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The purpose of this thesis is to examine the railways that were proposed, financed and
built in the Eastern Isle of Wight in the Victorian period and to describe and evaluate
their impact on local communities with respect to population growth, urbanisation,

tourism, agriculture and trade.

The histories of railways on the Isle of Wight have multiplied during the last ten years
and the value of what has been researched great. Yet not one of these studies is devoted
to discerning what the railway did in, and for, the country it crossed or served. This
thesis sets out the evidence, with all the limitations indicated, to see how the Isle of
Wight, a small island some 28 miles by 18 miles, situated off the south coast of
England, became transformed by the building of the railways and their associated

developments.

The synoptic approach has been developed with chapters on agriculture, trade, urban
growth and tourism and the relationship between the railway and the village. In the
later chapter the impact of the railway on the village of Bembridge during the Victorian
period has been assessed and deals with such diverse topics from the purchase and the

running of a steamer fleet to the provision of a water supply for the village.

The railway needs to be seen not only as a means of transport but also as an instrument
of social and economic change, both in its growth in the nineteenth century and in ifs

contraction in the middle years of the twentieth century.
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Chapter 1

=
&

Introduction.

There is a large literature on the railways of both Great Britain and of the Isle of Wight.
Most writing concentrates on the operation of individual railway companies, their
construction, services, locomotives, carriages and signalling. Two excellent examples of
this type of literature are Maycock and Silsbury’s railway history, Isie of Wight Railway'
and Paye’s Ventnor West Branch.* However, like many of their genre, their emphasis is
not on the effect or impact the company had on the communities that they served. Ina

national context Simmons wrote in 1982;

We are now copiously informed about what railways were, and to some extent
about the ways in which they were run. We cannot claim to know very much about
what they did.”

This is especially true of the Isle of Wight. It is easy to say that the opening of a railway
oroduced an effect, perhaps economic or social, and so brought about change, such as an
increase of population or trade. However, it is very difficult to demonstrate the effect with
hard evidence. That evidence is often difficult to find and if it exists at all is often
discontinuous. For example the minute books of the Isle of Wight Railway Company exist
in the Public Record Office at Kew but the records of the Brading Harbour Improvement
and Railway Company, with which it was closely associated and which it later took over,
do not. The annual returns made by the railway companies to the Board of Trade are also
discontinuous. Census returns, an important source of primary data, show not only the
absolute growth or decline in population but also the occupations of householders living
within each parish. For example in the Parish of Shanklin there is no evidence of railway
employees in the census records of 1861. However, in the census of 1871, seven years
after the railway arrived, there is evidence of Isle of Wight Railway employees in
residence. The census, by its very nature, only gives a ‘snap shot’ of the structure of the
population on the census day and consequently there is limited information on the comings

and goings of railway workers.

The effects that the railway companies had on the communities that they served has

therefore to be gleaned from a host of different sources such as the papers and

correspondence handed down by the land owning aristocracy, such as the Hammond-

Graems of Yaverland and the Oglander family of Nunwell, and the contemporary reports
1



in newspapers such as Isle of Wight Observer and the Isle of Wight County Press.
Here, the Isle of Wight County Record Office has a large collection of relevant sources.
This lack of direct evidence on the effect a railway may have had is typical of many areas

of Great Britain during the period under consideration.

Terms of reference.

This study aims to add to our of knowledge of the effect the railways had by describing,
analysing and evaluating the impact of the railways in the eastern part of the Isle of Wight
in the Victorian period. In particular the study will show the reasons why railways were
promoted and the nature of the opposition to them, how they were financed and
constructed and the impact that they had on settlements, agriculture, trade and tourism.
The Eastern Wight is an ideal area in which to undertake this study as it is a small discrete
area, which can be examined in isolation without the additional complication of the main
trunk routes of the large mainland companies. Also this is the part of the Island where the
major settiements are located and it is here that the majority of railway building took place.
This thesis will add to the history of the Isle of Wight in the Victorian Period and allow the
impact of the railways on the Island to be compared with other relatively isolated rural
communities such as Cornwall, East Anglia or West Wales. Although a detailed
comparison is not within the terms of reference of this work, comparisons have been made,
where relevant, to put developments on the Island into a national context. Nationally, three
railway-building periods, or manias as they are referred to in railway literature, have been
recognised; the first in the 1830s, the second in the mid-1840s and a third in the mid-
1860s. The promotion and construction of the first lines on the Island come broadly mto
this last period, the first line being opened in 1862 and the last in 1901. During this period
of 39 years 55% miles of line were built and operated, initially by ten companies, which

later reduced to four as amalgamations took place as economies necessitated.

Rapid changes in population growth and urbanisation in the major centres of the British
Isles were already well established by the end of the first half of the nineteenth century.
Barker and Robbin’ stz‘nzjy of London Transport® describes the impact of the railways in
London and Kellett describes the impact of railways on the large cities of Birmingham,
Liverpool, Manchester and G!asgew.s Few authors, with the notable exception of
Simmons,” examine the role that the railways played in the changes taking place in the
rural counties of the British Isles. In these areas not only was population growth, or in
some areas decline, an issue, but also great changes were taking place in tourism,

2



agriculture and trade. The socio-economic processes that had been initiated in the urban
cores were rapidly radiating outwards to the rural periphery, including the Isle of Wight.
This thesis aims to contribute to the general debate by describing, analysing and
commenting on the role that the railway played in bringing about socio-economic changes
in a rural context. The task then is to link_ either directly or indirectly, cause with effect
and thus add to the understanding of the impact of the railways on a largely isolated and

rural community.

The basis of the research for this thesis has been the written word - letters, articles
documents and books have been widely consulted. In addition non-written sources have
also been analysed. The period under research was over 100 years ago and it was difficult
to find contemporary oral evidence. However, in 1990 Bill Langworthy, then aged 93, was
interviewed.” His father came to Bembridge as a labourer, to work for the contractors
Scott and Edwards of Melmerby, Yorkshire, building the harbour and railway. From his
memories of his childhood at the turn of the century Mr Langworthy was able to describe,
in some detail, the railway and harbour, corroborating many of the facts already
established. Contemporary pt etographs are also available for interpretation and have
proved a very valuable source of information. The collection of the Isle of Wight Steam
Railway was especially useful. These were discussed with various railway colleagues and
local historians to try to establish the factual detail that they contained and how they could
be interpreted. Maps and plans, largely deposited at the Isle of Wight County Recor

Office, Newport, were more straightforward to interpret being attached to legal documents
such as the relevant Acts of Parliament. Early Ordnance Survey maps were also useful,
being an accurate record of what existed on the ground, as they corroborated evidence

from the plans attached to the Acts of Parliament and from contemporary written sources.

Even though the Island is relatively small it would be difficult to provide an exhaustive
description, analysis and evaluation of the impact of the railways on all aspects of their
influence on the Island. This thesis has therefore concentrated on the promotion of and
opposition to the lines, their finance and construction and then, using a thematic approach,
an evaluation of their impact on urbanisation, population, tourism, village life, agriculture
and trade. The scope of this thesis has been largely dictated by the documents that still
exist, with all the problems that this entails. Within this basic framework exemplars have

been used to illustrate the general impacts and processes at work.

L



Review of literature and sources.

The minutes of the proprietors and directors of the Isle of Wight Railway Company (July
1860 - June 1916), deposited at the Public Record Office, Kew, provide factual
information of the dealings of the railway in their monthly meetings. For example, the
opening of the Bembridge line can be cross-referenced to articles in the Isle of Wight Times
and with Col. Yolland’s report on the condition of the line for the Board of Trade.
However, the information contained in the minutes cannot always be taken at face value as
the decisions taken by the board would be based on the subjective views of the individuals
concerned, who were also shareholders in the company. Problems can occur when the
board resolved to action a resolution but the reporting back on its implementation is not
recorded. Newspaper articles of this period help to expand the factual detail as they tended

to report the human-interest stories; for example the Isle of Wight Times describes the

building of Ventnor tunnel.

There may have been many reasons why few letters or documents belonging to the Brading
Harbour Improvement and Railway Company have come to light. The company, in its
early days, went through a number of financially difficult periods. There were also the
financial irregularities of Jabez Balfour, Chairman of the Liberator Building Society, to
consider, culminating in the collapse and failure of the Liberator Building Society in 1895,
It might have been that the papers, documents and minute books of the company were
deliberately lost. Traditionally documents relating to railways were stored by the
companies concerned. The Bembridge branch had a number of owners; from 1882 the
Brading Harbour Improvement and Railway Company, from 1896 to 1920 the Isle of
Wight Railway, from 1921 to 1947 the Southern Railway before finally passing into the
hands of the nationalised British Railways in 1948, Here there is plenty of scope for the
destruction or the loss of documents. In 1948 the archives of the railways of the British
Isles were stored at the Clapham Railway Museum, largely unsorted. In the 1970s this
collection was moved, some items going to the Public Record Office at Kew but the
majority going to the National Railway Museum at York. It is therefore no wonder that
documents were mislaid or lost. There is a possibility, albeit remote, that the records of the

Brading Harbour Improvement and Railway Company may still be found.

The letters and reports contained in the files of H. M. Inspector of Railway (1882-1898)

held at the Public Record Office, Kew, provide a reliable factual source of information on

the opening of a railway company. This information is largely objective, giving detail of
4



the size of sleepers, weight of rails etc. and can be taken at face value and be corroborated

by the minutes of the railway company and contemporary press reports.

The Oglander papers (1874-1916), deposited at the Isle of Wight County Record Office,
provide information on the dealings of the Oglander family, who owned Brading Haven,
and early railway developments in the Eastern Wight. A series of letters document the
thoughts of the Glynn brothers and other members of the Oglander family on
developments in the area. As they are private letters and not legal documents they must be
treated with caution with regard to their factual reliability. As private letters it could be
argued that they give an insight into the motives of the individuals concerned and as they
were not for public consumption it makes them a potentially very valuable source.
Together, as with other sources, such as the minutes of the board of the Isle of Wight
Railway, they help to piece together the details of the period when the Isle of Wight
Railway was constructed and when the Brading Haven was sold to the Brading Harbour
Improvement and Railway Company. J. W. Fardell, solicitor to the Oglander family, wrote
to John Glynn detailing the provisions of the Brading Harbour Improvements, Railway and
Works Bill that was before Parliament and the impact the Bill would have on the Oglander
estate.® He further went on to make recommendations regarding the purchase of Brading
Haven from the family by the Brading Harbour Improvement and Railway Company. This
was extremely important as it helped to explain why the transaction was considered and

completed.

The papers belonging to the Hammond - Graeme family, Lord Yarborough and Lord
Heytesbury are kept in the Isle of Wight County Record Office. They provide a rich
source of information. During this period the major landowners were primarily concerned
with preserving their rights with regard to the development of the railways. The letters and
legal documents have to be seen in this light and only provide one side of a considerable
argument. Few letters or documents of the railway companies have come to light to give
the opposite views. The bias of these letters and the motives behind the people writing
them need to be clearly understood when they are interpreted. It is clear that interpretation,
understanding and motivation go alongside each other in this instance. Legal documents
relating to a claim for compensation against the Brading Harbour Improvement and
Railway Company are a useful as they present, in detail, the contemporary situation and

give an excellent account of the working of the farms under the Hammond-Graeme

family’s ownership.”



Articles from national, regional and local newspapers provide an interesting source of
information on the Island’s railways and their associated developments. A wide variety of
sources are available; local sources such as the /s/e of Wz’ght Observer (1872-1882), Isle of
Wight Times (1870-1885), Isle of Wight Chronicle (1876-1897) and the Isle of Wight
County Press (1885 onwards); regional sources such as the Hampshire Independent (1883-
1884) and Hampshire Telegraph (18 and national sources such as the London Gazette,
Morning Post, and London Echo. The articles, especially if contemporary, provide
supportive comment on the developments taking place at the time. However, these sources
do show bias and are not always reliable depending on the position and motives of the
authors. The provenance of more recent articles relating to the history of the area is mor
difficult as original source material is not quoted and there are many problems with the
accuracy of the data. This is true of the Is/e of Wight County Press’s articles relating to the
opening and construction of both the Freshwater and Bembridge branch. 19 Other sources
of information have also been used as evidence to piece together the history of the
railways. Maps and plans stored at the Isle of Wight County Record Office have been a
valuable source of information. As the period under consideration is over 100 years ago it
was difficult to collect oral evidence although the childhood memories of Mr Bill

Langwothy were valuable in piecing together a picture of the times.

The Isle of Wight: A geographical summary.
The Isle of Wight became separated from mainland Britain during the Flandrian
Transgression when rising sea levels after the Pleistocene Ice Age drowned the Solent
River. A chalk ridge runs across the middle of the Island from the Needles in the west to
Culver Cliff in the east. To the south was a second outcrop of chalk with the resultant
unstable “Undercliff” between Blackgang and Shanklin. Between the two areas of chalk
was a fertile area of cretaceous sandstones. To the north of the main chalk ridge the
geology consists of cold and wet clays and Plateau Gravels. The climate was, and still is,
equable, when compared to mainland Britain, due to the surrounding sea and enables the
Island to gain its well-deserved reputation as the ‘Garden Isle’. For centuries the economy
of the Island was based mainly on agriculture, much of the land being owned by a small
number of gentry with tenanted farms on their estates. The main towns are Cowes,
Newport and Ryde. The smaller towns of Ventnor, Shanklin and Sandown grew only after
the arrival of the railways. In the period before the building of railways road transport was
slow, uncomfortable and expensive. Nearly every aspect of Island life changed with the
building of the railways. This thesis aims to describe, discuss and analyse these changes.

6
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Figure 1.1 Map of the Isle of Wight.
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Table 1.1: Dates of opening and closing of railways and tramways for passenger traffic in the Isle of Wight.

Railway Company Distance Date Opened Date Closed
(miles)

Cowes to Newport C&NR 4Y4 16 June 1862 21 February 1966
Ryde St John’s Rd to Shanklin IWR 7Ya 23 August 1864

Ryde Pier Gates to Ryde Pier Head * RPC Vs 29 August 1864 26 January 1969
Shanklin to Ventnor IWR 4 10 September 1866 18 April 1966
Ryde Pier Gates to the Castle * RPC Ya 28 January 1870 5 April 1880
The Castle to Rvde St John's Rd * RPC Ve 7 August 1871 5 April 1880
Sandown to Shide IW(NJ)R 8Ya 1 February 1875 6 February 1956
Shide to Pan Lane (Newport) IW(NJHR Va 6 October 1875 6 February 1956
Ryde St John’s Rd to Newport R&NR 10 20 December 1875 21 February 1966
Pan Lane to Newport IW(NJR Ya 1 June 1879 6 February 1956
Ryde St John’s Rd to Ryde Esplanade LSWR & Ya 5 April 1880

LB&SCR
Ryde Esplanade to Ryde Pier Head LSWR & Ya 12 July 1880
LB&SCR

Brading to Bembridge BHI&RC 2%4 27 May 1882 21 September 1953
Newport to Freshwater FYNR 12 11 July1889 21 September 1953
Merstone to St Lawrence NG&StLR 5V 20 July 1897 15 September 1952
St Lawrence to Ventnor Town NG&StLR 1Va 1 June 1900 15 February 1952

Key
* denotes the Ryde Pier Tramway.
Abbreviations — see Figure 1.2.
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Figure 1.2 : Railway companies of the Isle of Wight, 1860 — 1900.
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Organisation of the thesis.
This thesis is organised in a specific way so that the development of the railways and their
impact on the Eastern Wight can be studied in a temporal setting with specific topics, such
as agriculture, developed in a thematic manner. Case studies illustrate the general and
specific points that are made. Chapter 2 deals with the introduction of railways to the
Island and describes the promotion of and opposition to the building of these railways
throughout the period under discussion. Case studies focus on the railway companies
concerned from first proposals until opening for passenger traffic. This chapter not only
introduces the railway companies but also focuses on the geography of the Island, which
had such an influence on their development. Figure 1.1, a map of the Isle of Wight, and
Table 1.1, showing the dates of opening and closure of railways introduce the basic
geographical and historic data relating to railways in the Island. Further geographical data,
including topography can be found on Ordnance Survey Quidoor Leisure Map 29 (Isle of
Wight) and Ordnance Survey Landranger Map 196 (Solent and the Isle of Wight); both are
standard references. Figure 1.2 shows, as a time line, the relationship between the various
railway companies concerned with the building and operation of lines in the Isle of Wight.
Chapter 3 concentrates on the financial aspects of these railway companies. Topics such as
the raising of capital and their financial success are analysed where data is available.
Chapter 4 describes the practical aspects of constructing a railway. Here contemporary
information from newspapers is used to describe the construction processes involved.
There was railway construction in process in some part of the Island in each year from
1859, when the first line was started, to 1900 when the last line was completed. In Chapter
5 the impact of the railways on population growth and change is analysed along with the
specific impact on tourism and urbanisation. The case study of the Isle of Wight Railway
will be used to show the influence that a railway could have on the towns, namely Ventnor,
Shanklin, Sandown and Ryde, that it served. In Chapter 6 a small area of the Eastern
Wight, the area surrounding and including the village of Bembridge, will be examined in
detail to establish the influence a railway might have on an isolated rural area and village
community. Chapter 7 concentrates on agriculture and the impact that the development of
railways had in the Eastern Wight. Case studies using the Newport, Godshill and St
Lawrence Railway in the upper valley of the River Eastern Yar and the Brading Harbour
Improvement and Railway Company in the lower valley serve to illustrate the influence
that the railway had on agricultural improvements. Finally, in Chapter &, the influence of
the railway on trade is discussed with regard to the Isle of Wight Railway and the
Bembridge branch. Chapter 9, the conclusion, draws together the threads of this thesis.
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Chapter 2

Promoetion and opposition

Py

By 1854 nearly all of the major towns and cities in England, Wales and Scotland had

become rail-connected: the trunk routes were in place. Birmingham was reached from

London in 1837, Bristol in 1840 and Southampton in 1842. However, the railway

oo

comparnies had paid scant attention to the smaller towns and rural communities, includin
those in the Isle of Wight. Tt was in the vears between 1854 and 1876 that the railway
network was extended, taking in the rural areas and small market towns, to give the
country a truly national system. By this time a railway had become desirable for a well-
run town similar to the provision of a clean water supply, sewerage works and gas works.
However, there was the question of whether or not a town would really gain by being rail-
connected. Would the town benefit from closer links with the larger towns and cities and
their shops, markets, new industries, large producers and suppliers, or would the town be
damaged? In every town groups and individuals would emerge, putting forward their
views for and against the promotion of a railway. This was as much the situation in th

Isle of Wight as in any other rural area of Britain. However, on the Island there was an
added dimension. The links with the ferry ports and their connections to the communities
of Portsmouth and Southampton, and in turn their connection to the main railway arteries
of the country, became crucial. In addition, at this stage, no large mainland company had

become directly involved with the promotion of railways on the Island.

This chapter examines the promotion of, and the opposition to, the building of railways in
the Fastern Wight from 1845, when the first railways were proposed, to 1900, when the
last line was completed. It will focus on the groups and individuals who were involved,
examining their viewpoints in terms of the econiomic and social arguments that they put
forward. The main premise that will be examined is that the motive of the promoters for
building a railway was largely financial; some owned land that the railway would need,
some had skills that would be needed, others wanted links to the mainland and with other
parts of the Island. After the parliamentary procedures that were required to build a
railway are described, the promotion of railways on the Island will be placed in a national
context before the various schemes are analysed with respect to the basic premise that they

were built for financial gain.
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Parliamentary procedures.

Before a railway could be built an Act of Parliament was required and to achieve this it
was necessary to promote a Private Bill." In practice, a Parliamentary Agent would be
employed to draw up the Bill and carry out all the necessary actions on behalf of the
promoters of the railway concerned. To allow people with opposing interests time to
object it was first necessary to give ‘notice of intention’ to promote the Bill by local
newspaper advertisements, and by a notice in the London Gazerte. A petition praying that
the Bill be heard by Parliament, and the Bill itself, had then to be deposited by the Agents
in the Private Bills Office of both Houses of Parliament before 27 November of the year
preceding that in which the Bill would be enacted. If anyone wished to oppose the
privileges that the Bill sought, they had to petition against it by 30 January. Opponents of
the Bill had to show that their interests would be badly affected by the building of the
ratlway. If the promoters could prove that their opponents’ interests were unaffected by

the Bill then the objection became invalid.

Once deposited, the Petition and Bill were printed and available for inspection. At this
stage the Bill would be examined to see if it complied with the Standing Orders of
Parliament and if it did not it was referred to the Standing Orders Committee whose
members were empawereé to reject it. Many Bills failed at this stage. If a Bill passed
Standing Orders it was then placed on the table of the House of Commons and was deemed
o have had its first reading. After this formality it would then be referred to a Standing

1

‘tee as an unopposed Bill and a date for the second reading would be fixed. If

mm

Com
petitions against the Bill had been lodged then time had to be allocated for debate. The
House of Commons then had the power to accept the Bill, amend it, or reject it altogether.
If the Bill was passed, either in its original form or in an amended form, it was then moved
forward to a Select Committee for further examination. The Select Committee, if it
wished, could call evidence and make more amendments to the Bill before reporting it to
the House as available for the third reading. It was then debated again and it could be
further amended or rejected. If it passed the third reading it was then passed to the House
a

of Lords where it would undergo a very similar process. It was not uncommon for the

i successfully passed the Lords it would finally

Lords to reject Bills. When the Bill |

a
receive the Royal Assent. being signed by the Lords’ Commissioners actin behalf of

the Sovereign. This was a formality and from that moment the Bill became an Act of

Parliament.
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A railway company, on obtaining its Act, was only empowered to carry out the works cited
init. If'the Act had been amended significantly in its passage through Parliament, as quite
often happened, the railway company would not have the powers that it originally sought.
An Act dealing with new works usually contained a clause stating that the construction had
to take place within a certain time period. If the work was not completed by then, the
powers were deemed to have lapsed. However, these could be revived by another Act
authorising an extension of time. If an Act specifically ‘required’ that the works be carried

out, proceedings could be taken against the company if they failed to complete it on time.

Most Acts, therefore, only ‘empowered’ those powers to be exercised. If the promoters

»
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found it difficult to raise the capital for a line they often let the powers lapse. However, if

sl

there were specific ‘reqzﬂ'zemests’ in the Act then the promoter would need to obtain a
further Act to authorise abandonment of the powers conferred in the earlier Act. These

ticularly common,
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The wider debate.

ot

It is quite clear that while many people expressed their views both for and against the
building of railways, wealthy landowners had more influence than most. Their attitudes,
revealed by family and personal papers, varied from person to person, from place to place
and time to time in the life of one person.” For many landowners the railways symbolised
everything they most disliked and presented a formidable economic and political
challenge. The enemies of railways are well documented; Squire Samuel Heathcoate of
Wymondley in Hertfordshire was “insanely violent” in his opposition to ratlways
throughout the railway mania between 1844 and 1846, Lady Suffield always drove up to
London from Blickling in her own carriage ‘rather than rub shoulders with other people in
trains.”® There were also those less passionate landowners who, while regarding railways
with distaste, kept their feelings under control. Lord Stanley opposed the Liverpool and

Manchester Railway in 1825 but came round to respecting its achievements. Later in his

life in the 1840s, as Lord Derby, he not only dealt with a number of railway companies,
including the Liverpool and Bury Railway who wanted his land, but also invested money
in exchange for shares.” The Second Earl of Yarborough went much further in
Lincolnshire, prometing railways and the developments associated with them in order to
improve his rural and urban property. However, on the Isle of Wight, where again he was
a large landowner, he violently opposed the introduction of railways. In Lincolnshire he
was closely involved with the Great Grimsby and Sheftield Junction Railway.” The

14
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ratlway was planned to run from Grimsby to Gainsborough, meeting another from
Sheffield to form a continuous line from Manchester to the North Sea. It wastobe a
means of improving the prosperity of the fishing port of Grimsby, of which in 1849 he

and the small market towns of Brigg and Kirton-in-Lindsey. Most

e
of the line lay within the Yarborough estate and the Farl gave his full support to the

project, which had a specific economic objective. Indeed it was a deliberate attempt to

ui

cate & modern fishing port and take trade away from Hull across the Humber estuary.
During the preparation of the plans for Parliament Sir John Nelthorpe objected to the

railway crossing his land. As already explained it was the responsibﬂity of the railway

company to prove that this would not harm his interests and a petition in favour of the line
was organised. The inhabitants of Brigg and the villages along the route were told about

the local benefits that the railway would bring to the neighbourhood. Lord Yarborough
also used his considerable influence with the tenanted farmers. His agent wrote ©...1n case

of applying to any tenants of Lord Yarborough for signatures to the petition you may

mention that it is the wish of Lord Yarborough to give the utmost support in his power to

[

iese railways, and there is at present no better way of serving him than by joining in thes
petitions.” Lord Yarborough, here, was seen as an energetic, improving landowner

o

thinking mainly of the contribution that the railway would make to the estate. Yet as will
be seen, he determinedly opposed the railways on the Island. His attitude in Lincolnshire
was primarily determined by the nature of the estate and the potential for development. On
the Island, as his estate was used more for recreational purposes, railways were seen as an

intrusion into his privacy.’

Early railway schemes.

One of the first references to building a railway on the Isle of Wight, from Ryde to
Ventnor, came in May 1845 when the Isle of Wight Railway Company, the promoters of
which were mainly resident on the mainland, was provisionally registered at Companies
House. Thomas Gisborne, M. P. for Nettingham, was chairman. Gisborne had
unsuccessfully contested the Newport, LW, constituency in the 1841 election. Mr
Wheeler, a London solicitor, was designated company secretary and solicitor. There were

ipward of twenty other promoters, from various mainland locations, including Henry

=

Tootal, who was associated with many mainland railway schemes, and a number of

Southampton merchants. The London and South Western Railway was also interested in
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the scheme. Mr Charles Popham Hill, whe resided at Bonchurch and owned large tracts of

land at Ventnor, was also a supporter.

A second company, the Direct Ryde and Ventnor Railway Company, was provisionally
registered by Edwin Paul, a Londen solicitor, at Companies House on 20 October 1845,
The promoters were Thomas Paul, his bmther, a Londen Cabinet Maker, and Thomas
Hellyer, an architect and surveyor with an address at Lind Street, Ryde. At that stage
netther company had the resources to bring a Bill before Parliament as the investment of
pubiic money in railways was at a low ebb due to a lack of confidence and low dividends

being paid on railway shares.

Support for the Isle of Wight Railway was strongest in the places that would be served by
it most directly. Ventnor, cut off from the rest of the Island by the Undercliff, saw the
formation of a pro-railway lobby. In November 1845 a handbill entitled Reasons for
supporting the Isle of Wight Railway’ was produced by the Ventnor Railway Association.
However, there is no mention of the individuals who instigated the Ventnor Railway
Association apart from C. R. Cundell, whose name appears at the bottom of the handbill
and who is titled chairman. The handbill detailed sixteen points supporting the building of
a railway to Ventnor. At a meeting held at the St Boniface Hotel, Ventnor, the Association
made the following statement, *...the proposed railroad is deserving the cordial
approbation and support of every person who desires the welfare, and is a friend to the
prosperity of the inhabitants of the Isle of Wight” The Association stated that there had
been a great improvement in the means of travelling by the introduction of railways. This
had been highly advantageous to all classes in the community in that it developed the
resources of the country and improved trade. Tt also suggested that the introduction of
railways was so widespread that even Jersey, an island smaller than the Isle of Wight,
would soon be in possession of a railway and that the Isle of Wight would be missing out if
the opportunity was not grasped. The Association also suggested that travelling between
towns and communities on the Island was both time consuming and expensive and that
*...thousands have been deprived of the pleasure and advantage presented to the tourist and
invalid by the beautiful scenery and salubrity of the climate.”® This is a reference to the
emergence of Ventnor and the Undercliff as a health resort. It also stated that, on the
mainland, railways had vastly increased the number of travellers and the Isle of Wight,

even in 1845, depended on visitors for its trade. The railway would also increase
16



opportunities for the farmer by ... affording a ready market for all the produce he can
raise” and for the tradesman by increasing the demand for his goods.” Farmers could also
gain as manure, chalk and lime could be delivered cheaply and quickly to the nearest
railway station for distribution to local farms. The railways would also be advantageous
by greatly reducing the parochial rate, especially that levied for the ‘poor and highways’,

because the railways were assessed at a higher rate than other properties and would

therefore contribute more.

The Ventnor Railway Association thought that the raitway would not destroy *...the
beauties for which the Island is so celebrated.” It had the optimistic view that the railway
would not interfere with anyone’s privacy, nor spoil the character of the country and, in

fact, would only be built on the less scenic areas of the island. It thought that the visitors
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would be brought to the ‘verge’ of the outstanding scenery and that there would be an
increase in the demand for horses and public carriages to convey them through this
countryside. Thus a group of people who thought their tourist trade would diminish

because of the building of a railway was placated.

The Association also saw the wider implications of railway links, especially with the
emerging rail-connected port of Southampton, which would open up the newly
industrialised areas of Yorkshire, Lancashire and the North. This was, surprisingly, not for
direct trade with the Island but to allow businessmen from the North, when at
Southampton, to relax and enjoy themselves on the Isle of Wight. They would be able to
*...take advantage of the opportunity to visit its transcendent beauties, where they could be

enjoyed at so small a cost of time, which to them is of more importance than money.”

o sell the idea of the railway to the landowning class the Association suggested that
London, the heart of business, would be only four hours away and that consequently there
might be an increase in the number of wealthy merchants who, with their families, might
reside in the south of the Island and enjoy the favourable climate. The proposed railway
intended to link the four main towns of the Island, Rvde, Cowes, Newport and Ventnor -
thus allowing the frequent visiting of friends and relatives and *...the interchange of

thought and feeling. .. that would enlarge the understanding.” This would be an example,
they hoped, of railways bringing about social change.
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The Association stated that Ventnor, in particular, was at a distinct disadvantage for the
delivery of coal. In 1845 the coal merchant was able to supply coal at a price of between
32s. and 35s. per ton. It calculated that if railways delivered coal the price would drop to

between 22s. and 25s. per ton, thus making the point that Ventnor was very much at a

disadvantage, in terms of risk, expense and uncertainty, in the delivery of goods to th
town. The district around Ventnor, along the Undercliff, had, in their opinion, large

guantities of a very fine freestone for ’i}z‘i’idéﬂg purposes. They suggested that a railway
would help export this stone to London and other areas on the mainland, via Newport or

Cowes, at a low cost, thereby increasing its demand.

A further point, if more were needed, for the building of the railway was that in its
construction a vast sum of money would be spent within the Island, employment being
given to labourers, workers and tradesmen, with the preference of work being given to the
local people. The Association finished the sixteen points by saying that, as yet, no one had
put forward a g@avénséng argument as to why the Island should not participate in the new
technology, just as in the past the Macadamised road had superseded the cart track, the

coach the carrier’s van and pack-horse, and the steam-boat the sailing packet.

These sixteen points, also relevant to other areas in Britain where railways were proposed,
revolved around the benefits that the railway would bring to the economy of the area,

especially to the tradesmen, farmers and those involved in the tourist trade. There was also

a hint that railways would ﬁzé:ﬁg social change to the lives of the people who lived in the
comm s through which the lines passed. These arguments are characterised as being

strongly developmental. That is to say, they rested on the assumption that the railways

4

would themselves create the demand that they would in turn satisfy.

There was considerable opposition to the views of the Ventnor Railway Association.
Railways were expensive to build and many people had to be persuaded to invest money in
them. In the late 1830s and 1840s many lines were proposed in Britain; some were badly

others investors lost all or most of the money

‘..X

slanned and never passed Standing Orders, i
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t they had put into these speculative companies. Many people were afraid that this
would happen on the Isle of Wight when the first plans were put forward in 1845, In that

year a petition was raised to oppose this scheme. The introduction to the petition read:
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We the undersigned, Landowners, Clergy, Yeomen, Tradesmen and others,
Inhabitants of the Is ef Wight, have seen with extreme surprise Advertisements
having reference to a project for establishing Railways on the Island. We hereby
declare our direct and determined hostility to this wild and dangerous speculation,
which, seo far from benefiting the Island, would painfully affect its interests, and

would threaten with ruin a large class of its inhabitants.

10 Teason why there should be any increase in the

e

The opponents believed that there was

*...facilities of transport other than those that we presently enjoy.” Their view was that it
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would not help trade, nor improve the road system and they played down the extent to

which visitors wished to exchar *...ordinary means of conveyance to the quiet
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enjoyment on which they look for pleasure and health’, for the hurried speed of a railway.
They stated that the railway was being thrust upon them contrary to their wishes and
interests, it involved serious financial risk to speculators, threatened deep injury to the
inhabitants and was utterly useless and valueless to the community at large. Atthattimea
handful of wealthy families, the Oglanders at Nunwell, Lord Yarborough at Freshwater
and the Hammond-Graems at Yaverland, owned large areas of the Island. They did not
want railways crossing their estates and thus they became part of the anti-railway lobby.

The petition attached to the declaration contained just over ;,OOO signatures. Curiously the

signature of Lord Yarborough, the largest landowner on the Island and one of the bitterest
opponents of railways, occurred no less than four times. There were other repetitions as
well.

The anti-railway lobby on the Island was very well organised and financed. It made use of

every method then available to get its message across. In particular it used newspaper
advertisements just as the pro-railway lobby had done. It used the Hampshire Telegraph
and Hampshire Advertiser, which were both sold on the Island, as there was no all-island
paper in the 1840s. Charles Wyatt Estcourt, a Newport solicitor, whose name appears on
many receipts for local advertisements, acted as secretary to the anti-railway committee. 1

ie also acted as family solicitor to many of the landed Island families including the

Oglanders and the Hammond-Graems.

o0

There were many other groups who had reservations regarding the construction of
railways. In 1852, at a Methodist discussion class in Newport, the ‘Moral evils of

railways’ was debated at which, it was concluded that the evils “... would outweigh any
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advantages’ because there would be an increase of Sabbath desecration, unwholesome
speculation would be caused, many bankruptcies would occur, the levelling tendencies of
the times would be fostered and finally the utilitarian spirit of the age would be

enc uragpé

During 1852 the Isle of Wight Railway, whose promoters were largely from the mainland
but included George Young, a prominent Island businessman and landowner, had plans for
connecting Newport, Ryde, Cowes and Ventnor in ‘one continuous line’. In the same year
Thomas Hellyer and J. Woodmarn promoted the Direct Ryde and Ventnor Railway, though
little is known of either man. On 14 December 1852 the Isle of Wight Railway’s plans
were presented at a meeting in Newport.”’ This meeting was abandoned in chaos as
tandowners, headed by Lord Yarborough, opposed the scheme. The editor of the
Hampshire Advertiser said ‘It would be a perversion of terms to allow the proceedings of
such a meeting to go forth as the voice of the town.” However, the meeting did appoint a
local committee, its aimn being to secure an Act of Parliament. Lord Yarborough wrote a
circular letter, dated 10 March 1853, to every member of the House of Commons in the
hope of influencing their decision when the Bill was read for a second time. Lord
Yarborough endeavoured to stop the Bill on a point of order as he suggested the initial
proposals were drawn up in 2 hasty manner and were, in the opinion of the anti-railway
lobby, full of errors. However, the Standing Orders Committee was prepared to pass the
Bill *... upon condition of the errors being corrected and the new plans and surveys
deposited.” The anti-railway lobby believed that this condition could not possibly be
complied with and was aghast that a second reading of the Bill was being propgsed. The
anti-railway lobby wrote to all Members of Parliament listing the facts concerned with the
proposal and asking them to °.. assist in preventing the further progress, of a scheme,
which is in truth, a mere speculation.” The first point made was that the promoters of the
Bill were not connected with the Island in any way nor had they been asked to promote the
Bill on behalf of any inhabitants. They commented that, of the whole list of subscribers
only four were resident in or connected with the Island. The second point they made was
that as the Isle of Wight was an island and separated from the mainland by four milfes of
water it could have no junction with the great trunk lines of the mainland and therefore
could enjoy none of the advantages attained elsewhere. They went on to say that a railway
in the Isle of Wight was not necessary because firstly, the waterborne access to Ryde,

Cowes and Newport already supplied the ‘.. best and cheapest mode of transmission of
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goods to those places’, secondly the town of Ventror, with a population of only 2,500, was
too small to require or maintain a railway and thirdly, because local passenger traffic
between towns was very small and they could see no reason why it might increase. They

also made the point that the majority of visitors who came to the Island during the summer

did so to make an excursion around the Island and not just to visit Ventn
In the view of Lord Yarborough and the anti-railway lobbyists a railway on the Island

would not be expedient because local interests, presumably their own, would be harmed,
privacy would be reduced and land taken. Also there would be no advantage to commerce,
agriculture, tourism and links to the mainland. Another point the anti-railway lobby made,

n purely practical grounds, was that the cost of the works would greatly exceed the capital

jy
to be raised and that the income derived from it would be inadequate and give no

o

S on to shareholders. Thus, they concluded, they had shown the railway to be
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unnecessary, inexpedient and impractical. They suggested that the line was only a mere
speculation by parties unconnected with the Island; uncalled for by local people and not
supported by them, and asked the members of the Lower House to oppose the second

reading of the Bill. They also commented that the opposition to the Bill had caused them

‘... heavy expense.” It is not surprising that this scheme was dropped.

The Cowes and Newport Railway.

By the late 1850s the opposition to railway construction on the Island had waned
sufficiently to allow a proposition to become a reality. The Cowes and Newport Railway
was proposed to link the two towns on the River Medina. Communication between the
port of Cowes, at the mouth of the River Medina and the county town of Newport, five
miles inland and at the lowest bridging point on the River Medina, was difficult. It is true
that vessels could sail up to the quays at Newport to discharge their cargoes but the river
was notoriously shallow and tortuous in its upper part and at low tide ships had to take the
mud at Newport. The only other means of communication was by road.'* The coach, the
Cowes and Newport Stage Machine, took about one hour for the journey, which on foot
took just over two."> This state of affairs lasted until the mid-1800s. The great boost to
shipbuilding, as a result of the Crimean War, had meant a brisk period of expansion for

its
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Cowes and it became apparent that there was need for an improvement is
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The prospectus for the Cowes and Newport Railway was issued in November 1858 " and

hough many thought the River Medina would offer

was received favourably in Newport alt
serious competition for the carriage of goods between the two towns.'® The prospectus
lists four provisional directors, all local businessmen; the Hon. William Henry Petre and
W. C. Hoffmeister from Cowes, and Henry Pinnock and Rebert John Jewell from

Newport. Interestingly the company solicitor was Charles Wyatt Estcourt who, in 1845,

-

had acted as secretary to the Anti-Railway Committee. The directors first met on 1

August 1859 at the Fountain Hotel, Cowes, William Henry Petre acting as chairman.

The directors, in the prospectus, made the following points in favour of the railway.
Cowes was described as a town of 6,000 inhabitants, which derived importance from its
harbour, large shipbuilding establishments, proximity to the ‘Palace of Osborne’ and its
rank as one of the south coast’s watering places. The prospectus said of the port .. it is
much frequented by British, Foreign and Colonial Shipping and is the home of the Royal
Yacht Squadron and, most importantly, is the chief port for the arrival and departure of

both passengers and goods to and from the Island.” They described Newport as having a

communications. The traffic between the two towns was considerable and included coal,

merchandise of all descriptions, a large number of cattle and military stores and baggage to
and from the barracks at Parkhurst. There was also a large traffic in passengers, not only

passing between the two towns, but also to all parts of the Island, especially to the well
known watering places of Ventnor and the Undercliff. Cowes had an almost hourly
steamer service to Southampton and landing at the Fountain Pier was not dependent on
tides. The promoters wanted to °... present to the public and the inhabitants of the Island,
the advantage which has long been desired, namely, a cheap, speedy and frequent means of
transport for the traffic co trated at Newport.””” They made the surprising point, in
view of earlier schemes, that the local landowners had approved the railway and that the
cost of construction and works were comparatively sma herefore the undertaking

would be profitable. It was envisaged that traffic would increase throughout the years

The Isle of Wight Observer, however, gave a very different view of the prosperity of
Cowes to that expressed by the prospectus. It described the population of Cowes as being
under 3,000 people, not 6,000 as the prospectus stated. The 1861 census for the parish of
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Northwood, in which Cowes is located, gave the figure as 6,534, a more relevant figure
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and in broad agreement with that quoted in the prospectus. The newspaper felt that Cowes

(J“M

was no longer the port it had once been, writing of it, .. a town ... which has long
slumbered, should wake up and consider itself as the only port of security which nature has
ordained.” Indeed, smaller ports, such as Cowes, had lost out to Portsmouth and
Southampton. In Cowes shipbuilding had declined drastically as ships became larger and
built of iron. People had to migrate from Cowes to seek employment. Nevertheless the

]

Isle of Wight Observer hoped the railway W{}zﬁé vitalise the town and that Cowes,
‘...would have fresh resources open to her,” and that, ©.._a vast change would come over
the spirit of the dream, remembering what Southampton was before the introduction of a

railway, and what it has become with all the blessings which science has heaped on it.

The Cowes and Newport Bill received Royal Assent on 8 August 1859 and work started on
15 October. The Hampshire Independent reported ©.. the first sod was turned in most
unfavourable weather conditions, the rain scarcely stopping all day.” Michael Ratsey, a
prominent local yacht builder, performed the c:erememy.zE The site of this ceremony was at
the southern portal of the proposed tunnel under Mill Hill.. Tn 1859 this.was.outside the. .
town, being part of the Ward estate. The Cowes to Newport line opened on Monday 16
June 1862. ** The basic premise that the Cowes and Newport Railway was built for
financial gain is clearly upheld. Here the commercial link between the mainland, the port

f Cowes and the county town of Newport and then onwards into the Island’s hinterland

was the main reason for the promotion of this line.

Other lines.
From 1858 onwards there were many projected railways that were widely discussed on the
Island.”® The main aim still appeared to be the development of an infrastructure to join the
main centres of population - Ryde, Newport, Sandown, Shanklin and Ventnor. The Cowes
to Newport line was not seen in isolation. The /sle of Wight Observer reported that a
Cowes and Newport Railway Extension Rill was in Parliament ** The promoters were
planning two lines; one from Newport, through Godshill and Wroxall to the quarries at
Ventnor, and the second from Newport t nction at Alverstone with one branch to Ryde
and another via Shanklin to join the first line near Wroxall. In addition, twe local

engineers, Birkenshaw and Conybeare, of whom little is known, planned a tortuous line

e
=

n Cowes to Ventnor. Hamilton Henry Fulton, aneﬂ?er focal engineer, proposed a
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railway, similar to the Isle of Wight Railway’s scheme of 1852 but with a Cowes to
Newport section. Fulton was also resident engineer to the Stokes Bay Railway, Tramway
and Pier Company and made his living generating interest in railway schemes and then
subsequently charging the undertaking for his services. Augustus Livesay and Richard
Saunders proposed a heavily engineered line from the Pier Gates at Ryde to Bonchurch.
Livesay and Saunders were local architects and civil engineers with a business address in
the High Street at Ventnor. Livesay owned the Ventnor Gas Works and Water Works and
was motivated by the beneficial effect that cheaper coal, brought by the railway, would
have on his trade. Saunders was engineer to the Ventnor Harbour Company. There was
great rivalry between the Birkenshaw and Conybeare scheme and the Livesay and
Saunders scheme for a railway into Ventnor. A meeting was held in Ventnor on 23
December 1858 to debate these two schemes.” The meeting adopted the Birkenshaw and

3

Conybeare line but nothing came of the proposal.

The Isle of Wight (Eastern Sectien) Railway.

A line from Ryde, a major town and entry point to the Island for both passengers and
goods, to Ventnor did make some form of financial sense. The Isie of Wight (Eastern
Section) Railway Company had a Bill in session in July 1859.%° It had passed through the
Commons by 9 July but was later rejected by the Lords. At a meeting of the directors and
promoters, which took place at the Pier Hotel, Ryde on 5 October 1859, Messrs. Simpson,
Barrow, More and Webster were described as directors and Messrs. Fulton, Livesay,
Saunders, Fisher, Beckinsale and Porter as promoters. This was a disparate group, each
with his own agenda, with some having been involved in earlier unsuccessful ventures.

