamorganshire CF72 SSH, 2005, ISBN 0 9540232 3 4, £7.95 (p&p £1.05) 

This well-produced and attractive book charts the 
history of the Furness Railway's branch from 
Foxfield to Coniston. It was opened as a nominally 
independent company as an extension of an existing 
branch to Broughton in 1859. It was initially intended 
to tap the copper mines at Coniston, but in the event 
the mainstay of the line was the growing Lakeland 
tourist trade. This flourished especially when the 
Furness Railway launched the steam yacht Gondola, 
which has been resurrected and still plies the Lake 
long after the branch line has closed. The branch 
also formed an important part of the Furness Rail- 

way's circular tours of the southern Lakes, which 
were a model of integrated transport using rail, lake 
steamer and road coach. There are useful sections 
about and maps of the stations on the line, and 
chapters on signalling and operating, train services, 
locos, a useful index and some interesting reminis-
cences of the line. Unfortunately the line's trade was 
very seasonal and it succumbed to closure in 1958 
to passengers, lingering on another three years for 
freight. Today the line would be a godsend in the 
crowded Lake District National Park. Altogether a 
very readable and useful book. WARWICK BURTON 

From Forest to Ferry: The Story of the Brockenhurst—Lymington Branch Line — Keith Hill 
8Opp, 250x170mm, 21 illustrations, paperback, St Barbe Museum & Art Gallery, New Street, Lymington, Hampshire 
S041 9BH, 2004, no ISBN, £8.50 

Lymington's railway branch was a rural backwater, 
worked by M7 0-4-4Ts and push-pull sets until 
1964. Its subsequent electrification and prosperity 
is due primarily to its fortunate position, linking a 
main line with Isle of Wight ferry boats. 

This book was written to coincide with a railway 
exhibition at the St Barbe Museum. It tells the life 
story of the railway branch and of the associated ferry 
service. The author is a former railway administrator  

who knows his subject well. He writes with a 
refreshing style, occasionally explaining railway 
jargon for general readers, and illuminating past 
events by making comparisons with present-day 
experiences. He makes fair comments on viability 
of schemes such as the Solent Tunnel project of 1901, 
on railway privatisation and on comparative costs of 
railways and roads. This is a worthy and enthusiastic 
history of a short but interesting railway. 

ALLAN BRACKENBURY 
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Sir Edward Watkin, 1819-1901: The Last of the Railway Kings — John Neville Greaves 
373pp, 240x163mm, 51 illustrations, 9 maps & plans, hardback. The Book Guild. Temple House, 25 High Street, 
Lewes, East Sussex BN27 2LU, 2005. ISBN 1 85776 888 4, E17.95 

This is an eminently readable biography of a leading 
figure of the Victorian railway era who was also an 
MP for over 20 years and a philanthropist. Watkin's 
main work in life was as Chairman of the Manchester, 
Sheffield & Lincolnshire Railway. He also became 
Chairman of the South Eastern and the Metropolitan 
Railways. He envisaged a 'Channel Tunnel' to 
provide a rail link between his native Manchester 
and the Continent. He was responsible for the 
preliminary excavations for the scheme which did 
not proceed at that time. Watkin also influenced 
railways in Canada and India. 

The book forms an absorbing account of his suc-
cesses as well as his failures as the author wends his 
way through the history of railways and the politics  

of Victorian Britain. Many of the major issues of 
his time became part of Watkin's life, from the Corn 
Laws through Slavery to Home Rule for Ireland, 
often making him an unpopular figure. Indeed he 
has been quoted as saying that he admired men 
according to the number of their enemies! 

This is a well-researched account of Watkin's life 
which also gives an excellent insight into the social 
as well as moral values of the period. He has been 
hailed as 'the epitome of the Victorian entrepreneur'. 
The book contains an extensive bibliography and is 
well indexed. Altogether, a welcome addition to the 
library of those interested in the major figures 
involved in the development of railways during 
Victorian times. 	 RODNEY HARTLEY 

Mallard: How the 'Blue Streak' Broke the World Speed Record — Don Hale 
18Ipp, 205x135mm, 21 b&w photographs, hardback. Aurum Press. 25 Bedford Avenue, London WC IB 3AT, 2005, 
ISBN 1 85410 939 I, E12.99 

