THE WOOLHOPE NATURALISTS’ FIELD CLUB
(ARCHAEOLOGY RESEARCH SERIES)

RESEARCHING
THE
LEOMINSTER CANAL

Part 4 : RAIL - then PLATE

( “. ..these damned tramroads!” )

Recalling the Survey of 1789
by
Thomas Dadford Junior
(revisited with Gerry Calderbank )



AN EARLY ENCOUNTER ... canal, rail and visitors

This activity was observed and recorded by two antiquarians during their travels through Monmouthshire,
with their objective being a travel guide for the county. The book appeared in 1801 and it also included
their river voyage from Ross to Chepstow — Chapters 35-36 — ‘Navigation of the Wy’ (sic).

Archdeacon William Cox 1747 - 1848

B0 T ® Born in London, the son of the Court
' J Rl £ Physician to King George Il.

® Education: Eton College & Fellow of King’s
College, Cambridge - Ordained.

®  Chaplain at Blenheim Palace & tutor to the
sons of the Duke of Marlborough.

® |775: Henry, Earl of Pembroke engaged
him and Capt. John Floyd, Dragoon Guards,
to escort his son on the Grand Tour.

® |779: Franco-Spanish involvement in the
American War forced their return.

® Based at Blenheim, further involvement in
‘Bear Leading’ wealthy young men & travel
writing.

® |788: Lord Pembroke presented him with
the living of Bemerton. Possible first
acquaintance with Richard Colt Hoare.

® |798: Their joint tour of Monmouthshire
was most probably financed by Colt Hoare.



— ARCHDEACON WILLIAM COXE ... Antiquarian and Travel-writer—
Preambile ... to Jeremy K. Knight’s Introduction for the New Edition of ‘Coxe’, (1995)
A Traveller in Gwent two hundred years ago might have encountered two other visitors. Both were from Wiltshire.
One was a short, rather stout clergyman in his early fifties, the other a tall, slender man some ten years younger.
They were the Revd William Coxe, vicar of Bemerton (George Herbert’s old parish), west of Salisbury and Sir
Richard Colt Hoare, the owner of Stourhead, where each generation of his family had added its own particular
contribution to the house and its grounds. Coxe and Hoare were in Monmouthshire collecting material for a book
which Coxe was writing and Colt Hoare illustrating: An Historical Tour in Monmouthshire, finally published in
two volumes in 1801, and often referred to simply as ‘Coxe’s Monmouthshire’.
Whereas most of Coxe’s written output seems to bear little weight with the literary critic nowadays, then the
same cannot be said of his writings for archaeologists, antiquarians and historians although, even in such
circles, his contribution to industrial archaeology has, until recently, been very underplayed. It’s therefore
remarkable that quite recent books on the Monmouthshire iron industry have sometimes omitted this primary
source. Aside from his Picturesque lineage there has sometimes been, amongst certain archaeologists, a
tendency to merely associate Coxe, because of the Colt Hoare linkage, with the barrow digging of some
contemporary antiquarians - and thereby to forget the objectivity that his Latin scholarship sometimes
brought to bear upon the more rigorous study of Celtic (especially Welsh) antiquity. This omission has now
been rectified, and a more accurate appreciation of his work asserted, in the splendid ‘Introduction’
contributed by Jeremy Knight to the latest facsimile reprint of “An Historical Tour in Monmouthshire” .
However, in the present context we must put aside any of his linguistic and Romano-British subject
matter and all of the overseas tourism. We concentrate, instead, upon the significance of Coxe to the study of
the early industrial landscape history and archaeology of Monmouthshire in general — and to his observations
on transport in particular. Knight attaches huge importance to Coxe’s descriptions of the contemporary
industrial development which, during his third tour, he encountered around the iron-making uplands of
Monmouthshire — together with his historical accounts of its recent past — as being of great significance to
the industrial historian; and, incidentally, Knight informs us that ‘pit coal’ denoted coke
“. .. Coxe is a major primary source for the early industrial history of the county, particularly its iron industry.
His list of the ‘principal manufactories in Monmouthshire’ gives a snapshot of this at a crucial point in its
development. Charcoal furnaces, some going back to Elizabethan times, survived at Pontypool, Tintern and
Abercarn, though the last was not used. There was also a series of charcoal furnaces for converting the cast pig
iron into wrought bar iron, but the first of the new coke-fired blast furnaces (‘pitcoal furnaces’) were appearing
at places like Nantyglo, Ebbw Vale and Blaenavon, though these pioneer settlements were not yet the black
industrial towns of the future. Coxe was shown around the Blaenavon ironworks by one of the Cockshutt family,
associates of the Crawshays at Merthyr Tydfil and elsewhere. His account provides precious detail of industrial
and work processes, and such matters as the building of a railroad or tramway. Colt Hoare’s drawing of the
new ironworks at the end of its first decade is equally full of technical detail, and deserves careful scrutiny. The
coal industry by contrast was still in its early days. Coxe noted that coal from Blaenavon supplied the
surrounding area, though in fact this was not the result of the foundation of the ironworks. Local small
landowners and farmers had been operating productive and profitable sale-coal pits at places like the Blorenge
and Nantyglo long before the advent of the pitcoal furnaces.” Jeremy K. Knight — (1995)

For both the historian of early railways and more general readers, Chapter 24 is packed with contemporary
information, to such extent that it might seem invidious to pick out any single item, whereby selection
simply becomes a matter of personal choice. With many readers this will possibly be the detailed mining
history; but for myself, from first acquaintance, it was the vast amount of detail regarding the construction of
early Monmouthshire railroad track (including its evolution from cast iron to wooden sleepers) together with
Coxe’s explicit description of the ‘cars’ and, in particular their, ‘grooved wheels’.