Motives were mainly financial; some owned land that the railway would need, some had

i .

skills that would be needed, others wanted links to the shore at Ryde and with other parts

of the Island. James Simpson became chairman of the company at this meeting. He wasa

well-to-do civil engineer with a business address at 26, Great George Street, Westminster.
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He was involved with the building of Chelsea Water Works but had no experience of
railways. Simpson had access to money as he made numerous loans to the company to pay
bills and guaranteed borrowings from bankers. Thomas Webster introduced him to the
possibility of building a railway on the Island. Webster was a barrister-at-law with a
business address in Westminster and a home address at Cliff House in Sandown. He also
owned an estate in Sandown. In 1856 he became chairman of the Isle of Wight Ferry

Company, which owned the docks at Ryde and ran a ferry between Stokes Bay and Ryde.
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Webster also knew Thomas James Willis Fleming of South Stoneham, Southampton.
Willis Fleming was a Southampton magistrate, Deputy Lieutenant of Hampshire and
Dorset, Grand Master of the [sle of Wight Masons and later, between 1864 and 1865,
Member of Parliament for Winchester. He was also chairman of the Stokes Bay Railway,
Tramway and Pier Company and the Ventnor Harbour Company where Saunders was the
engineer. As has been shown, Fulton was engineer to the Stokes Bay Company. Simpson,
Webster and Fulton all saw the Isle of Wight (Eastern Section) Railway as the last link in a
through route from the London, via Stokes Bay and Ryde, to the lucrative destination of
Ventnor. Alexander More was described as a ‘Gentleman” and had an address in
Bembridge. He had connections with unspecified businesses in Ventnor and represented
local support for the line. The background and motives of Livesay and Saunders have
already been described. Charles Fisher was a lawyer with a practice, which included both
Sandown and Ventnor, and acted as local solicitor for the company in the early years
issuing shares and negotiating the purchase of land. George Porter was a London-based
lawyer with a business address in Westminster who specialised in railway law. No

information has come to light on Barrow or Beckinsale.

Shareholders” meetings of the company were held in either Ryde or London, the locations
reflecting the two principal sources of capital. However, the large number of small
shareholders from the Island was outweighed by a handful of London investors. During
1859 the Isle of Wight (Eastern Section) Railway board strove to rally support on the
Island for their own scheme and to oppose Birkenshaw’s resurrected scheme. This they
did successfully by the formation of local committees. The 1860 Parliamentary session
contained both the Isle of Wight (Eastern Section) Railway Bill and the Cowes and
Newport Railway Extension Bill. The Island was divided into two factions; Newport
business interests supported the Cowes and Newport Railway Extension Bill while Ryde
business interests favoured the Isle of Wight (Eastern Section) Railway, although the
inhabitants of Ryde were never happy about a tramway to the foreshore from a railway
terminus inland. Sir Henry Oglander, Sir John Simeon and William George Ward, all
owners of large estates, opposed the Isle of Wight (Eastern Section) Railway proposals
although Ward supported the Cowes and Newport Railway Extension Bill. Much of the
1845 opposition towards the railway had evaporated as old antagonists had died. The
Third Earl of Yarborough, whose predecessor opposed all railways on the Island, actively

supported the Isle of Wight (Eastern Section) Railway and was one of the first investors in
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the company. The Cowes and Newport Railway Extension Bill was rejected in Parliament
but the Isle of Wight (Eastern Section) Railway Bill was allowed to continue, being
considered in detail by a committee on 22 and 23 March 1860. Objections from the Ryde
Commissioners, the town’s local authority, were placated by an agreement by the company
to abandon the tramway and to build a road from the terminus to Melville Street instead.
They disregarded Ward’s objections as his quays at Cowes would have benefited from the
opposing Cowes and Newport Railway. Simeon objected to the Isle of Wight (Eastern
Section) Railway passing over his land but surprisingly supported the Cowes and Newport
Railway’s line, which would have split his land in two. Sir Henry Oglander was placated
by an agreement to locate the line in a shallow cutting although Francis Fuller, surveyor of
the line, maintained that Sir Henry’s land was poorly farmed and that the construction of
the railway would have a positive effect on the drainage. Supporters of the Bill included
the Rev. James White, Capt. Mark Huish and Col. Gordon. The Rev. White was one of
several local residents to give evidence in favour of the line. He resided in the manor of
Bonchurch and was influential, being friends with Thackeray, Tennyson and Dickens.
Capt. Huish, who lived in Bonchurch, had considerable railway experience being the
retired General Manager of the London and North Western Railway. He gave evidence
that he had made at least 75 journeys to London from Bonchurch and that up to 20 private
carriages would meet the boat at Ryde and that eight to ten coaches would ply between
Ryde and Bonchurch. He stated that the service was so overcrowded that he had to write
days in advance to book a place and that it took longer to get from Bonchurch to
Portsmouth than from Portsmouth to London. He also stated the merits of Brading Quay
as a delivery point for coal compared to quays on the River Medina. Col. Gordon, Deputy
Quarter Master at Portsmouth, was responsible for transporting stores and troops to the fort
at Sandown. His evidence supported the railway as part of the infrastructure in the defence
of the Island against invasion by the French. The support for the Bill was overwhelming

and 1t became an Act on 23 July 1860.

In July 1860 the directors of the company were Messrs. Simpson, Norton, Atherley,
Webster, Willis Fleming and More. In the preceding year Barrow had resigned and Willis
Fleming and Atherley had joined. Maj. Atherley resided at Landguard Manor, Shanklin;
he had access to money, lending the company money and guaranteeing borrowing from
bankers. They employed Fulton as engineer. In October 1860 Thomas Norton resigned

from the board and was replaced by Frederick Twynam who was one of the mainland
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investors with a significant number of shares in the company. Capt. Huish’s influence on
the Isle of Wight (Eastern Section) Railway became more apparent when on 7 December
1860 he met Simpson and Atherley and was offered a seat on the board. At that time the
board rejected a proposal to buy the Isle of Wight Ferry Company works at Ryde over
which a tramway would have run. Willis Fleming and Webster had always hoped to
amalgamate the Isle of Wight (Eastern Section) Railway, Isle of Wight Ferry Company and
the Stokes Bay Railway and thereby recoup some of their investments. As this was not to

be, Willis Fleming and Webster resigned.

The promotion of the Isle of Wight (Eastern Section) Railway was, again, for financial
reasons. The commercial link between the mainland, London through to Portsmouth, and
the tourist opportunities of Ventnor and the south coast resorts was the main motivating
force behind the promotion of the railway. However, unlike the Cowes and Newport

Railway, it was the passenger traffic, not the goods traffic, that was being developed.

The Ryde and Newport Railway.

The Ryde and Newport Railway was by no means the first company that had the intention
of linking Newport with Ryde. As has already been described, in 1845 the Isle of Wight
Railway envisaged a branch line from Newport to Ryde. In 1852 another company, with
the same name, had similar intentions and a third, again with the same name, had made
plans in 1858. None of these schemes, however, came about. The Ryde and Newport
Direct Railway made plans in 1862 for a railway from a junction at Hurslake, just north of
Newport, on the newly opened Cowes and Newport Railway, to a point about one mile
south of Ryde on the Isle of Wight (Eastern Section) Railway which was under
construction. The Bill promoted a single track some 7Y% miles in length, but with enough
land for a double line, and with a maximum gradient of 1 in 75 leaving Ryde. The
estimated cost was £75,000 and major works included one tunnel 400 yards in length and a
swivel bridge across the River Medina at Newport. This Bill was supported by the
Borough of Ryde but rejected by the House of Commons which recognised that although
the line was indeed desirable felt it should be promoted by local interests.”” This scheme
was briefly revived over the autumn of 1866 when the Mayor of Newport convened a

meeting on 1 October to canvass for a railway between the two towns.”® A similar meeting
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was held in Ryde a few days later.”” The promoters sought to revive the powers for the

scheme in March 1867 but it was again rejected in Parliament.”

Five years were to elapse before railway promoters were again to look towards a direct
railway from Newport to Ryde. Both towns were already served by rail; Ryde was at the
northern end of the Isle of Wight Railway whilst Newport was the southern terminus of the
Cowes and Newport Railway. It seemed therefore a logical process to join the two
together. The chairman of the Ryde and Newport Railway was George Young who also
was the proprietor of the chalk quarries at Ashey, which were to be served by the line.
Directors included Henry Martin, who was on the Cowes and Newport Railway board and
also contractor for working the line. An agreement with the Cowes and Newport Railway

was drawn up, later to be revised in 1875 and 1877. The Bill received Royal Assent on 25
July 1872.

In the 1872 Act access to Ryde was to be via a junction at Smallbrook with the Isle of
Wight Railway and then over their metals to Ryde St John’s Road station. This was not a
satisfactory situation. Therefore the Ryde and Newport Railway introduced a Bill in
Parliament for the 1875 session.”' The Bill proposed a new line, solely for the use of the
Ryde and Newport Railway, from Smallbrook, parallel to the Isle of Wight Railway line,
northwards to Ryde gasworks, making an end-on junction with the Ryde Pier tramway
after passing through Ryde St John’s Road station. In this way the Ryde and Newport
Railway would not need to run over Isle of Wight Railway metals and would not be
beholden to them. There was also a proposal to enlarge the pier facilities and to run
locomotives to the Pier Head. The promoters also wanted to alter the station approach at
Newport. The Bill was passed and the line finally opened for passenger traffic on Monday
20 December 1875.

Again the premise that the line was constructed for financial gain is upheld. It was the
linking of the two major towns on the Island that was the main motivating force; Ryde with
its passenger links to the mainland and Newport, the county town and the main commercial
and administrative centre of the Island. The commercial interests of George Young, with
his chalk quarries at Ashey, and Henry Martin also help to explain the promotion of this

line.
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The Isle of Wight (Newport Junction) Railway.

After the opening of the Cowes and Newport Railway in 1862 there followed a rash of
schemes to build lines throughout the Island, including a number of proposals to construct
a direct link between Sandown and Newport. In February 1866 Richard Saunders, who
had already been linked with a number of railway schemes on the Island, promoted the Isle
of Wight Valley Railway in direct opposition to the Isle of Wight (Eastern Section)
Railway, for a direct line from Sandown to Newport. The Lords eventually threw out this
proposai.”‘ In late 1867 a number of Bills were proposed for the 1868 Parliamentary
session. Saunders’s scheme was resubmitted under the name of the Isle of Wight and
Newport Junction Railway with a line from Sandown to a permanent station on the south
side of Newport, a length of just over 6% miles. A tramway was to be built from this
station across South Street, along Town Lane, across Pyle Street and along Holyrood Street
to connect with the Cowes and Newport Railway. A second scheme was proposed by
Stratton - the Pan Valley Railway or the Cowes, Newport and Isle of Wight Railway - fora
line 6% miles in length with a tunnel through Arreton Down and a direct connection to the
Cowes and Newport Railway. Both were rejected in Parliament in May 1868.” The Isle
of Wight and Cowes and Newport Junction Railway also promoted a line from a triangular
junction at Truckells to a triangular junction with the Cowes and Newport Railway at
Dodnor. The engineer was to be Henry Martin who was also a director of the Cowes and
Newport Railway.* The Isle of Wight Central Railway also proposed a Bill for a line
from Sandown to Newport. This was in direct competition with the Isle of Wight
(Newport Junction) Railway who proposed a line from Sandown to a terminus just to the
north of Pan Lane, Newport, but with no connection to the Cowes and Newport Railway.
The Isle of Wight (Eastern Section) Railway formally abandoned any plans for an
extension west towards Newport at this time.”> On 31 July 1868 the Isle of Wight
(Newport Junction) Railway Bill received the Royal Assent. The scheme, as described
above, was modified in its passage through Parliament to include a junction with the
Cowes and Newport Railway. In the revived form the railway was to be 9%4 miles long
with stations at Alverstone, Newchurch, Horringford, Merstone, Blackwater and Shide.
After many difficult years the Isle of Wight (Newport Junction) Railway was opened
throughout its full length on 1 June 1879, some 11 years after the original Bill received
Royal Assent. Whilst remaining a nominally independent concern for a number of years
the line was eventually taken over and worked by the Ryde, Newport and Cowes Joint

Committee.
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Although this line was promoted for commercial reasons, it was never a financial success.
It eventually linked the county town of Newport with the Isle of Wight Railway at

Sandown, providing another, rather circuitous, link in the Island’s railway network,
establishing Newport as the railway hub of the Island. It ran through the most
advantageous area for agricuiture in the Island but the railway never really tapped into this
trade. However, it did provide a more direct route between the mainland, this time
Southampton and its links with the Midlands, and the south coast resorts of Sandown,

Shankiin and Ventnor.

A line to Bembridge.

In the East Wight an account of the promotion of a railway to Bembridge can illustrate the
entrepreneurial spirit of railway building at its best. Indeed the Bembridge area was to be
totally transformed by the coming of the railway. Large profits for the sharcholders of the
company concerned were expected. The promotion of this grandiose scheme illustrates the

attitude, expectation and influence that railway speculation could have in this period.

At the end of the eighteenth century most of present day Bembridge was farmland. A few
cottages existed in the High Street along with some fishermen’s cottages at the edge of the
harbour. Another pocket of habitation was centred on Peacock Hill at Whitecliff Bay,
where Bembridge Farm and Stanwell Farm had the most substantial houses. Bembridge
was a small village, dependent on agriculture, fishing, smuggling and on victualling the
fleet, as the anchorage off St Helens was more sheltered than the traditional anchorage at
Spithead. It was a short row to Bembridge to buy meat from the village farms, beer from

the village brewery and flour milled at the windmill and the tidal mill at St Helens.

Soon after 1800 Bembridge began to grow. The Morton family was partly responsible for
the transformation as in 1810 Col. the Hon. F. A. Reynolds Morton moved into Eastcliff
and his nephew, the Hon. Augustus Morton M. P. (Gloucester), son of Lord Ducie, bought
Hill Grove and several of his friends also settled in Bembridge. A local guidebook of 1848
said of the village *....several pleasant villas and lodging houses have recently been
erected.” In 1858 the Morton family felt *....the charm and seclusion of Bembridge should
be brought within reach of Ryde and Portsmouth otherwise...its inhabitants would soon get
left in the lurch by other rival places on the Island.” They endeavoured to raise the

necessary funds for a railway from Brading to Bembridge, identical in route to the one that

~
30



was later built, except that after leaving St Helens the line was to be carried on timber piles
with a swing bridge over the main River Fastern Yar channel. They concluded that in this
way there would be no interference with the tide or the passage of boats up to Brading
Quay. One peculiarity was that it would have been built with a continuous slope from St
Helens to Bembridge so that the carriages would run to Bembridge by gravity alone.
Presumably this was due to the fact that the bridge and wooden piles would not be strong
nough to support the weight of a steam engine. A stationary steam-winding engine would
have been needed to haul the carriages back up the slope unless they planned to use
horses.” This method had been in regular use in the north of the country on colliery lines.

Needless to say, this scheme did not come to fruition.

The Isle of Wight (Eastern Section) Railway constructed a spur or siding to Brading Quay,
that was to become the forerunner of the Bembridge branch. Even though the quay at
rading was successful, the directors of the Isle of Wight (Eastern Section) Railway could

also see the potential for a larger port at the mouth of the River Eastern Yar at St Helens.

In December 1863 it was reported to the Isle of Wight (Eastern Section) Railway board
that the Bembridge Railway, Tramway and Pier Company was proposing to introduce a
Parliamentary Bill to allow them to extend from the Isle of Wight (Eastern Section)
Railway’s line at Yarbridge to Bembridge. The Isle of Wight (Eastern Section) Railway
was not in favour of this extension.”’ Land to the south of the harbour was under the
ownership of Sir Andrew Snape Hammond, Baronet, of Norton, near Freshwater and the
proposed Bill caused him some minor problems. He wrote to Messrs. Druce and
Company, London solicitors for the railway company, via his selicitor in Newport, Mr
Charles Wyatt Estcourt, on 16 January 1864, pointing out that the powers contained in the
Harbour, Docks and Pier Clauses Act 1847 regarding the building of warehouses at
Bembridge should only apply to the pier and not to the whole scheme and that the limit of
power of the harbour master, set at 1,000 vards, was far too great and should be red uced.*®
Druce wrote back on 9 February 1864 stating that the company did not want to extend the

Harbour, Docks and Pier Clauses Act 1847 to anything beyond the pier and did not think
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the proposed Bill had that effect”™ Also 1,000 vards was a common limit for the
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jurisdiction of a harbour master as it allowed him to keep the fairway clear of yachts and
other small craft which were apt to anchor. With respect to the warehouses the company
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were inclined to think that these woul
essential part of the whole scheme if' trade was to develop. Hammond’s support for the
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scheme was essential if it was to proceed. His basic objections were satistied in a letter
from Christian N. Nixen, managing director and secretary of the Bembridge Railway,
Tramway and Pier Company, on 13 February 1864, in which he stated that clauses would
be inserted into the Bill restricting the building of warchouses, or any other ‘objectionable
buildings’, between Yarbridge and the land belonging to Captain Coillandt-Macgregor
Harrier at Bembridge Lodge.*’ This presumably ensured that the view from his residence
at Yaverland Manor would not be spoilt. Also the jurisdiction of the harbour master was to

be reduced to 100 yards north and south of the pier inside of low water mark. In the final

Lo

Act this was in fact increased to 600 yards. In the light of these concessions Hammond
promised to sign the petition in favour of the Bembridge Railway, Tramway and Pier
Coempany and to give it his general support. The Isle of Wight Observer announced on 27

February 1864 that the Bill had passed Standing Orders in Parliament.

The Bembridge Railway, Tramway and Pier Act 1864 received Royal Assent on 29 Ju

1864 and empowered the company to build a railway from a junction with the Isle of
‘Wight Ratlway arbridge, over the bed of Brading Haven, to a terminal at the eastern
end ot Ducie Walk near Bembridge Point. In addition, a tramway was to be built starting
at a point on Bembridge Down, centred on the base of the spoil bank on the Brading to
Bembridge road, down to the branch joining it about half way between Brading and
Bembridge. At the terminal at the eastern end of Ducie Walk a pier was to be built into the
sea in 2 north easterly direction. It was intended to reclaim, infill and improve for

agriculture some of the salt marsh of Brading Harbour.

The tirst directors of the company were Col. Arthur Lowry Cole C. B,, James Gordon

Nixon, John Head, Milton Druce, Edward Rainsford and James Legg. Little is known of
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these directors. it was stiputated that the first ordinary meeting of the company should be

held within nine months of the passing of the Act and that an extraordinary meeting of the

company could be called by a minimum of ten sharebolders who collectively held one

fortieth of the capital of the company.

The Isle of Wight (Eastern Section) Railway had already built a short branch from their
main line at Brading station to serve Brading Q‘uay and it was pmposed that it would be
more convenient for the Bembridge Railway to join the branch direct instead of by a more
formal junction south of the station. However, provision was made in the Act to protect

e rights of the Isle of Wight (Eastern Section) Railway and stated that all the necessary
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works would be paid for and maintained by the Bembridge Railway, Tramway and Pier
Company. The Bembridge Railway, Tramway and Pier Company were given two years

or acquiring land by compulsory purchase, and it was further

¢
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from the passing of the Ac
stated that all the works should be completed within four vears, after which time the

powers granted by the Act would cease to exist except for the parts that had been

compieted.

On Wednesday 6 July 1864 a dratt proposal tor working arrangements with the Bembridge
Railway, Tramway and Pier Company was brought before the board of the Isle of Wight
Railway. The directors of the Isle of Wight Railway did not approve the proposals but
would review their position it *.. a committee in the House of Commons should think it
proper so to do that Clauses 46 and 47 of the Bembridge Railway, Tramway and Pier Act

1864 be struck out”

Progress of the Bembridge Railway, Tramway and Pier Company is ditficult to find. The
company gave official notice of two amendments to the Bifl. "' The first was for a branch
raitway from the authorised Bembridge Railway at Knowles Copse to Whitecliff Bay and
the second was for a wharf and pier near to Bembridge Point. The final proposal was
therefore to build a railway from Yarbridge to Bembridge with a branch to Whitechiff Bay.
A wall was to be built from Bembridge to St Helens Mill and the harbour was to be
reclaimed. Wharves were to be built between Bembridge and St Helens. The Amendment.

Bill was withdrawn in March 1865 and Jittle more was heard of the Bembridge Railway.”

The Oglander archives are a mine of information regarding the attitudes of local

w

landowners towards the building of the railways of the Eastern Wight and the reclamation

i
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of Brading Haven. Sir Witliam Oglander jaurr:‘hassé Brading Haven from the Earl o
Yarborough solely for the purpose of preventing it being enclosed and spoiling the view
from his bouse at Nunwell. At various times speculators wished to enclose the harbour
believing that about 800 acres would become available for agricultural purposes. Sir
Nilliam and later Sir Henry Oglander always opposed the schemes. During the lifetime of
Sir Henry Oglander leases were granted for various rights in the harbour, for example, a
small piece was added to the milipond at St Helens and land and rights of fishery were
he Fishery Company. The quay at Brading produced a small rental and the Isle
of Wight Railway paid a small sum for the use of the dock formed by the sea wall.

Charges were also made for taking sand from the harbour for ballast. The total revenue
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was not large and was insufticient to meet the large annual outlay, which was necessary to

eep the sea defences in a fair state of repair. The expenditure was between £200 and £3060
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per annum. 1t is therefore evident that the 800 acres of salt marsh was import
not in terms of the whole Island. The local landowners were concerned with agriculiure

and a small amount of trade. None had the vision or the inclination to develop the area.

It was leit to the London-based Liberator Building Society, under the chairmanship of’
Jabez Balfour, to have the vision of developing Brading Haven. The scheme was fo totally
transform the area by building an embankment from St Helens to Bembridge, thereby
closing off from the sea the majority of Brading Haven. The River Eastern Yar was to be
straightened and the 800 acres of land drained for agriculture. On the seaward side of the
embankment a new harbour would be formed, named Bembridge Harbour, with a port
development at St Helens which would be rail-connected to a branch line running from the
Isie of Wight Raslway at Brading, across the marshes to St Helens and thenon to a
terminus station at Bembridge, crossing the River Eastern Yar on a trestle bridge. Stations
to be built at St Helens and Bembridge and a large hotel built on the Point outside the
terminus at Bembridge. The company also planned to run 2 steamer service to the

maintand from the pier at Bembridge.

The aim of the scheme was purely commercial; to make money for the investors of the

Liberator Building Society. It was a grandiose scheme typical of the time when railway

companies were spreading throughout the country and investors, often falsely, had the
impression that fortunes were to be made from such schemes. This, in short, was a

& I3

speculative development. Jabez Balfour set up the Brading Harbour Improvement and

Railway Company to undertake 1t and seek the necessary powers by an Act of Parliament.

Sir Henry Oglander’s | mentary agent, Frederick Gale, informed him that an
application had been made to Parliament for the Brading Harbour Improvement, Railway
and Works Bill.* Sir Henry was at that stage in poor health and instructed John Wilson
Fardell, of Ryde, his solicitor not to oppose the Bill and to enter into negotiation with
respect to it Sir Henry died in 1874 and until the time of his death no negotiations had
been started, as it was doubted whether the Bill would be allowed to proceed, as it did not
comply with Standing Orders. John Fardell writing to John Glynn, cousin of Sir Henry
and heir to the Nunwell estate, informed him on 21 May 1874 that the Bilf bad been
second time in the Lords and was, in late May,

4
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infroduced and had been read for a first and
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before Lord Redesdale as an unopposed Bill, awaiting his approval of the clauses,

T

especially those added by the Commissioners of Sewers.* John Fardell further informed
Glynn that the whole of the harbour was included within the “limits of deviation” and that
all the Bill provided was the power to make an embankment from St Helens to Bembridge
and a raitway from Brading Quay to Bembridge He emphasised that there was nothing in
ithe Bill about the enclosure of the land between the embankment and the quay and the
embankment and the railway. The Brading Harbour Improvement, Railway and Works

Bill was unopposed and became an Act in 1874.%

According to the Act of Incorporation the first directors were William H. Saunders, a
solicitor with connections with the Isle of Wight {Newport Junction) Ratlway and William

A. Mansell. The link with the Isle of Wight (Newport mﬁmm} Ratlway was reinforced
by the employment of Richard Saunders as engineer to the company. Mr David Pryke, of
Brading, was the clerk-in-charge of the company’s activities and Captain Seyimour was the

first manager *®

Construction of the railway and works was not without problems and is described in a
subsequent chapter. Near St Helens the railway was to run beside the breeding pans of the
Bembridge Harbour Oyster Fishery Company. This company was successful in taking

legal action against the Brading Harbour Improvement and Railway Company in March

7
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1877 for loss of property, compensation being £8.000.7" The Isfe of Wight Advertiser
stated *...the arduous work of reclaiming Brading Harbour (sic), which has been carried
out with unremitting diligence during the past two or three years, has now terminated
successiully.” It suggested that this area, although picturesque, was very isolate
remaining unknown, not only 1o the world, but also to the population of the Isle of Wight

..0of whom not a tenth part have visited it.

Although the line was not complete to Bembridge, the first passenger train ran in June
1881. Tt was a “special” to take Sunday schoot children from St Helens to Partlands, Ryde,
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to celebrate the centenary of the Robert Raikes Sunday School movement. MrH. G

('b

Occomore, who, 87 vears later, was to ride on the last train, was fen years old at the t
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and recalied that the platform at St Heleos station had not been completed and scaffolding
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was used to build a temporary structure so that the Methodist children could boarc

train. Each child was given a mug to mark the occasion.”
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In 1881 the Brading Harbour Improvement and Railway Company felt the need for an
extension of its powers and introduced a Bill into Parliament - the Brading Harbou
Improvement, Rattway and Works (Additional Powers) Bill. Its basic aim was to revive
the powers of the 1874 Act that had expired and in particular to allow completion of the
ratlway between St Helens and Bembridge. The company saw Bembridge as the ma
destination for passenger traffic and so it was essential to complete the line. They wanted
to develop Bembridge as a tourist resort, mainly tor the wealthy, bringing people from.
London 1o stay in the Spithead Hotel to enjoy goif and sailing. The Hne would also
provide an onward method of transport for passengers using the steamboat service from
Portsmouth. The Bill also gave the company the power to levy tolls, duties and rates for
the use of the raifway, harbour and other works, to alter existing tolls and to grant
exemption. The company could also raise additional capital. The Bill authorised the
company 1o build roads, grant feases and to sell land that it did not require. The Bill
further allowed the company to provide vessels for carrving goods and passengers between
Bembridge Harbour, Hayling Island, Portsmouth and Southampton. The company sought
powers to enter into agreement with the London, Brighton and South Coast Railway, the
Lendon and South Western Rattway and the Isle of Wight Raifway. This was necessary as
he Iste of Wight Railway was 10 operate the tine and in 1884 the company would enter
inta an agreement with the London, Brighton and South Coast Railway to operate a train
ferry between St Helens and Hayling Island By this time the two mainland companies had
built Ryde Pier and the line from Ryde Pier Head to Rvde St John’s Road station, which

was worked by the Isle of Wight Railway.

The Brading Harbour Improvement and Railway Company had to seek permission from
the Board of Trade before the raitway could be opened for passenger traffic. On 15 Aprid
1882 the resident engineer, J. Walker, sent a letter to the Board of Trade asking if a form
was needed to notify them of the intention to open a railway, The notepaper was headed
“H. 8. Freeman. Receiver, Brading Harbour Taprovement and Raitway Comapany’, so even
at this time the company was in financial difficulties.”™ The Board of Trade replied on 19

s o q 51
April 1882 stating that no form was necessary and a letter would suffice.

On 24 April H. 5. Freeman wrote to the Board of Trade:

On behalf of my company, as above, [ hereby give notice that it is expected that our
railway, which commences at the branch line of the Isle of Wight Railway at
Brading Quay and ‘zerm’“ ates at Bembridge and which is now in use for aeaév
traftic only, will be ready for inspection in &bOUt three to four weeks time.”
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Brading in connection with the “Brading Quay Jine” would also be ready for inspection in

three to Tour weeks time. >

The Brading Harbour Improvement and Railway Company sent the relevant plans of the
ratlway to the Board of Trade on 13 May 1882, The Isle of Wight Railway was asked to

provide drawings of the carriages as they were to work the line.”® On the following day the

7

second notice of the opening was sent stating that the railway would be ready for

e

inspection during the next ten days. On 27 May a letter was sent from the Canon Street
office of the Isle of Wight Railway to the Board of Trade requesting that the branch be

opened for Whitsuntide traftic on 27 May 1882,

The opening of the line on Saturday 27 May 1882 created much interest. The Brading

7.

section-of the Isle of Wight Times state
Brading Harbour’s new railway is in a fair state of completion. The line was
inspected on Wednesday last by Col. Yolland R. E., Her Majesty’s Inspector, for
pas:)mg the line for passenger traffic. AtB dzﬁ{r a “"ii&%ﬁze station has been
cted, platform widened, a new siding wn:)‘rmc;c& and a handsome signal statio

fv‘

ah
{ St } adorns the « asfem embankment. Arrangements have been made for worl gg‘:{g
the new line of railway, which will be under the management of Mr J. Bourne.™

e

The occasion was marked with due celebration. On reclaimed land, half way along the
embankment and berween the road and raifway line, a grandstand was erected, from which
‘Balfour, shareholders and officials of the Liberator Group watched the proceedings. For
the employees engaged by the company in reclaiming the land there was a cricket match -
St Helens versus Bembridge. Refreshments were provided for all. Huge cheers went up
when the first train steamed by with the engine Bembridge fully decorated. “The engine
which drew the opening train was decorated with flowers ...and about 300 of the villagers

o . . : L . 36
of St Helens and Bembridge were brought into Ryde for nothing ™

This speculative railway scheme dramatically altered the geography of the Eastern Wight

in a manner that no other railway company achieved Unfortunately, the huge profits that

were expected were not forthcoming and from its earliest days the railway company was in
37



receivership. Later the Liberator Building Society collapsed with large debts with its
chatrman, Balfour, ending up in prison for embezzliement. However, it did eventually
provide the Isle of Wight Railway with a rail-connected port at St Helen’s Quay and was

;3

financially important in moving goods, « kind, onto the Island.

Lines to the West Wight.

In the period between 1864 and 1882 railway construction on the Istand was very much
focused on the Eastern Wight, linking up the major settlements of Newport, Cowes, Ryde,
Sandown, Shanklin and Ventnor. With the opening of the Bembridge branch in 1882 the
network o the east was complete. Attention then switched to the more rural West Wight
and a second, more circuitous, line to Ventnor. The West Wight was, and still is,
predominantly rural, consisting of sparsely populated farmlands and larger estates
extending from Newport to the small towns of Yarmouth and Freshwater. [t seems
surprising that this small area should have supported a number of railway schemes,
indeed it did, due primarily, not to its hinterland, but to its mainland connection from
Yarmouth to Lym tm\:tunf? ‘While a detailed discussion of the schemes in the West Wight,

with the exception of the second route to Ventnor, is beyond the remit of this
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would be improved.

A second line to Ventuor.

As the nineteenth century drew to a close there was throughout Britain a fresh imitiative for

-y

railway construction, many lines being built to compete with established lines where the
increasing volume of traffic suggested a second route by a rival concern could be of overall
advantage to the communities served. These were not always successful, as will be shown.
In many cases old and established railway companies had built their lines by betier routes

and were therefore well plac

[ueay

d to meet any challenges from rivals. ”

To understand why the second line to Ventnor was built it is necessary o look at three,
seemingly unrelated, factors. Of these, the first was a proposal in 1882 by the Swindon,
Marlborough and Andover Railway to build a line from the Londomn and South Western
Railway’s main line at Totton, over which it would have running powers, to Stone Point
opposite Cowes, from where, it claimed, °___steamers would ply to Cowes __.in about ten

minutes.” Secondly, the people in Ventnor were, sometimes unjustly, critical of the Isie of



Wight Ratlway with regard to the rates it charged and consequently the high prices of most

commodities in the area. Thirdly, a line entitled the Shanklin and Chale Railway was

authorised in 1886, Tt was agzmsi this ba %(gr und, and in an age of ambitious private
enterprise and plentiful tal that the last line to serve the Isle of Wight was built
In 1884 a discussion took place between interested parties and the Isle of Wight Railway

regarding a railway to serve the south west area of the Tsland for both agricultural and
passenger traffic. The Isie of Wight Railway had no wish to become involved with this but
had no objection to an i @j}gﬁda it line being built. Hence, the Shanklin and Chale
Railway Bill was proposed giving details for the construction of a raitway from Shanklin to
Chale via Godshill Park, i}g}g@r Appleford and Chale Green with a terminus near Chale

Abbey Farm. At this time it was thought that the line would be extended to Freshwater via

Uu

the Military Road.” To protect its interests the fsle of Wight Railway initially gave

g

permission for running powers into Shanklin station from an intended junction at Winstone

between Shanklin and Wroxall,

By 1885 the directors of the Shanklin and Chale Railway, Henry Francis Giles, Curzon
Thompson and Philip Powter realised that there was no way that they could ever operate

l

mdependently of the iste of Wight Railway. In the passage of the Bill the Isle of Wight

and Chale Railway to extend to Freshwater, a destination in which they were very much

g ook f g : R - F L &0 . . R w7 i
mterested. The Bill received Royal Assent on 14 August 1885 The company was given

Railway retused running powers into Shanklin station, in the hope of forcing the Shanklin
ay

three years to purchase the land and five years to build. However, resources were

exhausted and no shares were issued. Nevertheless, the directors then promoted a further
Bill, the Shanklin and Chale (Freshwater Extension) Bill for a line to Freshwater. The
61 T+
. A%

route was to be via Grange and Brook and was to have a length of over 1072 miles
was at this stage that William Bohm took an active interest. He persuaded his friend,
Harry Magnus of Ingatestone, Essex, to finance the new Bill in exchange for shares an
position on the board. The Freshwater, Yarmouth and Newport Railway’s objections to
ct Committee of the House of Lords on 12 March 1886 but

c
the Bill itself foundered on its third reading. Mr Chamberlain M. P. stated:

o]

»s‘

.. the railway was not required ... because it would involve an unnecessary and

wanton destruction of some of the natural beauty of the Is 3 Qf Jight, and, 11

particular, wo 'ades v some Downs, over which the public had from time
‘f‘i

immermorial enjoyed the right of wandering. The line woul é%@ nconvenient and

9

fed



dangerous in its plan and construction, and was promoted in the interests of one or
two land speculators. Last year Parliament sanctioned the construction of a new
line from Shanklin to Chale, which had not been laid down, and now it was sought
to extend it to Freshwater. There were already five railways in the Island, only one
of which, the Isle of Wight Railway, paid a dividend. The proposed rattway would
run by the seaboard over some of the most beautiful chines in the Island and
ifretﬁevobfy uin the scenery.”

e

The Shanklin and Chale Railway was therefore left with a six mile line from Winstone ta
Chale. The Isle of Wight Railway wished to operate this line but the promoters did not

accept this and looked towards an outlet via the Isle of Wight {Newport Junction} Ratlway
towards Cowes and all points north. The Shanklin and Chale Railway was short of finance
for their extension Bill for the 1887 Parliamentary session until Bohm provided the

monetary assistance. Robert Elfiott Cooper, a civil engineer, provided the 'gﬁ ans, which

24, .

were objected to by both the Isle of Wight Railway and the Isle of Wight (Newport
Junction) Railway. The Bill passed through the House of Lords but an enquiry under the
chairmanship of Lord Belper was required in the later stages. In this enquiry many

arguments for and against the Rill were put forward. It was stated that the anly means of

getting goods in and out of this remote area of the Island was by cart, over small and
winding minor roads. Indeed, the recovery of cotton by cart from the wreck of the S. S.
Cormaorant, on the south west coast, took over one month and cost in excess of £1,000. It
was also said that the route to Ventnor, from Cowes, via the Isle of Wight (Newport
Function) Raitway and Isle of Wight Railway was both circuitous and expensive and that
the connection with the Isle of Wight Railway at Sandown was not always a good one,
The route via Southampton and Cowes for London traffic could never compete with the
Iste of Wight Railway’s more direct route via Portsmouth. However, they could expect
more traftic to Ventnor from the Midlands and South West England. Opponents pointed
out that the through route via Cowes had a sea passage of eleven miles followed by a 150
-

teep hill 1o the station at Cowes. The Isle of Wight Railway strongl

fE2S

;

Cﬁ
[

vard watk upa
objected to giving the Shanklin and Chale Railway running powers from Shanklin to
Ventnor as there was insufficient line capacity, no facilities for terminating trains at
Shanklin and no room to expand at Ventnor. Bolton, chairman of the Isle of Wight
{Newport Junction) Railway was also not supportive and stated that there had been no
increase in traffic in the last few years between Cowes and Ventnor and he saw little
prospect of Midiand traffic. Lord Belper’s judgement was that the Bill should be passed

¥

subject to striking out the running powers of the Shanklin and Chale Railtway over the Isle

40



oy o3 ., > ) 63 ey . e 1+ 13 3
of Wight Rattway from Shanklin to Ventnor.” This was a disaster for the Shanklin and
Chale Railway as the Isle of Wight Railway had succeeded in stopping this competitor

£ PP & - Y o
.Lii}iji ~di’xxn§ tratiic 1—.1‘..33 i ...L";'h 4 j}dﬁ A VAT

The Shanklin and Chale Railwav plans stagnated. However, hope was given to the venture
AN p o

as the Cowes and Newport Railway, Ryde and Newport Railway and Isle of Wight

{Newnport Junction) Railway became formally ioined 1o become the Isle of Wight Central
Railway. Officers of the Isle of Wight Central Railway and the Shanklin and Chale

Railway had informal talks over the winter of 1887 and the following spring with thoughts

of resurrecting the scheme. 1 was realised that the Isle of Wight Railway would never

turned towards Ventnor, It was agreed that Merstone would become the junction with the
Iste of Wight Central Raitlway and that a new route would be surveyed to Ventnor via

Godshill, Whitwell and through a tunnel to St Lawrence. The Isle of Wight Central

:3‘
w
i
&
o
=y

Railway would operate the line and would thus secure a route in opposition 1o

ight and traffic. The new rattway was renamed the

‘Wight Raitway for Ventnor freigh

Newport, Godshill and St Lawrence Railway, The share issues authorised in the earlier

Acts were retained to form the new basis of capital. The Isle of Wight Railway offered no

The Bill authorising the abandonment of the Shanklin and Chale R‘aﬁway went before the
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House of Lords Seleet Committee as an unoppos

i

¢

. o ¥ L S : : = .t -3 o ey yd : :
appearing for the promoters, deemed it expedient to abandon the railways authorised 11

fp

1885 and 1887 and to substitute a railway 5 miltes 5 furlongs and 6 chains in length starting
in the parish of Arreton and terminating on the east side of St Lawrence Shute. The Bill
passed the commitiee stage and was ordered to be put before the House. The Bill received

ol
Roval Assent on 12 August 1889.5° The Act allowed two vears for the compulsony
g ¥

purchase of the land and five years for the completion of the works. The chairman of the

MNewport, Godshill and St Lawrence Railway was W. Bohm: Captain H. Mainwaring
Dunstan, Henry Martin, T. Dolling Bolton, H. Magnus and Percy Qverton supported him

as directors. Martin, Bolton and Mortimer were also directors of the Isle of Wight Central

Railway.

1t was always the intention of the Newport, Godshill and St Lawrence Railway and the Isle

of Wight Central Railway to continue the line towards Ventnor and a Bill was prepared for
41



ar from smoaoth, objections were made by
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the 1892 Parliamentary session

.

e

the Isle of Wight Railway, Henry Sewell - the owner of Steephill Castle on the edge o

Ventnor - and the Royal National Hospital for Consumption and Diseases of the Chest.
This Bill came before a Select Committee of the House of Lords, under the chairmanship

of the Barl of Lauderdale, on 28 March 1892 and was allowed to proceed. On 14 and 15

chairmanship of Mr R. Chamberlain M. P.. Two petitions were made against the Bill; the
first from the Hon. Evelyn Pelham and Henry Sewell, both local landowners, who were
of

he Isl

b,
o
L4

o

epresented by Mr Pope Q. C. and Mr 1. D Fitzgerald, the second was from
Wight Railway who were represented by Mr Ralfour Brown Q. C. and Mr Bolton. Mr
Pember Q. €. and Mr Hans Hamilton appeared for the promoters. Pember made the point

, . e B T
that the Tine was just a terminal extension of a tine, which Parliament had already

sanctioned. The line was important as it afforded °. | direct communication between

Cowes and Ventnor.” Elliott Cooper, engineer of the line, gave evidence on the feasibility
of buildmg the tine between St Lawrence and Ventnor and stated that any extension from

the Isle of Wight Railway terminus was practically impossible, and that it was difficult to
get to, being built between steep cliffs in a quarry and appreached by *._one of the steepest

ously affected the distribution of goods and heavy

the National Consumption Hospital, would be completely out of sight and that it was

absurd to suggest that the ﬁesgzzai would be injured by any vibration caused by the ratlway.
He also suggested that the raitway would enhance the value of adjoining land, including

that of Petham, and that there would be no danger of causing landslips as the “blue slipper

1t would greatly facilitate the flow of traffic from the South and West of England to
Ventnor. Albert Bull, a supporter of the Isle of Wight Central Raitway and a member of
the local town Board, suggested the line . would be of enormous benefit to Ventnor,” as
it would provide a more direct and cheaper way of getting from Ventnor to Newport or

v,

Cowes. As it was, the fare from Ventnor, via Sandown, where there was a fifteen-minute

s

O Dy y train. He

UI:}

wail, was so expensive that it was almost as cheap to hire a carriage than

said that the value of property in Veninor was depreciating by virtue of the poor services
) ot

offered by the Isle of Wight Railway. Nearly all the traders in the town had signed a
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Table 2.1 ‘
Railway sehemes on the Isle of Wight 1845 1o 1874

Year Scheme

1845 Isle of Wight Railway.

1852 Isle of Wight Railway.

1833 Isle of Wight Railway,

1838 Cowes and Newport Railway.

1859 Cowes and N lewport Railway Extension Bill.

Rirkenshaw and Conybear’s xcht*nu, (Cowes to Ventnor)
Fulton's scheme.

Livesay and Saunder’s scheine (Ryde to Bonchurch).

18538 Isle of Wight West Coast Railway (Cowes to Yarmouth),
1859 Isle of Wight (Eastern Section) Railway.

1861 Isle of \Mpm (Eastern Section) Rclﬂ\\d‘y Extensions.
1862 tyde and Newport Direct i Rail Way.

1863 Bembridge Railway.

1863 Bembridge Railway, Tramway and Pier Company,

1872 tyde and Newport Railway.

1866 Isle of Wight Valley Railway.

1867 Isle of Wight (Newport Junction) Railway.

1867 Cowes, Newport and Isle of Wight Railway.

1868 Isle of Wight and Cowes and Newport Junction Railway.
1863 Isle of Wight Central Railway.

1868 Isle of Wight (Newport Junction) Railway.

1874 HradeHdrbom TImprovement and Railway Company.

Notes

Only a proposal.

Only a proposal.

Only a proposal.

Royal Assent Aug 1859, Opened June 1862.
Rejected by Parliament.

um y a proposal.

Only a proposal.

Only a proposal.

Only a proposal.

Royal Assent March 1860. Opened Aug 1864,
Received Royal Assent but not built.

Only a proposal.

Only a proposal.

Rovyal Assent Iul} 1864, Not built.

Roval Assent July 1872, Opened December 1875,
Only a proposal.

Only a proposal.

Only a proposal.

Only a proposal.

Only a propmal

Royal assent July 1868, (“Jpenud June 1879,
Royal assent 1874, Opened 18
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}‘i{}?v, in the \,&11}/ twenty-Tirst cent ?.1"}’, the rural failiway is ‘«'iﬁua}}}' non-existent. Most

fal

branch lines closed in the 1950s and 1960s’ when, it was argued, they were making too

great a loss. Those that still exist rely heavily on state subsidies and are retained for their

socially necessar 3; services. There are few thoughts of reviving a former line unless as a
working museum.” Tt is generally thought that the Victorian branch line became

uneconomic with, firstly, the introduction of the rural bus service and, secondly, the private

car. This may not be the case as the rural branch line did not suddenly cease to be

profitable in the mid-twentieth century but was, in all likelihood, never viable in the first
place. Many of the lines closed in the 1950s and 1960s were probably only marginally

more successful i their Victorian heyday.