Mallard's world record for steam traction has of 
course been written up many times but it is a story 
worth telling; this book puts it into historical context, 
starting, because of the emphasis on speed, with the 
`races' of 1888 and 1895. Because the quest for 
speed was so much associated with advertisement 
and publicity (in which the LNER took the lead 
between the wars) we are told something about that, 
too. Because Gresley designed Mallard, the 
biographical details are neatly sketched in. (Mr Hale 
could have added cricket to the sports he pursued.) 
We also hear of the activities of the LNER's rivals,  

both in Germany and at the LMSR, whose CME, 
William Stanier, was a cordial and generous friend 
to Gresley. Not until page 123 do we hear of Mallard. 
This book is top class joumalism rather than scholar-
ship, but it has been energetically researched. It uses 
material from the Gresley Society and recollections 
of enginemen, their families and technical staff. And 
it reads so well. A 'page-turner' indeed. There is an 
index and a select bibliography; the illustrations are 
well chosen, though only moderately well 
reproduced. Excellent value. 

PHILIP SCOWCROFT 

The Making of Wigan — Mike Fletcher 
176pp, 233x155mm, 125 photographs, paperback, Wharncliffe Books, 47 Church Street, Barnsley, South Yorkshire 
S70 2AS, 2005, ISBN 1 903425 86 7, £10.99 

This book traces the history and development of the 
town of Wigan and surrounding area from Roman 
times up to the present. The author has successfully 
summarised almost 2,000 years of history into 130 
pages of text in an informative and easily readable 
book. A complete chapter is devoted to the history 
of local transport covering turnpike roads, canals, 
and railways. Wigan's tramways are described else-
where in the chapter headed 'Victorian Improve-
ments'. Other chapters are dedicated to the growth  

and decline of the Wigan coalfield and the cotton 
spinning and weaving industry. 

The book contains copious photographs, many 
from the author's collection. Towards the end of the 
book, sizes of some of the photographs are too small 
to interpret the detail without the aid of a magnifier. 
Some of the picture quality is poor and legibility 
could have been improved through the use of digital 
enhancement. 	 GERALD LEACH 
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Telling the Passenger Where to Get Off: George Dow and the Evolution of the Railway 
Diagrammatic Map — Andrew Dow 

88pp, 257x228mm, 71 illustrations, hardback, Capital Transport, P 0 Box 250, Harrow, Middlesex HA3 5ZU, 2005, 
ISBN 1 85414 291 7, £14.95 

The work of Henry Beck in developing London 
Transport's classic route diagram in 1933 is well 
known. Less well known are the diagrams produced 
of the LNER's London suburban lines by George 
Dow in 1929-31. Anyone laying them side-by-side 
would think that they had came from the same studio, 
the key difference being Beck's use of colour to 
distinguish individual routes and his standardisation 
of angles. Working in the LNER's chief general 
manager's office at King's Cross, Dow produced his 
first diagrams in his own time. The author, Dow's  

son, sets the development of route diagrams into 
context and describes and analyses Dow's work for 
the LNER, the LMSR (undertaken on a freelance 
basis) and BR. Not unnaturally, he makes good use 
of his father's records. Produced to the publisher's 
usual high standards, the result is an essential building 
block in the bibliography of railway passenger 
information. It is also a memorial to George Dow's 
professional career of which both author and pub-
lisher may be proud. Good value and recommended. 

PETER JOHNSON 

The Drummond Brothers: A Scottish Duo — J E Chacksfield 

168pp, A5, 145 photographs, 5 diagrams, paperback, Oakwood Press, P 0 Box 13, Usk, Monmouthshire NPI5 IYS, 
2005, ISBN 0 85361 632 9, £12.95 

This is a well laid-out book, beginning with details of 
family history and of training as locomotive engineers 
at Brighton and in Scotland. Here Peter Drummond 
developed the Highland Railway 'Jones Goods' 4-
6-0 into the 'Castle' class for heavy passenger traffic. 
Dugald's brief spell in Australia is fully covered. The 
most interesting sections are those dealing with 
locomotives, particularly Dugald's T9 and D15 4 4  
0, the M7 0 4 4 tanks, the curious 'double singles' 
and the unsuccessful four-cylinder 4-6-0s, all from 
Eastleigh on the LSWR. 