The financial history of lines on the Isle of Wight closely mirrors that of lines on the

mainland. The failure to make railways pay, combined with the desire to build more lines,

is characteristic of the promotion and growth of rural railways throughout Britain in this

period. There are numerous examples of financial disasters occurring on the mainiand, the
Ashford to Hastings line, authorised in 1845 only finally began to make a return on the

investments in 1890.” The Cambrian Railway was twice bankrupt, in 1868 and 1884, and
paid nothing on either its ordinary or preference shares.” The Bishop’s Castie Railway
remained bankrupt and in the hands of the receiver from its opening in 1866 until its
closure in 1935. The Shropshire and Montgomeryshire Railway was made bankrupt

i

mmediately upon its opening in August 1866, bailiffs took possession in December and

o

the trains ceased running until December 1868. In 1872 a receiver was appointed and in
1880 a railway inspector condemned the line, which closed until 1911, In the words of
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David Norman Smith *...much of the rural railway network, particularly that built during

, 5
the last quarter of the century, had little chance of commercial success.’

This chapter aims to examine some of the financial affairs of the companies, actual and
proposed, that built or attempted to build railways in the Eastern Wight. It will address
such matters as sources and security of the finance, and profitability. Information on this
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topic is sparse but the minute books of the directors and proprietors, where a



FEVR g 1 e Tt et 111 ; 11, et wrsgnen 41, e A F
In the mid-1880s the cost of promoting a Private Bill in Parliament was in the order of

£3,000, a large sum of money when compared to the cost of building one mile of railway
which was on average £5,000.° As part of the process of promoting a Private Bill the
company would issue a prospectus inviting interested parties to invest in the company by
purchasing shares. Usually a deposit had to be paid by the investor in advance with the
rest being paid by one or more ‘calls’ at certain stipulated dates. An Act made clear how
much capital could be raised by share issue, the time period in which the capital had to be
raised and the additional borrowing powers of the company. If these needed to be changed

or increased then a further Parliamentary Bill would be required.

The Cowes and Newport Railway.
The first line to be built on the Island was capitalised in the manner described above. The

prospectus for the Cowes and Newport Railway was issued in November 1858.7 The

prospectus stated that the company would raise the necessary capital of £30,000 by the
issuing of 3,000 shares at £10 each. A deposit of 3s. per share was required. Interestingly
the prospectus named four “provisional” directors, who all lived nearby; earlier schemes
had been criticised for lacking local interests. The four were the Honourable William
Henry Petre of Cowes, Henry Pinnock of Clatterford, W. C Hoffmeister of Cowes and
Robert John Jewell, a merchant from Newport. The solicitor was Charles Wyatt Estcourt

N st the cnmre gnliciiar whin aebed G the anti eailuay labiu i he 1 o e
Of Newport, the same solicitor who acted for the anti-railwe Y 1Ub?§_y i the 1 84{}5, Rivi¢it+

George Owen Mew of Newport and the Hampshire Banking Company acted as bankers

The Isle of Wight (Eastern) Section Railway.

The Iste of Wight (Eastern) Section Railway successfully promoted a Bill in Parliament for
a line from Ryde St John’s Road to Ventnor that gained Royal Assent on 23 March 1860.
The company had even greater plans as they proposed, in a Bill for the 1861 Parliamentary
session®, a line to Newport and a short spur to Brading Quay.” The Bill authorised the
creation of additional capital and allowed the London and South Western Railway and the

1

London Brighton and South Coast Railway, both mainland companies, to subscribe capital,

1

although there is no evidence that they did so. This is the first time that major mainland
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Railway. A deposit of £1 0s. 0d. per share was required, with a first call of £2 0s.

0d. per share before 17 November 1860. The bankers were Messrs. Williams, Deacon and

Co. of London and Charles Morrison was the company secretary.

On 20 March 1862 the board appointed John Fowler as engineer at a fee of £1,000 in cash,
£2,000 in debentures and £3,000 in shares. Fowler prepared an estimate of costs, a proper
specification and tender upon which the contract might be let. The board wanted to

1,

employ Thomas Brassey, a contractor ¢

i

>f excellent reputation, to build the line but
negotiations broke down. Fowler had also been in contact with Henry Bond, who was not
well known but who had dealings with Brassey and Ogilvie when they were building the
Stokes Bay Railway. On 2 December 1862 Bond met with the board to sign a contract for

the construction of the railway, reputedly worth £126,000.'

The Isle of Wight Railway.

The Isle of Wight Railway, formerly named the Isle of Wight (Eastern Section) Railway,
experienced financial problems in its early years despite having great potential for success.
It had the most viable passenger-carrying route of any railway on the Island with its
terminus at Ryde, the standard arrival point on the Island for visitors travelling via
Portsmouth, and the line running through Brading and then following the coast through the
newly developing resorts of Sandown and Shanklin before finally reaching the fashionable
resort of Ventnor. However, the {sle of Wight Railway faced almost total collapse only
two years after opening to Shanklin, causing twenty sharcholders to insert a notice in the
Isle of Wight Times on 23 May 1866 calling for an extraordinary meeting to examine the
company’s finances and to appoint a committee of investigation. The company did not
comply with this request and the sharcholders themselves called a meeting to appoint such
a committee. In the summer of 1866, Bond, the contractor, found that the Isle of Wight
Ratlway was in such financial difficulties that he applied to the Warrant Finance Company
to pay him for the work he had undertaken. This they did and the railway company
thereafter became indebted to the finance company.!’ Mark Huish, the deputy chairman of
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the Isle of Wight Railway Company, was accused of rendering incorrect financial
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statements and, although the finance company held over 6,000 shares, he endeavoured to
deny them voting rights. At a further meeting on 31 August 1866, Huish attempted to
prevent the Warrant Finance Company advancing money for shares, asserting that the
finance company had no rights to hold Isle of Wight Railway shares. It appears that the
Isle of Wight Railway sharcholders had paid the Warrant Finance Company on later share
calls and the contractor was being paid in Isle of Wight Railway shares in the name of the
Warrant Finance Company. Huish experienced an uncomfortable meeting. McAndrew, a
director of both companies, pointed out certain discrepancies in the accounts and
contended that to stave off financial failure any longer would finish the company.'? At the
meeting the chairman stat .. your committee regret that the available assets at the
disposal of the company are practically nil.”" An extraordinary meeting was called in
London on 14 September to receive the report of the committee of investigation. At the
meeting were two representatives of the shareholders and three from the Warrant Finance
Company. The mecting wanted to remove the current directors of the Isle of Wight
Railway and elect new ones. Mr Dovers, solicitor for the company, announced that as the
meeting had been illegally convened any proceedings or resolutions would be null and
void and treated as such by the sharcholders. One representative made the comment that as
Dovers was not a shareholder he therefore had no right to speak. The meeting was

adjourned until 6 October 1866 at Ryde.'”

Despite the problems the company did complete its line to Ventnor, which it opened in
September 1866. However, in October 1866, the company was forced to raise loans in
order to avoid receivership and in December two locomotives and two wagons were
handed over to the Railway Roiling Stock Company in order to cover the debfs. ¥ Changes
in the board of directors occurred following the death of Mark Huish, aged 58, on 18
January 1867 1 n February Alexander Beattie, a director of the South Eastern Railway
was appointed to take his place; Deputy Chairman Major Francis H. Atherley retired and
Thomas Norton took his place. This heralded a new era of co-operation between the Isle
of Wight Railway and the Warrant Finance Company.'’ The board now had doubts about
the wisdom of pushing ahead with the central and western line schemes and applied to &
Board of Trade to abandon those lines authorised in 1863 and 1865."® Thus, the Isle of
Wight Railway managed to avoid receivership and gradually, due to increased passenger
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traffic, pulled itself out of the financial crisis. It was not until the late summer of 1876 that
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independent existence, when the Isle of Wight Railway (Additional Capital) Act 1876
authorised further capital of £50,000 as the new ordinary stock of the company. £30,000
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and the additional investment enabled the company to pay off the last of its debts, and the

]

interest run up during the previous decade."”

The Isle of Wight (Newport Junction) Railway.

~

After the opening of the Cowes and Newport Railway in 1862 there followed a spate of
proposals to build lines throughout the Island including a2 number of schemes to directly
link Sandown and Newport. On 31 July 1868 the Isle of Wight (Newport Junction)
ay’s Bill to build such a line received Royal Assent. Capital for the scheme was
raised from the English and Foreign Credit Company in return for shares and other
securities. George Sheward was both chairman of the Isle of Wight (Newport Junction)
Railway and a director of the credit company.”’ David Derry, one of the railway company
auditors, was also secretary to the credit company. Hence there was a complicated
financial involvement between the two companies. Although the Isle of Wight (Newport
Junction) Railway escaped bankruptey, its contractor, Henry Johnson, {iled for bankruptey
in 1873.%! By 1875, the year the railway finally opened for traffic, the company was beset
with financial difficulties, having to pay its bills with shares. The company had had a
lengthy dispute with the Ryde and Newport Railway over money that the Ryde and
Newport Railway had spent on the Newport Junction Railway’s behalf on joint works for
the line from its temporary terminus at Pan Lane into the new joint station at Newport.
The court case went in favour of the Ryde and Newport Railway but the Newport Junction
Railway had no funds with which to pay them. In order to alleviate this financial position
the company obtained another Act in 1878 authorising the raising of further capital, which
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made it possible for some of the outstanding debt to the Ryde and Newport Railway to be

paid off, with the remainder spent on finishing the works at Newport to enable its trains to
run into the joint station. However, the company’s troubles were not yet over; debenture

holders successfully pressed for arrears of interest and on 23 May 1879, one week before

the line opened, David Derry was appointed receiver by the Court of Chancery.”
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The Bemt
In the Fastern Wight there were a number of schemes for building a branch to Bembridge

from the Isle of Wight Railway at Brading. The Bembridge Railway, Tramway and Pier

B

Company obtained an Act of Parliament on 29 July 1864 to build such a line. The

%
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shares. Each director had to own at least 20 shares. The company was also given the
power to borrow and re-borrow on mortgage any sum up to £16,000. However, no
borrowing would be allowed until all the shares had been issued and hal
company also had to deposit with the Court of Chancery a sum of £4 410, This
represented 8% of the £45,000 capital that would be forfeited to the Crown if the railway
was either not completed for the public conveyance of passengers or, if the company could
not prove, to the satisfaction of the Lords of Her Majesty's Privy Council for Trade and

Foreign Plantations, that the company had raised and then spent on the works one half of

the proposed capital.
The Av oy Fipar e and favag frr the pramyeys FETS AT 1 orrvesele otirsiiioat:
The Act also fixed tolls and fares for the conveyance of passengers and goods, stipulating

the fares but making the proviso that if carriages and wagons belonging to the Bembridge
Railway, Tramway and Pier Company were to be used, an extra charge could be made.
This indicated that right from the beginning it was intended that the Isle of Wight Railway

ck. On the proposed
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would operate the line, using its own locomotives and rolling st

tramway from Brading Down to the branch line the fare was to be 4d. per mile for each
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on of goods conveyed. The Act also defined the maximum fares and

passenger, animal or {o
tolls that could be charged. It is strange, but in some cases this was less than that stated in
the Act under Section 32. For example, under Section 32 second-class passengers would

¢ charged 1Y2d. per mile with an extra charge of 1d. p

o

belonging to the Bembridge Railway, Tramway and Pier Company, but, under Section 34
of the Act it stated that the maximum fare for second class passengers should be 2d. per
mile, ¥2d. less! The minimum distance for charging goods and passengers would be three

1

miles and beyond this the charges would increase every quarter of a mile. Hence, th

"

c

proposed charge for a first class journey from Brading to Bembridge would have been 6d.,
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charges applied only to ordinary and express trains, not to special or extra trains. The Act

also stated that every passenger could take with “him’ (sic) his luggage as long as it did not

1

20 Ibs. in weight for first class passengers, 100 Ibs. for second class passengers
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and 60 1bs. for third class passengers without any charge being made. Obviously first class
passengers travelled with more luggage than third class ones and lady passengers did not
take luggage with them!

Rates were also set for the use of the pier or jetty at Bembridge for the landing of
passengers, goods and animals and their conveyance by railway along the pier. These were
set in Section 42 of the Act. Exemption was made to vessels employed in the service of
Her Majesty’s Coast Guard, Customs or Excise, Corporation of Trinity House of Deptford
Strand, or the Commissioners of Northern Lights. If this exemption were in any way
abused then the company would charge £10 for each offence as a penalty. On 8 March
1865 the Isle of Wight Times quoted the Bill as being in session. The company had issued
shares to the value of £66,000 and had mortgages of £21,990.

The relationship between the Bembridge Railway, Tramway and Pier Company and the
Isle of Wight Railway was an interesting one and indicates that the two companies were
closely linked. The Act allowed the Bembridge Railway, Tramway and Pier Company to
enter into working arrangements with the Isle of Wight Railway with respect to the running
maintenance and management of the railway, tramway and pier and also for the fixing of
tolls. It also stipulated that at least six months before the opening to public traffic, the
Bembridge Railway, Tramway and Pier Company had to give notice to the Isle of Wight
Railway inviting them to enter into partnership. If the two companies could not agree
terms then the matter was to be referred to arbitration under the Railway Companies
Arbitration Act 1859.*" From all this evidence considerable insight is given into the
tinancial planning and arrangements that needed to be made and put in place before a
company could begin building a railway and operating it. The scheme failed, possibly
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However, a scheme for the area did become a reality.  The Brading Harbour Improvement
and Railway Company was funded by the London based Liberator Building Society, under

the chairmanship of Jabez Balfour M. P.. Its objectives were to build a railway between

P

Brading and Bembridge, to reclaim 800 acres of agricultural land, to build a rail-connected

o)
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port at St Helens quay and to develop tourism. These objectives were purely commercial

and typical of the time when many thought, often falsely, that fortunes could be made from

L

such schemes. The Bill enabling the company empowered it to compulsorily buy the
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required land, the majority of which consisted of the estuarine mudflats surrounding the
River Eastern Yar known as Brading Haven and owned by the Oglander family. Sir Henry
Oglander was at that time in ill health and instructed John Fardell, his solicitor, not to
oppose the Bill but to enter in negotiations for the selling of the land. John Fardell then

met with Mr Saunders, the engineer of the project, from Ventnor, to discuss the matter with
him. Lady Oglander and her brother, Mr Leeds, were also consulted. The actual sale price
of the land is not known. Mr Saunders suggested that ‘his friends’ (sic) would pay £7,600
for the land. Mr Leeds was of the opinion that if sold it might fetch £10,000. John
Fardell’s estimate was £12,000 but Lady Oglander, as quoted by Fardell in a letter, would
have been satisfied with the sum of £16,000. Under the powers of Sir Henry’s will the
money raised from the sale was to be invested by the trustees and the proceeds paid to
Lady Oglander during her lifetime. On her death John Glynn, her son, would become

24

entitled to the money and the estate.

The reclamation of the harbour was completed by the summer of 1879 and t
for traffic on Saturday 27 May 18827 At this time the company was in financial
difficulties as H. S. Freeman was acting as receiver. The Isle of Wight Advertiser stated
that, until 1879, the Brading Harbour Improvement and Railway Company had expended
£80,000 on the project, a surprisingly small amount as by this time the railway had reached
St Helens, two s‘zations had been built, one at Bembridge the other at St Helens, and the
quays at St Helens were well under construction. As the final total expenditure was said to
be £420,000 the figure of £80,000 cannot be relied upon.” Optimistically, the Advertiser
also suggested that the Brading Harbour Improvement and Railway Company would be
sl o

able to recoup their investment in five to seven years as the correspondent envisaged a

arge trade in connection with the railway and quays.

From its opening on 27 May 1882 the Bembridge branch was worked under contract by the
Isle of Wight Railway.”” The minutes of the board of the proprictors and directors of the
Isle of Wight Railway of August 1892 reveal that the company was prepared to work the
branch for 50% of the receipts or £1,400 per annum, whichever was the greater, and the
agreement was to run for three, five or seven years.28 The Isle of Wight Raﬂway was
prepared to purchase the locomotive Bembridge and cranes at St Helens Quay from the
Brading Harbour Improvement and Railway Company, at their current valuation. As little

profit was forthcoming from working the line, the Isle of Wight Railway always used its
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In June 1893 minutes of the board i the Isle of Wi ht Railw Y indicate that the
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Brading Harbour Improvement and Railway Company was not in a healthy financial
position as it was again in the hands of the receiver.” In April 1894 the Isle of Wight
Railway repaired the engine Bembridge at their Ryde St John’s Road works but refused to
return it to the Brading Harbour Improvement and Railway Company until they had paid
for the repairs. No money was forthcoming. The Isle of Wight Railway then offered to
lease motive power, presumably Bembridge, from the Brading Harbour Improvement an

1

Railway Company for £100 per annum and from that point onwards took over all aspec

o

S

of the operation of the branch.”

In 1895 the Liberator Building Society failed after several of its schemes had been the

subject of legal proceedings that attracted enormous public atiention. Balfour, who had
Al =t 4 Y

sought refuge in Argentina, was extradited and was sentenced to a long term of penal

servitude, ironicaily in Parkhurst Prison on the Island.

In February 1898 details came to light of the Isle of Wight Railway wishing to promote a
Bill in Parliament enabling it to take over the Brading Harbour and Railway Company.®'
This came about by an agreement dated 10 June 1898 and was later confirmed by the Isle
of Wight (Brading Harbour Railway) Act of 1898. The Bill was approved by the Lords

and passed its committee stage on 19 July 1898. The Brading Harbour and Railway
Company was taken over for £16,500 on 31 July 1898 when the ordinary share stock of the
Isle of Wight Railway was increased. However, certain lands and labilities of the Brading
Harbour and Railway Company, such as the steamer fleet and the Royal Spithead Hotel,

were not included in the take over.*?

From the earliest days Ventnor was seen to be the place that the railways wanted to serve.

The Isle of Wight Raﬂway reached Ventnor in 1866 from Ryde. The Newport, Godshill

::r

d Ventnor - but 34 years later! Iis board members
and initial finance derived, in part, from those of the Shanklin and Chale Railway which, in
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1884, proposed a Bill that gained Royal Assent on 14 August 1885 and authorised the
company to raise £60,000 in £10 shares with borrowing powers of up to £12,000 afier the
complete capital was promised and £30,000 actually paid up. Typical of the time,
resources became exhausted and no shares were issued. However, the company wished to

o

extend their proposed line beyond Chale to Freshwater and required additional finance.
William Bohm, a director, persuaded his friend Harry Magnus to finance the new bill in
hange for shares and a position on the board. The Bill foundered on its third reading.
Obviously many in Parliament were not impressed by the Island’s railway affairs. M
Chamberlain M. P., chairman of the Lords Select Committee, stated in 1886 °...there were
, only one of which, the Isle of Wight Railway, paid a
dividend.” It was proposed that the Isle of Wight Railway would operate the Shanklin to
Chale line for between 55% and 80% of the net receipts, if the receipts were not less than
£3,900 per year. The promoters rejected this. At this stage, Robert Elliot Cooper, engineer
for the Shanklin and Chale Railway, gave evidence that the railway could be built for as
little as £6,000 per mile, just under a quarter of the cost £24,410 per mile of the Cowes and
Newport Railway but tha suld earn only £23 per mile per week, just under half the £58

per mile per week of the Isle of Wight Railway.

The plans of the Shanklin and Chale Railway stagnated and a new railway company, the
Newport, Godshill and St Lawrence Railway, emerged with a proposed line from Merstone
to St Lawrence. The share issues authorised in the earlier Shanklin and Chale Railway
Acts were retained to form the new basis of the capitai.% A further Act was required,
gaining Royal Assent on 28 June 1892, authorising the company to extend to Ventnor.

The company was empowered to raise an additional £1 8,000 in £10 shares with borrowing
powers for a further 6,000 when £9,000 had been raised.” Messrs. Westwood and Winley

were appointed contractors.

The finance of the company was never secure. The inaugural board meeting of the
Newport, Godshill and St Lawrence Railway was held on 13 March 1894. The meeting
considered the request of the engineer for a payment on account. The company secretary
approached the contractors, who were subscribing heavily for shares, for payment of £500
to enable the railway to pay the engineer. During March one hundred and twenty £10
shares were transferred to Messrs. Westwood and Winley as payment for completion of
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initial works. On 17 April 1894 the company decided to alter the arrangements for



payment of shares issued against certificates of completion of works presented by the
contractors but Westwood and Winley had reservations about the changes.” On 26 June
1894 H. Milkins was appointed secretary of the Newport, Godshill and St Lawrence
Railway and his first task was to secure the purchase of land at Steephill from Pelham, the
owner. Henry Martin and Captain Dunstan were appointed directors and split the board by
dvmandmg the withdrawal of Westwood and Winley as contractors. Money problems still
beset the construction. Bohm wrote to the Isle of Wight Central Railway, who would work
the line, on 6 July 1894 asking them to waive the right to £5,000 worth of deferred shares.
On 25 July 1894 the Isle of Wight Central Railway board agreed to accept contract bonds
on condition that the outstanding money was paid out of the first call of the Newport,
Godshill and St Lawrence Railway debentures. At an extraordinary meeting of the board
of directors on 4 March 1895 a letter was read from Harry Magnus, a director, in which he
commented on the d us practice of agreeing to pay the contractors in partly paid up
shares. Even so, the company agreed to the issue of £28,000 of terminable debenture
shares as authorised by the Shanklin and Chale Railway Acts of 1885 and 1887 and the

St Lawrence Railway Act of 1889 with a fixed interest of 4% per

7]

year when the railway opened to St Lawrence. £15,600 was paid to the contractors on 4
April.® The partnership between the contractors was dissolved in October 1895 and taken
over by Westwood. The contract price was £160,000 worth of shares and £40,000 in
debentures.

The company was having problems obtaining the land at Steephill Castle Estate and

resolved to make an application to Parliament for a Bill. They were so confident of
obtaining the Bill that within four days they had agreed a draft contract with Westwood for
the construction valued at £22,000. The Bill was given Royal Assent on 2 July 1896 and
apart from authorising the exiension towards Ventnor repeated the restriction on the
building of a goods shed and working of goods traffic to Ventnor mentioned in the Act of
18927 The Act authorised the company to raise £18,000 of capital in £10 shares with an

additional borrowing power of £6,000.

The financial problems besetting the Newport, Godshill and St Lawrence Railway were
exemplified in November 1896 when they proposed to build a corrugated iron cottage for
the crossing keeper at Dean Crossing. The Isle of Wight Central Railway was not

impressed and instructed the contractor to build a more expensive brick cottage simila



those on the Lancashire, Derbyshire and East Coast Railway. Matters were not helped
1

when, in January 1897, Henry Martin resigned his post as director of the Newport,
Godshill and St Lawrence Railway due to differences within the board and ill health, and
immediately claimed the repayment of £4,400 debentures. In April a letter was receive
from the Ebbw Vale Steel Company requesting that deferred shares be deposited with them
in lieu of cash as repayments for steel used on the bridges.

PR S ~ oy . ~ S | tae
By Gctober 1897 Westwood, the contractor, was also in financial difficulties; he hac
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received £81,200 in shares and £25,900 in debentures but he was indebted to the sum of

£41,545 and could only expect to realise £13,359. He found that the Newport, Godshill
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was uynable to pay the men’s wages and withdrew from the contract with only about 1%
miles of the line remaining to be built.”® J. T. Firbank took over the construction of the
Undercliff extension, the railway company also paying him in shares. On 17 March 1899
the company issued £1,700 debentures and £10,500 shares to Firbank as settlement for
£12,200 he had paid for the purchase of land from the Steephill Estate. This enabled the
contractor to start on works towards the Ventnor terminus, although, due to the company’s

difficult financial position, there were several periods of inactivity. The line finally opened

in 1900,

P

Nationally, three railway promotional manias have been recognised, the first in the 1830s,
the second in the mid-1840s and the final one in the mid-1860s. The promotion and the
building of the lines in the Island come broadly into this last period when the
organisational structure of British Industry was changing. By 1850 British industry had
become centred on the family firm or partnership with new line management and staff
procedures introduced and the delegation of authority to salaried managers. Also there was
the development of a new law and constitutional framework surrounding joint stock and
limited liability practice. Government control was greater and stemmed from a worry of

the formation of monopolies.

Railways became a significant element in domestic investment with gross capital
formation, excluding land, rising from 2% of the national income in the late 1830s to

1847, with 60% of all the capital raised between 1825 and 1875 coming after 1850. In the
67
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18505 expenditure by railway companies accounted for 1.5% of the national income.

Between 1862 and 1866 investment, excluding land, was equivalent to 2.5% G.N.P. and

companies depended to a large extent on the national economic situation. In 1865 and
s ] 39

1866, a boom period, the railways successfully managed to attract investment.

In the 1860s and 1870s railway investment fluctuations coincided with those of the

economy, with peaks in 1865-1866 and 1874-1875 but a trough in 1869. The downturn in

industry and the slowing down of the innovational elements of technological change
Additional construction of either ambitious, or possibly risky ventures in the London area,
or extensions into the rural periphery, such as in the Isle of Wight, where returns were
expected to be lower, meant that investors were more cautious. Lack of investment led to a
number of schemes on the Island, such as that of the Shanklin and Chale Railway, not
getting beyond gaining an Act of Parliament. This left only contractors and finance
companies to fund the lines, as illustrated by the undertakings of both the Isle of Wight
(Newport Junction) and the Newport, Godshill and St Lawrence Railways. The fragility of
these arrangements explains the difficulties that these companies had and also the problem

in generating investment without help.

the railways hac
Investment in railways brought about changes in the structure of capital investment.
was the growth in investment journals and provincial stock exchanges with the railways
playing a role in the mobilisation of local capital by the pledging of ‘promises to invest’
and subscriptions at public meetings or through advertisements. This can be shown by the
capitalisation of both the Cowes and Newport Railway and the Isie of Wight (Eastern
Section) Railway. At the national level most capital came from entrepreneurs in London
and Lancashire. The railways also increased the trading in letters of allotment and partly
and fully paid up shares. It was by the buying and selling of marketable securities that the
railways extended the geographical and occupational base of investment and thus
transformed the Victorian capital market. The railways brought a new type of investor to
industrial capitalism, one looking for a rapid turnover of money. The concept of “blind
capital’, that seeking a 5% return, was not really established until the general adoption of
fixed interest shares, both preferential and debenture, in the 1860s. All this was taking

place just as the Island’s railways were being promoted, planned and built. Railway
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¥ ailways by share
capital alone led to joint-stock banks, insurance companies and building societies investing

in railway companies. The Liberator Building Society invested £420,000 in the Brading

lou]

Harbour, Improvement and Railway Company for very little return. Railways’ dependence
on geared shares and the conversion of short-term debentures into perpetual debenture
shares is characteristic of this period. By 1870 48% of the UK railway capital was of the

fixed interest type

Difficulties in sustaining investment encouraged stockbrokers, bankers and others to play a
more active role in railway management. Nationally Foster and Braithwaite, Heseltine,
Powell and Henry Cazenove, were called in to advise railways on the state of the money
markets, becoming a formidable investment lobby, which was able to exert considerable
pressure on managerial policy. On the Island, for example, George Sheward was a director
of the English and Foreign Credit Company and also chairman of the Isle of Wight
{Newport Junction) Railway. It can also be seen that finance companies and contractors
kept many railway companies afloat in this period. For example, Westwood and Winley
contractors for the Newport, Godshill and St Lawrence Raﬂway, were paid not in cash but

gstment

('(/

;s for the completion of work. So, the long-term growth of railway inv
helped to expand the horizons of financial institutions and involve them more closely in the

problems and management of railway enterprises both on the mainland and in the Island.

69



Notes: The financial perspective.
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Constructing the lines.

Once a decision had been made that a line should be built between two places there were
choices to be made in determining its route. Factors to be taken into consideration
included topography, the attitude of the landowners whose land the railway would cross,
other settlements to be served and connections with other lines. Usually the promoters
would employ a surveyor to advise on the best route. The promoters would then present a
Bill in Parliament to obtain authority to build the line. They might find themselves forced
to alter the route in order to avoid criticisms from the various committees in Parliament
through which the Bill had to pass before becoming an Act. Even after all this, difficulties

iemaE

often arose during construction forcing a deviation in the route.

It was customary for each company to appoint an engineer to oversee the construction of
the line and a contractor to organise and put in motion the actual construction. Railway

contractors would move around the country from job to job either bringing the necessary

1 L.,
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bers of unskilled men

i,

probably bring their key staff with them but would employ large num
from the local pool of labour. Nationally the contractors needed thousands of unskilled
hands. These people came from many areas, from the land, from areas of high industrial
unemployment and from Ireland and Belgium. The work was hard and discontinuous, but
wages were higher than the 8-11 shillings a week that a farm worker would have expected
in Southern Engiand.'” Before the railways, agricultural workers were tied to their
employment and opportunities for better-paid work were vague and remote. The railways

gave workers the prospect of employment in their own district and, if they could afford it, a
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j{}‘ﬁﬂ' 3% }f}} train 1o the construction sites of new lines. This hn}%’)ihi‘y of labour had the

effect of increasing the wages of agricultural workers because it caused labour shortages in

some districts.

To bring a planned railway to actuality much finance was needed and money was a factor
affecting the speed and manner of construction. During the 1840s and 1850s, on mainland
Britain, a whole new railway industry had grown up, which needed a continuing

41
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the period 1856-1866, the need to fully occupy the industry, was very important in driving
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finance had to come from within and contractors often had a vital role to play. There are
many cases where the payment for contractor services was in shares in the company
Between 1842 and 1844 over half of the cost of the Yarmouth and Norwich Railway was

borne by the contr. actors.’ The London and North Western chairman n, Moon, said in 1863,
‘...there are no proprietors willing to come forward to make a railway. They are made by
contractors, engineers and speculators.” The Economist commented that between 1864 and
1866 over two thirds of the capital authorised was for ‘constructors” lines.” In 1857
William McCormick, contractor, bore the entire subscription for the proposed Mid-Sussex
line. In Mid-Wales contractors built the entire system, local contractors such as Thomas
Savin, David Davies and others all saw the opportunities to provide a railway. Thomas
Brassey, a national contractor, who built the Shrewsbury-Hereford Railway between 1859

ard 1REQ Iminad them Ac hac aleesdy been doomeile et
and 1 660.} JOICG them. As has already been described uiczobﬁ}' had a tenuous connection

with the Ryde to Ventnor line.

ing thovrafare dosmandsd an many fastare 4 STIEF :
The construction of a railway line, therefore, depended on many factors and a long series

et L " reeent ot P 1A
of decisions.” The lines in the Eastern Wight show the variety of factors that could affect

the route and construction of any railway.

The Cowes and Newport Railway.

In 1858 William Petre, Henry Pinnock, W. C. Hoffimeister and Robert Jewell, all local
businessmen, determined that a line ought to be built between Cowes and Newport and 50
issued a prospectus, that cited Henry Martin and Mr J. S. Burke as engineers of the line.”
Martin was the senior of the two and employed Mr Fernandez as contractor. The route
chosen, aiongside the River Medina, was the flattest and most direct possible. However,
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of a hill overlooking the mouth of the River Medina, the terminus needed a flat area to be
cut into the hillside above the town. A road crossing at Smithard’s Lane, Cowes; a short
tunnel at Mill glu LOWES, & viaduct at Cement Miiib, & terminus station at Nifaﬁf:fﬁt along

with major cuttings and embankments also had to be built. At least, by the 1860s, the

engineering needed for these works was well known and practised.

Tl savrle A e havsrme ard Bl mamert Ties pdortomrd ot e 41 L Miptatyne 1 ¢ 2l Five
The work on the Cowes and }Nt‘v‘af}}{)ri line started at noonon 15 October 1859 . the first

sod was turned in most unfavourable weather conditions, the rain scarcely ceasing all day.
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the major landowner through which the line ran, could attend due to illness, but a well-

known yacht builder, Michael Ratsey °... posed as an excellent substitute and wielded the

Teerman and chmoat with o il e e e gave o b cevmmedy Tt ] Teu o et leon
barrow and shovel with a will, After this he gavd a brief Speecini siiowed !{)y excelem
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champagne upon which the party of 30 or so adjourned to the Fountain to be entertained

s

by the contractor Mr Fernandez.””

aswrent o

in January 1860 the Cowes and Newport Railway promoted a Bill in Parliament to extend
e eniTen coend Nasorrt & Toom Timmc . 1o e Nt
their railway beyond Newport.” Two lines were proposed, the first from Newport through

Alverstone, Godshill and Wroxall to the quarries above Ventnor, and the second from a

junction at Alverstone, with one branch going to Ryde and another, via Shanklin, joining
the first line at Wroxall. Unfortunately the Bill did not pass through Parliament, being

thrown out due to non-compliance with standing orders, especially with regard to errors in

Toualo Thic girgoaosctad ot the sy Tanot byireosiiem FeEy Flues veani E it anainieor ann Shirsuos the
IEVEIS. 11118 SUBECSICq, &t ine very ieast, U"ughﬁg on the part o1 the Cngiclr anG saows e

¥ o s 2 wasme Ery Bloaasmert Time wxrno sloeor bod 1o $hag ko A T er ks Lowprispr 3
FTOZICSs o the Cowes 1o Newport line was described in the Isle Gf igfz’éi Obser VER, 2

November 1861:

being several feet above the level of the street is reached by a flight of about 20
stairs. The station, as yet incomplete, has a general waiting room, departments for
the stationmaster etc. and for about 50 feet up the line is covered in. There is but
one line of rails laid down and on leaving the station it forms a gentle curve until
Mill Hill is reached under which there is a tunnel. .. past Cement Mills and then
across a wooden viaduct about 100 feet in length, supported on wooden piles
erected over a small arm of the river... The rails are laid down nearly the whole
length of the line except for a half a mile near Newport. A large number of navvies
are emploved on the line. The Newport termination of the line is close to

Woodward Whart, Sea Street, but ne station accommodation is yet erected there.

The railway commences at Cowes and its station is situated in Carvel Lane; and

thic time Fernandor the maniranriar was in Snancial A0 AT and thy il e et
By this time Fernandez, the contractor, was in financial difficulty and the work was behind

schedule, perhaps because he had to rely on horses and carts in the construction as no
steam locomotives had yet been transferred to the Island. In February 1862 Henry Martin

replaced Fernandez and took on the dual roie of engineer and contractor.”
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delay between the authorisation of the line from Ryde St John’s Roa
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1860 and the start of construclion. Construchion should have %esuii in INOVEITIOED 1001 out
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here were delays due to differences of opinion among the directors and also to

s

management changes.” Nine months later, in August 1862, it was reported that

[ e u s

construction was about to begin, giving the delay as being due to

T

obtaining land.”® Tt was not until 6 December 1862 that there was a report stating that the
contract had been signed with John Fowler, the engineer and that plant was on its way
from the River Severn to Brading Quay.’ It was proposed to start on the Sandown to
Shankiin section, as the clay lands to the north could not be worked until the summer. The

contractor was Mr Bond and the contract worth £126.000. 10 Later, on 14 October 1865, an

article in the Isle of Wight Observer stated that Dorrell had become the contractor. The
article went on “... we find (sic) Mr Dorrell’s long connection with the eminent firm of

Messrs. Brassey and Company. As their engineer and agent, he will carry out the work to

A cnticfan T meptod with o 5 s cuer oo - ps the
the satisfaction of ali connected with i, which has ever been Mr BEaS&-u} s character on the

great and important works he has constructed.” However, Brassey did not always deliver
what was promised. The contractors Peto, Brassey and Betts not only built the London,
¥ e
ES
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Titbury and Southend Railw vary 5&1 also ran it for the fir st 21 y<ars aiiet the Spening

lease from the company. They did their work poorly and it was not until the lease came to

an end in 1875 that the company prospered.’’

By 24 December 1862, 20 men had arrived in Ventnor to begin the construction work. " it
is not clear where these people came from. Some would have been local, others would be
itinerant, moving around the country looking for well-paid railway work. It was
recognised that by far the largest works on the line was the tunnel from Wroxall under 5t
Boniface Down to the quarry high above Ventnor where the terminus was planned. By 10

January 1863, 20 men were at work 24 hours a day on the tunnel. Initially two vertical
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shafts, one 300 yards from Wroxall Farm
Ventnor, were sunk 120 feet into the chalk ' These were co mpiected by the end of
February. At that time some five miles of land had been placed in the contractor’s hands.

By 13 Jjune 1863 the work was weil under way all along the line.”” The bridges at
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d because of ingress of water
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and steam pumping gear had been sent to the site. '® The engineer’s report of 31 July 1863
£
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indicates that the contractor, for whatever reason, had uﬁbbf}r 1 gétung ygcﬂﬁ. 1o the line

and that the work was not bciﬂg completed quickly enough. Five miles of line had been
fenced, eight bridges were in progress, ten culverts had been completed and the earthworks
were well under way with some smailer ones finished.’” The tunnel gave most cause for
concern; from the bottom of the southern shaft it had progressed only100 yards to the south
and 150 yards to the north with a cross section of nine feet square. The southern section
was expected to break out into the quarry by October.”® The northern shaft stili had
probiems. Despite over 400 men being emploved on the project the work remained behind
schedule. By Christmas 1863 the cuttings at Sandown were progressing well and the
station at Sandown was being built.”” Not everything was going to pian as the Lake road
bridge suddenly collapsed into the roadway on 18 january 1864.% By February the
Brading-Sandown section was well under way and the new road to Brading station
complete.”’ Even at this late stage the company had not purchased all the land it needed;
there was still one property between Shanklin and Veninor that was required.”” The
construction probiems increased; in late March wet weather caused landslips near Brading
and the men had to work ail through a Sunday to solve the probiem.” On 9 April the

bridge at Hyde collapsed while being tested bv a heavy wagon being drawn over it.

by May

o £ g Aoy B L

The proprietors wanted the Hne to Shanklin to be open for revenue earning traffic
1864 at the latest. The contractors had to take on an extra 200 men in an attempt to

achieve this. The locomotives and rolling stock were to arrive in May. However, it was

ot until 19 August 1864 that the line eventually opened from Ryde St John's

Shanklin after being inspected by Col. Yolland, H. M. Inspector of Railways.”* The
section from Shanklin to Ventnor was far from complete. In early September 1864, the

75 T sl T ing ne all the savttinoc T8 S 1637y £ Ty e it avao ot e
COntractor was woi KINE O aid the buﬁiﬁgb. The northern section of the tunnel was at last
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proceeding with the drainage improved and the whole of the tunnel widened out to its full
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bore.” By the end of December the bore had been completed, the next stage being to line
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it is interesting to note that in the contract it was specified that the line had to be completed
by 1 January 1865.%° If this were the case then the line was well behind time and
presumably penalty clauses in the contract came into play. The brickworks for the tunnel
was established at Wroxall. On 11 February 1865 it was ;’epﬁﬁeé that the contractor’s
arrangements for the supply of bricks to the tunnel were unsatisfactory and that
manufacture had not yet started.”” The first brick was laid, on 20 F ebruary 1865, by
Alexander More, a diz‘eci@f; a dinner for the 600 men employed was given at Ventnor the

i 28 A
next evening.” As hinted above, financially, all was not well with the contractor; on 23

e,
May works were suspended at Ventnor and 60 workmen discharged without notice.” In

. s R LSNP, I ) 3 Tirarre
June the contractor was reported as receiving financial help from the Warrant Finance

e . L 30
Company and by August was unable to fulfil the Shanklin to Ventnor contract.” The

finance company took over his obligation to complete the works.

A ot rm thin ek e hedieen Shank e Tantnier mivee corne iden of the nondit
A Teport on the works between Shanklin and Ventnor gives 50me idea of the conditions in

which the men worked:

It being reported that a number of men were working at the on yard at Vent
and feeling anxious to have the line completed, we started to see wnat was domg,
and here found a number of men engaged in cutting and blowing away the rock on
the side of the hill where the station is intended to be. (We could have wished it
would be in some other part of the town; however, better here than nowhere at all.)
We were struck with the dangerous nature of the work, the men were on the side of
the cutting which is almost perpendicular and 60 to 70 feet deep, drilling holes for
blasts of gunpowder, whilst others were engaged picking off loose lumps... Asone
of the employees was Oomg through, we asked to walk with him, and he being civil
enough to hand us a tin with a candle in it we entered the tunnel, but it was some
time before we could distinguish any object. The first thing was a number of
candles appearing like stars on a dark night, and on coming closer we could
observe the tunnel for some length bricked to full size, and at the end of the
brickwork were a lot of bricklayers, on side walls about ten vards in iength,
working in a style we never witnessed - all as busy as bees. The length of the walls
up here is about 400 yards. Beyond this for a distance of 150 vards is a row of
candles on either side of the tunnel, looking like one of the streets in London by
gaslight, with a string of miners busy - some with drills, others wielding large
hammers driving wedges, others with picks gettina loose pieces, which the
Iabourers are loading into wagons. This is really a sight worth seeing. On nearing
the Wroxaﬁ end we found another long length of tunnel compieted, and we were

informed it is being done at the rate of ten yards per day. From the rapidity with
whicn the bricks are being laid, we had doubts as to its character, but on
examination we found it to be s‘rralght true and neat; more so than is generally the
case than with buildi ings in the ﬁt;bhuuthx wod. On remar hiixb as to the q’d‘&hq of
the work, we found that Mr J. Fowler, the engineer-in-chief, ha; d been through the
edit for
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work and given Mr J. Dorrell, the contractor, and Mr Sharp, the inspector, credit {
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the way the work was constructed. Arriving at Wroxall, we examined the mortar
machines, and brick making by steam. The clay here is pressed into moulds and
passed through the machine, passing in and out as regularly as a clock ticks, and the
bricks are knocked out onto a strap that carries them along to the men, who put
them on barrows, and run them into the kilns to be burnt. We were informed that
one machine makes 15,000 bricks per day. There were a number of men at work
here - no irregularity in working - very different to when we saw the works six
months ago. Mr Dorrell, who was just goingto Shanklin with his focomotive and a
train of ballast trucks was present a few yards along the line from the tunnel.
Having asked to be allowed to go to Shanklin, we were kindly welcomed, and on
getting up we were struck with the neat and compact appearance of the engine, and
so beautifully clean we could almost fancy it was introduced to the drawing room
after its day’s work was done. There was not much time to examine the works
from Wroxall to Shanklin, but we found the line permanently laid and nearly
complete in ballast, and we could not help noticing the neat appearance of the
cuttings and embankments and substantial look of the bridges, several being
completed, and two or three in hand. We have no doubt we shall see the opening of

the line to Ventnor in the coming year.

ER 11+ }}101’3’11@{«}1:} WEIC OOVIGUSLY p;eabe& witi: ine coniracior as iy G«ppiUd‘bii\;d J. Dorrell

about the construction of the central and western lines to Newport. Dorrell offered to

complete these fines in about 12 months.”’ Later the Bembridge branch was actually

contracted to Dorrell. However, still much work was required before the line could open
to Ventnor. Shift working was in progress in January 1866. An advertisement appeared

later in the /sle of Wight Times detailing items of contractor’s plant for sale.® This

was on the instruction of the Warrant Finance Company. Whether this was just a normal

.,

sale of redundant contractor’s equipment or an attempt to raise money by the Warrant
Finance Company is not clear. At this time, as has already been described, the Isle of
Wight Railway was in severe financial difficulties. A second sale of plant took place at
Wroxall on 19 April 1866, Here an 0-4-0 locomotive, constructed by Hawthorne and
Company of Leith, along with its engine shed, numerous wagons and carriages and four
brick built, slate roof, cottages were put up for sale.”” The line eventually opened for
traffic at the end of the summer. The line was inspected, for a second time, by Col.
Addison, H. M. Inspector of Railways, on 8 September 1866 and was passed for passenger
traffic. Goods traffic to Ventnor had started a number of weeks before.” After the

still much work for the contractor to complete. In March 1867 Wroxall

4 h
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and Ventnor stations were still not finished.”™ Work on the line, started in December 1862,

4
o]



late Sue venre lnfar in 1047 The tedal rmmctk of the 1 00 OO0 s
WEaS still not ¢co mpicic five years i tter in 1867, The total cost of the line was QE..H}U,'JUG due
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to considerable construction works.

The Bill for the line between Ryde and Newport received Royal Assent on 25 July 1872
George Young, chairman of the Ryde and Newport Railway, was alse owner of the chalk

¢}

quarry at Ashey, which was to be served by the line. The chalk from the quarry would b
this and other lines on the Island. Henry Martin, engineer and
contractor to the Cowes and Newport Railway, was also on the board of the Ryde and
Newport Railway. The board decided to accept the tender of Messrs. Barnett and Gale for
building the line and construction began in October.”” Although informal meetings were
held, the first official board meeting of the Ryde and Newport Railway was held at 7,
Brigstocke Terrace, Ryde on 17 August 1872.°% The line would leave the Isle of Wight
Railway at a junction at Smallbrook, south of Ryde, and climb southwest towards Ashey
before crossing the Blackbridge Brook at Haven Street. The line would then climb through
wooded land to its summit south of Wootton before descending to Binfield and then

P
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Smallbrook junction and at Ashey. Sleepers for the line were landed at Ryde and many
men were engaged in the construction.” By November 1873, the junction at Smallbrook
was largety complete” and by the following March all the necessary land for the work had
been acquired. The contractor failed financially and was unable to proceed so Frank
Stileman, the engineer, engaged Messrs. J. and G. Taylor of Abbotsham Court, North
Devon, to complete the line, Messrs. J. and G. Taylor having been responsibile for
construction work on the Exeter-Yeovil line.*’ By spring 1874 over half of the first 6%
miles from Smallbrook had been completed and over 300 men were employed working on
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from Ashey to the chalk quarry was under construction and the rails were due to arrive.

The three-arched bridge at Beech Lane, Wootton, was the largest structure on the line.

I S T R S S o
ation o track but there was a shoitage of

Chalk from ns}“ey was being used as a foundation for the track

good quality ballast, which had to be obtained, very unusually, from fired clay. This was
produced at Newport with 12 fires constantly alight. By June 1874, the line had
progressed to Newport gasworks and it was agreed that the Ryde and Newport Railway

should occupy, for constructional purposes only, land afterwards required for the Isle of



LS TP Wre O o o siluyay Frr thair T feaen . S
Wight LINEW dii Junctior } i v‘&’aj for their Hne from Sandown 1o

x5y

By the beginning of 1875 the work on the lne between Newport and Ryde was still in
progress; one cutting required to be finished and only four miles of permanent way had
been laid and ballasted.** Protracted legal proceedings with the Borough of Newport

the construction of the viaduct across the River Medina into Newport station fo
some months and in consequence the opening was further delayed. The viaduct contract
was separately let to Messrs. Campbell, Johnston and Company. The ironwork, weighiﬂg
65 tons, arrived in July on board the coaster ino.” The finished bridge comprised a
sharply curved red brick structure containing a wrought iron section across the River
Medina which could be drawn back horizontaily for ships to pass. The opportunity was
aiso taken to increase the size of the quay at Newport by a factor of at least four and this
was completed by July 1875. A new station, joint with the Cowes and Newport Railway,
was provided on a new alignment and the old Cowes and Newport terminus was closed to

passengers. By August the new station ‘z}aﬁé%ﬁg was being built
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the works and signalling for the line were complete.” The line from Ryde St John’s Road
to Smallbrook was started in June 1875, Pritchard of Sandown having won the contract.™
It was not until 22 October 1875 that George Young and the engineer made their first run
over the entire line, taking 22 minutes.”® The contract for the intermediate stations on the
line was also separately placed. Two double storey red brick buildings, which were
identicai, were provided at Whippingham and Ashey.”” Whippingham is referred to in
early correspondence as “Osborne’, the Roval residence being 2% miles to the north.
queen Victoria’s railway journeys on the Island were never frequent, although she once
went to Ventnor by train. Ashey station was somewhat larger than otherwise might have
been expected. Perhaps it was designed to impress Sir Henry Oglander, who had already
sold the company much of the land through which the line passed at its eastern end, but
more probably it was to accommodate a healthy potential traffic to and from the nearby
racecourse. Haven Street and Wootton stations were single platforms with the barest of

acilities. The line was single throughout, the only crossing loop being at Ashey.

Col. Hutchinson, from the Board of Trade, inspected the line on the 6 November 1875 and
refused to pass it because of some serious }ands}ips. After remedial work the line opened

for traffic on Monday 20 December 1875, when the 8.00am train from Cowes continued

80



Newport was becoming the hub of the Island’s railway network. The Isle of Wight
{(Newport Junction) Railway’s proposed line from Sandown to Newport received Royal
Assent on 31 July 1868, The construction of this line illustrates the problems of
constructing a poorly financed scheme, and also the legal and practical problems of
providing a junction with another railway, as was proposed at Newport with the Cowes and
Newport Railway. The contract was quickly let to Thomas Greenhill o
undertook to build the line for £55,000. This was subject to much acrimonious discussion
n the boardroom and no work, beyond the initial survey of the line, was ever done by
Greenhill. In August 1870, a new contract was let to Henry Jackson, whereupon Greenhill

took the company to court for “breach of contract”.” The company successfully defended

its action against Greenhill; the court upheld the view that the original contract was so
vague that it could not be deemed binding. The new contractor started construction in the
late summer of 1870 with a ceremony at Shide, following which, work started in earnest at
Sandown. By the summer of 1871, notice had been given for the purchase of land between

Sondeurn and Qhide and e netioe far Tand fo .
Sandown and Shide and the notice {or land from Shide to \,Uppiﬁo Bri fxgv was apout 1o

. 51 S . .
served.” Excavations started at Shide on the left hand side of the road leading to
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the Corporation of Newport, was leased to the company at a peppercora rent for a term of
- T,
17 feet. In

1,000 years subject to the line being carried across the land at a height of
addition the railway was to build a rail-connected quay 300 feet in length, to reclaim
marshiand and to deepen the River Medina to 9 feet.”> Douglas Fox was the engineer for

the line and a large number of workmen were engaged on the project.

5 -

By the autumn work was progressing, but only very slowly. The half-yearly meeting of
the proprietors took place in the Bugle Hotel, Newport, on 28 February 1872, Delays were
reported due to the wet weather but there was hope that the line would be ready by the
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from the Isle of Wight Railway at Ryde to Newport in competition with the Isle of Wight

(Newport Junction) Railway, and the board resolved to oppose the scheme. The original

1.
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was to be achieved is not clear as the Company was not 11 possession ¢
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certainly did not have the capital for it.” By the sumimer it was hoped that the line from
Sandown to Horringford would be open and arrangements were made with Newport coach
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Newp@ﬁ? On 13 April 1872, the first trial trip was made from Horringford to Sandown
and back conveying the contractor, officials and Newport councillors. A second trial took
place on 22 May 1872, afier which the directors saw it to air some grievances as little
mongey had been put up locally and the company was in a poor financial situation, having
already been the subject of a Chancery suit. Nevertheless, the first portion of the line was
more or less complete; it was properly ballasted and the platform at Sandown finis]
signailed. Despite the Board of Trade inspector refusing to pass the line on 22 May 1872,
the company °... proposed to run a half-hourly service between Sandown and Horringford
on Coronation Day.”” The company, not having received sanction from the Board of
Trade to do so, was unable to run any trains itself, but successfully got round the problem
by allowing the contractor to provide them. Jackson, having removed his own engine,
hired a Beattie 2-4-0 well tank, No. 36 Comer, from the London and South Western
Railway. The Board of Trade also raised objections regarding the state of the metals,
pointing out that the second hand rails from the London and South Western Railway were
unfit for further use. No further work was done on the line and to make matters worse
Jackson filed a petition for bankruptcy shortly afterwards. In 1873 work once again got
under way. An arrangement was made between the company and Jackson’s trustee to
enable him to finish the line. At the end of April new rails arrived, 105 tons being

unloaded at Newport and 300 tons at Brading Quay.”® The old rails were taken up and sold
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trust that it will be accomplished.””’ By May work was being undertaken on the whole

Tine hetuwesn Sandawn aad Canmine Reid ' ction VG Ao
line between Sandown and Coppins Bridge. A Board of Trade inspection on 29 Augus

1873 found the rails to be satisfactory but the signalling unsuitable. A further inspection
was carried out in October but again the line was failed because there was no footbridge at
Sandown. This was in place by the end of November. The company had obtained a
further Act in 1872 empowering it to raise further capital, and the money thus injected

enabled the works to press ahead so that by the close of 1873 the line was all but complete

o~
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from Sandown to Pan Lane. Attempts to open the railway in time for the 1874 season did



At st wwith cnreses A Sar ra 1 4 _— el

1ot meet with success. Afiler remedial w vork had been uuhéi ru.«ﬁ Col. Ri\/h for the Board
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of Trade, finally passed the section from Sandown to Pan Lane on Saturday 30 January

1875.

The company was unable to fulfil their obligations to the London and South Western

1

Railway for the hire of Comer and the owners took steps to retrieve their engine a month

prior to the opening. An agreement was then made with the Isle of Wight Railway to
power. The company also purchased a 2-2-2 well

third hand, from the London and North Western Railway for

£750. Althaugh not old it was in poor condition and gave constant trouble. The line was

mils gt vk Thig ¢ sndad t0 arncirs
anway for a fixed vvCunj_y sunt. This °.. . tended to ensure

1
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efficiency and puncma}ﬁy.” it was suggested that no time should be lost extending from

Shide to Pan Lane where a temporary station was required; the station at Shide was too far
from the centre of Ne ‘WH\;I?. and v \,iy inconvenient for passcngers. Even 50, the company

enjoyed a successful 1875 season but was heavily committed to the works necessary to join

the line with the Ryde and Newport Railway before crossing the River Medina into the

J\

new Newport station. On 11 August the line opened from Shide to Pan Lane,” ? only for
the service to be stopped by the Board of Trade two weeks later.®" After inspection it re-
opened on 6 October 1875. Despite the heavy summer traffic the company’s financial
position was poor and in September some of the unissued shares were sold by pub

obtained. Matters were made worse by the opening
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auction for the best pric
of the Ryde and Newport Railway on 20 December 1875, effectively routing traffic from
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The company also found itself involved in expensive litigation with the Rydﬁ and Nev
Railway in connection with the works that the Borough of Newport had insisted on befor
of

the River Medina could be bridged. The Isle of Wight (Newport Junction) Railway was
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Cowes and Newport Railway at Newport, both railways running into a new, joint station.
In 1872 the Ryde and Newport Railway obtained an authorising Act for their line to the
new station at Newport, running into Newport on land already belonging to the Isle o
Vight (Newport Junction) Railway. Both the 1868 and 1872 Acts deemed that both

companies would share this part of the line and the bridge over the River Medina to the
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new station and that any disputes between the two companies would be referred to an
arbitrator appointed by the companics or the Board of Trade. The Ryde and Newport
Railway reached Newport first and appealed to the Railway Commissioners under Section
8 of the Regulation of Railways Act 1873, for adjudication on the way the works should
proceed. Mr Samuel Swarbrick, general manager of the North Eastern Railway was
appointed arbitrator and in November 1873 published his decision that the Ryde and
Newport Railway should build the line and bridge with the expense split between the two
companies. The Ryde and Newport Railway compicted the work and set about collecting
capital from the Isle of Wight (Newport Junction) Railway. A court case between the
companies ensued, as the Isle of Wight (Newport Junction) Railway had no funds with
which to pay. In court Mr Webster and Mr Butte represented the Newport Junction
company and Mr Castle the Ryde company. The Newport Junction company stated that all
in their possession had been handed over to the Ryde company for the

e necessary land i
the necessary land

=y

construction and works but that the works were carried out to plans not agreed at

arbitration but to other plans to the advantage of the Ryde company and to the injury of

themselves. In answer the Ryde company contended that the court had no jurisdiction in
- f e

¢ case under the terms of the 1873 Act and that the real question was on the legal

nterpretation of Swarbrick’s award and their own justification in declining to spend any

v - 1P A e Naw PRV e the T ud
oie moncy o1 behalf of the NEeWpOT Junction company. ﬁi’i{}‘iefi’ﬁvfc, the RyGe

company stated that they had completed all of their share of the work as required by

Swarbrick’s award and that if there had been departures from the original plans it had been
with the express permission of the Newport Junction’s engineer and the Board of Trade.
They also stated that the Newport Junction company had not adhered to the original
agreement as they were bound to complete their line within one year of opening. This they

tation of their own at Pan Lane to the serious

wn

had not done and were about to open a
detriment of the Ryde company. They also maintained that the Newport Junction company
were in an insolvent state having never paid for any part of the joint works already
onstrucied and so were justified in refusing to spend any more money on their behal
without guarantees of payment. The Newport Junction company denied this and gave
evidence to prove that they had done all in their power to carry out the agreement and that
the Ryde company had deliberately carried out work to their advantage and niot to the joint
benefit of the companies as intended. In the end, the Newport Junction company had no

funds with which to settle and there the matter rested.®’



aravhile tha oo - 1 4 mperate coruipse b . Y el Don T ane o
Meanwhile, the company continued to operate services between Sandown and Pan Lane as

best it could. In order to alleviate its financial position the company obtained another Act

in 1878 authorising the raising of further capital. Some of the outstanding debt to the Ryde
company was paid off and the remainder spent on finishing the works at Newport to enable
it to run trains into the joint station. However, the company’s troubles were not yet over;
debenture holders successfully pressed for arrears of interest and on 23 May, one week
before the extension opened, David Derry was appointed Receiver by the Court of
Chancery. The line was opened to passenger traffic, without ceremony, on 1 June 1879,
though goods traffic had already been using it for some weeks. Pan Lane station close
immediately. Whilst remaining a nominally independent concern, the line was taken over
by the Ryde, Newport and Cowes Joint Committee who also undertook to work the line.

Here it can clearly be seen how lack of finance hindered the construction and delayed the

D toey ad Dode G Tahn’e T as ouble line w I 1N
and Ne WPOIL t Rail way at f\_ydc St John’s Road. This double line was o vpi&x«e ai carucy

tramway between the pier and St John’s Road and allowed the through running of Isle of
Wight Railway and Ryde and Newport Railway trains. The new line was to be only 1

16 chains long but was to prove difficult and costly to build. It was to be built and run
jointly by the London, Brighton and South Coast Railway and the London and South
Western Railway, both mainland companies. The latter’s engineer, W. Jacomb, was in
overall charge; Ernest Benedict was the resident engineer with J. Wyke-Jacomb-Hood as

his assistant. The contractors for the tunnel section were Messrs. Perry and Company of

Bow, London. Messrs. Cochrane and Company was responsible for the pier construction
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December 1877 with an estimated construction cost of £750,000.% tal expenditure of

this kind was well beyond the resources of the smaller Island csmpanies.

In Febru io 78 work started on the “cut and cover” tunnel. The new p 11, OngsIac ©

old one, was well under way by the end of the year.” The work continued apace in 1879.



The Ryde Pier Company was unthappy as trade was being taken from their pier and
tramway. They claimed £125,000 in compensation from the Joint Committee. This went
to arbitration and was reduced to £12,541. The Ryde Pier Company were unhappy at this

and went to appeal, where the sum was reduced even further!™

The work Progressea well, The rail link to the Pier Gates was virtua !L_y COmp

January 1880. On 20 February 1880 Col. Yolland, H. M. Inspector of Railways from the

Board of Trade, joined with railway officials to inspect the line from Ryde St John’s Road

to Pier Gates. Apart from the incomplete bridge at Park Lane, the line and tunnel were
found to be satisfactory. However, the opening was delayed by a dispute with the Town
Council over the failure to provide adequate access to George Street s}ip‘vvay.65 The line to
Pier Gates was opened, without ceremony, on 5 April 1880 and worked by the Isle of
Wight Railway. The old terminus at Ryde then became officially known as Ryde St John’s
Road and the station at Pier Gate as Ryde Esplanade. The railway along the pier was

T

v 1880, The Shanklin Weekly News described the vier as
2 July 1880. The Shanklin Weekly News described the pier as

t\.)

opened to the Pier Head on
being °...extensive and having every accommodation for luggage and passengers’ and that
*...the enterprise of the railway companies is to be highly commended, and that the

66

inhabitants of the town cannot fail to derive a very substantial benefit from it.”” The Ryde

and Newport Railway started using the line in October of that year,

he line was to be built

The building of the Bembridge
for most of its length, on reclaimed seabed. In addition to building an embankment
between Bembridge and St Helens, the Brading Harbour Improvement and Ratlway

y was authorised by the Brading Harbour Improvement, Railway and Works Act
1874, to build a railway from the Isle of Wight Railway’s Brading Quay Siding via St
Helens to Bembridge, along with a rail-connected port at St Helens. Here the problems of

it ey s sl se described alone with the detail cootion of the
uiding an ¢mo ﬁmﬁ&h can be described &Edug with the get tailed constr uction of the
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Sluices at St Helens would allow the flow of the River Eastern Yar to sweep the new quays

the whole of Brading Haven. Work was begun in spring 1877 on reclaiming the estuary.
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may be seen in the brickwork on the gable ¢
similar position on Bembridge station building, which has now been demolished. The

< At T b i e construction of the line sresun ot e
stations we oth builf in 1y advance of the o onstruction of the line prcsusn i o that s

re b

ld not be delayed. It is said that some in the company had an eye for private
enterprise and the story goes that the building used for the original telephone exchange in
Bembridge was built from bricks intended for the station. Tt is rumoured that adjoining
cottages in Seymour Place were also built with similarly obtained materials. So extensive

was this practice that it has been calculated that the bricks for Bembridge station cost one-

pound each.”
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arrange the junction with the Brading Harbour Railway (sic) at Brading.*® There is
reference in February 187%1to a Bmuub Harbour company engine being on the Isle of
Wight Railway jetty at Brading Quﬁy This would probably have been the locomotive S7

Helens. In June 1879 repairs to Brading Quay were authorised by the board of the Isle of
Wight Railway and undertaken during that summer. . Minutes of the board meeting of
May 1880 indicate that Brading station was to be enlarged to accommodate trains from the

Brading Harbour Improvement and Railway Company. a

The reciaiming of the seabed was not without incident.”” Under the direction of engineer
Mr James Walker, who later became engineer-in-chief of the River Tyne, work started in
1875 on the embankment that was to cut off the estuary from the sea. The large new
harbour, to seaward of the embankment, did not affect the tidal mill at St Helens. This new
harbour was to be known as Bembridge Harbour. To construct the embankment thousands

of tons of chalk, rubble and clay were brought from Bembridge Down by horse and cart,
ia,
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and from P orisdown nm north of Por uSuu}uid L_} boat. Sluices were constructe
outflow of the River Eastern Yar. Great difficulty was encountered in closing the gap in

the embankment.”* Three initial attempts were made and all failed, with the result that a
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Bgap 76 feet %Gﬁg and 15 feet d cep at nn é 1 waret 5pr ihb tides remained. Mr Saunders,
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engineer, called in the firm of Gardeners for advice and they submitted a plan on which he

acted. A dam was constructed by driving two rows of timber piles 15 feet into the clay.
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height of five feet above low water spring tides. Baulks of timber were bolted onto

front of the first row and to the second row so as to make a box-like construction. The two
rows of piles were then braced together with more substantial timbers. Sheet piling was
1

thomm e wtes th a4y imm Aiotaty ol o st
ihen griven o the Cig ay ﬁﬁhlﬁulazﬁ ; behind the front row G{‘ iles,
£

rows of piles was then filled with bags of sand with chalk on either side of the piles to form
a slope o' 45°. Meanwhile a bank of chalk two or three feet above low water was
cted at a distance of 200 yards to the rear of the dam;
of the scour on the last of the outgoing tide. On the main embankment long piles were
then driven inside of the inner front line of piles and walling, having their tops 19 feet
hese were braced to the rear piles. Sand was deposited
behind as the embankment grew. The base of the dam below the top of the sheet piling
was strengthened with clay with sand above. By this means the sea was shut out on 26
1879. To celebrate the completion cricket match was played on the reclaimed
gwund75 There are no recorded details of the teams or the result! Mr Bill Langworthy of
Hillway, Bembridge, remembers the original embankment as being just wide enough for a
footpath.”” His father had come to Bembridge to work on the construction of the
embankment and was emploved by the contractors Scott and Edwards of Meimerby,
Yorkshire
Disaster struck on 18 October 1879, a Sunday morning, when the sea
embankment at a point where Bembridge Sailing Club now stands. The extra high spring
tide caused a five to six foot flood over the reclaimed land, which swept away everything

S UC T TO 05 of chalk tree trunks and a steam pile-driver. T
inits pain meuGing i housands of tons of Qhﬁi},, tree trunks and a steam PHEC-GIIVET, 1 he

3

pile-driver still lies buried under the roadway. A horse and cart was also lost and the carter

drowned. The depth of water in the gap, at high water, was as much as 22 feet. The first

" A e oar was by the conciretian nf s onfa ik 11 line
attempt 1o me nd the gap was oy the construction of a cofferdam in the rear of the old line

similar to the first. Soil and rock were removed from a field near Hill Grove estate using

40 carts and the clay and chalk were thrown in behind the sheet piling.”® However, the

scour was so great that the main piles were loosened. This and a further attempt failed.
The cofferdam was again restored, a barge sunk in the gap, and at last the sea was finally
shut out or ebruary 1880. The embankment was then widened to 35 feet at the top
and a road, mﬁficcimg Bem iubc to St Helens, made on it. The total cost of filling the
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The raiiway line was inspected by Col. Yolland R. E.. I his report, dated 25 May 1882 he

found that the railway °... commences in an end on junction with the Brading branch of the

Isle of Wight Railway near Brading Quay and terminates at Bembridge, a length of 2 miles
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The land has not t urchased nor any arrangements made for an
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and at Bembridge.

he
additional line at any future period.””® On a short branch line such as this it would not have
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12 minutes all the traffic could be accommodated on a single line.

T vrark wwao mnda af st clpsnere ol 4iq Fim e LYFTE +1 Fot

The track was made of cut sleepers of Baltic timber, rectangular in shape, the average

TN

uced to 1' 10" at

1

being 10" wide by 5" deep and 9' long. These were placed 2' 6" apart, 1¢

the rail joints. The rails themselves were 72 1bs. per yd., in lengths of 21, 22 and 24 feet,

and joined by two fishplates and four bolts at each joint. Fang bolis and dog spikes
secured the rails to the sleepers. The formation was 20 fect wide on top of which shingle

ballast was laid to a depth of 1' 6". This was typical at the time for a single-track branch

line,
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The track was fenced partly by five-wire
feet apart. There were no brick bridges but two viaducts of timber, one of three yards and
the other of 44 yards. There were no level crossings. The steepest gradient was 1 in 100
and the sharpest curve 12 chains. This suggests that the construction was relatively simple,
the line being on an embankment for much of its course. The only major engineering
eature would have been the 44 yard wooden trestle bridge over the River Eastern Yar.
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the river 1o serv

uays and the passengers generated by the village, before crossing

e

Bembridge on the south side of the Haven.

Signalling on the branch was provided by Stevens and Son.
frame was built with four levers, the points being locked by an Annett’s key, which was
kept at St Helens station. At St Helens station the signal box contained 10 levers, all of
which were in use. At Bembridge a similar signal
being in use. Col. Yolland found the locking of the signal frame to be correct. He pointed
out where fencing was required alongside the River Eastern Yar and at Brick Field and

also recommended that the guardrails on the two viaducts should be ﬁiuugui wililiin seven
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or eight inches of the line as they were too far away. He wrote, °... 1 am informed that the
line is to be worked by the Isle of Wight Railway Company and that 'cm}y one engine in
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Col. Y« Hand also Jt‘/?ﬁﬁeﬁ on the existi ng Br aﬂ.ﬁﬂ‘& %aay’ Uxaubu which was owned i)_’y‘ the

Isle of Wight Railway.

He commented that the Brading Quay branch started at Brading
station and terminated at an end-on junction with the Brading Harbour Railway, a length of
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> chains. 1 There was land for 4 SHEEIC HNC Oy and the formation was 20 e

1 14

leepers were 10" wide, 5" deep and 8' 11" long. Two types of rail were used. Flat

]

bottomed rails of 70 tos. per yd. in lengths of 21 and 24 feet long were secured to the
sleepers by fang bolts and double headed rails were held in 36 1bs. iron chairs by oak keys
outside the rails. The chairs were secured to the sleepers by spiked tree nails. Sleepers
were 2' 10" apart except at the joints were they were 1' 10" apart. Sandstone ballast was
the formation to a depth of 15", There was one culvert but nio bridges or viaduc
The track was fenced by post and rail fencing 3' 6" in height and a short portion of iron
hurdles. Brading station platform was 337 long and 2' 7" high. The steepest gradient was
1 in 150 and the sharpest curve was 12 chains. A new signal box was built at Brading,
which contained a locking frame with 30 levers, two of which were spare. He commented
that point lever No.19 should lead signal lever No.3 and be back locked by levers No.2 and
No.3. He also asked {or a name board on the down platform and the crossings at the front
of the platform ramps to be boarded. At Brading Quay level crossing a signal box with
eight levers was provided, all of which were in use. He concluded by saying that the

Bl e wome i gses 41 b3 hynar anerk frves Tau g
whole line was in good order and that there had been WOTKIE Uy g0

G

ds traffic for many
years. In fact an Isle of Wight Railway letter of 15 May 1882 suggested that the line had
been used for goods traffic between St Helens and Brading since August 1878. The line
opened with due ceremony on Saturday 27 May 1882, Thus, the considerable effort in
reclaiming land from the sea and the building of a railway can be seen in detail. Ifisalso
interesting to note how the Government, through the Board of Trade, regulated the
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building of the railway.
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The Newport, Godshill and St Lawrence Railway.
The last railway to be built on the Island was the Newport, Godshill and St Lawrence

Railway between Merstone and Ventnor. Here, another company, the Isle of Wight
th

it o E A Hae  The At g
Central Rails Wy, had control over the construction of the line. The Act, ﬁului}uaiué <

Ng,wpuri: Godshill and St Lawrence Railway to construct a line of five miles and five

fen
turlongs from Merstone on the Isle of Wight Central Railway line to St Lawrence, received

3.:

s i

Royal Assent on 12 August 1889, 1t allowed two years for the compulsory purchase of th
land and five years for the construction. The contract was awarded on 8 August 1891 to
Messrs. Westwood and Winley, who hoped to start construction by the begiﬁniﬂg of
Gcetober, depending on the purchase of the land. The contractor’s engineer was Mr Charles
- b A

. R0 . ) n - - g . ] . .
Minns.” By autumn 1891 the Newport, Godshill and St Lawrence Railway line had been

surveyed and pegged out. However, very little work was carried out until 1893, when the

e
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first sod was ceremonially cut. The Isle of Wight Central Railway officers and board had
complete control over the finance and construction of the line and works had to give their

approval for any expenditure. The boring of the St Lawrence tunnel, through the lower

by e f the Tlamer Creancnnd cocad fory mrekdon i enfs e and
stratum of the {JPQUE LTECnsand, Causta 1ICw PIovieins as ine sione was SO, Gy and
1,1 281 :

casily worked.”™ Two teams, working from ecither end, joined on 2 February 1895. An
interesting event occurred at this stage as sixty to seventy navvies went on strike on the
Whitwell section of the line. They argued that navvies on other sections w
an hour and they got only 4%d.. The matter was not resolved and most left the area. M

Phillips, the manager, was not able to replace them.** The Board of Trade’s inspection of

the line on 17 July 1897 proved successful, and the line was passed, subject {o some

remedial work being carried out. Ventnor was always the final goal and the line was
extended to the town and opened to traffic on 1 June 1900. This was the last line to be

boiiil i dhe Toland aed bos . - S R
Dulit o0 tne isiand and TOUg shit 1o 4 halt the € phniase of raitway construction.

This chapter considers the processes and problems of railway construction. The building
of the Cowes and Newport Railway, the first on the Island, illustrates the factors that

Aer
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needed to be taken into account and the decisions that needed to be made in de
the best route for a line. The construction of the Isle of Wight Railway, between Ryde and
Ventnor, allows description and analysis of the construction techniques involved in
building a line, and in particular the boring of a lengthy tunnel. The building of the Ryde

and Newport Railway demonstrates the processes involved in construction, the difficult



financial position of contractors and the problems of connecting with the line of another
railway company. The construction of the Isle of Wight (Newport Junction) Railway,
between Newport and Sandown, allows the examination of a line that was poorly funded,
the problems of building a railway in an urban area and the ensuing legal conflict with the
Ryde and Newport Railway for works that allowed access to the joint station at Newport.
The construction of a line thraugh a built up area, along a pier, through a “cut and cover’
tunnel, to an end-on junction with anocther railway is described with respect to the short
‘joint railway’ line between Ryde Pier Head and Ryde St John’s Road. The building of the
Bembridge branch cannot be divorced from the total regeneration and transformation of its
surrounding area with an embankment was built, a railway constructed over the sea bed
and the development of a hotel and the infrastructure associated with a port; a massive
undertaking. On the Newport, Godshill and St Lawrence Railway the Isle of Wight

Central Railway ha Aiat mmrdend s dhe Tl of tha Hee
Central Railway had financ 1 confrol over the buﬂémg 1 100 L.

Between the 15 October 1859, the starting of work on the Cowes and Newport Railway,
and the 1 June 1900, the opening of the Newport, Godshill and St Lawrence Railway to
Ventnor, eight major lines were constructed on the Island, totalling 55'2 miles. The

o3 tG Ings

construction of each line had unique problems and issues that had to be resolved before the

Board of Trade would sanction the line for passenger traffic
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The impact of the railways on population, urban growth and tourism.
By 1900, hundreds of small hamlets and villages around the coast of Britain had
become towns; urbanisation had gone on apace with houses, hotels and a complete
infrastructure being built, all within a lifetime. Where the railways failed to penetrate,
villages remained small and picturesque; where the railways arrived, bringing “trippers’,
the rate of urban growth was far greater. So much so, that by the end of the Victorian
period, the seaside resort had changed its character, with the wealthy and smart moving
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rom the onset it must be remembered that the railways were just one factor that could

account for the growth of the urban areas; increased personal mobility, industrialisation,
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that collectively accounted for the growth of the towns during the nineteenth century.

the development o
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The aim of this chapter is {0 consider the fGiEﬁiﬁﬁbi}ip OCTWEET

railways and population growth, urban development and the growth of tourism on the

Isle of Wight with especial reference to the towns in the Eastern Wight served by the

W R ) e %»1‘3 = Esza

Isleof W 1gh§ i\aii“\/‘\iu}/, uaﬁ"‘{;i.y \[katxi\};, uiidulx};ﬁ Sandown and .t\)ruc AT UIC G, a

four-stage model, shown in Table 5.1, would seem an appropriate framework in which

to describe the changes that occurred during the nineteenth century.

Table 5.1 Model for railway development in the Isle of Wight.
Phase Dates Description

Phase 1 1801 -1830 Pre-railway period.

Phase 2 1831 -1860 | Development of the mainiand mainiines and
steamboat services.

Phase 3 1861 -1880 Building of the main Island railway network joining
the main towns,

Phase 4 1881 - 1900 | Building of the peripheral Island branch lines.

in Phase 1, the pre-railway period, population growth, urbanisation and tourism had jus

Lode
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started on the Island. In Phase 2, the growth of railways on the mainland, particularly

the building of the London and South Western and the London, Brighton and South

s e et et i

1 T o i St : o the Taland s n
LCoast Raily Ways, can be shown to have a iguniyaﬁt effect in promot 15 the Island as a
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tourist destination, encouraging urban growth. The steamers complemented the

railways. Reguiar steamers from Lymington, Southampton and Portsmouth were the

only way for visitors to get to the Island. The London and Southampton Railway

opened its main line from Nine Elms, London, to Southampton on 11 May 1840, This,
T od sqrtly slan Jo HPS - e o

coupled with the development of the port of Southampton, led to considerable

prosperity for the town. Southampton had a number of natural advantages; it was on a
1

deep-water estuary sheltered by the Isie of Wight, it had a low tidal range and dou

high tides. Iﬁiﬁaﬂyj the Souihampteﬂ, London and Branch Railway and Dock

mainly with cross channel and international trade
also became important.

in Phase 3 the {irst railway built on the Island connected Cowes and Newport in 1862.
By 1880 all the main towns had become rail-connected. The railways were particularly
valuable in assisting the growth of groups of adjacent coastal resorts. The Isle of Wight
Railway from Ryde reached Sandown and Shanklin in 1864, and Ventnor two years
iater. These four are still the main coastal resorts on the Island and provide the
opportunity to study in more depth the effect a railway could have on the towns it
served. Phase 4, at the end of the century, is characterised by the development of
peripheral branch lines to Bembridge and Ventnor.

The growth of

44

The primary data source is the national census between 1801 and 1901, taken for each
parish on the Island. A major problem here is that the main centres of urban growth are
not always wholly or uniquely in one parish. For example, in Victorian times the parish
of Newchurch stretched right across the Island from north to south and included parts of
the towns of both Ryde and Shanklin. To complicate matters further, the eastern part
Ryde lay in the parish of St Helens. Nevertheless, there is ample evidence to analyse, in

broad terms, the effects the railways had on the growth of the towns and tourism
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population

Figure 5.1 Population of the Isle of Wight, 18061 - 1961,
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The population growth of the Isle of Wight is shown in Figure 5.1, In 1801 the

population of the Isiand was small, only 22,097, and mainly rural. Newport was the
largest settlement, having a population of 3,585. It was connected to Carisbrooke that
had a population 6 2,352, The other major urban areas were Cowes and Ryde. The
exact populations of these two towns are difficult to establish as Cowes was in the large
parish of Northwood, which had a population of 2,771, and Ryde, in the even larger
parish of Newchurch, which had a population of 2,039. The only other parishes with
populations over 1,000 were Arreton, Brading, Godshill and Whippingham, all being
largely rural in nature. By 1901 the popu}ation on the Island had risen to 80,911, an
average increase of 2.66% per year.
slightly greater than that of England and Wales, which had an average increase of

2.44% per year in the same time period.

A more detailed 10-year analysis {Table 5.2) shows that the four phases of railway
development correlate with actual population increase. In the first thirty years of the
century, Phase 1, the population grew by 13,334 from 22,097 to 35,431, giving an
average growth rate of 444 per year. In the next thirty years, 1832 t01861, Phase2,
ith population rising by 19,931 to 55,362, giving an average

h wi
growth rate of 664 per year. The largest population increase was between 1862 and
1881 when an increase of 20,271 gave a growth rate of 1014 per year.
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e 5.2 Population growth, IW and England and Wales, 1861 ¢

Actual Increase Percentage FPercentage
increase, IW increase, Eng &
Wales
i801-18i1 3,841 1.7% 1.6%
1812-1821 5,669 2.2 1.8
1822-1831 3,824 1.2 1.6
1832-1841 7,119 2.0 1.6
1842-1851 7,774 1.8 1.3
1852-1861 5,038 1.0 1.2
1862-1871 10,857 1.9 1.3
1872-1881 9414 14 1.4
1882-1891 3,129 0.4 1.2
1892-1561 4,149 03 1.2
coincides with Phase 3 and strongly suggests that the opening of the railways had an
important part to play in this growth. Between 1882 and 1901, in Phase 4 of the model,

the growth of population slowed to 264 per year.

ot £

The increase in population can be accounted for in four ways as illustrated by this
oo ; F v3tey s
Simpi€ 1oTmua.

Natural increase

"

e ™~
Population change = Birth rate — Death rate + Inmigration — Outmigration

e ¥y,

U per

(L%

In the early nineteenth century birth rates were high in Britain, certainly ov
thousand per year. A large number of children were born to counter losses due to a high

rate of infant mortality. In the early part of the century, crude death rates were also high

Gi1s€ase, poot h}f;si@i ¢, 1aCK O1 sanifation and a K

due to
From 1850, the crude death rate dramatically reduced due to improvements in medical

care, sanitation, water treatment and improved transport. With death rates reducing and

the birth rate still %giﬁ there was g hig u rate of natural increase and therefore a 1‘15;3
population growth rate. Nevertheless, this process cannot wholly account for the

increase in population on the Island and, as will be seen later, by a more in-depth study

AP Qhank lin fradaration fo the Talamd ard o o 3 oo rural
O ohnangim, inmigration 10 the 18ianG and g reqistr ibution of ijbpui o5 from rural 1o

EN

urban also help to explain the general rise in population and urban growth on the Island.
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Table 5.3 Opening dates of the railways of the Isle of Wight.

Phase

Company Places linked Opening
date
Phase 3 Cowes and Newport Railway. Cowes — Newport. 1862
Isle of Wight Railway (Eastern Section) Railway. Ryde St John’s Rd — Shanklin. 1864
Isle of Wight Railway (Eastern Section) Railway. Ryde St John’s Rd - Ventnor. 1866
Ryde and Newport Railway. Ryde St John’s Rd — Newport. 1875
Isle of Wight (Newport Junction) Railway. Sandown - Shide. 1875
Isle of Wight (Newport Junction) Railway. Sandown — Pan Lane, 1879
Newport.
Isle of Wight (Newport Junction) Railway. Sandown - Newport 1680
London Brighton and South Ceast Railway and the London and South Ryde St John’s Rd —~ Ryde Pier 1880
Western Railway. Head.
Phase 4 Brading Harbour Improvement and Railway Company. Brading - Bembridge. 1882
Freshwater, Yarmouth and Newport Railway. Newport - Freshwater. 1889
Newport, Godshill and St Lawrence Railway. Merstone — St Lawrence. 1897
Newport, Godshill and St Lawrence Railway. Merstone — Ventnor Town. 1900




Railways feature as a factor to consider in explaining the population growth in the last
40 years of the century. This corresponds to Phases 3 and 4 in the railway development
model. The opening of the various lines is shown in Table 5.3. Thus, by 1880, all the
main towns bar Freshwater were rail-connected. An integrated railway network linked
Cowes, Newport, Ryde, Sandown, Shanklin and Ventnor, with Newport in the centre.
Newport’s dominance in the urban structure of the Island and the pattern of an
urbanised East Wight and a rural West Wight were firmly established. In general terms,
the period of railway building between 1861 and 1882, Phase 3 of the model, becomes
very important. It was in this period that the population of the Island rose by over
19,000. The question that remains is whether the railways promoted the urban growth

or the urban growth promoted the railways. A more detailed look at the parishes in the

east and centre of the Island might help to throw further light on this question.

Table 5.4 and Figure 5.2 show the population in each of the parishes in the Eastern and
Central Wight at each census date between 1801 and 1901. The method of analysis is
to identify the parishes that showed moderate or limited growth during the century and
to compare them with the parishes in which growth was high. The proximity of a
raillway station and the date of opem'ng of the line for passenger traffic can then be

£t
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The parishes that show a small growth of population are mainly rural and located in the
centre of the Island. The parish of Arreton, a large parish, shows a modest growth of

561 persons between 1801 and 1901. The nearest station to the village of Arreton was
Alverstone, opened in 1875, although the stations of both Haven Street and Wootton on
the Ryde and Newport Railway also lie within the northern part of the parish. There is
little evidence here to suggest that the railway had any influence on population growth.
Godshill is very similar with its population rising by only 24
Again, the parish was largely rural and the railway, opening in 1875, had little or no

influence on its development. Whitwell, adjacent to Godshill, exhibits a small

ilating inmrence 00 Tl i Taaran fo G T aarrenice erd e 10 1907
p(}pma‘hmi increase of 228 persens. The ratiway o St Lawrence GPenca here in 189 7,

but again there is little evidence of it contributing to population growth. Niton and St

Lawrence lie on the south side of the Island and both show steady population growth
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Table 5.4 Population of the Isle of Wight by parish (selected), 1801 to 1901.

I 1801 1811 || 1821 1831 1841 || 1851 I 18e1 || 1871 1881 1891 || 1901
Arreton 1,374 1,481 1,757 1,864 1,964 1,902 1,880 1,910 1,920 1,903 1,935
Binstead 180 211 225 258 278 317 486 748 813 961 851
Bonchurch 69 88 122 146 302 523 564 641 670 668 529
Brading 1,529 1,818 2,023 2,227 2,701 3,046 3,709 5648 | 7,952 8,994 9,791
Godshill 1,079 1,135 1,214 1,305 1,435 1,316 1,215 1,197 1,302 1,480 1219
Newchurch 2,039 2,847 3,945 4,928 8,370 11,539 14,008 18,402 19,912 19,890 19,321
Niton 288 370 443 573 613 684 700 732 801 931 884
St Helens 550 658 804 953 1,373 1,948 2,586 3,412 4,343 4,611 4,366
St Lawrence 76 101 96 78 114 111 85 135 249 318 361
Shanklin 105 138 155 255 462 355 479 1,432 1,780 2,361 2,621
Whippingham 1,089 1619 2,068 2,229 2518 3,100 3,915 3,730 4,528 5,236 5,585
Whitwell 405 397 438 556 660 637 570 666 706 653 633
Wootion 38 52 56 55 51 58 79 82 108 106 134
Yaverfand 90 100 92 96 80 78 B89 118 153 94 131
Carisbrooke 2,353 2,811 4,670 4,713 5,613 7,630 7,517 8,198 8,304 8,875 10,354
Newport 3,585 3,855 4,059 4,081 3,858 3,994 3,819 3,556 3,237 3,058 2,684
Northwood 2771 3,325 3,579 4,491 5,147 6,049 6,534 7,374 8,484 9,468 10,649
Total Population 22,007 25938 31,607 35,431 42,550 50,324 55,362 66,219 75,633 78,762 80,911




Figure 5.2 Population of the Isle of Wight by parish (selected),
1801 to 1901.
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Lawrence opened to Merstone in 1897 and to Ventnor Town in 1900.

The moderate growth in these parishes is due to an increase in village population as
agriculture developed and to the atiraction of the south coast for tourists. The railways
came late in the century to these areas and did not have a profound effect on population.
The parishes that show a large increase of population in the nineteenth century are

associated with the towns in the Eastern Wight and on the River Medina. It is in these

parishes that the first railway lines were built in the 1860s, with consequential effect on

As already stated, the parish of Newchurch was a very large one, stretching from the
north to the south coast and containing part of the town of Ryde in the north and

Ventnor in the south. Between 1801 and 1901 the population rose by 17,282 persons.

The major ten-year period of growth was between 1861 and 1871 when the population
increased by 4,394 persons. The Isle of Wight Railway joined the two towns in 1866

and could, therefore, be one of the factors that accounted for their population growth.
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factor in its population growth. The population of Bonchurch in 1801 was only 69 and

po
roseto 851 b

wa
1901, the major period of growth being again the period between 1861
71 when the population grew from 564 to 641, The nearest station v
which opened in 1866. To the east, on the coast and also on the Isle of Wight Railway,
was the parish of Shanklin. In 1801, the population was 103; by 1901 it was 2,621, the
largest period of growth again being between 1861 and 1871 when the population

increased by 953 persons. The railway from Ryde opened in 1864 and must be

considered a major factor in its growth.
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of population during the century from 1,529 in 1801, t0 9,791 in 1901. The parish
includes a large area of Sandown, which grew as a resort during this period. The major
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period of growth was between
persons. The Isle of Wight Railway opened stations at Brading and Sandown in 1864

and the Isle of Wight (Newport Junction) Railway opened its line from Newport to
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had a role to play in the population growth of Sandown, although Brading still remained
relatively small. The parish of St Helens, which included the eastern part of Ryde, grew
rapidly by 4,316 persons between 1801 and 1901. Again the main period of growth was
'sons. 1t is no

s e
by 1,757 ¢
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setween 1861 and 1881 when the parish increase
coincidence that the Isle of Wight Railway opened to Ventnor from Ryde in 1866 and

the Ryde and Newport Railway to Ryde in 1875. However, the village of St Helens

+ .
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remained relatively small despite the building of a rail-connected

ted port in 1882.
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in population during the last century, rising from 2,771 in 1801, to 10,694 in 1901. The
two main periods of growth were between 1841 and 1851, when the population rose by

4
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8] 1871 i, when the po pui tion increased oy 84(0. This second

902, and between 1861 and
period of growth coincided with the opening of the Cowes and Newport Railway in
1862, which would have been a factor in the continued growth of the town. The town

of ?"%WE}GT{ is divided between the parishes of Whippingham, Newport and

[

risbrooke, which show curiously different trends. Whippingham was a large parish
that not only had the town of East Cowes within it, in the north, but also the eastern
residential area of Newport. The parish grew by 4,496 persons between 1801 and 1901,
The main period of growth was between 1871 and 1891 when the population rose by
1,506. East Cowes was never rail-connected, the nearest station being in West Cowes,
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of Newport dropped between 1801 and 1901 from 3,585 1o 2,684. This parisil
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contained the central part of the town, the loss of populatio
the expansion of industry and services replacing housing. The parish
which included the western, more residential part of the town of Newport, shows
substantial growth between 1801 and 1901, with population rising from 2,353 to
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10,354, Two major periods of growth can be identified, the first between 1861 and

1

the growth of

1871, when population rose by 681 persons. This corresponds he g

Cowes and also the opening of the Cowes and Newport Railway in 1862. The second
period was between 1891 and 1901, when the population increased by 1,499, By this
time Newport was well established as the railway hub of the Island, with lines leading

to Ventnor, Sandown, Ryde, Cowes and Freshwater, surely contributing considerably to

1
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It can therefore be clearly demonstrated that the opening of a railway had an influenc

('E«

on the population growth in a parish. Where the railways arrived early there was the
potential for urban and population growth. The opening of the Isle of Wight Railway
from Ryde to Ventnor in 1866 had a profound impact on the populations of Ryde,
Sandown, Shanklin and Ventnor. Similarly the opening of the Cowes and Newport
Railway in 1862 had an impact on the towns it connected. Newport became the railway
hub of the Island with lines radiating to all parts and this accounted, in part, for its
growth in the later part of the century. In contrast the rural parishes in the centre and
south of the Island, to which the railways came later, did not show the same increase in
population. In essence the opening of the first railways on the Island enabled the towns

and viliages that they served to get a head start in urban growth and development.