Abbreviations are a problem. In this book the full  

name is given on its first occurrence with the abbre-
viation in parenthesis. From then on the reader must 
remember where the first full name occurred. An 
alphabetical list is the solution. Another shortcoming 
is the index which lists thirteen members of the 
Drummond family but not Dugald and Peter. Try to 
find their dates of birth and the reader will discover, 
probably not for the first time, that the worst place 
to find a date of birth is in a biography. The compre-
hensive bibliography gives only three dates of pub-
lication. Despite its minor flaws, this is an interesting 
book, well worth having. 	JOHN MARSHALL 

Douglas Earle Marsh: His Life and Times 	Klaus Marx 

160pp, A5, 182 photographs, II diagrams, paperback, Oakwood Press, P 0 Box 13, Usk, Monmouthshire NPI5 1YS, 
2005, ISBN 0 85361 633 7, 12.95 

A biography of an early 20th century railway engineer 
whose successes and failures put him amongst the 
`second eleven' of his class. His university education, 
before getting an apprenticeship at Swindon, was 
unusual. The first four chapters take us through his 
early career on the LB&SCR at Brighton and his 
promotion to Assistant Works Manager. Personality 
clashes with his chief are a hint of things to come. 
He moved to Doncaster, as Chief Assistant Mechani-
cal Engineer under Henry Ivatt, and then back to 
Brighton as Works Manager at £1,500 per annum. 
His former chief died just before the interview where 
Marsh was appointed so he became the chief. In 
addition to his locomotive designs he rebuilt the  

Brighton works, was involved in electrification and 
also in some unsuccessful projects such as petrol 
engines. 

Chapters 6 to 8 concern relations with staff and 
trade unions, based on a number of interviews. 
Although a brilliant engineer, outside his field he was 
vague and unpredictable. His finances were not 
always straight forward, but he managed to win a 
libel action brought by a priest. Elected a Member 
of the Institution of Mechanical Engineers, he also 
contributed a paper to a meeting of the Association 
of Railway Locomotive Engineers. He left Brighton 
after some 'problems' and became a consulting 
engineer to Rio Tinto Zinc. 	PETER RICHARDS 
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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, pp154 

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 of Acts 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 
oft rade 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"FW10 6QH 

Please supply 	 copies of Register of British Railway and li'amroad Companies@ 110.50 (post free) 

I enclose cheque/postal order fork. 	 

Name 	  

Address 	  

	 Post code 	  

e-mail address 

    

     

       
      

          

                 
                 

              
               

              

                 
               

                
             

             
                

             
         

         

                   

        

   

   

                

    



Publications of the Railway & Canal Historical Society 
Canal Boatmen's Missions — Wendy Freer & Gillian Foster 	 ••• 	 .E12.50  
72 pages, 2.3x17cm, .38 illustrations, 6 maps 

Merthy Tydfil Tramroads and their Locomotives — P G Rattenbury & M J '1' Lewis 	£14.50 
88 pages, 2.3x17cm, .35 photographs, 1.3 line drawings, 6 maps 

The Hay & Kington Railways — Gordon Rattenbury & Ray Cook 	 £13.95  
132 pages, 23)(17cm, 65 illustrations & 14 maps 

The Military on English Waterways 	Hugh I Compton & Antony Carr-Gomm 	 £9.95 
100 pages, 2.3x17cin, 31 illustrations and maps 

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

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

The Light Railway King of the North 	A L Barnett 	 £11.95  
112 pages, 2.3x17cin, 84 illustrations 

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

The Warwick Canals 	Alan Faulkner 	 £5.95  
80 pages, 2.3x17cm, 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, 23x 17cm, 61 illustrations 

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

The Melton Mowbray Navigation 	M G Miller & S Fletcher 	 £3.95  
48 pages, A5, 2.3 illustrations 	 Lost Jew copies 

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

01522-881281 E-mait nevrno@amserve.com  

`Desk-top' publications 

Railway Passenger Stations: A Chronology, third edition 	 M E Quick 	 £21.50 
410 pages, A4, comb-hound 
(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-bound 

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-topPublications (post free) with cheques made payable to RCHS' to: 
Grahame Boyes, 7 Onslow Road, Richmond TW10 6QH 
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