Tourism and the railways.

Watering places have always been part of the history of England and Wales. The
Romans valued the mineral waters of Bath. Places like Tunbridge Wells, Epsom and
Scarborough were visited for their waters in the seventeenth century.g Recognition of
the medicinal benefits of the sea started in the seventeenth century, reportedly in

Scarborough, where there were already mineral springs. Here Dr Richard Russell

Qm

started to use seawaler as a cuie for various diseases. He mixed hall a pint of seawater
with either milk or port as a cure for scurvy, jaundice, gout or gonorrhoea. By the mid-

nineteenth century the seaside resorts were beginning to replace the inland spas as the

places {or the rich and wealthy to be at and be seen. George I made Weymouth into a
health resort and George 1V promoted Brighton in a similar manner.
I the early years of the nineteenth century the number of resorts in Britain multiplied

rapidly. Each resort had its own character. Seaside resorts, of which the Isle of Wight

was to have many, were either small and sedate or teeming and vulgar. The reason that
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wport. On the mainland visitors
were already being conveyed in large numbers to and from the resorts, not by land
transport but by water. It was claimed by 1800 that “... over 18,000 passengers were
carried every year between London and Margate by sailing boats. "' This number
increased with the advent of steam driven boats; by 1830 the number had risen to

95,000. Steamers also appeared on the Clyde, Mersey, Tyne and, not surprisingly, the
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Solent. It was therefore the steamboat that first facilitated this mass movement of
1

people

However, i}y the 184 !S, it was t ia;}‘f\/ays that accounted for the BIowW th of nany

1

seaside resorts. This can be shown with reference to Brighton. In 1830 the fastest
coach took just over five hours to travel the 50 miles from London to Brighton, which
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had become very popular as a health resort
1801 and 1841 its population grew from 7,000 to 47,000, the railway transformed

Brigh’con.2 The middle and working classes replaced the upper classes and royalty who

had patronised Brighton in the late eighteenth century. One excursion train was
supposed to have carried 4,000 people to Brighton in 1846; arrivals came ‘en masse’.

In 1860 nearly 150,000 excursionists were said to have been brought into the town on a
4
3
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idleness and drunkenness on the streets of Brighton."
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induce
However, it was Queen Victoria who gave the English seaside resorts the status and
recommendation that enabled them to grow into large towns. She wrote in her diary on
30 july 1847, °.. drove to the beach with my maid and went into the bathing machine,
where I undressed and bathed in the sea, for the first time in my life, a very nice bathing
woman attending me. I thought it delightful until I put my head under the water when I
thought I should be stifled.” Much of the Island’s development and popularity in the

nineteenth centu iy was due to QuCCiE Victoria and her Prince Consort
St 1 . Qdeen \Inc\‘ona
their residence at Osborne in 1846. However, there is only one reference to ker using

the raiiway on the Island for travelling to an official function when, on the i1 February

1888, Her Majesty visited the Royal National Hospital at Ventnor.” -
the railway history of the Island and although a significant publicity coup for the Isle of
Wight Railway and the Isle of Wight Central Railway, adds little to the development of
railways on the Island. The only other reference to royalty using the Island’s railways
was in 1890 when H. R. H. Prince Henry of Battenberg was conveyed by special train

from Mill Hill in Cowes to Wroxall.

it was iihtiail}’ the steamer and later the railway:
accessible and changed their character. Towns such as Scarborough and Blackpool

developed quickly. Public buildings, such as Assembly Rooms and Reading Rooms,
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he resorts developed new entertainments such as
street musicians, acrobats, minstrel shows and fair grounds. Most coastal tourist resorts
built a pier. To give an indication of the importance of piers to the tourist industry,
Bournemouth Pier may be cited.” On 22 April 1889, Easter Monday, over 18,000
tourists passed through the turnstiles onto Bournemouth Pier generating an income for
the pier company of £95 9s. 6d.. Four steamers patronised the pier on that day carrying
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112 passengers from Yarmouth, 55 from Poole and 357 from Bournemouth. On its
return to Portsmouth it carried 397 excursionists. The Lord Llgin, Victoria and

s i T vupr D SO i ccmnsers haturesn Darmarath and Sainnaoe i hat e
Lipress caini ied over 3,5{;{} passengers between Bournemouth and Swan BC o1 that dd}
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the tourist industry on the Island. The main period of pier building comes after the

main period, Phase 3, of railway building on the Island. With the exception of Ryde

2 sty na e 41 ¥ 5 4y mpensd Frovrrs Hlaes FoL |
?iei, which was a vital link in the communications infrastructure to and from the ?:biciliu)
the building of a pier was an integral part of the development of a tourist town. It has

already been shown that Ryde Pier, built in 1814, was instrumental in improving
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longside Ryde Pier. Both greatly improved access to the Island but neither was purely

for tourists,
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On the south coast of the Island three PIcrs weic built for the towr ist traffic. Sandown

Pier was compieted on 29 May 7 and Shanklin Pier on 18 August 1890. Ventnor
Pier had an eventful history. By 1881 it consisted of a short landing stage and a pier
head. On 27 November 1881, this was all washed away in a severe storm. The Ventnor
Pier and Esplanade Company took on the task of building a new pier which was
formally opened on Wednesday 19 August 1887 by Sir Richard Webster M. P. and
given the name the Royal Victoria Pier.” On some days two of the South Coast
Company’s vessels could be seen at Ventnor Pier; on Tuesday 22 August 1887, the
Empress and Premier sailed from Bournemouth to Ventnor, the Empress continuing to
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Papulation

The urban growth of Ventnor.

A more detailed analysis of the four towns served by the Isle of Wight Railway in the

Eastern Wight with reference to the railway development model will serve to illustrate

the influence that the railway had on population growth, urban growth and tourism.

Figure 5.3 Population of Ventnor.
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Ventnor, on the south coast of the Island, grew as a town because of the curious

association of a particularly unpleasant infection and the railway. The former was

consumption, now known as tuberculosis of the lung, and up until the late 1940s there

was no effective drug treatment. The only measure available was sanatorium treatment;

rest, fresh air and good food. With this regime it was hoped that the body’s own

defences would do the rest. As early as 1760 the climate of Ventnor and that southern

part of the Island known as the Undercliff were recognized as being favourable for

sufferers from chest ailments, but no hospital or facilities were in existence. In 1821

Ventnor comprised of a few scattered cottages and a watermili. There were no shops,

no roads and no daily postal delivery. The carrier brought letters once a week and the

nearest butcher’s shop was at Brading. In 1820 Sir Lawrence Peel visited his brother

Edmund, a consumptive poet recovering in Ventnor. Of his journey he wrote, *...1

found the Island was not easily reached, sailing packages were formidable conveyances

to bad sailors and invalids. A post-chaise from Ryde, with a boy to open the various

gates, and a post-boy to drive, at Is. 6d. a mile was expensive.” He also said that

110



< nlege very nrovident 9o 16 nravicinng we ren 5o 5y fele Froam
.. UTHESS VEIY DrovIGOI a8 106 provisions we Iali a5 mi ch risk from d uyiub from fam

by going to the back of the Island, as from consumption.””

As shown in Figure 5.4 the population of Ventnor in 1831 was under 2
James Clarke published 7he Sanitive Influence of Climate and recommended the
Undercliff for chest sufferers, which gave a welcome boost to the development of
Ventnor. More sufferers came to Ventnor than could be accommodated which led to
more houses being built, haphazardly, on virtually any piece of land. In 1851, the
population of Ventnor had grown to about 2,500 and it was in 1852 that the first
proposals for a rail link to Ryde were made. There were a number of schemes, all
attracted by the promise of lucrative traffic to Ventnor. However, these schemes came
to nothing and it was several years before the Isle of Wight (Eastern Section) Railway
was proposed o connect Ryde and Ventnor with a line running through Brading,
Sandown, and Shanklin and along the coast via the Landslip. The Shanklin to Ventnor
part of the route was rejected but replaced by a section running via Wroxall and a tong
and expensive tunnel 10 & terminus in an old quarry high above Ventnor. The initial

growth of Ventnor, therefore, took place in Phases 1 and 2 of the railway development

sening of th Wies ety FOAA allawmerd 4he drsson e et e 1o R
The o peiing o1 U e Isle of W igﬁt AW ay i 1 1866 allowed the town 16 conlinue o BIOW,

but at a slower rate. This directly correlates with Phase 3 of the railway development
model. The Royal National Hospital for Diseases of the Chest was founded at St

o I VQET s the T il Tramnchive oy Laenital and
3, i3 1867 and the ?\Oydi Hahlpb}uiﬁ Lounty E‘%Uopfiai and

Lawrence, just west of Ven
the London City Mission both opened convalescent homes. Ventnor was now a major
resort for curing the sick. The Royal National Hospital was a particularly large affair,
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The opening of the railway brought a great benefit to invalids travelling to the
Undercliff from the mainland. Mackett suggests that the relatively high proportion of
saloon carriages owned by the Isle of Wight Railway was because of the invalid
traffic.'” In fact, one train was named 7 e /nvalid’s Special and ran non-stop between
Ryde Pier Head and Ventnor, Non-stop running would only save a few minutes on the

journey but does indicate the importance of a large number of people travelling to
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Ventnor for cures or to visit relatives and friends in hospital. Non-stop running ceased
in 1904 and The Invalid’s Special ceased altogether in 1908.

The Tolo of TWight o anmnanaly an the Vantnar +
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the railway development model can be recognis

Ventnor. In 1889 the Newport, Godshill and St Lawrence Railway was authorised and a

'

1896 provided for an extension to Ventnor which opened on 1 June |

"
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s terminus, Ventnor Town station, was some distance from the town itself but closer
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to the Royal National Hospital, perhaps looking towards the invalid trade. This line had

little effect on the develoon bt £t o Tas the i
iittie eiiect on ihe geveio opix wrtof V entnor, winich was 1&1561}’ established Oy uiis fime

L

and the visitors to Ventnor were changing. The invalids dwindled, being replaced by

holidaymakers. The invalid trade and the recuperative climate were very important

factors in account ‘g for the initial gi‘(}"‘v}v”ii of Veninor as a resort. This biO‘VVili st
have been important in bringing about the building of railways to Ventnor, which in
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The urban gro
The relationship between the growth of Shanklin and the arrival of the railway will be

examined next, tracing the development of the town from an insignificant, sleepy
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village into a smart

Y T 1974 T
ictorian wateri iug pace. i i 824 Brannon wrote:

Nothing can be more gratifying than the cheerful appearance of the scattered
habitations which are clean and neat to a degree, shaded by lofty trees, and
adorned with a profusion of flowers, woodbines and myrtles; most of them fitted
up for summer lodgmgs and the increasing popularity of the village has led to
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every kind.

From this it is evident that Shanklin’s growth was initiated by tourism in the pre-railway
period. Shanklin had a number of natural advantages such as a striking cliff line,

beach, a chine, a chalybeate spring and Dr Fraser’s grotto.'> The chine in particular was

5 raioy it oy nyeso o6 eorenar an thic poned of the Telan T
a major attraction *...one of those i TiSSUIEs, 30 comimon on s ¢gast ol ine Island. The
mouth of the chine, towards the sea, appears to have been rent by some sudden

convulsion of nature....” The Rev. Richard Walton White, Lord of the Manor, buiita

road down the chine to the beach for tourists. ~ Lord Jeffrey in 1846 wrote:
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This ‘viﬁdge is very small and SQdﬁVEC all mixed up v with trees and L_y ui};,
amongst sweet airy falls and swells of ground which finally rise up behind to a
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breezy down 80011, high and sink down in front to the edge of the varying cliffs
which overhang a pretty beach of fine sand and are approachable by a very

striliing s i M
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It was alter 1846 that Shanklin 1 OCgan ﬁt»ci{}p W*pii}.i_y’ and it was the mainiand

raitway that was instrumental in bringing Shanklin into closer contact with London.

Railway access to the Island had improved considerably with the London and

outhampton Ratlway opening in 1840, with a branch to Gosport ir
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avigation had also improved. In Shanklin the local people provided accommodation in
their own homes for casual tourists. Wealthier families rented villas for the season and
new houses were buiit.”” In 1831 Shanklin consisted of 45 houses and 250 people; by
18571 it had increased to 72 houses and 355 people. In 1853 Knight wrote *.. the new
houses have sprung up to a degree that has, within a few years, considerably altered the
appearance of the place.”’® in 1861 the population was 479 with 96 houses, growing
quickly to 1,425 people and 251 houses by 1871, a tripling in size in just 10 years. Itis

perhaps significant that the Isle of Wight Railway opened its line to Shanklin from Ryde

in 1864, However, in 1863 Brannon wrote °... almost every building in the village
accommodated visitors in summer and new “large and fashionable buildings”™ were

hidden from each other so the view was still of a quiet hamlet.”"” Thus it is quite clear

23,

that the railw ay suppot rted the gr owih of the town rather than initiated it. Some
deplored the changes taking place. In 1871 Hill wrote “In previous years new buildings

were made to harmonise with the surrounding scenery due to the refined taste of the

owner of the ¢siate, Ul pow InC retnng vilage has swollen into a wale

o
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the watering place’s greed of gain is making itself manifest.”” Not all agreed, as Betts

wrote ©...new villas added to the beauty of the place.””

1 r P e Ol A . 5 Wihite o
Whatev VeI, the CXpansion was cal %Luu) controlled first L/} Richard Walion White and

later Francis White Popham, his son, who were consecutive Lords of the Manor.
Richard Walton White conducted the expansion of Shanklin in a conservative manner.
£ 3 51

T 1 he raficed o hailding laosce mn the Tallowing grmnde ¢ we da ot altaoether
In 1841 he refused a buz’éiﬁg lease on the follow Hig groundas ... we do not &kugeiﬁﬁi

feel expedient to enlarge the town which exists at present in the lands which lie to the
north side of East Cliff Cottages.”® Francis White Popham was in his mid-twenties

when he inherited the estate. In October 1855 he was presented wit
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Horlock to extend Shanklin. Horlock was not only bailiff for the estate but also a
builder and house agent. Francis took advice from the estate’s legal adviser, Griffith of
Newport, and agreed to build below East Cliff and to let building plots if and when he

o ssevey LT

could. As was expected, the cessation of the Crimean War release
speculation and in turn promoted urban growth. Early in 1856 Griffith printed draft
leases for property °... good sized gardens, not too close together’, specifying the type of

. X

building, use and the responsibiliti allowing inspection twice a
} e 1 . Pt B 1 <
year.”' The gardener at East Cliff planned new roads and the building programme was

started. Francis® policy was that the expansion should be done steadily, with care, and

that monetary gain was not 1o be the sole aim unlike that of his cousin Charles Popham
Hill, Lord of the Manor of Ventnor, who allowed haphazard development to occur inn

Ventnor in order to stave off bankruptcy.”* Urbanisation involves more than just the

1

building of houses and in 1855 Francis granted a plot of land for a schoolhouse. The

o

and the Rev. G. Southouse. The school raised £250
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trustees were himself, a
from local inhabitants, including Francis, and £25 from the National Education Society.
it opened in 1856 with 40 'boys and 38 giris.zg in 1857, the Shankiin estate issued the
first of their leases for 999 vears, which encouraged investment. In 1862, Popham was
asked to become a provisional director of the Isle of Wight (Eastern Section) Railway

inre EJ j . i g station s Piacea upon iy propeity at Sﬁdiﬂuui and the Bill

aii

!IZ».A

passes the house, I may then have no objection to becoming a director if by so doing 1
can promote the interests of the company.” His reasons against initially joining the
company were that he was not fully acquainted with public business and that railway

directors were not guaranteed immunity from all liability.

n 186 6 Shanklin became a through statios

»-<

years from 1861 to 187)there was a trebling in Shanklin’s population and the number of
people using the railway increased to such an extent, that the single platform at the
station was extended and another buiit on the opposite side of the line.”* In 1869 a new
church, St Saviours, was built on the cliffs to serve as parish church for a new
residential area.” Francis White Popham donated land for the new National School
that was completed in 1872 for 100 boys, 100 girls and 120 i
of this expansion is that in 1869 the Popham estate leased three acres for two brick kilns
to Jacob Kent, brickmaker, for a rent of £13 7s. 6d. per year with an additional rent of

2s. for every 100 bricks made.” by uilding land was expensive, being quoted as

,_.
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£1,000 per acre.”" In 1876 the estate leased eight buiiding lots on the shore estate with

28

ground rates of £9 8s. 4d. per year.™ Leasing land was a lucrative method of expansion

as the estate rent account for 1876 showed a rent income of £4,667 with debits of
£4,290 and a credit of £377 indicating an average annual income per holding of £327°
In 1878 land was leased to Francis Cooper, a builder, at the rate of £46 55, 0d. from
1878 until 1880 and then £115 12s. 6d. per year from that date onwards. In 1878
agreement was made on an area of Great Whittle Mead °. . the lessee will upon
receiving one months notice give up any portion of the said land that may be required
for building purposes.”*
After the Bank Holiday Act of 1871, day tripping had become a normal holi
for many living in London. Both the railways and steam navigation had brought
Shanklin within the reach of London. A pier had been suggested in 1878*! and plans
were drawn up in 1881." Local shareholders contributed £23,940 and it was compieted
in 1891 thus encouraging the steamship companies to disembark passengers to the
town. In the 1880s the original sea wall and path were made into an esplanade, which
ncidentally led to the bankruptcy of William Summerhayes, a locai buiider.”” A
prospectus was issued for the Shanklin Passenger Lift Company to build a lift to help
visitors from the pier up the cliff to the town level. This opened in 1892.%* However,
and for reasons which are unclear, Francis White Popham rejected a tramway from the
top of the cliff to the town and main station. He subscribed to a ‘public centre” or
Winter Gardens, which included both billiard and reading rooms ... for the convenience

s veprentio Fiac e s cither recidant in ar viciting QF fn? IT
and recreation of ladies and bei tlemen either resident in o1 VISIUNG o wnklin.” He

leased a piece of land between St Saviours Church and Osborne Road and also

pi
subscribed £500 in shares to the Shanklin Pavilion Company.” In 1886 Shanklin Social

Figure 5.4 shows the population growth of Shanklin. Between 1811 and 1861 growih
was relatively slow in absolute terms, with numbers rising from 110 to 479. Shanklin

grew rapidly between 1861 and 1891, increasing by 1,882 people. After 1891 growth

slowed. The four phases of railway development are superimposed on th
start of the rapid growth of Shanklin corresponds to the start of Phase 3 of the model.
In 1864 the Isle of Wight Railway opened from Ryde and in 1875 the Isle of Wight

P -

{Newport Junction) Railway opened from Sandown to Newport. This not only allowed
11
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the county town of Newport. The railway also encouraged visitors to sample the tourist

facilities of the town.

A more detailed a“ia})ais of the structure of the g Oyuidu\;ﬁ between 1851 and 1871
helps to identify the demographic processes in operation. The population of Shanklin,

during this period was in the number of visitors, which rose from 61 in 1851 t6 382 in
1871. In 1851 the visitors represented 17.2% of Shanklin’s population, reflecting the

growing importance of tourism in the town. Excluding visitors, the population born in

P

1871, In 1851 this i\“}piCSpﬁicﬁi 0.5 70 0L
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population but by 1871 this had dropped to 32.4%. The number living in Shanklin, but
born on the Isle of Wight outside of Shanklin, rose from 122 in 1851 to 424 in 1871. In
percentage terms this group made up 41.5% of the yopuimwh in 1851 and 40.4% ir
1871, approximately the same percentage. The largest increase, in percentage terms,
was 1n those who were born off the Island. In 1851 this group represented just 12.2% of

se 16 27.2% a 0/ A F Chanklinc
=10 27.2% in 1871, In suinmarnry, 3.7% of C Shanklin’s

""4

resident population, over half, had moved to live in Shanklin in 1851. This figure had

o
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Table 5.5 Population of Shankiin by place of birth.
(Source: census data 1851, 1861, 1871.)

5.5a Actual figure including visitors.

Place of birth. | 1851 1 1861 | 1871
Shanldin 1

Lw, 1 d
QOutside 1L W. 36 101 286

Place of birth. | 1851 1851  187:
Shanklin 383 | 30 2
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Place of birth. | 1851 | 1861 | 1871
Shanklin 463 | 368 | 324
LW. 4151 376 | 404
Outside LW 1221 256 27.2

risen to 67.6% by 1871, the majority, just over 40%, coming from the Island but with an

increasing percentage that had come to live in Shanklin from outside the Island.

o ok s e Tt i ol Cln b i absrgerd 10 thic
se structure of the Po puifﬁ;uﬁ of Shanklin char 2E40 i uus
F
O

C

i"‘igﬁfe 5.6 shows how the 2

critical period betweeﬁ 1851 and 1871. In 1851 60% of the population was under 30

vears of age. The 22‘ 29 group is larger than would be expected and can be accounted
for U}/ their increased mobi iia_y in search of em p Gyir nent. Between 1851 and 1861 the

percentage of children had decreased from 22% to 17%. This suggests that the young

than bringing up a family. Inmigration into Shanklin can also be seen on the
graph. Here again there is a larger percentage of voung adults (20-29), indicating the
mobility of this group. Census returns for 1871 give good examples to illustrate the
[ syie

soint. Georse Wells. 24 vears old. a bricklaver at . veare ald
POHIL. ULOorge vweis ’4‘ years 0iG, 4 Drickiayer an d his wife i\)ujo&, 20 yoars (}id, 2

lodging-house keeper moved to Shanklin from Lincoln; L. H. Cator, 37, carpenter and
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Figure 5.5a Population of Shanklin (excluding Visitors)
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Figure 5.5b Population of Shanklin (including Visitors).
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Figure 5.6 Population Structure of Shanklin
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his wife and two children moved from Essex and Francis Griffith, 26, a chimney sweep
and his wife Mary, 23, moved from Wiltshire. All were working class inmigrants who

would have used the railways to make their journey.

Ly % refarene

he occupations of the permanent residents of Shanklin can be studied with reference
871 census data. Between 1851 and 1861 the number of

immigrants to Shanklin, born outside the Island, was 65. Of these only the curate,

ministers and their & diiiiiics an author ess and her servant and a Major General b ad
occupations that were not already common to the town in 1851. In this period the

majority of the immigrants, from all sources, had either marital connections of were

attracted to the town by tourist employment. Table 5.6 shows a selection of
occupations found in Shanklin during this period.
Table 5.6  Selected sccupations of permanent residents of Shanklin.
(Source: census data 1851, 1861, & 1871.)
Male
Occunaﬁon 1851 1861 1871
Agricultural Labourer i5 4 4
Baker 1 4 7
Bootmaker 1 3 7
Bricklayer 1 &
Buiider I 2 5
Carpenter 9 12 32
' Coachman 1 1 6
Gardene 3 8 15
Gardener’s assistant 1 5
Labourer 6 1 35
Lodging House Keeper 1 4 15
Mason 4 5 it
Servant 3 8
Female
Cook 2 6 8
Dressmaker 3 2 13
Lodging House Keeper 1 4 16
Servant 16 25 88
wimber engaged in agriculture decreased from 15 to 4 in the 20-year period but this

was countered by an increase in those occupations concerned with construction and
tourism. Bricklayers, builders, painters, carpenters, masons and labourers all show an

1N
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increase, especially in the period between 1861 and 1871, the main peﬁ@é of urban
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growth that was aided and abetied by the arrival of the railway.

tourism also show this increase with lodging-house keepers, both male and female,
i
i

cooks and servants showing the largest increase in numbers. Perhaps only the increase
of coachmen can be directly related to the railway, as they would be engaged in taking

travellers from the station to their lodgings. By 1871 there were six men whose
recognised occupation was that of coachman, whereas in 1861, before the railway
opened, the number was only one. The number of naval personnel also increased

between 1861 and 1871, indicating that they found, thanks to the easier travel by rail

and connecting steamer with Portsmouth, that towns on the Isle of Wight Railway were
good places to house their families. Interestingly, there is an increase in the number of

dressmakers (prostitutes commonly gave the occupation of ‘dressmaker”). There is no

el e e 4he 1971 e 1001 ) ) e ooy i Qb bl
evidence from the 1871 or 1881 census data Gf;au‘k‘va}l viﬁi)i{{ywyb Hivi Hg in Shanklin

be seen in the next section, this is not the case for the parish of
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Sandown where railway employees were evident. Although the totals in any one
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of the urban growth that took place in Shanklin after the opening of the railway from

Ryde in 1864.

¥y B A oiar, yymres

The census data also gives information about the visitors to the town. Many were from
the upper middie classes and included army officers form the Empire, a cierical
professor, merchants including a wine merchant, a tobacco and sugar refiner and others
who derived their income form dividends and bonds. Shanklin was a refined, quiet, up-
market resort. Francis White Popham died on 18 February 1894, aged 64. He had
helped Shanklin develop from a small, scattered village into a respectable watering
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ith villas and new roads. Shanklin parish chui 1 5iz€; TwO new
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churches had been built along with three dissenting chapels. Shanklin had a

waterworks and street lighting and, through the Local Government Bill of 1858, had its

swii local Board to oversee nubl Albariah thic mioht have b e to
owii local Board 1o over S€€ pui ic aftairs. hiﬁ?{}ug 1 this f‘ﬁig%‘i have been poss 4]

some extent without the railway, it must surely be true to say that the railway helped to

propel this rapid, tourism induced, urban growth.
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Sandown initially grew as a tourist resort before the railway arrived in 1864. The area,
now known as Sandown, was in 1800 part of the parish of Brading. In the pre-railway
period it had two separate small centres of habitation, Sandham and Ryall Heath, about
a mile apart and connected by a coast road. Sandham, in the east and adjoining the
parish of Yaverland, bordered the road south from Brading and had an area of marsh to
the east. In 1803 Sandham consisted of Sandham Farm, Sandham Cottage and
Sandham Parsonage, as well as premises that served as a public house. % By 1817 it had
acquired three tenements,”” and in 1827 leases were granted for building plots.”® The
most remarkable feature was a military fort which dominated the coast. Until 1845 the
area was largely undeveloped. Brannon wrote ‘... though comprising a great number of
widely scattered houses Sandown has nothing remarkable except the fort.””” In 1845 a
nucleus for development was established at | Qy;«t{i’; Heath with the
of Christchurch to serve the increasing resident population of the area. This wa

followed in 1853 by the building of the National School.*’ In the same
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Ryall Heath a quarter of a mile from Christchurch, seven acres at Pell’s Street, Broad
Lane ground and at Street Butt where the road from Brading entered Sandham. Plots of

1 1 : 3 L] ey ) < R N AT 3 41 T :
land were, in general, large with a 501t. frontage and 150ft. deep.”” Two years later in

855, Sandown was described in the following terms °. . the bav is magnificent.

Excellent lodging houses are springing up, and the hotel accommodation is first rate.”

o e AL
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These developments took place well before the railway arrived at Sandown, but it coul
be argued, just as with Shanklin, that the development of the mainland railway system

did have the effect of initiating population growth, urban growth and tourism.

which had not joined. Lower Sandown or Sandham had linear development along the
road from Brading to the sea front. On the sea front was one hotel, the Sandown Hotel.
Upper Sandown had a nucleus of housing around Christchurch and a grid of roads
between the coast road and Broadway Lane. The town then, bit by bit, developed
downwards from Christchurch to Sandham, with the High Street being built along the
coast road. No one developer was responsible for building Sandown. Builders included

Barnabus Cooper, Messrs. Hayden, Cecil (a Liverpool Shipping Agent and speculator),

Taylor, Bound and Withers.



Sandown station opened in 1864. The railway encouraged both tourism and urban
development, the two going hand in hand. The station was on the northern outskirts of
the town, some half a mile from the sea. It directly encouraged development north of
Broadway, with a grid of streets being built. However, the acquisition of land by both
the Los Altos Estate® and the Winchester Estate to the north of the town, limited the

urban growth in that direction.**

Figure 5.7 Population of the parish of Brading.
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The railway brought mixed blessings; some thought the influx of visitors would ruin the
beach. The Isie of Wight Times commented °...the very existence of the town as a
health resort and fashionable watering place, must almost entirely depend on the
continuance of its beautiful sandy bay and bathing grounds.’*> This comment was,
perhaps, a little extreme as Sandown was not as fashionable as either Ventnor or
Shanklin, both of which had far more facilities at the time. Sandown was always more
‘down market’. Figure 5.7 indicates that the population of the parish of Brading in
1861, before the railway arrived, was 3,709; by 1881 it had grown to 7,952, a very
significant growth due to the development of Sandown and the easy access afforded by
the Isle of Wight Railway.
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of railway eny 10YCCs 11‘/111& in Sandown

All were living either in Leeds Street or Station Street although the Station House was

senior being Island bo hin B&Li\@ii, aged 52 yeéars, who was described as s

master. George Grant, aged 22 years, and Alfred Lawrence, aged 32 years, both of

1

whom had at some time moved to the Island fr

“""z"‘h

ed
om the mainland, were clerks. Grant was

» v Tl mowri o e Frrs e ohildean U T O sens
d but Lawrence had a wife and two young CiGren. Withiam Haner roit, dgb\%

s cashier and was Island born. Thomas Weeks, aged 36 years was porter

lerk and telesrant respectively Fiils at tha nae of 22 yenr
lerk and telegraph messenger respectively. William, at the age of 33 years,

ecome the first siation master at Bembridge. Thomas Weeks and his wife were

5
o
w
M
CS"

born on the maintand and moved to the Island. William Wheway, aged 31 years and
Island born, was inspector. It can be assumed that these all worked at Sandown station
and gives an indication of the staff that would be required. Lastly enumerated was
Joseph Bowauf, aged 34 years, who was described as an engineer, possibly an engine
driver. Bowauf was born on the mainland and had a wife and young family. This list
gives an indication of the employment opportunities that the railways provided. There
were at least ten employed at Sandown station and this would be typical for most

stations on the line.
By 1868, there was still little tourist development on the
apart from the King’s Head Hotel. In 1863 a pier was proposed for Sandown. It was

finally completed in 1878 and extended to 1,000ft. in 1885.%” The pier was purely a

At e Ao chanimarg (o

Sle . " ~ " [ s g
pica i}lv}‘ and a 1311(11&” pia\z\; where coastal padadic steamers ¢ou

3

d
day-trippers to enjoy the delights of Sandown. The esplanade was not built until 1878

and it was left until the last twenty years of the century for the development of hotels
°h as the Ocean, Sandringham and Trouville. In 1884, afier |
opening of the rail-connected pier at Ryde, the London and South Western Railway was
actively promoting the Island as a holiday destination. It said that Sandown had ... fine

- o a4
sand for walking.’

The vear 1224 covy tha Srot artive fraym ¥ ssvrr il the gatting i g
ineyear i 886 saw the first active tows SOVOImnct it in Sandown with the Seting up o
L

Local Board for the improvements that both the residents and visitors expected.
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Table 5.7 Isle of Wight Railway employees living in Sandown in 1871.

Name

Age | Occupation Street Place born Dependants
George Grant 22 | Clerk, IWR. Leeds St. Camberwell, London.
Joseph Bowaul 34 | Engineer, IWR. Leeds St. Droitwich, Worc. Wife(32); 3 daughters.
I Joseph White 45 | Foreman, IWR. Leeds St. Washington, Linc. Wife (44), daughter (19), (9,5.4); son (7).
John Buckell 52 | Station Master (line). | Station St. | Alverstone, ITW Wife (52), 2 sons (20,17,16).
William Hancroft 20 | Cashier, IWR. Station St. Ryde, IW.
Alfred Lawrence 33 | Clerk, IWR. Station St. | Lauthampton, Hants. Wife (28), son (5), daughter (3).
Thomas Weeks 36 | Porter, IWR. Station St. Wickham, Hants. Wife (41), sons (14,11).
Selwyn Weeks (son) | 14 | Telegraph Clerk. Station St.
William Weeks (son) | 11 | Telegraph Messenger. | Station St.
William Wheway 31 | Inspector, IWR. Station St. Ryde, IW. Wife (31), sons (8.,5), daughters (7,2,1).




Thomas Hale, a local hotelier, was the first chairman. The board concerned themselves

with providing a gas supply for the town, improving the water supply, supplying electric
lighting and improving the approaches to the sea shore.

In summary, Sandown grew later than any of the other resorts served
Wight Railway, but its growth was rapid due to its long, accessible, sandy beach; its

sunny aspect; the stunning views east to Culver Cliff and west towards Dunnose Head;

and the arrival of the Isle of Wight Railway. Once again the railway helped the
development of the town but did not initiate the tourism that had already begun.
The urban development of Ryde.

In the pre-railway period the division of the Player family estate influenced the urban

structure of Ryde. The Player estate was partitioned, in 1820, to allow Jane Player’s

Tliniath s have a cesdredling rderect n fheie s
Elizabeth | yl;iu, 16 have a conly Ui}.iiig uHerest in their owi
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affairs.” The commercial centre and sea shore were shared by both families, but the

residential area was largely owned by the Lind family. In 1829, under the terms of the
kS .07 s A 4 3 3 T 3 ; 49 3 O LY 3 3 . 3
Ryde improvement Act, Ryde achieved town status.” in 1832 Ryde was described in

the following terms:

..the town is laid out with great regularity as regard the streets which are wide,

el wel! st dhvens i dn mern el St ey Sy
and well pay C{}i %ﬁ‘df\/ YU in ?dfai}bi lines from north 1o south and are inter b\.f‘u’ied

by handsome streets at 1gh angles. The buildings are chleﬁy in the cottage
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Ryde grew. Topography was important in shaping the direction in which it developed.
The view from a site was very important, the best sites being near the sea, foliowed by
those portions of East Hill that had views over Spithead. In general, the further from

the sea, the poorer the view, so the cheaper the price of land and the poorer the housing.

Weeks and Oakfield, the poorest areas in Ryde, were found well away from the sea.

ity

During the period between 1830 and 1850, Ryde suffered from the building of poor
housing around its Regency centre, poor drainage and an inadequate water supply. In
1856 it was described as ‘... a group of houses on the top of the hill with a few

N i P 5 oz i : o ASE
struggling fishermen’s cottages on the waterfront.

fonrnad
[Nl
8



b - Portsmouth. Ryvde has never been an ideal site for a landis A,
Alth UEI Gppos ite Portsmouth RYQC D48 never oeen an ideal site fora la ﬁ}a ;ﬁ ace as

the foreshore has a very shallow gradient causing at least half a mile of sand and

mudflats to be exposed at low tide. Regular daily, cross-Solent, services by a sailing
packet were started in 1796, At high tide the boat could come alongside a simple quay
at Ryde but at other times passengers had to transfer to a smaller boat and then to horse
or cart to finally come ashore. As the Island became a more popular tourist resort it was
recognised that a deep-water pier was a necessity. The Act authorising Ryde Pier was
passed in 1812. Construction of the 1,740ft. pier, with six flights of steps along its path
and two at the pier head, was started in 1813 with completion in 1814. As steamboats
replaced sailing boats, the pier was lengthened several times, eventually reaching
250ft.. On 19 May 1817, the Britannia packet, fitted with a 15 h.p. engine,
commenced ‘...a service between Ryde and Portsmouth, taking thirty minutes each
way.”” It was intended to run two services per day on the run. Although Ryde Pier was
useable at all states of the tide, the individual traveller was faced with a half-mile walk

to the shore on an exposed footway; vehicular traffic was not possible. So, in June

&
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857, the directors of the Ryde Pier Company reviewed a report by
Buges and Cooper of London sgggesang there should be “...a line of railway drawn by a

locomotive or a “horse” on the pier.”” On 10 November 1860, the /sle of Wight

3 o EEL

Fxaminer printed an official notice for a Bill to incorporate a company, the name of
which was not specified, to purchase by agreement the powers and properties of both
the Ryde Pier Company and the Isle of Wight Ferry Company and to construct on the

1., 4.

o the Royal Victoria Yacht Club to the Dover

. EAmg

seashore at Ryde a new roadway
Street slipway, to demolish properties and to enable access to the new roadway from

Union Street. The Bill asked for authorisation to build a railway or tramway, from an

end-on-junction with the Isle of Wight (Eastern Section) Railway, in the marshes on the
eastern side of Monkton Street to the Strand, past the Castle to terminate at Pier Gates;

along with a branch from the north end of East Street to the premises of the Isle of

ioht Tarr Comaiie N S $ Qiptlin o Dude Piar -
W ig rvﬂj Lonipany jUMiihg the Coast iguard Station. The l\jé{:‘ Figr Lompany

T

The author ised terminus for the I Isle of Wi Egﬁt \Eac« ST S@uhi{}ﬁ} Raiﬂfvd‘y WHS G;igmmi}
fixed at a point no further north than Melville Street, on a site at, or near, its junction
with Monkton Street.”® This was never developed because of the objections and
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I eryed 41 ¥ it A Lty Strpat hhannion tha Ao TR TYE wlatfinrme
OCyond i northern end of Monkion Street because the u‘vvffif‘)}}u;‘vﬁt of piatioris,

engine sheds, sidings etc. was not desirable in a residential a ’ In addition, houses
would have needed to be demolished and streets realigned. This would have been far

to0 expensive, so the railway company found another site on open ground at Monklon

rs

Bridge, which was outside the town boundary, in the parish of Newchurch, where they

PRy

By 1861, with the prospect of the Isle of Wight (Eastern Section) Railway reaching the
town, the Pier Company realised the need for a tramway along the old pier. They asked
Cooper, of Walker, Buges and Cooper, to revise the original pian, and appointed john
Langdon, of Ryde, as contractor in April 1862.°° Even at this early stage it was noted

locally that it would be advantageous if the Isle of Wight (Fastern Section) Railway

‘§
were to connect with the new tramway on the pier.”” The tramway opened for
passenger traffic on 21 August 1864, a week after the opening of the Isle of Wight

Railway. When the railway and tramway were opened, there was still a gap of about a
mile along which passengers had to make their own way. It is clear that the Ryde Pier

- had avery Trdentian of atandis g o Foerers tha Dier (Tateg
Trs mway L{h,;i\;aﬁ} had G CVETY HIWCIRION G CXitnaing L%i If tramwe ay {on Ui rict v

towards the authorised terminus of the railway at Melville Street. Evidence of this was

that the east line down the pier curved away from the Pier Gates and was provided with

vy e ytes and
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Ryde St John’s Road was opposed by a large number of Ryde ratepayers, who thought
that the extension would spoil the amenities.”™ The Pier Company offered to meet
the objections by working

that it would not rise above the level of the roads, paying £50 per year to the R;vde

good repair. Even so, the Commissioners rejected the tramway on the grounds that it
would not benefit the town, only the railway and pier companies
However, after the opening of both the tramway and the railway, there was a marked

change in attitude. The gap between the two lines or “middle passage’ caused great

inconvenience to passengers. The local press came out in favour of through carriages

1
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offer to the Ryde Town Commissioners to complete the railway to Melville Street and

to build a tramway to the pier. The railway company placed a number of conditions on

e
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extending from Monkton Bridge (Ryde St John’s Road) to Melville Street. As pait of

the scheme they would pay rental for the use of the highway, limit the number and
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the Commissioners rejected the scheme.*

In 1865 the R}é@ Tram way Bill was Pro omoted %}:‘y the ?\}’E}zf} Pier C LOIIipaity and iisle of
Wight Railway to extend the tramway from Pier Gates, along East and Monkton Streets,

to Ryde St John’s Road.®" In July 1869 the construction work had begun and was in the
hands of Messrs. J. and J. Langdon.” The lfine from Pier Gates was extended to a point
opposite Ryde Castle and was carried for a greater part of its length, nearly 1,180ft, on
a viaduct. This part of the extension opened on 28 January 1870 when George Young,
.. that the company would be able to declare they had

1 ] 1y i 563 a T 3
undertaken all the works authorised by their present Act of Parliament.”” The Ryde

Pier Railway was opened for traffic on 7 August 1871, using a temporary track across

e Tomlay e som § Al § U 0000 SRS & JPUDE DUNS e syt tha
e x_;apxdﬁ&\}» Mr I anﬂf‘fS the manager of the Isle of Vignt Rauwd_y mnanageo the

line. Later in the year a new station was completed at the Pier Gates. A new tramway

inside the foreshore was opened on 18 July 1872 replacing the temporary one on the
E4 rpg il : L e T e e T % it gt Fe o 23
Esplanade.” The cost of the construction was £20,256 together with £11,624 for the
65

purchase of land and over £6,000 for legal and Parliamentary expenses.”” Little is

known of the operation of the tramway. The Board of Trade return for 1873 showed the

iial mrrn s cenaere ae AL ARLE sacvenoor frain e ac bt peapmirde (f
10ta: nuinoel Ufpaaaui IECTS 48 £50 736, passengly {ramn miies as 4{},{}86, tota: 1CCCIpRs U1

XY7:tes

£15,806 while expenditure was £7,999. Although the Isle of Wight Railway had the

authority to bring steam locomotives as far as Simeon Street level crossing, these were

"

not used for passenger traffic. Even at this stage, many local people realised that a
lightly built tramway was not sufficient and a locomotive railway was required.

12 ragriitant sranoec o by 1. iTEe £ S gays .
The resultant vziadgts to the town from the ﬁau\,uhb of the tram way can beexa ined.

On the positive side, Monkton Mead Brook was diverted into a new channel, allowing

the council to drain the land to the east and create a new recreation ground. However,

o ]

the proposed reclamation of three acres of foreshore was not so popular. Some thought
that the new sea wall would reduce the number of visitors although others thought the

raised areas could be used as a promenade and gardens; an asset to the town. The

company ass o wanted to move Dover Street Shpw’aj/, 4 Chngnge ot dppf@blai»& Oy ih
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local residents. In the end, the Ryde Pier Company undertook to provide a 201t wide
promenade behind the sea wall with steps to the shore, to build a new slipway and to let

the intervening land to the council for an ornamental garden at an annual rent of £20.

Thus the ‘middle passage” was complete and an work
established, at least in the vicinity of Ryde. Tram journeys were timed to connect with

‘up” and ‘down’ trains at Ryde St John’s Road and also with boat connections.
However, the problem of changing from locomotive hauled trains to horse drawn trams
emerged. This break of journey was seen as an obstacle for those travelling to and from
the mainland. It was at this stage that Ryde Town Council took a hand. They senta
clear messa apge 1o the Joint Commitiee of the LG’ﬂd‘Gﬁ, ui‘ignf i
and the London and South Western Railway, that they would support a new scheme for

a 1% mile railway that would run under a bridge from Ryde St John’s Road, pass

Lot s timmal nder AMankinn Ceapt and the Donlanads sarmrms n tha coniee of fhe
if}f(}iigﬁ a tunnel under Monkion Street and the ESpianaGe, Cmorge 1 tnl Comue 61 e

inner dock basin and then run up to street level to a station at Pier Gates before

L. . . . . . 66 .
continuing along a new pier to a terminus at the Pier Head.”™ In response, the Joint

Commitice P”O?ﬂﬁica The isle of VS“;;{‘%‘ Railw Wiy and Q_yu ier Bill which was

u

publicised in November 1878 for the 1879 Parliamentary session. The Town Council

petitioned Parliament to modify the Bill to ensure that the bridges were as wide as the

faval rroaccinge they rmnlamed mrd had smoemmmenic
CVEIL CToSsgs )tiiﬁj ICpiaced and i as pav gments.

i

They were also concerned about

Jooa

access to the foreshore and the size of the bridges over the Monkton Mead Brook.
March 1877 the Bill went before a Select Committee of the House of Lords and, despi
concerns from the Isle of Wight Railway’s representative, the Bill continued its passage
through Parliament. The small Island railway companies may well have had concerns
about the two larger mainland companies getting a foothold on the Island and perhaps,
with their larger resources, competing unfairly with them. The Joint Committee
continued to work closely with the Town Council. Agreements were made to place the
new pier adjacent to the old pier, to raise the Esplanade no higher than 5°6” and to build
a new access to Victoria Pier and George Street slipway. The Bill passed through the
House of Commons unopposed and Royai Assent was given in July 1877. The railway
By the bui
completed a direct and integrated transport system from London, through Portsmouth

and Ryde, to the resort towns of Sandown, Shanklin and Ventnor, the commercial

120
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S54CCCSss of the Isle of Wi igﬁt Rcu}hay was assured. zﬁﬁou, he dominance of Rfy’d@ as e
major point of entry of passengers to the Isiand was confirmed and the eastern end of

the Isiand was established as the main area of settlement growth, thus establishing

patterns on the Isls va, which still exist today
The ui‘iii{iihg of the rail way tine thro g i \:y‘ de illustrates the influenc
Council on the structure of the town. The Town Commissioners originally refused to

allow a railway terminus within the town limits, or to permit a tram service between the
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safety but more a concern that the railway would in some way detract from the civic

amenities that had been created. The Town Council’s attitude to the railway graduaﬂy

1

hanged as they began to realise that the town could gain real benefits from it.
Council established an Esplanade with gardens and a bowling green and preserved these

amenities by forcing the railway to go underneath. This solved the considerable

o I PR

problems of unsightliness, smoke, noise and level crossings. What is more, the question
of cost to them did not arise, as the railway companies would pay for the works. Right

from the beginning the railway companies and pier company had to work hard to obtain

the Town Council’s a;}pf(;vai. It was obvious that the earlier tramway would not be
compatible with an Esplanade and had a limited life span. It was not until the building

of the tunnel that a permanent and satisfactory solution to the ‘middle passage” became
ible. Above all others, one person was responsible for bringing together the
interests of the town, railway and pier. This was George Young, who became chairman
of both the Ryde and Newport Railway and the Ryde Pier Company. He was a major
sharcholder in both and had the ability to influence events and, as a resident of Ryde, he
could claim genuine concern over what happened to the town.

own Council substantially improved the eastern area and foreshore of Ryde for

the benefit of the residents of the town. The Esplanade was constructed, new bridges,
roads and housing were built and a recreation ground was created. As a bonus, the
residents of Ryde had good rail and steamer connections to the mainland and all parts of
the Island. By 1880 Ryde boasted three stations; Ryde Pier Head, Ryde Esplanade and
Ryde St John’s Road. The railway played a significant role in the development of

R
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.

e
Lad



It has therefore been clearly demonstrated that the railways had a profound impact on

the population growth, urban growth and tourism on the Island. The four-phase model

PR S FN. DL N SO o x % - | T alaie the
UL G Giuy;ﬂ@u», linked to PErioas o1 railwa ay growt t,h hie €ips 10 Gescribe ana expiain e

changes that took place. Growth, in the pre-railway period, (Phase 1) is limited. It is

L ey Toted and 41 seyet atmrl etmnrriar frabhie s thae Sg 1 alamad that
WETE Compieied anda e associated steamer traffic on the Solent was dewvs eioped, tnat

population growth, urban growth and tourism on the Island began to develop ra'pid}y.
op

Portsmouth, started to grow before Shanklin and Sandown. The Isle of Wight Railway
linked all four towns in 1866 and it was from t
growth and tourism took off and it was the railway that allowed this to happen. The
railway brought goods, mail, workers, and tourists, all more bf;ecux}:y than before and
ended a perceived sense of isolation. Only Ryde agonised about a railway and this was
over preserving its water frontage. This was resolved in 1880 when the Pier Head was
linked to Ryde St Johi’s Road by a double track line with a cut and cover tunnel under
the Esplanade. Growth slowed in the final phase of the model with only the Bembridge
branch and the second route to Ventnor being built. Royal patronage, with Queen
Victoria taking up a holiday residence at Osborne in 1847, gave the Island a certain
status as a holiday destination but it was the railway that allowed the growth to take
place. By the end of the Victorian period, the railway had become an integral part of

the towns on the Island and all depended on the railway for their respective prosperity.
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Chapter 6.
The railway and the village of Bembridge.

Bembridge, before the railway opened on Saturday 27 May 1882, was an isolated village,
typical of many such coastal communities that relied upon fishing and farming. The
railway had a profound influence on the development of the village. It instantly improved
communications, not only with the rest of the Island but also with the mainland, and
encouraged, both directly and indirectly, the building of dwellings. In addition it provided
the village with both a gas and water supply. These socio-economic improvements were
typical in many villages that railways served. However, the Brading Harbour
Improvement and Railway Company had much grander development plans. They
promoted high class tourism by building a large hotel adjacent to their Bembridge

terminus, developed trade by building a rail-connected port in the adjacent village of St

Helens and, in the process, reclaimed 800 acres of land for farming from Brading Haven.

Improved communications.

Travel from Bembridge to the town of Ryde was made difficult by the River Eastern Yar
flowing to the north of the village. The only road out was westwards to Yaverland and
then either south to Sandown or again westwards to cross the River Eastern Yar at
Yarbridge to join the main Ryde — Sandown road. From 1835 a horse drawn coach, the
Surprise, connected Ryde, Bembridge, Sandown and Shanklin. In the period before the
railway, steamer routes were also an important means of communication. The /sle of
Wight Observer announced that a new steamer service had been inaugurated on 1 August
1853 connecting Portsmouth with Bembridge and Ventnor using the steamer Dart.! There

were two sailings each day apart from Sunday when there was only one.

The Brading Harbour Improvement and Railway Company, under the chairmanship of
Jabez Balfour, in addition to building the railway, bought out, from local concerns, the
steamer fleet and operated it under its own flag. This provided an additional direct service
to Portsmouth that was not dependent on the connection with the Isle of Wight Railway at
Brading and subsequent through journey to the mainland via Ryde Pier. The Isle of Wight
Railway was aggrieved by this development, as this was not envisaged when the original

. ) . 2
working agreement between the two companies was drawn up.



On 10 June 1898 the Isle of Wight Railway took over the Brading Harbour and Railway
Company. At the time steamers of the company were for sale but the Isle of Wight
Railway was not interested in purchasing them.” Steamer traffic to and from Bembridge

was mainly a summer activity trading on the tourist and excursion traffic.

The arrival of the railway helped improve the lives of those who lived in the village, but all
did not welcome it unreservedly. In 1882, just before the opening of the branch line, W. H.

Davenport wrote:

Bembridge is situated on the northeast side of the peninsula among green trees. Its
church and white houses form a pleasant group extending down to the waterside,
and command a variety of charming prospects. Now that it will be connected to
Ryde by railway it will probably grow into a prosperous watering place but at the
same time may lose that charm and seclusion which has hitherto endeared 1t to the

ot A + "
artist and botanist,

Before the railway, the only way from Bembridge to Ryde would be to walk or take a
horse and cart via the high road to Yarbridge and Brading, a distance of nine miles.
Crossing the harbour by a horse-drawn boat to the Duver at low water could shorten this.
After 1882 the journey by train from Bembridge to Ryde would have been far quicker;
eleven minutes from Bembridge to Brading, with a connection to Ryde. On the main line
all trains stopped at Brading to pick up and set down passengers for the Bembridge branch.
So much store was set on anticipating the benefits that the railway would bestow on
Bembridge that the ‘Row Barge Inn’, which stood a few yards from where ships berthed at
Bembridge before the reclamation, became a hotel and changed its name to the “Marine’.
The owners, Messrs. Long and Company, the former brewing firm of Southsea, obtained
the hote! licence. The first hotelier there was Mr Henry Weaver, the head of a well-known

Bembridge family.

According to Captain Emest du Boulay, ... Bembridge found all the blessings of modern
civilisation showered on it as if by a magician’s wand.”* Mrs Miller, of St Helens,
remembers the impact of the railway. ‘Everyone who had shopping to do went to Ryde by
train and, on return, had to walk up Latimer Road or Station Road. Many people preferred
to walk to Ryde and return by train...” Village life was virtually transformed over-night,
for example, it enabled ‘...the boys to go to the National School, on the Mall at Brading, in

rough weather whereas they would normally have had to walk.’



In the opening years traffic was light and the trains generally comprised of two coaches
and a van for luggage. The summer service, during the line’s first season consisted of six
trains each way on weekdays and a generous provision of five on Sundays. In the winter
the weekday service was similar but with only four trains on Sunday. The 1885 winter

week day service is shown below.

Tabie 6.1 Railway timetable, Bembridge Branch, January 1885.

(Source: Isle of Wight Railway timetable, 1885)

WEEK DAYSE

am am pm pm pm  pm
Bembridge (dep) 813 1030 1.12 328 538 755
St Helens 818 1035 1.17 333 543 800
Brading (arr) 824 1041 123 339 549 806
Brading (dep) 837 1057 141 345 553 806
St Helens 843 1103 147 351 559 822
Bembridge (arr) 848 11.08 153 356 604 827

Traffic throughout the year would have been varied; a peak being reached in the summer
months as tourists flooded into the area. Railway travel would have been relatively cheap
and many of the local people would have taken advantage of this to travel to Ryde, the
nearest large shopping centre, or perhaps Newport which could be reached from two
different directions; cither from Sandown or from Ryde St John’s Road, although bot
would have meant two changes of train. Newport market days were notably busier on both
lines. The working class was not forgotten. In 1888, by Act of Parliament, third class
accommodation had to be provided by the railway companies. The secretary of the Isle of
Wight Railway replied to the Board of Trade °...present third class trains run at times
relevant to the working class, and that.... cheap tickets were issued to the general public on

seven trains during the day.” Third class tickets were issued on the branch trains.

The timetable, as advertised in the /sle of Wight County Press in 1892, indicates that there
were five trains cach way on weekdays and three on Sundays.” The journey time between
Bembridge and Brading was still eleven minutes, which included a stop at St Helens. On
weekdays, the first train left Bembridge at 10.27am, whilst the last train arrived back at
Bembridge at 8.31pm. On Sundays, trains were only operated in the afternoon, the first
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leaving Bembridge at 3.05pm and the last arriving back at 9.16pm, which was later than on

weekdays.

The fares charged by the Brading Harbour Improvement and Railway Company in their
opening years are not immediately available, although evidence can be gained from the
original Act, the Brading Harbour Improvement and Works Act 1874. Clause 32
authorised the company to make charges for the use of the railway. The authorised fare
per mile would be; First Class 6d., Second Class 4d. and third Class 2d.. This compared in
1880, two years before the railway opened, to a return fare to Portsmouth from Bembridge
by the steamer Tynemouth of 2s. 6d. First Class and 1s. 6d. Second Class. It was,

ther fOfa., prubab}y Cheaper to travel to Portsmouth direct by steamer than to take the train

to Ryde Pier.

The Isle of Wight Railway fares for excursions are more easily obtained. The Isle of
Wight Railway advertised, in the Evening News, that on Sunday 6 August and Bank
Holiday Monday 7 August, for a ‘long day” on the Isle of Wight from Portsmouth and
Southsea to any Isle of Wight Railway station, including St Helens and Bembridge, on all
boats up to 4.40pm, a fare of 3s. 6d. First Class and 2s. 8d. Third Class.® The Isle of
Wight Railway advertised excursions from Shanklin from 1 July 1902 on all week day

trains up until 3.00pm and on all Sunday trains:

Table 6.2 Excursion fares on the Isle of Wight Railway from Shanklin to stations on
the Bembridge branch, 1 July 1902.
(Source: Isle of Wight County Press, 24 June 1902)

Fares from Shanklin First Class Second Class
to Brading Is. 3d. 0s. 10d.
St Helens Is. 11d. Is. 1d.
Bembridge 2s. 1d. Is. 5d.

In addition, the Isle of Wight Railway had a weekly tourist ticket valid for seven days over
any part of the Isle of Wight Railway system. The fare was 7s. 6d. First Class and 5s. 6d.
Second Class. Half-day holiday tickets were also available on Wednesdays between

2.00pm and 7.15pm.



The Isle of Wight Herald ran an advertisement for the Isle of Wight Central Railway, on
Monday 18 August 1902, announcing that they would be selling cheap excursion tickets to
Bembridge and St Helens, where passengers would get a magnificent view from the
Downs of the departure of the Fleet and *Grand Naval Manoeuvres’ before the King.

Trains would leave Cowes at 8.45am, 10.00am and 11.45am returning from Bembridge at
3.20pm, 5.25pm and 8.00pm. The fares were 3s. 6d. First Class and 2s. 6d. Third Class.

In the Isle of Wight Guardian, the Isle of Wight Railway suggested that its passengers
should go to Brading and then walk up to Bembridge Down or travel to Bembridge. Trains
would leave Brading for Bembridge at 8.22am, 9.45am, 10.12am, 10.51am and 11.35am.

The fare from all Isle of Wight Railway stations was to be 10d. First Class and 7d. Second

Class.

Viliage growth.

The opening of the railway from Brading, through St Helens, to Bembridge had a socio-
economic impact on the inhabitants of the area. Mr William Chappell, of Bembridge, who
as a boy watched the first train, gives an amusing view of village life in those days. He
recalled that Bembridge boys knew little of St Helens as they always had a hostil
reception when they went there. It was wiser for them to remain in their own village. The

embankment road and railway perhaps helped to allay the ancient animosity.

This period was the time of rapid expansion for both St Helens and Bembridge. Many
houses were built of red brick and grey slate, the bricks being manufactured at local
brickworks and brought to Bembridge and St Helens by rail. The slate would have come
from northwest Wales, probably by coastal trading ships, to the Isltand ports, including St
Helens Quay. There is reference in February 1884 to the Isle of Wight Railway agreeing
to serve the Brading cement works with a siding indicating the importance of the building
industry at that time and the role of the railway in the development of the Island.” On 11
October 1882 Sir Graham Hammond-Graeme, local landowner, commissioned a report
from Mr J. Binfield Bird, surveyor of West Cowes, regarding the development of land for
housing at Whitecliff Bay in the parish of Brading.® Binfield Bird described the land as
valuable freehold building land lying 2% miles from Brading station and 1% miles from
Bembridge station, in an area of great scenic value. The area in question was about 64
acres, accessed by one good main road 20 feet in width. A spring, at or near Beamisher’s
cottage, could be used to provide water for a reservoir. The tenant farmer, Mr J. Smith,
would be compensated. It was suggested that a timber pier might be built in Whitechit
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Bay. The houses would be valued at £800 each if detached and £500 if semi-detached.
Restaurants, shops, cottages and stables would also be provided and all would be fenced in.
Rents would be £2 per annum 1n the first year, rising to £10 from the sixth year onwards.
He concluded that, if successful, the surrounding land would double in value. Although
nothing became of the scheme, it gives a good indication of the effect the arrival of a

railway could have on an area in the nineteenth century.

Providing a water supply.

In the late-nineteenth century there was a problem of water supply for the steamers
Bembridge and Island Queen, as Bembridge had only a few wells and springs. However,
the hand rails that ran along the newly made embankment were made of gas piping so it
was quite easy to pipe water through them from the engine water tank at St Helens Quay,
and store it in barges. These barges later became Bembridge Sailing Club’s pontoons. Not
surprisingly, the water often had a reddish tinge due to the rusting of the pipe. The source

was therefore not satisfactory for village consumption.

The problem of obtaining a regular water supply for the village was not resolved until
1903, when the Bembridge Parochial Committee reached an agreement with the United
Realisation Company, an offspring of the Brading Harbour and Railway Company. The
matter took over six years to complete. A motion at the annual public meeting on 9

December 1897 requested the Rural District Council to:

...take immediate steps to determine as to the desirability of securing the water
supply from the Bembridge Harbour company, either separately or in conjunction
with Brading, as may seem best.

This was proposed by the Rev. E. H. Francis, seconded by Mr W. F. Fisher and carried by
a majority. The Rural District Council wrote back to the Parochial Committee on 14

February 1898 as follows:

I am directed to inform you that the Council proposed to purchase from the Brading
Harbour Company, at the price of £3,000, the gas and water works belonging to
them with the view of providing a water supply for the parish of Bembridge and
possibly also the parish of Brading...
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A copy of the letter was sent to Mr Osborn, secretary to the Bembridge Harbour and
Railway Company. The Parochial Committee discussed the matter and agreed with the
Rural District Council as to the purchase of the water works, but not of the gas works, as
*...the matter had not been brought sufficiently before the public.” This was proposed by
Mr Sillence, seconded by Mr Jordan and carried by a majority. However, the annual
meeting of Bembridge ratepayers on 12 May 1898 were not in agreement with the
Parochial Committee, on the grounds of water supply contamination, and wrote to the local

government board:

We, the ratepayers of Bembridge, at a parish meeting assembled, do beg of you to
restrain the Rural District Council, as an extraordinary high tide may overtlow the
embankment at Sandown or Brading harbour, or the storm water may flood the
marshes, then the Brading sewerage may possibly contaminate the spring. We do
not consider it a fit and proper source to provide any village from, and the expend
would be very high for the village. The main is laid through the village to the Point
that anyone wishing to have water laid-on could. There has not been a high tide for
a number of years, or heavy floods of rain but no one can tell how soon there may
be.

A year later the matter was still not resolved and the annual parish meeting on 14 March
1899 approved the resolution to “...appoint a committee to inspect places where water is
supposed to be.” This was proposed by Mr Taylor and seconded by Mr Jordan. Obviously
things had not moved on because at the next year’s annual meeting on 19 March 1900, Mr
A. H. Morton proposed that °...the parish council should take immediate steps to procure a
water supply.” The Parochial Committee duly reported the matter to the Rural District
Council on 26 June 1900 who replied on 3 July 1900 that it had not yet entered into
agreement with the United Realisation Company regarding the supply of water. Mr H. H.

Freeman, local agent for the Isle of Wight Railway, dealt with the matter.

A letter, dated 18 February 1901 from the Rural District Council and local government
board, was read to the ratepayers of Bembridge suggesting that Bembridge Parochial
Committee should talk with Brading Parochial Committee about procuring a water supply.
Bembridge Parochial Committee reported on 9 May 1901 on the well and pumping works
of the United Realisation Company at the harbour, St Urians and at Stoney Stiles. The

report gave two options:

To purchase the works and plant of the United Realisation Company.

[y
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To undertake experimental borings at Stoney Stiles.
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At the meeting the former was adopted, although there were 18 votes against it.

A letter dated 19 June 1901 was read to the Parochial Committee from the directors of the
United Realisation Company, who were prepared to sell the gas and water undertakings to
the Rural District Council for £3,500; £2,500 for the water works and £1,000 for the gas
works but £1,250 if separate. Freeman, the local manager, signed the letter. The Parochial
Committee, on discussion, formed the opinion that the water works and plant were
practically worn out and would need to be replaced. They failed to see a reason for the
higher price and vowed that the agreement should not be entered into. Just over a year
later the matter was finally resolved. A letter dated 6 January 1903, was read to the
Parochial Committee stating that the water works and supply had been purchased from the
United Realisation Company for £2,433 1s. 0d. The Parochial Committee asked Freeman
if he would undertake the duties of managing the water supply for £25 per year but he
declined the offer. Eventually the water supply for Bembridge was bought from the
railway for the village. Bembridge Parochial Committee minutes over the next ten years,
suggest that the works, and especially the pumping engine, were to be a continual and

expensive problem for the ratepayers of Bembridge.

The siiting of the harbour.

Right from the outset the problem of silting of Bembridge Harbour was evident. River silt

was continually brought down from the River Eastern Yar and deposited in the upper part

of the harbour around St Helens Quay, whilst wind-blown sand from the Point filled the
The

harbour entrance, despite the strong currents formed by the narrow entrance. The

Parochial Committee attempted to persuade the Isle of Wight Railway to keep the harbour

clear.

The village sewer discharged its effluence into the harbour entrance. In July 1899 the
Parochial Committee wrote a letter to the Rural District Council, stating that; *...the
railway company had damaged the sewer, which was working satisfactorily up to that time,
by driving piles through it.” They thought it unjust that the parish should be put to the
expensc of a new outfall and considered that the railway company should be called upon to
make it good. The railway company offered £20 to repair the damage. The most persistent
problem was with the blocking of the sewer by silting. The Parochial Committee were
advised on 19 June 1901 that the sewer was not discharging properly and promptly wrote
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to the Isle of Wight Railway asking if they would dredge a channel in front of the outfall.
In July 1901 the Isle of Wight Railway dredger took away two loads from the sewer
outfall. Two years later the Parochial Committee, on 23 March 1903, again wrote to the
Rural District Council about the state of the sewer outfall and asked if it could be extended
a further 40 yards below the present low water mark as it had become buried with soft
sand. They asked the Isle of Wight Railway to dredge in from the main channel to the
outfall. This was done by 25 May 1903. However, the problem was not solved, as the Isle
of Wight Railway was again asked to dredge in September and to keep the cost under £5.

It was reported to the Parochial Committee on 20 November 1903, that the Isle of Wight
Railway dredged 200 tons from the sewer outfall at a cost of 6d. per ton and that the result
was successful. Four years later the silting of the harbour was again a problem: the
Parochial Committee reported, on 15 July 1904, that the sewer outfall was in a bad state of
repair and they asked if the Isle of Wight Railway could dredge out 120 tons as soon as
their dredger was in working order. The problem of silting still continues to be a problem

for the harbour owners.

Tourism.

The growth of Bembridge can be likened, in some ways, to the growth of Saltburn in
Yorkshire. The Stockton and Darlington Railway Company took powers to extend its line
from Redcar to Saltburn in 1858. The Pease family, local landowners, were interested in
developing Saltburn as a seaside resort and persuaded the landowner of Saltburn, Lord
Zetland, to sell the land to them in 1859. Like Bembridge, an Improvement Company was
set up to manage the development of the area; its secretary, Thomas McNay conducted the
affairs of the company and Francis Mewburn its legal business. This was not a railway
company as such, but acted in a very similar manner to one. At Bembridge the Brading
Harbour Improvement and Railway Company, also an independent company, took ona
similar development but with perhaps more elements. At Saltburn, the railway, the key
element in the development, opened in 1861. The town began to grow with well laid out
and wide streets planned by George Dickinson of Darlington. The railway built some
cottages for its men and a row of six-storey houses. The Brading Harbour Improvement
and Railway Company never took on the role of speculative house building. In Saltburn
the railways main contribution lay in the building of a large hotel, facing straight out to
sea. The architect was William Peachey. Alfred Waterhouse, of Manchester acted as
consultant and Lord Zetland allowed the hotel to be named after him. The hotel, with

about fifty bedrooms, was opened on 27 July 1863. The railway ran right info the hotel,
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the main platform of the station reaching up to the back windows, so visitors and their

luggage had access to it even in the worst of weather.

At Bembridge, the Improvement Company also built a hotel, the Spithead Hotel on
Bembridge Point, adjacent to the railway station, overlooking the Duver, the harbour and
St Helens Roads; a truly idyllic situation. However, it had not always been so, as behind
the Point, in a backwater, seaweed often had collected and then decayed giving off a foul
smell. Villagers had for years petitioned the company to improve the situation. In 1881
the company built a large concrete tank (sic) on the site on which H. Ingram and Sons of
Ventnor, built the hotel. The hotel was opened on 15 July 1882 when a party, consisting of
the chairman, Jabez Balfour M. P, the directors and others interested in the undertaking,
travelled from London to Portsmouth where they embarked on the paddle steamer
Alexandra and sailed direct to Bembridge. This was the largest vessel to have called at
Bembridge up to this date. A special train, adorned with flowers and bunting, was run
from Bembridge to Brading, where further guests and a military band joined the train and
returned to Bembridge for the customary lunch in celebration of the day’s events.” The
hotel soon had to be enlarged, by the development of the top floor with dormer windows,
to accommodate the many rich and famous who came to Bembridge for sport, especially
sailing and golf. The Royal Isle of Wight Golf Club, the first on the Island, was
established across the harbour on St Helens Duver. An additional room on the side of the
hotel became the Royal Isle of Wight Golf Club’s clubhouse. In 1883 Queen Victoria
bestowed the title ‘Royal” on the hotel; the full name ‘Royal Spithead Hotel” being written
over the entrance porch. This was an important part of the development completed. It was
hoped that the hotel would help establish Bembridge as a tourist resort and bolster the
fortunes of the Brading Harbour Improvement and Railway Company. In 1894 the
Brading Harbour Improvement and Railway Company sold the Royal Spithead Hotel to the
United Realisation Company. An advertisement in the Isle of Wight County Press in 1894
promoting the Royal Spithead Hotel gives an insight into the area:

This is one of the most charmingly situated hotels in the Isle of Wight standing as it
does on the point of Brading Harbour and commanding a magnificent view of the
Harbour, St Helens, Sea View, Spithead and the Channel. The steamboat pier 1s
immediately alongside the hotel, from which direct communication with
Portsmouth and Southsea is available. The two paddle steamers, /sland Queen and
Bembridge, are running at frequent intervals; crossing in about one hour. The
Bembridge railway station is also immediately opposite the hotel, and any place in
the Island can be conveniently reached from here in a short time. The hotel is the
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headquarters of the Royal Isle of Wight Golf Club whose links (one of the most
sporting in the kingdom) are close by. In addition to these links there is in the
course of construction a first class 18-hole course, and there is also a ladies golf
club. One of the specialities of the hotel is that visitors can at all seasons ensure a
game of golf. Brading Harbour is well known for its excellent yachting facilities,
and extra moorings are being laid down. The Bembridge Sailing Club clubhouse is
within a few yards of the hotel and offers every accommodation possible for
sailing. The hotel has recently been decorated and partly refurbished and is under
entirely new management. The wines have been carefully selected and will be
found of excellent quality. Table d’hdte dinner is at 7.30pm. For tariff and further
particulars apply

W. Heydon, Manager.

In its heyday Bembridge was a notable resort village. It was famous for its regattas,
bathing parties, picnic suppers, concerts and bridge parties; all the preserve of the elite on
holiday at fashionable Bembridge. The Isle of Wight Corinthian Sailing Club was founded
at Bembridge in 1886. In 1889 it was renamed the Bembridge Sailing Club and moved to
its present location on the harbour, its first clubhouse being the relocated wooden shed
formerly used to house the winding engine from the Carrier slipway at St Helens Quay,
which still forms part of the present clubhouse. Everything was done to establish facilities
for sailing; Londoners, who wished to bring their boats down to Bembridge, were
transported free to Bembridge by train! The Garland Club, an exclusive ladies bathing
club, was established in Bembridge in 1894 and provided rows of bathing huts on the

cact e end of Ducie Avenue. Entertainment include nces, cot 1 leaux.
beach at the end of Ducie Avenue. Entert t included dances, concerts and tableaux

Conclusion.

Present day Bembridge owes its infrastructure, in part, to the railway that created a small
village resort for a largely wealthy clientele. It is a pity that, as far as can be ascertained,
the records of the Brading Harbour Improvement and Railway Company are not available
for scrutiny as it would be useful to know how many people from the village used the
railway, what goods were carried and what profits, if any, were made. However, the lives
of those living in the village were considerably altered by the arrival of the railway. It
made life easier by improving communications in and out of the village. Goods, especially
coal and building materials, could be more readily obtained and this encouraged the
building of houses in the locality. The village, thanks to the boreholes drilled on railway
land, was able to obtain a clean and reliable water supply. Town gas was obtained from
the gas-works at St Helens Quay. The railway company also built the prestigious Spithead

Hotel, hoping to bring the wealthy to Bembridge to sail in the harbour and secluded waters
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of Spithead and to play golf at the Royal Isle of Wight Golf Club on St Helens Duver.
From 1882 the lives of those living and working in Bembridge and the prosperity of the

village were closely linked with the railway.
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Notes: The railway and the village of Bembridge.
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Chapter 7.

The influence of the railways on the agricultural activities,

To evaluate the influence that railways had on the agricultural community it is necessary to
describe, in some detail, the agriculture of the Island in Victorian times. In 1860 the Rev.
E. Venables made a comprehensive study of the agriculture of the Island, a date close to
the opening of the first railway on the Island, between Cowes and Newport, in 1862.
Venables described the Island as a *...purely agricultural district with as diverse relief,
climate and soil, and therefore farming, as could be found anywhere in England.” The
Island could be divided into three farming areas; the chalk downs, extending west to east
through the backbone of the Island with a further area of downland to the south just inland
from Ventnor; the north side of the Island with mostly cold clays, and, lastly the area south
of the chalk backbone where sands and a warmer climate offered better farming
oppertunities. Generally the land was as good, and farms as well cultivated, as in any part
of England. Even in the poorer farming districts, there were pockets of good farming
practice. The Prince Consort was setting a personal example by his development of the
Barton Estate adjacent to Osborne House. Venables, however, admitted, after more
accurate and continued observations, that ... the local peculiarities of soil and climate

were such that no man was competent to decide on the best mode of farming in the Isle of

92

Wight without a personal and practical experience of several years.

Criticisms were made; there was a lack of capital among farmers for improvements and
there wags a fear of intreducing modern farming practices even though inr other areas they
were successful. The farmers were not receptive to new farming ideas and they continued

to buy too many inferior horses and use old-fashioned implements. These problems were
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lessening; mainly due to increased intercourse with other parts of England and the
beneficial effects of agricultural associations. The railways had a part to play in opening

up the Island to new markets, new ideas and new agricultural implements.

The Island had been for many centuries regarded as an arable area, with wheat as the
staple- crop. At the turn of the nineteenth century it was estimated that the Island produced
eight times more wheat than it could consume and it was described as ... in a measure the
granary of the western counties, and the chief resource of the Government contracts for
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wheat, malt, flour and biscuit.”® From 1800 the increase in population reversed this and by
1860 the Island was & net importer of wheat and corn, although corn merchants from many
of the principal towns in Hampshire would still attend the Newport markets. The quality
of the corn grown was good; red wheat, a hardy variety, was produced on the poorer soil
while white wheat was successfully grewn on the better-sheltered soils. The lighter soils
in the south of the Island supported barley whilst the heavy clays of the north supported
oats. Crop rotation was practised on the heavier clay soils using a four-field system with

wheat, corn, grass and turnips. On the lighter soils a two-crop system was practised:

Pastoral farming was also important on the Island, the chalk down being grazed by flocks
of Seuth Dewn sheep. The Isiand was fameus for early lambs; large numbers of ewes.
were brought over from the mainland to lamb on the Isiand and it was reported that over
4,000 lambs were sent to the London market in any one yem. On the warmer and better
farms of the interier, grass-fed lambs could be obtained as early as Christmas. The breeds
kept were usually pure South Down or Dorsets or crosses between these and Somersets;
the latter were very profitable and imported in large numbers into the Island. The wool
produeed was neted for its fineness: as many as 3,500 sheep and lambs were shom
annually yielding 5,000 tods of wool, 28 Ibs. to the tod. All was exported from the Island,

mainly to the markets in Yorkshire.*

Cattle fattening was also becoming an important pastoral activity. Older inhabitants could
remember when the principal butcher in Newport went to Salisbury for his Christmas exen
and, on his return, paraded his purchases round the town, bedecked with ribbons. By the
1860s Island-fed cattle were supplying the Island market with excellent beef. However, it
was dairying that was the most important pastoral activity. The urban growth taking place
on the Island produced a ready market for the milk and butter. The milking cows were, in
the most part, crosses from Norman breeds but some herds were pure Alderneys or

Devons.

Venables also noted that many fields on the Island had been drained during the 1850s and
1860s with results proving beneficial both to-the landowners and occupiers of the farms.
The farmsteads on the Island were generally of a superior kind. A number of old manor
houses, belonging to former landowners, had been converted into farmhouses and were
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occupied by owners of the larger farms. Large barns were a peculiar feature of these
farmsteads because due to-the dampness of the climate, before the introduetion of drying
machinery, it was necessary to house as much corn as possible. The rickyards were always
close to the barn. The stacking of corn in the field, a modern innovation, was rarely

practised. The hayricks were also-close to the farm.

The wages for agricultural labourers was generally low, varying from 7s. per week to a
maximum of 12s. per week. Many of the labourers would have a cottage rented to them by
the farmer. Typical rents were two guineas a year, which were usually secured to the
farmer by the wages of the harvest month. Normally a quarter of an acre was annexed to
cach cottage: The almost exclusive right of gleaning was reserved for the families.of the
farm labourers. Barley would be given in exchange for their pigs and often a ridge of land
given for their potatoes. Fuel, normally coal, would also be given and carted to them. So,
although the nominal wages were low possibly 1s. 6d. to 2s. a week could be added from
these benefits. The landless poor did not enjoy the same additions as the tied farm

labourers.

The physical impact of the railways on the landscape.
The railways. were built in the Island between 1861 and 1900, some 55 miles.of line in
the space of 39 years. The companies laid the lines across fields and estates, and through
hills, often in deep cuttings. Their earthworks were unavoidably prominent although t
railway surveyors designed their lines to fit in with the landscape wherever they could.
Lowlands and valleys were used wherever possible as this reduced the cost of building.
However, this land was often the most agriculturally productive. The landowners, and
especially those engaged in agricultural activities, believed the railways could do great
damage to the properties through which they passed. In 1853, as has been shown, Lord
Yarborough did all in his power to oppose the scheme to build a railway across his land
and was.successful on the grounds of loss of privacy and the damage it would do to his-
estates.” Certainly the privacy and unity of farms could be destroyed with a railway line
cutting a farm in two, separating one part from the farmstead. The Isle of Wight Railway
split Rowborough Farm near Brading, leaving field No.1762 to the west of the north-soutt

railway line and separated from the farmstead to the east. This 9.57 acre field had to be
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Figure 7.1 Rowborough Farm (O.S. Plan SZ 6088 — 6188)
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joined to the main farming arca by a level crossing.’ (Figure 7.1) To overcome such

probiems the railway companies would build oceupational level crossings, bridges and
cattle creeps, but, only where they were forced to do so by the Act of Parliament. This can

be demonstrated by following the Newport, Godshill and St Lawrence Railway between

he villages.of Godshill and Whitwell. - All the distances are from Cowes station. On

oot

leaving Godshill (9 miles 66 chains) the railway crossed the wrought iron Bridgecourt
underbridge ( 0.16) at 10 miles 2% chains, and Bow Court Farm underbridge (No.17) at
10 miles @ chains before climbing to Nodehill underbridge (No.18) at 10 miles 10 chains.
At 10 miles 54 chains the railway climbed to Roud underbridge (No.19); beyond the bridge
the gradient increased to 1 in 72, initially through a cutting where the railway was spanned
by Roud footbridge (No.20) at 10 miles 79 chains. The railway t
embankment, passing over Millers Lane underbridge (No.21) at 11 miles 79 chains. The

main Godshill to Whitwell road was crossed on Southford underbridge (No.23) at 11 miles
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Whitwell cart track overbridge (No.24) at 11 miles 77%2 chains. After a further straight,

Whitwell cattle creep (No.25) was crossed at 12 miles 12 chains on a rising 1 in 250
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gradient before entering Whitwell station at 12 miles 20 chains.’ Therefore, in
of only 2 miles 34 chains, there were nine bridges utilised by the line, seven of which were
purely for agricultural purposes with the remaining two for crossing rural roads. On the

building of overbridges and underbridges was difficult and expensive for the railway

companies. On the Island this was less so as, apart from between Ryde Pier Head and

Deep cuttings could intercept the supply of water to wells and the ground below them
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embankments across lowlands could produce poorly drained land by intercepting the
natural drainage of the land above them. This could well have been a problem north of
Scuthford Farm, between Whitwell and Godshill, where the railway crossed the low land

on a lengthy and high embankment. By 1873 the railway companies in England and Wales

owned 109,762 acres of land, no more than 0.3% of the land area. They could not be seen
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s am icroacher on agricultural land” but for every one-mile of railway 9.7 acres of

land would be required; which, on the Island, would be mainly good arabie or pasture land.
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Agricultural tramways.

Although not in the Eastern Wight the first tramway on the Island was on the Hamstead

Estate, near Yarmouth, and was for agricultural purposes. This tramway system consisted

of a roughly rectangular loop providing two separate routes from Hamstead House to the

10
ower Hamstead on the banks of the Newtown estuary. Each

line was approximately a mile long and the system was constructed between 1830 and
1835, some thirty years before the opening of the Cowes and Newport Railway. However,
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it was never worked by It
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could do for agriculture and in 1862 made the following point:

Haulage on to the land and off is the great daily cost to farmers. Without cheap
transit into their very farmyards they cannot have cheap coal, at least in the south,
and without cheap coal they cannot have steam engines or machinery. Without
machinery farmers cannot make good profits, or their landlords obtain iarge rents.
In the question of physical progress our chemists are in arrears of our machnists.
In agricultural questions they are in advance of our machinists. "’

locomotives of the smallest gauge to be built: Spooner had developed sophisticated
double-bogie steam locomotives that were in use on the Ffestiniog Railway in North Wales
from 1863, The Tramways

alongside high roads of which the Wantage Tramway was the first, connecting the town

with the Great Western Railway mainline. However, in Britain the local authorities did

1888, which introduced county rates that could be used to support new
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the construction of light railways. A conference, called by the Board of
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Act of 1896. Henry Oakley, of the Great Northern Railway, told his board that he had
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¢ ng thought that the proper way of dealing with these villages and small towns laying

D
s : e
beyond the line of railways is by tram or light railway to serve as feeders to existing lines.

The Act of 1896 made it much easier to build such railways. An order from the Light
Railway Commissioners cost much less than an Act of Parliament. Powers were given to
County Councils, Boroug!
the Treasury could make loans or even free grants. The results of the Act were, however,
disappointing and the promotion of light railways remained largely in private hands.”” An
uild a narrow gauge railway in
agricultural community. The Bouldnor, Yarmouth and Freshwater Railway Company
intended to build a five-mile narrow gauge line from Bouldnor to Alum Bay through the

Heytesbury Estate.” The speculative venture did not amount to ar wthing and the plan

DALY LuSidie. j i LiT =

died. Apart from a number of industrial tramways the only other narrow gauge venture
with any agricultural or rural implications was reported in 1889 when Mr I. E. Hughes
1ge line between Newport and Chale with branches to Shorwell and

. 4 gy 1 - . y Iy
Brighstone.”™ However the scheme, as with other predominantly agricultural ventures, did

not prosper.

The Newport, Godshill and St Lawrence Railway and the agricultural community.

iy

farm

ning community the Newport,

To illustrate the role that a railway had in a rura

Godshill and St Lawrence Railway can be usefully analysed. Opened from Merstone

Junction to St Lawrence on Tuesday 20 July 1897, it wound its way south through the

largely agricultural valley of the River Eastern Yar, serving the villages of Godshill and
Whitwell before passing through the short tunnel to St Lawrence on the Undercliff. The

villages of Merstone, Godshill and Whitwell all boasted stations on the line. The railway

! all sorts of business. The
goods yards became the centres for the local coal supply, most having a cattle-dock and the
larger having a shed for local merchandise. Milk and perishables would be dealt with at

at the station would be the Oniy one in the area. The passenger business made the station

the centre of social life and it was here that virtually every Victorian invention could first
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The railway company, when siting a station, took into consideration the nature of the

r and perishable goods and
the bringing in of raw materials such as coal. There were also engineering considerations,

as the Board of Trade would not allow stations to be built on steep gradients. Both

d ctationg were nrovide
g stations 1ae

gcicaiea viliages anag stat WEIe pr ed

Godehill and Whitwell

within half a mile of the village centres. Merstone was more of a hamlet and the location
of the large station there was due to it being a junction with the Isle of Wight Central

Railwavy’e bne from Newnort 1o Sandown,
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On the mainland trunk routes, the average distance between stations was in the order of
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four to five miles, On the Newnort, Godehill and St Lawrence Raibwav it was on
> Newport, S01it ar awrence maiway 1 was on
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half miles from Merstone to Godshill, two and a third miles form Godshili to Whitwell and

a further one and a half miles between Whitwell and St Lawrence. Stations were closer
together here but this was not atypical of the Island where every bit of business had to be

cultivated and collected. Merstone station was completely rebuilt as a junction in 1895,

The island platform, some 301ft. in length, housed a booking office, waiting room and

swithin the single buildine. fronted b Hv ac

1
12, y over each platform. The track

statf rooms o
siall 100 OP5

113 23133588 LIk Afyiw

layout consisted of up and down loop lines, the latter one used by the Newport, Godshill

and St Lawrence Railway. Two sidings for goods traffic and storage were provided. No.2

was utiliced as the cozl 5 gi*‘sg by local fuel merchants and ¢

south end boundary fence gave access to a trackway from Merstone Lane. East of the level

crossing, and served by trailing points from the Sandown line, was the original goods

siding that was 200f. in length.

Godshill station was a much simpler affair and typical of many wayside stations. The

-
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30041, platform, located on the east side of the sin
storey stationmaster’s house and a single storey station building. The station building
consisted of a booking office, waiting room, toilets and staff accommodation, and was
fronted by a canopy that gave some protection in wet weather a
southwest. At the south end of the station points gave access to the single goods yard

siding, 180ft. in length, which ran alongside the platform to act as a loading dock. The

C“}

h { . i
oods yard was served by a small, unmade trackway to enable horse-drawn carts and :
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Whitwell station was somewhat larger and a passing place on the single line. The

Newport, Godshill and St Lawrence Railway obviously thought it had the potential to

generate more traffic than elsewhere on the line. Both platforms at Whitwell were 2851t.

in length. The down platform had a shelter whilst on the up side a station building similar

with the sidings extending round the back of the station buildings. The entry points facing
Ventnor bound trains were located in the up loop and gave access to a cattle-dock siding

1008 in length, a long siding & length. Access to the

t. in length,
station and goods yard from the village was a wide approach road from Nettlecombe

T 17
Lane,

Most of the area served by the branch formed part of large agricultural estates or downland

[

v the majority of people were employed on the land. Goods traffic of
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agricultural produce was smaller than originally estimated. Root vegetables were
conveyed to Newport and included potatoes, carrots, swedes and turnips. Milk was

7 to Newport and Cowes in 17 gallon churns, from Godshill, Whitwell and

Merstone. Two consignments were sent daily during the summer months, the first by an
early moming train and then, a second, in late afternoon. During the winter the one

consignment went gut by early morning train. Despite the provision mads

Whitwell and Godshill the livestock traffic handied on the branch was minimal.
principal consignments appear to have been sheep reared on the downland around

Whitwell and St Lawrence:
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the laroer farmers to make a nu

the large ners to
powering of farm machinery, mostly traction engines, and in the drying of grain. As the
Newpor@ Godshill and St Lawrence Railway approached completion, the contractor

ached regarding the carriage of coal and

1 2 October 1296 that he had been annr
2 October 18 {nat ne nag¢ been approacn aimg i

the letting of iand adjacent to Whitwell station as a coal yard and distribution point. The

Newport, Godshill and St Lawrence Railway board asked the Isle of Wight Central

L
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(1;

Railw ay not only for ¢ conveyance Q"}‘;ﬂ‘(}ﬂc per ton ner mile bﬁ, also what rent i« ge Ior

1ot only for con ton per mil
coal grounds at their stations. The Isle of Wight Central Railway replied suggesting a rate
of 3d. per ton per mile but left the renting of land to local agreement. In June 1897 further
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enquiries were made by an Island coal merchant for renting sidings and coal yards at

}Tpxm;f;ff Gods
views of the Isle of Wight Central Railway before granting permission and established the

standard rent for coal grounds in goods yards as £3 per year. Coal was routed from the

Tetty for distribution throughout the Island. On opening to Ventnor

1
iz Meading
o
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in 1900, the Isle of Wight Central Railway increased the rate for the conveyance of coal to

its branch stations; the rate to Whitwell went up from 2s. 0d. to 2s. 3d. per ton, and St

r'+

the

ii%

Lawrence from 2s. 54, to 2s. 6d. per ton. The amount of coal handled by the stations in
early days 1s not known but in 1923 Godshill handled 40 tons per year, Whitwell 96 tons

and St Lawrence 15 tons. Ventnor West handled 400 tons per year indicating the

difference between g small town and a vi hgm 19
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In May 1896 the Isle of Wight Central Railway agreed to the National Telephone
Y 7 nutting 1 leoranh ¢ alone the route of the ratlwavy fro e
Company putting up telegraph poles along the route of the railway from Merstone to

Ventnor at a wayleave charge of 1s. 0d. per mile per year, providing the railway company

could use the same pole. On the 29 June this proposal was put to the Newport, Godshill

mber, with the

and 8t 1L

proviso that it had free use of all telephone and telegraph services. Here is another

illustration of how the railway had improved the communications within the agricultural

community, this being the first telegraph to be available in the district

The initial timetable of the Isle of Wight Central Railway, who operated the line from 20
July 1897, consisted of ten trains in each direction on weekdays and four on Sundays. The

traffic generated from the line, and from the through traffic from Cowes to Ventnor was
much less than the over-optimistic forecasts and the company made an operating loss for

b

ret three

rears. The 1909 Isle of Wight Central Railway working timetable showed
one goods, two mixed, four passenger and one express passenger in the down direction on
Mondays to Fridays with an additional passenger train on Saturdays. The morning goods,

6.30am ex-Newport, was diagrammed for a larger engine and called at all stations on tn
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The opening of the Newport, Godshill and St Lawrence Railway undoubtedly brought

iiz

benefits to the local community. The journey to market at Newport was quicker, the




district was opened up to new ideas, coal could be delivered in larger quantities and

/, and the local stations became a focus of activity adding to village life.
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However, the coming of the railway to this rural community did not bring about an
immediate revolution in farming practices. Some change did take place, as milk could be

cent kv 1o Newnort or Cowes. but cenerally
sent {1y 10 Newport _owes, oul general: yin

The importance of Newport as a market town.
On the Island the railway system and road s d on the County Town of

Newport. Newport was in the centre of the Island and roads and railways radiated from it.
By 1889 the Isle of Wight Central Railway had established Newport as a major railway

ted fr New toy Rodes £ 1o cped )  ailway)
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Sandown (Isle of Wight (Newport Junction) Railway), Ventnor (Newport, Godshill and St

Lawrence Railway), Freshwater (Freshwater, Yarmouth and Newport Railway) and Cowes
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amaligamations to form the Isle of Wight Central Railway. Newport also had access to the

sea and was situated at the lowest bridging point of the River Medina.

Newport market was the chief focal point of Island agricultural business. By 1860 the
market day in Newport was Saturday with a cattle market on alternate Wednesdays. The

Saturday market was held in St James Square, the centre of the town, just under half a mile

St
from the railway station. In England, the number of markets had declined in the

on Market Towns and Rights compared those

in existence in 1888 with those held in 1792. They found that they had declined by half,

from 745 to 370.> Railways contributed to that decline, making the market system of the

country less flexible. In the past markets had depended on the business that was available
and the entrepreneurship of dealers and those that controlled them. By the late-nineteenth

’3‘"@

century they depended heavily on the railways. Unless a railway could serve a market it

t business to survive, Ofthe 412 markets held in 1888 in
England and Wales only 22 were more than 3 miles from a railway station and 12 of these
recetved a station later. This decline in the number of markets was more marked in the

gland. This was not the case on the Island where the railway had magnified the

importance of Newport as the County Town.
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The country carrier.

Traditionally, the country carrier moved all kind of goods including agricultural produce.

&

Early carriers were simallholders who needed to transport their own produce. Typically

they had a horse or two and a small acreage of rented land on which they cultivated

vegetables, fruit and corn. They would have been mainly self-sufficient, keeping one or

two cows, pigs, hens, ducks and geese. The little surpius would be sold at market to buy

clothing, furniture, tools or anything else they required. From them the carrier service

van; parcels and packages, groceries, meat and eggs, flour and coal, sides of bacon,
packages of cigarettes, dead rabbits and live hens, ducks, pigs, calves, acids and poisons,

ines, newspapers, coffing, and people as passengers.
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Before the introduction of railways to the Island there was a sophisticated carrier network

to and fr the railways tock some of the tra

o om Newnort, Inevitabl
12 1o andG rom vport. Inevit

evitably, th
much as might be expected, as the carrier would deliver door-to-door and the railway
relied on goods being brought to, and collected from, a station.”' Indeed, the proliferation
of the railways cicated new carrier routes to and fiom the stations. Carriers acted as
feeders for the railways, bringing people and goods from the outlying areas to the stations.
Interestingly, few carriers operated between Cowes or East Cowes and Newport, partly due
to the railway service and :

Liiv YV

River Medina.

Samuel Mundell, a carrier, was trading from his home at 61, Crocker Street in Newport {0
871

Cowes in 187

between the station and the centre of Newport and as such provided M

passing trade. There were also those carriers operating who were mainly under contract to
the railway companies t
railway stations. These included Chaplins Ltd, who linked the stations of Ryde, Sandown,
Shanklin and Ventnor and the country stations and delivered to all parts of the Island;

nt Tavern in Et de, and James Hall w ‘ho “efas‘fe{;

ii :ig and jam
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a railway service in the Yarmouth and Freshwater area from the 1870s to 1903.%
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In the Victorian period it was not uncommon to hear of people who had on

It was not necessary

ot town as the carrier boucht
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for them and then delivered to them. Carriers adapted quickly to change. The competition
from the stagecoach in the nineteenth century had been seen off by the spread of the

railways across the Island.

prospered from the rural trade it developed. Trains could only operate on the tracks that

were laid from the stations that were built; carriers could travel anywhere a road or track
possible. Even the stagecoach never took them to their door.

The railway and farming patterns.
In England and Wales the railways were able to influence the pattern of farming,
especially that of grain and cattle, as warehouses and maltings were established at stations.
This was the case in Fast Anglia where they were numerous, for example at Mellis and

in Suffolk, and grain stores for fodder at Didcot in Berkshire. The buying and
selling of sheep became concentrated at markets convenient to both farmers and dealers
alike. On the Island, Newport became this centre. It was recognised that cattle could be
transported quickly over large distances by train with the animals |
although this was less important on the Island where distances were smaller. In England

and Wales the «ulwqys substa n&aﬂy altered the pattern of liquid milk production. From

markets, notably London, Birmingham and Manchester. In Wiltshire and Berkshire large

arable areas were turned over to grass and the Great Western Ratlway transported large

Central Railway transported the familiar 17 gallon churns of milk, sometimes twice daily,

from their rural stations to the dairies of Newport and Cowes, there is no evidence to think
that this produced wholesale changes to the pattern of farming on the Island

On the mainland some rural districts found it worthwhile to specialise in growing

foodstufts for the large

evident in Cambridgeshire where Henry Chivers developed orchards from 1873 at Histon,
a small village that was served by stations from both the Great Eastern and Midland

ed after the building of
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2ailways. In Somerset the ¢



a railway from Cheddar to Westbury. The Island did not have these developments; the
market gardening that did occur was to satisfy the
as both urban growth and tourism developed in the latter haif of the nineteenth century.

There 1s an account later of just such a farm on the reclaimed marshes of Brading Haven.

The Icle of Wicoht (N'Hz rt g g;‘{j{;p} Rails
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Nay that wound its way from Sandown 1o
Newport served the Vale of Arreton where the light sandy soils were especially favourable

for this type of agriculture.
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farming where pay was between 7s. to 12s. per week. In February 1895 Westwood and
Winley, contractors to the Newport, Godshill and St Lawrence Railway, paid their men 5d.

a1

[<3

on each section of their construction, apart from around Whitwell, where the
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labourers went on strike as the rate was only 4%d. an hour.”* This would put the weekly

wage at between 20s. and 23s., double that which could be earned on the land. However,

of agricultural workers were tied to their employment; they were fixed in mind, piace and

pay. Railways gave them mobility to seek better paid work but only if they could afford
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towns and tourist industry was growing apace at this time.

The reclamation of Brading Haven for agriculture

company, will serve to illustrate the influence that the railways have had on the farming

activities within a small area of the Island. East of Brading the River Eastern Yar flows in

esturine mudflats with its winding channel was known as Brading Haven. From Roman

times right up until 1880 small ships could, at high water, sail right up to the quays at

and Bembridge, there were over

Bradin gtor nload and load ¢ nongee, in

800 acres of land that had the potential to be reclaimed for agriculture. The case study

below charts the history and use of this area as it was progressively reclaimed from the sea



The reclamation of Brading Haven proceeded from 1338 when Sir William Russell,
Warden of the Isle o i
Jermyn Richards, a Welshman, purchased Yaverland in 1553 and in 1562, with George

Oglander, started the second reclamation or innings when an embankment was built from
innings in 1594 when land from his sluices up to Yarbridge was reclaimed for pasture.

Henry Gibbs acquired the right to enclose the Haven from James 1. This was later sold to

enlisted the co-operation of Sir Hugh Myddleton and Dutch engineers to drain the main
part of the Haven. On 16 December 1620 work was started by driving a row of oak piles
idge to Woodnutt’s stores on the Duver at St

[

Helens. Sluices were constructed to let the river water out and clay, earth and stones made

-,

an
the embankment watertight. Thelwell spent £4,000 on drainage and £3,(‘ 0 on buildings.

Disappointment followed when it was discovered that the reclaimed land, nearly 800 acres,

AS ST PILAR LIRS & L Rl

was too sandy to be of any value. Of the wheat, barley, oats, cabbages and rape, with
which Thelwell experimented, only rape was successful. On 8 March 1830, ten years after

b the embankment Sir I—ﬁ*c?h ’\/wdﬂ lets
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fields once more became the harbour bottom and cockles and winkles grew where his

meagre crops of oats and rape had struggled for existence. The old hankering to win back

vas the abortive scheme of Sir Robert Worsley, a surveyor, who
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prepared an estimate of £4,400 for the reclamation in 1699, and in 1808 Vancover
expressed the opinion that ©... 500 acres might be embanked with great advantage.””
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Generally, no one thought it worthwhile to spend imoney on rec
areas and creeks were, from time to time, banked off and reclaimed by adjacent

landowners.

Sir William Oglander had previously purchased the Haven from the Earl of Yarborough

urpose of preventing it from being reclaimed. Sir William was concerned

Miiliiig Al L i Uil e RAE

for the view eastwards from his house at Nunwell near Brading that overlooked the Haven.

Sir William, and later his son Sir Henry Oglander, had always opposed any schemes to

However, by the 1870s the Haven was

(4

becoming a financial burden; the income from the quay at Brading, plus the various
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charges for taking sand and the renting of land was just not large enocugh to cover the cost

rear that was needed to keep the sea defences in an adequate state of

of £200 to £300 2

w!

repair. Therefore, the area was sold to the Brading Harbour Improvement and Railway

Company under the chairmanship of Jabez Balfour M. P.. Part of his £420,000 scheme

was 1o straigh

agriculture.

The reclaimed area was oval in shape with the smaller end facing the sea and the other

o two miles un the vallev. The broad embanked
g, tw up the v e broad embanked

? H

‘‘‘‘‘‘‘ lley. Th
River Eastern Yar runs straight through the centre, dividing the area into two, collecting
the waters from the ancient reclamations up stream. At high water the pressure of the
water in Bembridge Harbour shuts the sluices at St Helens. At low tide the sluice gates
reclamation was a great improvement on the ancient mud flats. From Brading Down
looking east, the area looked like °... a green sea between a ring of surrounding hills,

he area was still rich in wild fowl which fed in the shallow pools and drains; haif-wild

swans fed on the weed which otherwise would choke up the dykes. It had been estimated

1o one natd labourer. In fact the reclamation ¢
18 one paid lapourer. in iacl tne reciamalion ¢

bt

that two swans would cles > much
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mudflats and foreshore was advocated at the time as a means of providing ‘work and
wages’ whilst adding to the resources of the county. The area was still isolated, as on the
reclas o right-of-ways and no footpaths. The area was
secured absolutely for the Brading Harbour Improvement and Railway Company. Of the
£420,000 spent on the project, it was estimated that £100,000 had been spent on the

nd buildings, giving £320,000 as the cost of reclaiming the 800 acres, a
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cost of nearly £500 per acre. The quality of the reclaimed land was better than Sir Hugh

Myddleton judged. After the salt water had been drained from the land the area was left t

the soil, allowing grasses to colonise and provide pasture for cattle. C. J. Cornish noted

that grass, clover and trefoil matured quickly. Left to itself, without any reclamation, the
Haven would have gradually silted up over the course of time and pastures would have

developed of their own accord.



The draining of Brading Haven in the summer of 1881 led to a protracted conflict over

favern
aven

Improvement and Railway Company, which rumbled on well into 1882. Before the Haven

was enclosed the tidal waters and the softness of the mud acted as a barrier to cattle
ing from Bembridge Farm, tenanted by Mr John Smith, and Yaverland

by Messrs. J. and M. White. Sir G. E. W. Hammond-Graeme of Yaverland Manor owned

the land on the south side of the Haven. The argument started in June 1881 when Mr A,

Harbottle Estcourt, solicitor for John Smith, wrote to Mr H. Samuel Freeman, receiver fo

i,
the Brading Harbour Improvement and Raiiway Company, complaining of the

.insufficient and temporary fence,” which encroached onto Sir Hammond-Graeme’s land
of ¢
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ent fence to be erected. The temporary fence consisted

3 a oood nermanent | ere
a geod permanent ence 1o be erecied. 1he lemps 1ey

ditch with thorn stuck into the top of the thrown out material.*® Two days later Freeman

. P g g 1 1 ¥
replied for the company stating that the fence had been put up at the request of Smith and
that he had expressed his satisfaction with it in a letter and had promised to keep itina

good state of repair. Freeman also questioned whether the company was bound to put up a

fence in the first place. He also refuted the position of the fence stating °...I don't think we
very carefully surveyed...””

Further letters were exchanged in September 1881. Harbottle Estcourt stating Smith’s case

nd Freeman that for the company. On 12 September 188! Freeman wrote:

.. I cannot entertain the idea of putting up any more fencing for the convenience of

your tenants. What I did before, although I was under no obhgdtlon to do it, has

caused me so much grumbling that it has quite cured me of the quixotic idea of
doing anything from a neighbourly or friendly feeling.

The next exchange was on 16 March 1882 when Harbottle Estcourt wrote demanding that

being made. The report, dated 11 April 1882, found the boundary fence between the

farmland and the company’s land to be totally insufficient to keep cattle and sheep straying

3 ~
across it 20 Thev recommended that an ox-fence be erected unon a hank as follows
across it 1ney recommended tngl an ox-1ence pe erecied upen a bank 4s 1010y

..should most readily be attained by fixing stout cak posts in the usual manner
with strong rails, four or five in number according to the height required, mortised
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into them, or with strong wires, fastened in the usual manner with holdfasts.... .. or,
should the company prefer, to form the usual bank and ditch fence with thorns, it
would be equally available if the thorns were protected during their growth by
strained wire or other similar fencing until the quick-fence became sufficient.

As the issue of the fencing was still not resolved R. B. Lawnes Esq. and Mary Lady

Hammond-Graeme, trustees of the recent
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brought a case against the Brading Haarbour Improvement and Railway Company taking

advice from Mr A. Charles Q. C.."' The documents of the case give a detailed insight into

the reclamation of the harbour and the building of the railway. Lawnes. and Lady
Hammond-Graeme demanded that the company build a fence to stop cattle straying from

their land. Freeman duly erected this. However, as the fence was poorly constructed and

1

theo

vin 1t. Lawnes and »rlx, Hammond-Grasme
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applied to the justices for the Isle of Wight under clauses 68 and 70 of the Railway Clauses
Act 1845 to determine whether the company was liable to make and maintain such a fence.

The company argued that the land of the harbour had been sold in 1879 by the company to
¢ House and Land Investment Trust; Freeman was also director of the trust. This lan

ailway. Therefore, the
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way of the railway

& of the 1845 Railway Clauses Act to prevent the danger of cattle

N

under clause
respassing onto the track, they were under no obligation to put it at the extremity of their
as long as it was somewhere between the line and the land of the adjoining owners.
Further, even if they were liable, this liability had ceased as the land had been sold and
therefore ceased to be land adjoining the railway under the terms of the 1845 Railway

zaw it}
saw 1t

However, Lawnes and Lady Hammond-Graeme argued that the company was bound under

conveyance to the House and Land Investment Trust the company were reserved the ‘right

yw
of entry’ for that purpose, and that in 1879 the harbour land could not have been surplus to

complicate the matter even further, the company argued that they had not erected the fence

in 1880 but that the House and Land Investment Trust erected it.
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The magistrates eventually found in favour of the company’s argument. Lawnes and Lady,
Hammond-Graeme were not hanny wi
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advice on the matter.’> . The advice he gave was as follows:

1. Ifthe land was still the property of the Brading Harbour Improvement and
Railway Company they had the liability to maintain the fence under clause 68 of

the 1845 Railway Clauses Act.
2. However, if the company had sold the land to the House and Land Investment

Trust it resolved them from 2l lighs
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'i.:r}z to maintain the fence,
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The House and Land Investment Trust had no liability to maintain the fence

1)

under clause 68 of the 1845 Railway Clauses Act.

4. However, he was inconclusive as to whether the land was surplus in 1879, when

£
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it was still under water, and whether the company had the power to sell it

It is evident that these answers were not to the liking of Lawnes and Lady Hammond-

the matter of the fencing appears to have been dropped. However, it does
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illustrate clearly the difficulties that could arise between a railway company and

landowners over agricultural issues.

ot i o d Lo TE g o d o T 03T e T R e D4
CIaiifiCd 101 15 yCais and agriCcunure was wlii ¢51taoiisncda oOii it

!~'15

nearer Brading had become good pasture grazed by cattle. These 150 acres of land were

income of £225. This land had been improve
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levelied as the creeks and fleets, in which the tide used to rise and fall, could still be seen.

Around the edge of the Haven earthworms had begun to colonise and gradually improve
the quality of the soil. On one side sewage had been run onto the poorer soil and three
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colonisation of grass, rushes and plaintain.
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Cornish reported that a cattle farm and nursery garden occupied the centre of the ‘seaweed

curve’. He wrote: “The farm is already surrounded by rich grasses, clover and herbage, an

i AR VYRR W Leii Wiy ThE A AR e
the garden is a wonder of fertility.” Cormish interviewed Mr C. Orchard, lessee of the

market garden:

Some portions of the reclamation contain a sulphurous matter injurious to
vegetation, and require a top dressing of manure or other soil for the seed to
germinate in. There are many varieties of soil and substances to be found
throughout the whole area. The best for vegetation is a kind of loamy deposit of
mud, on the highest parts; that is, above the strata of sand: in this nearly every
variety of cereal and vegetable luxuriates and grows beyond all proportions. There
are four acres included by a fence, and now cultivated by me, as a market-and
flower-garden. The soil is rich in phosphates, and all kinds of vegetables grow
wonderfully clean and of good flavour; the asparagus especially being noted for its
delicious flavour, being in its natural element as a seaside plant. Apples, plums
and peas have been tried with great success, and tlowers of all kinds grow and
flower in great profusion; the bright colours coming out to the highest degree in the
open and sunny position.

Quite indigenous, the wiid bastard samphire or giasswort grows most profusely
around the brackish streams and lakes. The horn-poppy alse luxuriates on the sides
of the road that forms the embankment, and on two distinct piaces I have found the
very rare Silewe quinqueculnera, which I believe has been found only in two or
three piaces in Engiand. The wild evening primrose, 1s found both here and on St
Helens ‘Dover’(sic), as well as the sea-holly.
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supported poplar trees and had been developed into a goif course, studded at short intervals

with level lawns of turf for ‘putting greens’. This area had the potential to be converted

into a beautiful park.like recreation ground.
Conclusion.
In the Victorian period the Isle of Wight was a mixed farming area typical of that found in

southern and south-east England. On the Island, as in other areas, the railways had a

physical impact on the rural landscape through which they passed. The companies laid

The railway companies had to accommodate the farms and estates by building bridges and

occupational crossings. Many large landowners, such as Lord Yarborough, vigorously
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disagreed with the building of such lines on the grounds of loss of privacy and damage.

On the Island only the Hamstead estate built a tramway for agricultural proposes although

they were common on the mainland and continent. The opening of the Newport, Godshill

and St Lawrence railway enhanced the rural economy of the area that it served. It

improved access to the established Island markets; taking from the farmer what he wanted

improved access to i Island markets; takin, m th
to seil and bringing to him what he wanted to buy. In particular, bulk coal, foodstuffs for
cattle, manure and fertiliser were transported. The railway assisted general farm

ha gtatinn onnde
ne stalion goods

o

improvements, including, mechanisation, by distributing, via
for the traction engines. Associated with this was the changing role of the country carriers,
who took advantage of the trade the railway generated by extending their networks to the

stations. However, on the Island, there is no evidence that the railway altered th

pattern of agriculture, as it had on the mainiand. The Island was too small for this. The

railways did, however, increase the mobility of the agricultural workforce.

An examination of the reclamation of Brading Haven gives a clear indication of the effect

culture of an area. Over 800 acres of, albeit poor quality,
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land was created and it has been shown that conflicts could and did exist, on a day to day
level, between the farming community and the railway. In this one area of the Island the

a profound influence on the agriculture and the geography.
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Notes: The impact of the railways on agricultural activities.
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Chapter 8

The movement of goods to and from the Island.

Between 1861 and 1901, as the population on the Island rose from 55,362 to 80,911, great
demands were made for merchandise of all type. The railways of the Island helped satisfy
these demands. This chapter aims to describe and discuss the developments and
improvements in the transportation of goods to and from the Island in the Victorian period
with reference to the Eastern Wight. Particular aims are to describe the changes that took
place at the rail-connected ports that dealt with the transportation of goods and to analyse

the movement of goods by the Isle of Wight Railway.

Unless manufactured from natural resources found on the Island all goods and merchandise
were, and still are, brought to the Island by sea transport. The main transhipment points to
the mainland were established at the mouths, or upstream from the mouths, of rivers that
flowed north to the Solent or Spithead. These rivers or estuaries were from west to east,
the River Yar, Newtown Creek, the River Medina, Wootton Creek and the River Eastern
Yar. Only at Ryde was a port established where there was no natural inlet. By 1860
Newtown Creek had diminished in importance as a port and Wootton Creek was not
developed until the 1920s when the Southern Railway used it as a port for their vehicle
ferry. All the others became, by the late 1800s, rail-connected. Yarmouth, sited at the
mouth of the River Western Yar, was reached by the Freshwater, Yarmouth and Newport
Railway in 1889, although the station was over half a mile from the harbour and had no
direct sidings with the quay. Opposite, on the mainland, the Lymington Railway Company
had opened a branch line from Brockenhurst to Lymington in 1858, and from 1830 local
businessmen had established a paddle steamer service from Lymington to Yarmouth. The
quay at Lymington was adjacent to the Town station allowing wagons and goods to be
unloaded close to the boats. The River Medina provided the longest ingress into the
Island. Newport, the county town, was cstablished in Roman times at the lowest bridging
point, five miles from the mouth, and East and West Cowes developed at the mouth. West
Cowes and Newport became rail-connected in June 1862. Twenty years earlier, in May
1840, the London and Southampton Railway had opened to Southampton with through
steamer traffic to Cowes being developed. The town of Ryde had always been considered
a main point of entry to the Island and although opposite Portsmouth was never an ideal
landing place as the foreshore had a shallow gradient. Regular daily sailing-packet
services were started from Portsmouth to Ryde in 1796 and by 1812 an Act enabling a pier
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1740ft. long had been authorised. Ryde became rail-connected by the Isle of Wight
Railway in 1864 although it took until 1880 for a rail-connected picr to be opened. On the
mainland Portsmouth was reached from London in two directions, the London and South
Western Railway from Bishopstoke and the London, Brighton and South Coast Railway
from Brighton, the two companies jointly building the last few miles into Portsmouth
Town station. In 1859 the London and South Western Railway opened a more direct line
with London via Havant and Guildford. In 1863 the London and South Western Railway
opened an extension on their original Bishopstoke-Gosport branch to a pier at Stokes Bay,
immediately opposite Ryde. It was not until 1876 that Portsmouth Town station was rail
connected to a pier and station at Portsmouth Harbour. Lastly, in the east was the estuary
of the River Eastern Yar. Quays had been established some two miles upstream at
Brading, which became rail-connected by a siding from the Isle of Wight Railway in 1864.
These quays were later to be made redundant when the Brading Harbour Improvement and
Railway Company reclaimed Brading Haven in 1880 and built a new and larger and rail-
connected port at St Helens. For a time in the 1880s St Helens Quay was connected by a
freight-only train ferry to the Hayling Island branch of the London Brighton and South
Coast Railway in Langstone Harbour on the mainland. So, at the main points of
transhipment it was possible for goods to be moved from ship to rail or vice versa with
considerable ease and the minimum of effort. The goods could then be distributed rapidly,
and in large quantities, to the main stations or distribution points. This was a great
improvement on what had gone on before where the distribution of goods had been in the
hands of the carrier who operated on less than adequate roads and could only carry small
quantities using horse and carts. A more detailed analysis of the main ports in the Eastern

Wight now follows.

Ryde.

On 5 April 1825 the steam packet Union joined the service between Ryde and Portsmoutt
with four services per day and a cost of 18d. per person on the quarter-deck and main
cabin, or 12d. in the forecastle and fore cabin. Goods and parcels could be booked at the
Quebec Tavern, Portsmouth and the Pier Hotel, Ryde.' Boats with heavy goods such as
coal often anchored offshore at Ryde and took the ground at low tide when carts were
drawn by horses across the sands to unltoad them. By 1857 it had been decided to build a
basin and a pier at Ryde to deal with this trade and the increasing passenger traffic. The
Isle of Wight Steam Ferry Company undertook the project. The contractor, Mr Bennett of
Pimlico, started operations at the beginning of October but work commenced slowly.” By
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the spring of 1859 the dock basin was rapidly approaching completion and the pier, named

fova

o be started.” At the end of July 1859 the entrance between the tidal

5]

Victoria Pier, wa
basin and the inner dock was being built and all the iron pillars to support the pier had been
driven in. The pier was only 1,000ft. long and therefore not available to boats at low tide.
The Victoria Pier had a centre roadway for carriages 16ft. in width and two sideways, cach
71t. in width, for foot passengers. Suitable waiting rooms were provided and luggage was
moved directly between the boat and shore.* At this time there was no rail connection to
the docks or piers. The nearest rail connection was at the terminus of the Isle of Wight
(Eastern Section) Railway at Ryde St John’s Road over a mile away and that did not open
until 1864. The raﬂway had little influence on the movement of goods into the Island at
this stage. Later, in 1880, Ryde Pier became rail-connected, the docks closed and became
part of the track under the Esplanade to Ryde St John’s Road station. Ryde had become the
main passenger port of the Eastern Wight, whilst Brading Haven dealt with the mineral and

general goods traffic.

Brading Haven.

From Roman times Brading Haven afforded one of the main channels of ingress into the
Island for goods and mechandise. St Helens was, according to Sir John Oglander, the main
landowner of the area, °... formerly...ye sole harbor’ and Brading °...ye only towne for
receypt of strangers that came by shippinge.”> Before 1594, when Edward Richards
reclaimed the upper part of the Haven for agriculture, small vessels used to sail right up to
the High Street in Brading where the landing quays were at the back of the houses. In
1594 Brading had a new port or quay built to the north cast of the village. Brading
continued to trade in a minor way for the next two and a half centuries supplying ships,
both merchant and naval, in St Helens Roads off the entrance of the river, with provisions,

notably beer.

The quays at Brading were destined to become rail-connected as they were ideal for Sir
John Fowler, contractor for the Isle of Wight (Eastern Section) Railway, to bring in
machinery, plant and the materials that were required for construction. The Isle of Wight
(Eastern Section) Railway planned a siding from the mainline at Brading station to link
with the quay. They gave notice of a Bill in Parliament in the 1861 session ...to construct
and maintain the following railway with all the necessary works, stations, approaches and
conveniences.”® Of the two proposed extensions in the Bill the second, for a siding to the

quay was as follows:
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A railway all in the Parish of Brading, commencing by a junction with the intended
Isle of Wight Railway in a piece of marshland belonging to William Jacobs and
being about six chains north west from the first great bend in the River Yar above
Sandown bridge and terminating in an arable field belonging to Sir Henry Oglander,
Baronet, and in the cccupation of John Cooper.

The layout of the quay is not clear, nor the facilities established, although some details can
be gleaned from the minute books of the proprictors and directors of the Isle of Wight
(Eastern Section) Railway. The directors resolved to establish at Brading a storage area for
coal and building materials, and to form a company called ‘The Brading Quay Company’
for that purpose although there is no evidence that this was formally achieved. On 23 July
1860 Mr Morrison, manager, reported that he had been in negotiations with Messrs. Smith,
Jacob and other coal merchants from Ryde, Ventnor and Sandown. He had also been

. 7 . .
lking with local builders.” Mr Saunders, the company’s enginecer, was asked to examine

ta

the land at Brading Quay and to report how much was available for the storage of coal.

On 7 March 1861 the Isle of Wight (Eastern Section) Railway’s directors discussed the
purchase of land at Brading Harbour (sic) resolving that the existing quays, owned by Sir
Henry Oglander, should not be purchased by the company and that sufficient land should
be purchased on the northern side of Brading Harbour to enable the company to construct
wharves and landing places.® This never came about and was perhaps discussed to put
pressure on Sir Henry, never a promoter of railways on his land, to sell his land. However,
there is no documentary evidence to support this idea. However, under the authorisation of
the Isle of Wight (Eastern Section) Railway Act, the company had the right to
compulsorily purchase the land required for the Brading Quay branch from the Oglander
estate. The propriety of serving a ‘Notice to Treat’ for the land required for the Brading
Quay branch was considered and discussed at the board meeting on 1 August 1861.” The
company’s solicitor was instructed to prepare and serve the same without delay, the land

being duly purchased from the Oglander estate.

Brading Quay was a hive of activity. Captain Mark Huish, deputy chairman of the Isle of
Wight Railway, promoted the coal trade. It was resolved that the board should sanction
arrangements for the delivery of 10,000 tons of coal at Brading that was to be conveyed by
the Isle of Wight Railway and resold at Ryde and other stations. In October 1864 “...a

weighbridge was deemed necessary as a sizeable trade was flourishing.”' O The Isle of
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Wight Observer reported that goods traffic on the Isle of Wight Railway commenced in
December 1864 but at that time the jetty and tipping stage at Brading Quay were still
incomplete.!" The works at Brading were finally completed in August 1865. There was a
healthy traffic in coal; steam colliers and wagons could run alongside each other at the
quay and there was sufficient room for three vessels of up to 150 tons to discharge their
cargoes simultaneously.'” Business was so good that Captain Huish made arrangements
with the Railway Carriage Company for the supply of ten additional wagons which were to
be paid for at £21 per annum over five years. The wagons would be delivered to Brading
Quay. B The quay was a very convenient place for the Isle of Wight Railway to unload
their stock of locomotives, carriages, wagons and building materials. On 27 April 1864 the
Isle of Wight Railway ordered three engines from Beyer Peacock for their passenger and
freight service in readiness for the opening which was to be in August of that year.'" These
delightful 2-4-0 tank engines were dispatched from the makers in June 1864 and shipped,
at a cost of £200, by E. Pritchard, of Sandown, to Brading Quay. They werc named Ryde,
Sandown and Shanklin. Four years later, in October 1868, the Isle of Wight Railway’s new
engine Ventnor was landed at Brading Quay and placed on the railway, again by
Pritchard.”” Wroxall, a similar locomotive, was landed at Brading Quay in May 1872.1°
Following tenders in March 1873 Boudon Hayward, of London, supplied 1,500 red-wood
sleepers to the Isle of Wight Railway, each measuring 9°0” by 17 by 57, at a price of 4s.

2d. each, delivered to Brading Quay. Even though Brading Quay had become rail-
connected, the commercial use of Brading Harbour had declined during the 1860s. In
1869, to improve trade, the Brading Haven Oyster Fishery Company installed a tug at St
Helens to enable the quay at Brading to be used by vessels up to 300 tons.!”

In January 1871 1t was decided that cranes were required both at Ryde and at Brading
Quay. 8 Five five-ton cranes were ordered from F. Bradley of Kidderminster for £69 10s.
0d. each, delivered to Ryde. Trade was obviously improving, as on Wednesday 28
February 1872, the Isle of Wight Railway’s general manager reported that more room
would be needed at Brading Quay for storing coal and that Sir Henry Oglander had
proposed to lease a portion of his land for a rent of £10 p.a.. 1 This was finally agreed on 2
October 1872.%° Later, in October 1875, it was resolved that Brading Quay should be
extended at a cost of £1,200.%" In April 1878 J. Bourne, manager of the Isle of Wight

Railway, recommended the purchase of a locomotive whipping crane for use at Brading

Quay for an estimated cost of £400.%

177



In September 1874 came the first mention of the Brading Harbour Improvement and
Railway Company. A letter was read from Mr R. S. H. Saunders, engineer to the Brading
Harbour Improvement and Railway Company, referring to the proposed branch line and
works. The board of the Isle of Wi gh‘t Railway considered the letter but deferred to make
any official comment at that stage.”” The plans of the Brading Harbour Improvement and
Railway Company, to build an embankment from Bembridge to St Helens and reclaim the
marshes up to Brading, would have made Brading Quay completely redundant. Even
though the quay at Brading was successful the directors of the Isle of Wight Railway, and
others, could also see the potential for a larger port at the mouth of the River Eastern Yar at
St Helens. Jabez Balfour’s Bill, the Brading Harbour Improvement, Railway and Works
Bill 1874, financed by the Liberator Building Socicty, was unopposed in Parliament and
therefore had the acquiescence of the Isle of Wight Railway.** Right from the start it was
envisaged that the Isle of Wight Railway would operate the line using their carriage stock

and traincrews and have access to the quays at St Helens.

St Helens Quay was transformed with the arrival of the railway, becoming a major goools
yard. The new quays at St Helens were substantial structures and made up of two main
wharves, North Quay and South Quay. The quays themselves could accommodate vessels

of up to 250 tons and 280ft. in length. Sidings ran from the branch line to the quays. The

=

engine house, gas works and goods sheds along with the weighbridge were situated on
North Quay. As the quays were at the head of Bembridge Harbour, and the sluice gates of
the River Eastern Yar were situated between North and South Quays, it was hoped that the
flushing action of the sluices would prevent the silting up of the quays and harbour. This
was never to be the case, eventually being the reason for St Helens Quay to be superseded,
in the late 1920s, by Medina Wharf as the main rail-connected port in the Island. A
1711%” gauge line, positioned across Latimer Road, leading from the gashouse sidings to
the gashouse, served the gas works. This was used to convey coking coal tubs from the
quay to the works where coal gas was made for the village. On South Quay a mobile
steam-crane operated, which could be moved onto a small turntable to enable it to serve the

100ft. road that joined North and South Quay. A stationary hand-crane was also positioned

on this quay.

A number of local firms used St Helens Quay including Chaplins, Pickfords and Curtis, all
local carriers of general mechandise. Long’s Brewery also used the quay. Goods of all
description were unloaded from the boats, labelled, sorted and then loaded into the covered
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box wagons for dispatch to all parts of the Island. Timber, cement, building materials and
coal were the main bulk commodities. From 1884 the steam colliers Allerwash and
Ellington delivered coal, 500 tons at a time, from the North East’s coal ports. It cost in the
region of 17s. 11Y2d. per ton, which was 2s. 8%2d. more expensive than charged to the
London and South Western Railway at Basingstoke. St Helens Quay was the larger rail-
connected port on the Island, the other being Medina Jetty at Cowes, and was a vital

facility both to the Island community and also the Isie of Wight Railway.

Balfour’s Liberator Building Society also financed the short lived Isle of Wight Marine
Transit Company, that was formed in 1884 to install and operate a train ferry between the
London, Brighton and South Coast Railway’s Hayling Island branch from Langstone
Harbour to St Helens Quay; a distance of 11 miles, 6'% miles of which were in the open

sea, the rest being in land-locked harbours. A prospectus dated 12 March 1884 gave

details of the scheme. The capital was £30,000 in 3,000 shares at £10 each with the cost of

the works at St Helens and Langstone being limited to £28,423.%

Up until this time there had been considerable delay in getting goods to the Isle of Wight.

Engineering Magazine quoted the following:

At Portsmouth, where the first handling and delay occurs, everything must be
unloaded at the town station, and take turn with Portsmouth town goods; then
follows cartage through the town to the quay, and two more handlings occur here in
unloading the carts and shipping. Arrived at Ryde, the goods are moved again for
cartage to the station through the town of Ryde, and once more they’re in loading
into railway wagons. At Ventnor, or other destination, the reverse process occurs
and, after two more handlings and another cartage, the consignee is at last reached;
and it is well if he has nothing to complain of in the condition of his goods. Since
arriving at Portsmouth there have been seven separate handiings, three cartages, a
risky water passage, and a railway journey. Although the railway company’s
responsibility continued throughout, their actual control ceased at Portsmouth,
when possession was transferred to the Isle of Wight agents or carriers. #°

Using the new train ferry it was envisaged that wagons would go direct to their destination
without having to unload and load their goods, and the terminal services at both
Portsmouth and Ryde would be avoided. The reference in the account above to goods
being shipped to the Island via Portsmouth and Ryde with the attendant transhipment and
cartage is distinctly misleading. Wagon traffic had been handled at Brading by the Isle of

Wight Railway since 1864, and at St Helens, and at Medina Jetty by the Cowes and
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Newport Railway since 1878. Luggage and parcels traffic by passenger train was handied

at Portsmouth Harbour and Ryde Pier Head stations without the necessity of cartage.

The Carrier, a train ferry, had been purchased from the North British Railway for a price
of £3,400 which included the winding engine and cradles from the Tayport and Broughty
ferry, the original home of the Carrier. She was built in 1858 by Scott and Company of
Greenock and finally arrived on the Solent on Saturday 4 July after having been thoroughly
overhauled at Newhaven.?’ The funnels were fitted a thwartships and as all the machinery
was below decks it meant that there was a lot of room for the railway wagons. Two lines
of rails ran along the decks from end to end, which were capable of carrying seven trucks
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on each line.

Loading and unloading was achieved using a wooden cradle, which could be adjusted to
suit the height of the tide, and a rope haulage system connected to a stationary steam
engine. Once unloaded at St Helens the wagons could be sent to any destination on the
Island railway system. The Isle of Wight Marine Transit Company had arrangements with
the London Brighton and South Coast Railway to allow goods to be sent to and from the
Island using this route for 21 years and who also had the option of purchasing the
undertaking. They also gave the London and South Western Railway mnning powers over
the Hayling Island branch so that they could use the train ferry. It was estimated that the
working expenses of the Carrier would be between £1,400 and £1,600 per year and that
the Isle of Wight Marine Transit Company would pay a handsome dividend. The /sle of
Wight County Press reported that all of the large mainland railway companies had agreed
to send their coal to the Island at “Portsmouth rates” with the Isle of Wight Marine Transit
Company receiving a proportion of the tolls. It was expected that the new system would
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stimulate the export of agricultural produce and livestock from the Island.

All the works were complete and the new service was ready for opening on 6 August
although several trips had already been made.”® An interesting statement from the Isle of
Wight Railway was to be found in the Isle of Wight County Press announcing that they had
not subscribed to the Isle of Wight Marine Transit Company nor had they been asked to.
This suggests that the capital for the venture was to be found from sources from the
mainland, perhaps from the two mainland railway companies who were involved with the
pmjec‘t.3 ' This new service was welcomed on the Island. The rector of Carisbrooke wrote,
*...the operations of the Transit Company give the promise of a great boon to the Isie of
180



Wight.” The Engineering Mugazine stated the following ©... It is in great measure due to
the enterprise of the Brighton company’s board; to their manager Mr J. P. Knight; goods
manager Mr Stainforth; and to Mr Jabez Spencer Balfour M. P, that the Isle of Wight is

secured the possession of an economic means of communication of great promise and
532

capability.

This was not to be as the company soon got into financial difficulties and after only one
year it was sold to the London, Brighton and South Coast Railway for £40,000. 3 The
service finally ceased in 1888 due, in reality, to the small size of the vessel in relation to the
winter sea conditions often found in Spithead and to the silting problems in Bembridge
Harbour.™ As a result little of the anticipated traffic was forthcoming. The Carrier was
laid up at Newhaven before being broken up in 1890. The one area where the train ferry
could have been exploited to great advantage was not really used; viz. the transfer of
rolling stock and locomotives to the Island. However, Mr C. G. Woodnutt suggested that
three or four ex-London Brighton and South Coast Railway vans were brought over for use
at St Helens.” In August 1900 the Board of the Isle of Wight Railway agreed to sell the
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remaining items” at St Helens Quay for £75.%

However, despite the limited success of the Isle of Wight Marine Transit Company, St
Helens Quay had become a major port for mineral and general goods traffic to and from
the Eastern Wight and had established the Isle of Wight Railway as a major carrier of
goods not only to its own stations but also to all parts of the developing railway network on

he Island. As will be seen later in the chapter goods traffic on the Isle of Wight Railway

o

developed rapidly in the second half of the nineteenth century. This is due, in no small
measure, to the construction of St Helens Quay by the Brading Harbour Improvement and

Railway Company and its involvement with the Isle of Wight Railway Company.

The River Medina.
The River Medina had always been a major artery for the landing of goods on the Island.
Even before the coming of the railway in 1862, there was intense rivalry between the two
principal towns on the river; Cowes at the mouth and Newport some five miles inland.
This was complicated by ancient rights exercised over Cowes by Newport. The first
landing point on the Medina used by the Cowes and Newport Railway was at Medham
Hard some 1% miles upstream from Cowes. Here, the first two locomotives for the Island,
Precursor and Pioneer, were unloaded directly onto a temporary hard and hauled over the
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mud to the railway line. This was a totally unsaﬁsfactory landing place and powers for a
wharf or jetty at Shambles were sought in an 1869 Bill. The Bill was in fact withdrawn
when Newport Corporation demanded £1,000 from the railway company in compensation.
In 1870 the Cowes and Newport Railway again used Medham Hard to unload their third
engine, a 0-4-2ST, Mill Hill. This proved to be a disaster as the locomotive toppled into
the Medina mud.”” An improved landing facility was therefore essential, and in 1875 a
Bili concerning works on the Cowes and Newport Railway contained references to a

wharf near Shambles.’

Construction of Medina Jetty, as it was to be called, started after the Bill received Royal
Assent, and also after a lengthy row with Newport Corporation over compensation for the
loss of trade and the construction of sidings at Newport Quay. The mudflats in this part of
the River Medina were historically good oyster beds. The oysterers, perhaps encouraged
by the Newport authorities, made a claim against the Cowes and Newport Railway for loss
of trade. They were successful and the railway duly paid up. Medina Jetty, constructed of
wood with two tracks serving it, was opened in November 1878 and extended two years
later in 1880. An Armstrong Whitworth rail-mounted hand crane had been purchased in
January 1879. Although two steamers could moor alongside, there were only cranes for
unloading one. A portion of the jetty collapsed on 20 January 1879. The Isle of Wight
Central Railway carried out some repairs but the company could never afford to do the job
properly. In November of that year Charles Conacher, general manager of the Isle of
Wight Central Railway, had the chance of buying a second hand crane from Pollock,
Brown and Company, scrap merchants of Southampton, in exchange for scrap. The deal
did not go through, as the Isle of Wight Central Railway board wanted their money first for
the scrap, much to Conacher’s dismay. By 1890 the jetty was in a poor state being affected
both by rot and worm. In March 1896, in a report on the state of Cowes Harbour, Mr
Shelford M. 1. C. E. found the jetty to be in an unsafe condition and could only take the
weight of one small locomotive, Mill Hill. Tt was sufficiently repaired for it to become, by
1898, the principal point of entry to the Island for coal. In that year the jetty, now with
three cranes, unloaded 122 stream colliers, discharging 73,000 tons of coal, into trucks

destined for the Island coal merchants. Colliers as large as 1,000 tons were frequent

visitors from the Welsh and Tyne ports.™

A further 1% miles upstream from Medina Jetty was Cement Mills. Brickyards and kilns

were ancient features of the west bank of the Medina along with an early cement mill.
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Charles Francis & Sons established the cement mill, known as West Medina Mill, in the
carly 1800s. In 1862 it was substantially enlarged.”” This can be linked directly to the
opening of the Cowes and Newport Railway. The products from the mills were used not
only on the Island and the mainland, but also on the continent. Early in 1860 the company
made an application to lay a tram road across the Cowes and Newport Railway main line to
their clay pit, inland from the river. Initially this was refused but was eventually allowed
in 1871 with the tram road being taken under the railway, which was on a wooden
overbridge. This was improved by the building of a new bridge in iron by Westwood and
Winley in 1895. The works expanded as the railway system on the Island was enlarged.

To complete the expansion the cement company opened a chalk pit at Shide with trucks of
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chalk being propelled from the quarry through Newport to the sidings at Cement Mills.

The final rail-connected quay on the River Medina was at Newport. When the Ryde and
Newport Railway reached Newport it was decided to connect it with the Cowes and
Newport Railway with a viaduct over part of the old quay with an opening section across
the River Medina. The railway had to build a new quay as compensation for the loss of the
old and the building of Medina Jetty downstream. This they did downstream from the
viaduct on the east side of the Medina. The quay was 300ft. long and was reached from
Newport by a road swing bridge owned by Newport Corporation. The new quay had to be
rail connected but this was not an easy task as there was a severe gradient, 1 in 40, from
Newport station down to the quay. The siding crossed the River Medina on a low-level
bridge with one span opening. On the quay a 90° turntable was used to access the two
sidings, joined at the north end, running down the quay. This arrangement was not easy to
operate and was the least successful of the three rail-connected quays on the Medina. The

rails were present until at least 1892 but not much used.*’

Goods traffic on the Isle of Wight Railway.
An examination of the goods traffic handled by the Isle of Wight Railway can be
undertaken using the annual returns to the Board of Trade; these are shown in Table 8.1
and Figures 8.1 and 8.2.% The rates for carrying freight were set by the Act of Parliament
that authorised the building of the line. This could mean very different rates for
neighbouring lines. The rates set for the Isle of Wight Railway on opening are detailed in
Table 8.2 and indicate the commodities that w@;%gﬁg transported by the railways at the
time. From the outset it must be said that although passengers, not goods, were the main
source of receipts for the Isle of Wight Railway, nevertheless the latter made a welcome
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contribution to the finances of the railway and a very marked contribution to the trade that
developed in the eastern part of the Island. The Board of Trade returns show that the
goods traffic could be divided into two, mineral traffic comprising of coal, sand, ballast,
stone etc. and more general goods, basically everything and anything that needed to be

moved.

Figure 8.1 shows how the volume of traffic varied throughout the Victorian period.
Between 1864 and 1875 the volume of mineral and general goods traffic grew rapidly and
were of equal importance. The rapid period of growth correlates with one of the main
periods of growth of the towns of Ventnor, Shanklin and Sandown, each of which were
served by the Isle of Wight Railway. However, between 1880 and 1895 the volume of
mineral traffic became substantially greater than the volume of general goods, which

remained static.

Coal and building materials such as timber, Welsh slate, ballast, bricks and cement were all
carried by the Isle of Wight Railway. Coal and Welsh slate were landed at Brading Quay.
Stone would have been taken from local quarries and bricks and cement were
manufactured from the small works found along the line. The water works, sewage works
and gas works supplying vital and new services for the towns and villages also demanded
coal in large amounts with the railway being the main carrier, in some cases, laying sidings
direct to the works. In 1868 George Young said his business manufactured 12 million
bricks most of which would have been moved by the Island railways.” Henry Ingram, a
builder from Ventnor, gave evidence quoting the cost of transporting material via Cowes to
Ventnor over three different lines. He bought bricks from the Medway and the North of
England, and lime and timber. Even though the Isle of Wight Railway cost him more at 3s.
9d. per thousand bricks from Sandown to Ventnor, compared with 3s. 1d. from Newport to
Sandown via the Isle of Wight (Newport Junction) Railway he chose to import them via St
Helens, directly onto the Isle of Wight Railway line.

Between 1895 and 1900 there was a marked reduction in both mineral and general goods
traffic. This was due to the Board of Trade revising and standardising, on a geographical
basis, the rates that could be charged for carrying goods.” Traders had long been
complaining that the Isle of Wight Central Railway charged different rates to the Isle of

Wight Railway for carrying the same goods. This was typical of lines throughout the
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Table 8.1 Iste of Wight Railway, Board of Trade returns, 1864

to 1910.

Year ending Goods Traffic Gross
31-Dee Mineral tons General tons Receipt £
1864 1,324 172 212
1865 13,695 2,463 1,146
1866 8,477 5,867 1,123
1869 13,983 17,774 3,406
1870 16,254 13,17 3,349
1871 14,968 22,823 3,557
1875 24919 26,749 5,305
1880 21,780 31,376 7,464
1881 22,226 29,961 8,013
1885 46,750 23,175 8,595
1890 47,485 25,251 9,796
1891 49,147 27,483 10,217
1895 56,027 34,240 11,296
1900 35,805 24,270 11,740
1901 34,813 24,657 11,481
1905 57,887 6,838 11,824
1910 36,454 8,448 11,599

(Source: Board of Trade returns, as quoted in Maycock, R, J, & Silsbury, R., The Isle of Wight
Railway, p.65 et seq.)

Table 8.2 Freight rates, Isle of Wight Railway, 1864.

Carriages Up to one ton weight. 4d. each per mile.
Per extra V4 ton. 1d. per mile.
Freight Horses. 4d. each per mile.
Cattle. 3d each per mile.
Calves. 2d. each per nmule.
Sheep. 1%d. each per mile.
Coal, coke etc. 3d. per ton per mile.
Sugar, grain, cotton, wool. 3d. per ton per mile.
Fish, drugs, iron etc. 3d. per ton per mile.
Boilers, cylinders, imber etc. 1s. per mile.
Parcels Upto 7 Ibs. 4d.
7 — 14 Ibs. 5d.
14 — 28 tbs. &d.
28 — 56 ibs. Is.
56 — 100 Ibs. No restriction.

(Source: The isle of Wight Railway Eastern Section Act 1860
23 & 24 Vict. Ch.162. Date of Incorporation, 23 July 1860.)
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Figure 8.1 Goods traffic Isle of Wight Railway
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Figure 8.2 Receipts from goods traffic Isle of Wight Railway
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country. After 1900 the mineral traffic returned to its pre-1895 level but the volume of
general traffic continued to fall, reaching its nadir in 1905. The receipts generated by
goods traffic (Figure 8.2) show a steady increase from 1864 to a zenith of just under
£12,000 p.a. before levelling out so the drop in the volume of general traffic after 1900 was
more than made up by either an increase in the volume of mineral traffic or a re-

designation of traffic type.

In order to carry this goods traffic, the Isle of Wight Railway had to purchase a number of
specialist goods wagons from the Railway Carriage Company Ltd of Oldbury. Initially the
Isle of Wight Railway purchased 20 open wagons that were wooden, three planks in depth,
with drop doors midway along each side and capable of carrying six tons of goods, either
mineral or of a general nature although the general goods would be open to the elements.
Further purchases of wagons occurred during the ensuing years. By the end of 1866 the
wagon stock had risen to 40 and a year later it consisted of 54 goods wagons and a brake
van. However, the Isle of Wight Railway still lacked horseboxes, carriage trucks and
furniture vans. This position was improved when in 1868, two carriage trucks were
acquired and in 1869 when six covered vans and four timber trucks were bought and a coal
truck was converted into the company’s first cattle wagon. The goods wagon stock of the
Isle of Wight Railway was gradually added to until 1904 when the Board of Trade returns
indicate that the company owned 207 wagons for moving freight along its lines. This gives
an indication of just how important the railways were in moving freight and stimulating

trade on the Island in this period.

Conclusion.
In the Eastern Wight Brading Quay was the first rail-connected port to be developed. It
was used extensively for the construction of the Isle of Wight Railway and developed a
thriving coal trade. In 1880 it was superseded by a larger and more efficient port at St
Helens that was rail-connected and worked by the Isle of Wight Railway. At the same
time the Isle of Wight Central Railway was developing Medina Jetty near Cowes. Medina
Jetty had the advantage that it could handle vessels up to 1,000 tons as the River Medina
was deep and could be accessed at all states of the tide. Bembridge Harbour and St Helens
Quay could only handle ships of half this size as the harbour was shallow, tide—depend;&it
and prone to silting. St Helens Quay was developed to handle the Isle of Wight Railway’s
mineral and general goods traffic whist Medina Wharf handled the Isle of Wight Central
Railway’s coal traffic. Newport Quay, despite being rail-connected, never became
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important because of the shallow depth of way and the steep gradient from the station

down to the quay.

Goods traffic was important for the success and growth of the Isle of Wight Railway. It
contributed significantly to its receipts. The railway carried the goods that fuelled the
urban growth and tourism at the main towns on its route. In 1866 the Isle of Wight
Railway had only 40 wagons for goods traffic; by the turn of the century it had 207 wagons
for moving mineral and general goods along its line. The railway contributed significantly

to the growth and development of trade in the Island in the Victorian period.
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Notes: The movement of goods to and from the Isiand.
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Chapter 9

Conclusion.
The histories of railways on the Isle of Wight have multiplied during the last ten years and
the value of what has been researched has been great. Yet not one of these studies is
devoted to discerning what the railway did in, and for, the country it crossed or served.
Most of them give a definitive history of the line from a rather narrow railway prospective,
few have moved beyond giving some account of passenger services offered or to try to
discover who used them and with what results. The difficulties of such an enquiry are only
too obvious. We cannot go beyond the evidence that exists which is, at best, fragmentary
and discontinuous. This thesis has attempted to place the business of the railways within a
national framework, and also within a local sctting. The railways were an integral part of
the landscape both in England and on the Isle of Wight and have been examined from this
viewpoint. This thesis sets out the evidence, with all the limitations indicated, and shows
how the Isle of Wight, a small island some 28 miles by 18 miles, became transformed by
the building of the railways and their associated developments. In this context railways
need to be seen, not only as a means of transport, but also as an instrument of social and
economic change, especially during its growth period in the nineteenth century. The
writers of railway histories have been mostly concerned with the details of the locomotives
and infrastructure, tending to ignore than with the importance of railway business, the

practices adopted and their impact on the lives of the people they reached.

By 1854 railway construction had produced a national system that was unbalanced,
serving, like the motorways of today, only the major urban centres. Up to this date the
railway companies had paid little attention to agricultural and rural communities. This was
to change in the 30 years following the Crimean War. Between 1856 and 1886 railways
came to be extended and the number of railway companies increased in almost every part
of the British Isles to give the country a fully national system. It was in this latter period
that railways developed on the Isle of Wight. There are four main reasons for this growth.
The first was that the demand for railway services, especially from agricultural interests
was growing, creating valuable business. Secondly, Parliament had shifted its attitude
towards z‘az’}wa,ys. Between 1854 and 1864, it made no substantial effort to help or
encourage railway construction. However, in 1864 two Acts were passed, both containing

measures to encourage the building of railways in rural districts; the Improvement of Land

Act, which allowed land owners to subscribe capital to railways by charging it to their
estate, and the Railway Construction Facilities Act, which offered a cheaper procedure for
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the building of railways in cases where all the landowners along the route were willi
sell land without opposition. The latter was especially relevant to the Isle of Wight, the
former less so. The third reason was the strong compeﬁtion between companies that led to
the building of new rural lines, which then could bring bene o rural communities. This
was evident in the Isle of Wight where the Isle of Wight Railway reached Ventnor in 1866,
via Shanklin and later, in 1900, the Newport, Godshill and St Lawrence Railway reached
the town, from an entirely different direction. The last of the reasons for the proliferation
of rural ratlways was due to momentum. Railway construction in the 1840s and 1850s had
developed a whole new railway industry, in terms of both the number of contractors and in
the manufacture of equipment. The maintenance of that business depended on the building
of more ratlways. This substantial industry was looking for opportunities to construct new
railways that demanded the full range of railway equipment. There was, therefore, every

inducement for further railway construction, as was seen in the Island.

Not only di tractors choose to invest in railway building but, as has been shown,
insurance companies and building socicties also went into the railway business. Banks
extended credit, and finance companies were ready to lend to railway promoters. The
promoters during this period were vastly different from the speculators of the 1840s.
Landowners, farmers and small businessmen carnestly wished to secure the construction of
railways to benefit their properties and their communities. They were often people of
limited means, some easily taken in by financiers, contractors, engineers and by lawyers,

who were all anxious to perpetuate the railway business and ensure their own prosperity.

The first railways were proposed on the Isle of Wight in 1845, when the Ventnor Railway
Association put forward 16 reasons for supporting the Isle of Wight Railway, all of which
proved, in some degree to be relevant in explaining why lines were built and indicating the
advantages that could accrue to the Island. These reasons revolved around the benefits that
the railway would bring to the economy of an area and hint of the social changes to the
communities to be connected by them. The assertion, that they would do no harm to th
areas and communities through which they passed, was contested by the wealthy
landowners of the Island, led by Lord Yarborough. After many false starts a line was
proposed and subsequently built between Newport and Cowes. The Bill received Royal
Assent on 8 August 1859 and the line opened for traffic on Monday 16 June 1862. This
heralded other schemes, the major one being for a railway between Ryde, a town and entry

point to the Island, and Ventnor, a goal for many of the proposed schemes. The Isle of
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Wight Railway opened from Ryde St John’s Road to Shanklin on 19 August 1864 and to
Ventnor in September 1866. George Young, a railway entrepreneur, and chairman of the
Ryde and Newport Railway steered a Bill through Parliament that received Royal Assent
on 25 July 1872, Interest here is on the close co-operation with the Cowes and Newport
Railway with which it proposed an end on junction at Newport. The line opened for traffic
on 20 December 1875. Newport, the county town, was seen as the hub of the railway

system and 1t was no surprise when the Isie of Wight (Newport Junction) Railway obtained
an Act of Parliament to build a line to Newport from Sandown, via the Arreton valley.
After many difficulties this opened on 1 June 1879, eleven years after it received its Act
The company, nominally independent, was eventually taken over by the Ryde, Newpo

and Cowes Joint Committees, which later became the Isle of Wight Central Railway.

in the East Wight, after at least two abortive schemes, the Brading Harbour Railway and
Improvement Company undertook a large multi-faceted scheme in the Bembridge area
The 1874 Act of Parliament authorised the company to build a line across the reclaimed
seabed of Brading Haven to St Helens and thence to Bembridge, to build stations at St
Helens and Bembridge and build a rail-connected port at St Helens. At Bembridge a hotel
was constructed adjacent to the station and the company bought a steamer fleet, which
operated from Bembridge to the mainland. The scheme was financed by the Liberator

to have cost £420,000. The line opened for traffic on 27
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Building Society and is reporte
May 1882 but the company was never financially stable. The line was worked from the

outset by the Isle of Wight Railway and taken over by them in 1896,

Between 1 and 1882 railway construction on the Island was focused upon linking up
the major settlements of Newport, Cowes, Ryde, Sandown, Shanklin and Ventnor. After
1882, attention switched to the more rural West Wight and to a second route to Ventnor.

gain the period under consideration was characterised by many ili-conceived and aborted

&>

schemes. The Freshwater, Yarmouth and Newport Railway was eventually authorised on
26 August 1880; construction was slow, the line opening for traffic on 20 July 1889 and
worked, under contract, by the Isle of Wight Central Railway. The last line to be built on
the Island was to be the second route to Ventnor. Ventnor people were critical of the Isle
of Wight Railway with regard to the rates it charged and consequently the high prices of
commodities in the arca. Against this background and in an age of ambitious private
enterprise and plentiful capital the Newport, Godshill and St Lawrence Railway received
Royal Assent for a Bill enabling them to construct a line from the Isle of Wight Central
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Railway at Merstone south to Godshill, through a tunnel to St Lawrence and along the

Undercliff to Ventnor. The line opened to St Lawrence on 19 July 1897 and to Ventnor on
I June 1900. By 1900 there were effectively two companies managing some 55% miles of
railway on the Island. The Isle of Wight Railway, largely in its original form,
operating from Ryde Pier Head to Ventnor with a branch to Bembridge and the Isle of
Wight Central Railway, centred on Newport, had lines to Ventnor, Cowes, Ryde, Sandown

and Freshwater.

-

The financial history of lines on the Isle of Wight closely mirrored that of lines on the

mainland, the fai o make railways pay combined with the desire to build more lines is
characteristic of rural lines in this period. Capital for the first line to be built, the Cowes
and Newport Railway, was raised by share issue, the amount stipulated in the Act and
described in detail in the prospectus issued by the company. The Isle of Wight Railway
experienced financial problems in its early years, even though its route was the most viable
passenger-carrying route on the Island. In May 1866 twenty sharcholders called for an
extra-ordinary meeting to examine the company’s financial affairs. In 1866, Bond, the Isle
of Wight Railway’s contractor, applied to the Warrant Finance Company, a loan company
associated with the Isle of Wight Railway, for payment for outstanding work. The railway
became indebted to them thereafter. Financial problems continued to beset the company
and in October 1866 it was forced to raise loans in order to avoid receivership. This it did
and managed to pull itself out of {inancial crisis. The Isle of Wight (Newport Junction)
Railway was always in financial difficulty and illustrates the relationship between a
railway and its credit company, the English and Foreign Credit Company, where capital
was paid to the company in exchange for shares. The Brading Harbour Improvement and
Railway Company paid for their grandiose scheme by investing £420,000 from the
Liberator Building Society. The Brading Harbour Improvement and Railway Company
was reported, even at its opening, to be in receivership. Eventually in 1896, after the
financial collapse of the Liberator Building Socicty, the Isle of Wight Railway took over
all aspects of operating the branch. There was an interesting relationship between the
Newport, Godshill and St Lawrence Railway and its contractor. Here payment for work
done was made to Messrs. Westwood and Winley, the contractors, in shares in the
company. These case studies show the difficulty of sustaining railway investment in this

period.
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The construction of lines on the Island show many of the techniques used and the problems

that needed to be overcome in railway building. By 1862 the methods of railway

construction were well develeped with numerous contractors and engineers available to

ender for the railway building contracts. Most contractors and engineers that worked on

1o
RS

“

the Island were more than competent to deal with the building of lines where single trac

and shallow gradients made the construction relatively simple. Nevertheless there were a

T

number of interesting engineering features. The Cowes and Newport Railway, running

alongside the River Medina, had a wooden viaduct and short

fry
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on its route and a
terminus station perched on a hillside above Cowes. The Isle of Wight Railway was, from
an engineering point of view, a much more exciting affair. The line was relatively simple
to construct between Ryde St John’s Road and Shanklin, but from Shanklin the line
climbed Apse Bank to Wroxall before driving through the chalk in a tunnel under St
Boniface Down and emerging into a quarry on a hillside above Ventnor where the terminus
was sited. Large numbers of navvies were needed on this project and it was reported that,
at one time, over 400 men were em’*‘oyed Associated with the works would be
brickworks capable of producing 15,000 bricks a day and all the other support required for
such a project. The Ryde and Newport Railway had few constructional problems apart
from the availability of ballast. Traditionally gravel was used on the Island but Messrs. J.
and G. Taylor decided to fire clay and then break it to form angular ballast. At Newport a
new station was built to serve the Cowes and Newport, Ryde and Newport and the Isle of
Wight (Newport Junction) Railways. To gain access to the station the Ryde and Newpoit
Railway had to build a brick viaduct over the River Medina, which contained a wrought
iron section that could be drawn back horizontally for ships to pass. The Isle of Wight
(Newport Junction) Railway was beset with constructional problems. In 1872 the Board of
Trade ordered the service to cease, as the second hand rails purchased from the London
and South Western Railway were unfit for use. Henry Jackson, the contractor, also filed a
petition for bankruptcy, a common occurrence for contractors at this time on the Island.
The other major engineering works on the Istand was the double-track line constructed

from Ryde Pier Head along the pier to Ryde Esplanade and then by a cut and cover tunnel
under the Es plaﬁade to Ryde St John’s Road station. This cost £750,000 and capital

i 0 i t

beyond the resources of the small Island companies. I
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was funded and overseen jointly by the London and South Western Railway and the

London, Brighton and South Coast Railway. The Bembridge branch shows how an

embankment was built to exclude the sea and drain Brading Haven to allow a railway to be

built from Brading across the former scabed to St Helens and then on to Bembridge. The
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equired for a rail-connected port at St
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scheme also included building the infr
Helens. The only major engincering works on the Newport, Godshill and St Lawrence
Railway was a tunnel between Whitwell and St Lawrence. Between the 15 October 1859,
the starting of work on the Cowes and Newport Railway, and 1 June 1900 the opening of
the Newport, Godshill and St Lawrence Railway, eight lines were constructed on the
Island, each illustrating the problems and techniques of railway construction in the

Victorian period.
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he first railway in the Island was opened in 1862 between Newport and Cowes, by 1880
all the main Island towns were rail connected. Between 1861 and 1901 the population of
the Island grew from 55,362 to 80,911, In the East Wight population and urban growth
took place in the parishes of Newchurch, Brading, Shanklin, St Helens and Whippingham.
The Isle of Wight Railway opened from Ryde St John’s Road to Ventnor in 1866 and was
a major factor in promoting urban growth in Ryde and developing Ventnor, Sandown, and
Shanklin from small villages into towns. Growth also took place in the parishes of
Carisbrooke, Newport, Northwood and Cowes. Here the railways had some influence on
the urban growth but building lagged behind the initial period of population growth,

stimulating a later, secondary phase.

The Isle of Wight Railway had a pronounced effect on the settlements it served. Shanklin
had a number of natural advantages, such as a striking cliff line, a beach and a chine, and
developed rapidly after 1846 due to tourism. To some extent this was due to the railway
making the Island more accessible from London; the London and Southampton Railway
opened a branch to Gosport, opposite Ryde, in 1841, The Isle of Wight Railway arrived in
Shanklin in 1864 and supported the growth of Shanklin. Shanklin’s population doubled
between 1861 and 1871. The railway never had the same effect in Ryde, which was
established as a town much carlier. Ryde was well placed with respect to the mainland an
started to grow from 1813, when the first pier was completed, and became a major entry
point to the Island for both people and goods. The Isle of Wight Railway had, from the
outset, an uneasy alliance with the people of Ryde choosing to build its terminus at Ryde
St John’s Road on the eastern outskirts of the town and in the neighbouring parish of
Newchurch. A tramway was initially built between the Pier Head and the terminus of the
Isle of Wight Railway but later, in 1880; it was replaced by a line financed jointly by the
London and South Western Railway and the London, Brighton and South Coast Railway.

This allowed Ryde to preserve and develop its water frontage for tourism.
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The railway had a great impact on the village of Bembridge in the East Wight. The
Brading Harbour Improvement and Railway Company opened a short branch from the Isle
of Wight Railway mainline at Brading in 1882. On the positive side the railway brought
prosperity to the village, bringing in well-to-do tourists, creating jobs to cater for them and
so brought money into the local economy. The railway also allowed local people easier
access to Ryde, the nearest main town, Newport and the mainland and gave them the
steamer service that was bought out and run by the company. The railway stimulated
growth, the Spithead Hotel was completed in 1882 and the village expanded. The railway
also brought social benefits to the village. A regular piped water supply was acquired for
the viilage in 1903 from the United Realisation Company, originally owned by the Brading
Harbour Improvement and Railway Company. However, negative factors included the
increased silting of the harbour, which was brought about by the creation of the
embankment between St Helens and Bembridge in 1880 and with it the associated problem
of the silting up of the sewage pipe that the village relied on. Some local inhabitants
thought that Bembridge had lost its charm and seclusion with the coming of the railway.

Whatever, the li those living in the village was considerably altered by its arrival.

In 1860 Venables found the Island to be a diverse agricultural district. Wheat, barley and
oats were the main crops, cattle fattening and dairying was more important on the heavier
soils and sheep were reared on the Downs. Apart from the sheep, whose wool was sent to
Yorkshire, all produce went to the local market. There was a general lack of capital for
agricultural improvements and a fear of introducing modern farming practices. The wage
of agricultural labourers was low. It was said that farmers bought too many inferior horses
and used too many inferior implements. Landowners such as Lord Yarborough believed
that the building of railways could do great damage to the land through which they passed
by restricting privacy, separating the uﬁity of farms and dividing fields into ill-shaped
fragments. The Newport, Godshill and St Lawrence Railway passed through an
agricultural area. Here the stations at Merstone, Godshill and Whitwell became the focus
of rural activities and handled all sorts of business. Coal, used for powering farm

.|

machinery and drying grain, was brought into the district quickly, cheaply and reliably and

perishable goods, such as milk and root crops, were sent to market frequently and quickly

by train. Stations boasted sidings for goeds wagons, cattle docks for loading sheep and

cattle and sheds for storing merchandise. Passengers made the station the centre for social

life with the stationmaster a prominent person in the village society. The railways

therefore brought benefits to the agricultural communities making the journey to market
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quicker and more reliable, opening up the district to new ideas and allowing bulk

commodities to be delivered quickly and cheaply. Railways, by virtue of their use of

unskilled labour durin cans‘zruetiofz, increased local labour rates and gave mobility to
g g

those seeking better-paid work. However, changes were slow and there is little evidence to
think that the railways brought about wholesale changes to the pattern of farming on the
Island.

Urban growth between 1861 and 1901 made great demands for merchandise of all kinds.
If not manufactured on the Island from raw materials found on the Island then all goods
had to be transported across to the Island from the mainland. In 1864 the Isle of Wight

Railway built a siding to serve Brading quay‘ Coal, in particular, was transferred using

L
e

is facility. In 1882 the Brading Harbour Improvement and Railway Company closed
Brading Quay because of its reclamation of Brading Haven and substituted in its place a
new rail-connected port at St Helens with modern facilities that were capable of dealing
with much larger vessels. The firms of Chaplin, Pickford and Curtis, carriers of general
merchandise, were able to unload direct from their vessels into railway box-vans and
wagons ready to distribute their goods throughout the Island. However, bulk commodities,
especially coal, timber, building materials and cement were the main goods handled by the
port. The Isle of Wight Marine Transit Company, a subsidiary company of the Brading
Harbour Improvement and Railway Company, operated a freight-only train ferry, between
Langstone Harbour, on the mainland, and St Helens. The aim was to make the movement
of goods to the Island quicker and easier because they would not have to be unloaded on
the mainland and then loaded again into wagons on the Island. The scheme had some
success but the vessel, the Carrier, was in truth too small for the waters and the service
ceased in 1888. Medina Jetty, near Cowes, became rail-connected to the Cowes and
Newport Railway in 1878 and soon became the principal point of entry for coal. In 1898,
122 colliers unloaded 73,000 tons of coal for Island merchants. Further upstream, Newport
Quay became rail-connected but was never successful because of the severe gradient of the
siding down to the quay. Freight, both mineral and general, became an important source of
revenue for Island railways. In 1864, the first year of operation of the Isle of Wight
Railway, freight traffic was worth £212 but by 1910 it had risen to over £11,000 p.a. The
railways supported the increase in trade brought about by population growth, urban growth

and tourism in the Victorian period.
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From 1820 regular ferry services from the mainland made the Island more accessible and
gave a boost to the tourist industry. The mainland railway companies made the Island easy
to get to from London. The London and Southampton Railway opened to Southampton in
1840 and later, renamed the London and South Western Railway, opened a branch to
Portsmouth and even later, in 1858, a branch to Lymington, all ports which had regular
services to the Island. Tourists came to the Island essentially for the recuperative climate,
coastal air and scenery. Queen Victoria made the Island popular by building her summer
residence at Osborne in 1846. Ventnor grew as a resort due to its association with the
disease, tuberculosis of the lung. In 1846 Sir James Clarke recommended the Undercliff at
Ventnor for sufferers, as the only cure at the time was rest, fresh air and good food. The

at €

Royal National Hospital for Diseases of the Chest was founded at St Lawrence in 1867,

a
year after the Isle of Wight Railway reached Ventnor. The railway quickly improved
communications to the area and this gave a great boost to Ventnor as a tourist resort.
Sandown on the south coast grew into a notable resort and sizeable town due to its

xcellent beach, sunny aspect and stunning views. The Isle of Wight Railway reached
Sandown in 1864 and helped substantially in its development and in its promotion of
tourism. Railways, then, were just part of an infrastructure that enabled the Victorians to
move more freely from where they lived to where they enjoyed themselves. David St John
Thomas, articulated the rural myth of continuity, community and the classlessness of the
country railway, states the following:

..the country railway provided more than transport. [t was always part of the
district it served, with its own natural history, its own legends and folklore, a staff

iii

whe that were at the heart of village affairs, its stations and adjoining pubs swere places
for exchange of gossip, news and advice.'

This could be applied, without reservation, to the Isle of Wight and its railway system in

the Victorian period.

This thesis has therefore added considerably to the of knowledge of the effect the railways
had in a small, relatively rural area, by describing, analysing and evaiuating the impact of
the railways in the eastern part of the Isle of Wight in the Victorian period. In particular
the study has shown the reasons why railways were promoted and the nature of the
opposition to them, how they were financed and constructed and the impact that they had
on settlements, agriculture, trade and tourism. The thesis has added to the history of the
Isle of Wight in the Victorian Period and allowed the impact of the railways on the Island

to be compared with other relatively isolated rural communities.
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Notes: Conclusion.

1. David St John Thomas, 7he Country Railway, (London, Penguin, 1979), p.12.

202



Biblicgraphy.

A, Primarv Sources.

a) Manuscript.

ek o

g

Isie of Wight County Record Office, Newport.
Brigstocke papers.

Fardell collection.

Hammond-Graeme papers.

Heytesbury papers.

Isle of Wight (Newport Junction) Railway, report and accounts.
Jerome collection.

Lind papers.

Oglander papers.

Railway papers.

Ward collection.

White Popham collection.

General census returns, British Parliamentary papers.

Public Record Office, Kew.

BT31 Registration under the Companies A

BT41 Registration under the 1845 & 1852 Cempaﬁies Act.
BT285 Returns made under the Railway Companies Security Act.
BT288 Insolvent companies.

CRESSS Crown Commissioners’ papers.

J13 Court proceedings.

MT6 Board of Trade reports and correspondence.

MT10 Foreshore papers.

MT29 Board of Trade, office copies of reports.

MT54 Light railway plans.

MT130 Light railway orders, hearing of objectors.

RAIL142 Cowes and Newport Railway.

RAIL211 Freshwater, Yarmouth and Newport Railway.

RAIL328 Isle of Wight Central Railway.



RAIL32 Isle of Wight (Newport Junction) Railway.

RAIL330 Isle of Wight Railway.

RAILA41 London, Brighton and South Coast Railway.

RAIL 514 Newport, Godshill and St Lawrence Railway.

RAILS91 Ryde and Newport Railway.

RAIL669 Stokes Bay Railway and Pier Company.

RAIL797 Isle of Wight Marine Transit Company.
11981 Special and miscellancous timetables.

RAIL1053 Board of Trade accident reports.

RAILI110 Reports and accounts, railway companies

iii) Ordnance Survey.
0. S. Plan SZ 6088 — 6188.
0. S. Plan 57 4088 — 4188.

iv) Isle of Wight Steam Railway, Haven Street Station, Ryde.

Archive collection of ratlway papers.

V) Hampshire Record Office, Winchester.

Deposited plans.

Vi) Institution of Civil Engineers.

Original communications.

vii) Bembridge village records.
Minutes of the annual parish mee‘éings (9 March 1896 to 23 March 1965).
Minutes of Bembridge parochial sanitation committee. (14 January 1884 to
4 January 1896).
Minutes of the Bembridge parochial committee. (16 February 1898 to 5

December 1906).



b) Printed.

Newspapers

e
N’

Bournemouth Gazette.
Lymington Courier.

Daﬂy Telegraph.

Hampshire Telegraph.
Mustrated Isle of Wight Guardian.
Isle of Wight Advertiser.
Isle of Wight Chronicle.

> of Wight County Press.
Isle of Wight Examiner.
Isle of Wight Express.
Isle of Wight Herald.
Isle of Wight Journal.
Isle of Wight Mercury.
Isle of Wight Observer
Isle of Wight Times.
London Gazette.
Lymington Chronicle
Newport Times.
Ryde News.
Shanklin Weekly News.
Southampton Times.
The Standard.

The Times.

ii} Acts of Parliament.

Ryde Improvement Act 1829, 10 Geo. Ch. 4.

The Isle of Wight Eastern Section Act 1860, 23 & 24 Vict. Ch. 162.
Isle of Wight Railways (Extension) Act 1863, 26 &27 Vict. Ch. 232.

The Bembridge Railway, Tramway and Pier Act 1864, 27 & 28 Vict. Ch. 327.



Ik

o

:‘:?.;

Isle of Wight Railways (Steamer) Act 1865, 28 & 29 Vict. Ch. 157.
sle of Wight Railways (Extension) Act 1865, 28 &29 Vict. Ch. 224,
Isle of Wight Railways Act 1867, 30 &31 Vict. Ch, 174.
Brading Harbour Improvement, Railway and Works Act 1874, 37 & 38 Vict. Ch.
195.
Isle of Wight Railways (Additional Capital) 1876, Board of Trade certificate
ted under the Railway Companies Powers Act 1864, 27 & 28, Vict. Ch. 120.

South Western and Brighton Railway Companies (Isle of Wight and Ryde Pi
Railway) Act 1877, 40 & 41. Vict. Ch. 107.
The South Western and Brighton Joint Steam Vessels Act 1879, 42 & 43, Vict. Ch.
30.
Brading Harbour Improvement, Railway and Works Act (Addition Powers) 1831,
44 & 45 Vict. Ch. 24.

Shanklin and Chale Railway Act 1885, 48 & 49 Vict. Ch.117.

Shanklin and Chale Railway Act 1887, 50 &51 Vict. Ch. 164.
Newport, Godshill and St Lawrence Railway Act 1889, 52 & 53 Vict Ch. 151
Isle of Wight Railway Act 1890, 53 &54 Vict. Ch. 137.
Railway Rates and Charges No.9 (Isle of Wight Railway, etc.) Order Confirmation
Act 1892, 55 & 56 Viet. Ch.47.
Newport, Godshill and St Lawrence Railway Act 1892, 55 & 56 Vict, Ch. 211
Newport, Godshill and St Lawrence Railway Act 1896, 59 & 60 Vict. Ch. 67.
Brading Harbour and Railway Act 1896, 59 & 60 Vict. Ch. 243

Order of the Light Railway Commissioners under the Light Railway Act 1896,
Ventnor Inclined Light Railway,

sle of Wight Railway (Brading Harbour and Railway) Act 1898, 61 &62 Vict. Ch.
98.

Jomenh

iii) Books and Articles.

Adams, William Bridges, Road and rails and their sequences, physical and moral,
(London, Chapman & Hall, 1862).

Balfour, Jabez Spencer, My prison life, (London, Chapman & Hall, 1907

Bradshaw G., Bradshaw’s shareholder’s guide, railway maniial and directory,
1871, (London, Adams, 1871).

Brannon G., Brammon’s picture the Isle of Wight, (Wootton, Brannon, 1847).

U
Brannon, G., The pleasure visitors companion to the Isle of Wight, (Wootton, 1889).



_CJ\

[—y fo—y
Jwe W

Yook
hd

[Rons
Jo

...A
~

fomd
0

19.
20.

Brannon, G., Views of the Isle of Wight, (London, 1824).

Brighton as it is, its pleasures, practices and pastimes. By a graduate of the
University of London, (Brighton, George Smart, 1860).

Census 1851, The census of Great Britain, 1851, (London, Longman, Brown, Green

¥]

nd Longmans, 1854).
Cornish, C. J., The reclamation of Brading Harbour 1878, (Wild England Today,

Seely and Co. Ltd, reprinted 1982, Strand Ross).

. Dickens, C., Dombey and son, (London, Collins, 1987).
. Du Boulay, E., Bembridge past and present, (Ryde, Observer Press, 1911).

. Electrical Review, report on the South Western and Isie of Wight Junction Railway,

January 1901,

. Engineering Magazine, report on getting goods to the Isle of Wight, 7 August 1885,

-

larvey Betts, G., Shawnklin as a health resort, (London and Ventnor, 1872).

i

¥
o . . ~nd
asted, B, The history and topographical survey of the county of Kent, 2" Ed.,

(Canterbury, printed by W Bristow, 1797 — 1800).

o
[

- Hill, Historical and commercial directory of the Isle of Wight, (London, 1871).
Hill, Historical and commercial directory of the Isle of Wight, (London, 1879)

. A history of Hampshire and the Isle of Wight, the Victorian history of the counties

Ofﬂ“ig;&ud \Luiﬁdi)n Constable, 19500 — }9}4).
Hutchinson, 1. C., The south sea guide and Isle of Wight companion, (1875)

: : s PR ; : i
Jenkinson, H. 1, Jenkinson’s smaller practical guide to the Isle of Wight, 5" Ed.,

“»...,/

{London, Stanford, 1850).

. Knight, Tourists companion, (London, 1853).

. London and South Western Railway, The official guide to the London and South

Western Railway, comments on Sandown, (London, 1887),

.Long, W. H., (ed) (1888), The Oglander memoirs: extracts from the manuscripts of

Sir John Oglander, K. T. Brannon, (Newport, Isle of Wight County Press, 1888).

t. Oglander, Sir John, The Oglander memoirs, 1595 — 1648, edited with an

introduction and notes by W. H. Long, (London, Reeves and Turner, 1888).

25. Shaw, Shaw s tourisis picturesque guide to the Isle of Wight, {London, Shaw, 1878)

. Sheridan, W., 4 Aistorical and topographical guide to the Isle of Wight, (London,

1832).

. The Builder, report on the completion of works on the embankment, 26 July 1879.

. Vancover, General view of agriculture of Hampshire and the Isle of Wight, (1810,

2nd Ed., 1813),



29. Venables, Rev. E., 4 guide to the Isle of Wight, (London, Stanford, 1860).
30. Ward & Lock, Ward and Lock’s historical pictorial, guide book, Vo. 13, Isle of

Wight, 5™ ed. (London, Ward and Lock).

B. Secondary Works.

i) Bibliographies.
.z 7s .. . . d
Ottley, G., 4 bibliography of British railway history, 1965. 2" ed., (London,
H. M. S. O, 1983).

Parker, A. G., 4 guide to local sources, (unpublished, 1973).

if) Books and Articles.

1. Barker, T. C., and Robbins, R. M., 4 history of London transport, passenger travel
and the development of the metropolis, (2 vols., London, Allen and Unwin for the
London Transport Executive, 1974).

2. Best, G., Mid Victorian Britain, 1851 — 1875, (London, Weidenfeld & Nicolson,
1971).

3. Blackburn, A. and Mackett, J., The Freshwater, Yarmouth and Newport Railway,

(Bracknell, Forge Books, 1966, 2™ cd., 1988).
4. Blackburn, A. and Mackett, J., The railways and tramways of Ryde, (Bracknell,
own and County Press, 1971).

., Georgian and Victorian Shanklin, (Leeds, Boynton, 1973).

LA
to
o
e
)
i
<
R=]
-

Bradley, D. L., 4 locomotive history of railways on the Isle of Wight, (London, The

:Q\

T

Railway Correspondence and Travel society, 1982

A
1
7. Cooper, T. P., ‘Nineteenth century Parliamentary procedure concerning Bills

affecting railways’, Wight Report, 37, (Autumn 1977).

8. Cooper, T. P., “The Hampstead Tramway’, Wight Report, 39, (Spring 1978).
9. Cooper, Tim, ‘Isle of Wight (Newport Junction) Railway’, Wight Report, 43

(September 1989).
10. Cooper, Tim, ‘One hundred years ago’, Wight Report,

~y
o]
11. Cooper, Tim, ‘One hundred years ago’, Wight Report, 3

o

)

12. Cooper, Tim, ‘One hundred years ago’, Wight Report, 49, (Autumn 1980).
13. Cooper, Tim, ‘The Ryde and Newport Railway’, Wight Report, 29, (Autumn 1975).
14. Course, E., The railways of Southern England, Vol. 1, The main lines, (London,

Batsford, 1973).



18.

17.

28.
29.

G
£

Course, E., The railways of Southern England, Vol. 2, Secondary and branch lines,

(London, Batsford, 1974).

. Course, E., The railways of Southern England, Vol. 3, Independent and light

railways, (London, Batsford, 1976).
Gourvish, T. R, Railways and the British economy 1830 — 1814, Studies in

FEconomic and Social History, (London, Macmillan, 1980).

4

. Harding, Peter, A., The Bembridge branch line, (Woking, Peter A, harding, 1983).

g,

. Hargrove, Ethel, Wanderings in the Isle of Wight, (London, Melrose, 1913).

. Hawke, G. R., Railways and economic growth in England and Wales, 1840 — 1870,

(1980).

.Hern, A., The seaside holiday, (London, Cresset, 1967).

. Lennox, lan, ‘Land Use changes and development at Sway, ¢1767 — 1910°,

Hampshire Field Club & Arch. Soc, Newsltr., No.28, Aut. 1997.

. Mackett, J., “The Lymington connection: Part 1, The mainland’, Wight Report, 60,

(Summer 1983).

b Mackett, J., “The Lymington connection: Part 2, Passenger steamers’, Wight Repori,

62, (Winter 1983/84).

. Mackett, J., “The Lymington connection: Part 4, The Island’, Wight Report, 65,

{Autumn 1984).

. Mackett, John, ‘Newport Quay and sidings’, Wight Report, 48, (Autumn 1979).

. Mackett, John, “The South Western and Isle of Wight Junction Railway’, Wight

Report, 71, (Spring 1986).
Mackett, John, ‘Trains and Tuberculosis’, Wight Report, 74, (Winter 1986/7).
Maycock, R. I., & Silsbury, R., The Isie of Wight Railway, (Usk, Oakwood Press,

1999).

. Ordnance Survey, Outdoor Leisure Map 29, (Isle of Wight).
. Ordnance Survey, Landranger Map 196, (Solent and the Isle of Wight).

. Paye, P., Ventnor West Branch, (Didcot, Wild Swan Publications, 1992).

A +h

. Paynton, Philip, ‘An English cross-country railway: rural England and the cultural

reconstruction of the Somerset and Dorset Railway’, Working Papers in Railway
Studies , No.2, cmp. Colin Divall, Institute of Railway Studies, University of York,

1997,

.Reed, M. C., ed., Railways in the Victorian economy: Studies in finance and

economic growth, (1969).



(S
N

41. Smith, D.N., The railway and its passengers: A social history, (Newton Abbot,

. Sprake, D., Put out the flag, (Newport, Cross Publishing, 1993).

. Wilson, L., Portrait of the Isle of Wight, (London, Hale,

. Revill, George, “Migration, mobility and community: Midland railway headquarters

and the railway suburb of Derby’, Working Papers in Railway Studies , No.2, cmp.

Colin Divall, Institute of Railway Studies, University of York, 1997.

. Simmons, Jack, The railway in town and country 1830 - 1914. (Newton Abbot,

David and Char ICS, }986>

. Simmons, Jack, The railways of Britain, (London, Macmillan, 1986).

. lmmi 18 14l Y 11 rriwall, 1835 -1 {;Llf‘iiuz of the oyal
Simmons, , “The railway in Cornwall, 1835 147, J the Roy

Institute Of ornwall, Vol. IX, 1982.

. Simimons, Jack, ‘Public transport in Leicestershire, 1814 — 80°, Trans. of the

Leicestershire Ach. and Hist. Soc., vol. 74, 1996.
Simmons, Jack, ‘Railways, hotels and tourism in Great Britain’, Journal of

Contemporary History, (19, 1984)

David and Charles, 1988).

. Smuth, Oliver, An illustrated history of the Isle of Wight Railway, Cowes to

Newport, (Oldham, Irwell Press, 1993).

. Southern Railway Magazine, report on the story of the Carrier at the 1887 Golden

Jubilee review of the fleet, March 1926.

. Stokes, H., The very first history of the English seaside, London, Sylan Press, 1947).

. Turner, E. S., 7aking the cure, (London, Quality Book Club, 1967).

. White, H. P., Forgotten Railways, (Newton Abbot, David St John Thomas, 1986).
196

Y

1
-