At first reading I had assumed a most uncharacteristic lapse in Coxe’s language since he must surely
have meant ‘flanged’ wheels? But evidently not, because further investigation and some extensive re-reading
of Barrie Trinder (1983) plus the earlier writers such as Frederick S. Williams (1850) et al. recalled that both
railway and mining tracks share a long, evolutionary progression. In short, the writers recount an evolution
(at Coalbrookdale) from simple timber tracks to iron “scantling” plates laid over the wooden rail, and similar
developments - albeit using just iron - near Derby, Ashby-de-la-Zouch and also in South Wales. In the first
chapter of my (1880) edition of ‘Our Iron Roads’ FrederickWilliams goes into considerable detail - but
with some of this seemingly at odds with Coxe. Williams’s Sheffield account relates an opposite sequence of
change - from timber sleepers to stone blocks - so perhaps it’s merely a chronological confusion since such
change also occurred in S Wales (albeit only shortly after the Coxe excursions) when John Hodgkinson - of
Abergavenny - started to replace the local Dadford and Sheasby edge rail with Outram-style plateway.
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MONMOUTHSHIRE | by
: Nathaniel Coltman

This map accompanied
Archdeacon William Cox’s
book of 1801:

“An Historical Tour
in
Monmouthshire”

The tour was undertaken by
Cox and Sir Richard Colt
Hoare (of Stourhead) in the
Autumn of 1798.

They would return twice
more —in the Spring and
Autumn of 1799.

Sir Richard, a competent
artist, made field sketches in
order to illustrate the book.

He also toured the district
independently of Cox,
writing as follows:

THE CLYDACH TRAMROAD . . . is made at the heavy

expense of a thousand pounds a mile and its utility consists in
transporting very heavy burdens with few horses.

It i1s formed by long bars of iron cramped together, and
strengthened by others fixed crossways.

A deep cart with iron wheels is made to fit exactly the iron
track.

The friction by this means is so small that they run with the
greatest facility.
It is curious to see a number of these carts laden with iron

stone etc running with great velocity down the sides of the
mountains without any horses.

One or two men stand behind the cart and by means of a lever
stop the motion of the wheels instantaneously.

These carts carry the weight of three tons.
( Richard Colt-Hoare - 1798 )
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Sketch by unknown artist - ‘R.H.’

(almost certainly Richard Hoare !)
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- BLAENAVON IRON WORKS -
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Canal and Tramways ... in the Nineteenth Century
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1 Clydach Tramroad - swrveyed 1792; first opened 1794
later extensions and branches

2 Llam-march Tramroad - swrveyed 1792; opened 1795
later, partially doubled and extended to Gilioern

3 Llangattock Tramroad - first surveyed ( Liangattock to
Daren Cilau ) 1792; later, extended to Brynmator

4 Bailey’s Tramroad - authorised 1821; opened c. 1822
later, converted to M.TA. Rail:oay, 18605

5 Tramroad shown on early maps
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- COXE & HOARE ... and their ‘Historical Tour in Monmouthshire’ -
[ 227 ]

CHAPTER 24

Excurfion from Abergavenny to Blaenavon.—Rife and Progrefs of the Iron Works.—
Route through the Valley of Avon Lwyd to Pont y Pool.

IN the courfe of my expeditions I three times vifited the iron works of Blaen-
avon, recently eftablifhed in the vicinity of Abergaverny, which form a new
and interefting objeé in the tour of Monmouththire.

From Abergavenny, in company with fir Richard Hoare, I paffed over the-
ftone bridge of the Uik, along the plain between the river and the Blorenge, and
went up the fteep fides of the mountain, in a hollow way inclofed between high
hedges, with occafional apenings, which admit different views of Abergavenny
and the circumjacent country. Emerging from the thickets of wood which
clothe the lower and middle parts, we afcended a common, ftrewed with vaft
‘mafles of rock, from whence a dreary moor leads to the fummit, overlooking
the works of Blaenavon, fituated in the hollow of the mountain, near the fource
of the Avon Lwyd, from which the place derives its appellation.

At fome diftance, the works have the appearance of a {mall town, furrounded
with heaps of ore, coal, and limeftone, and enlivened with all the buftle and ac-
tivity of an opulent and increafing eftablithment. The view of the buildings,which
are conftruted in the excavations of the rocks, is extremely picturefque, and
heightened by the volumes of black fmoke cmitted by the furnaces. -While my
friend fir Richard Hoare was engaged in fketching a view of this fingular fcene,
of which an cngraving is annexed, I employed myfelf in examining the mines and
works.

This fpot and its vicinity produce abundance of iron, with coal and limeftone,

Gga2 and



228 CHAPTER 24

and every article ncceflary for {melting the ore: the veins lie in the adjacent
rocks, under ftrata of coal, and are from three and a half to feven or eight inches
in thicknefs; they differ in richnefs, but yield, upon an average, not lefs than
forty-four pounds of pig iron to one hundred weight of ore. The principal part
of the iron, after being formed into pigs, is conveyed by means of the rail road
and canal to Newport, from whence it 1s exported.

The fhafts of the mines are horizontal, penetrating one below the other, and
under the coal fhafts ; iron rail roads are conftruéted to convey the coal and ore ;
which are pufhed as far as the fhafts are worked, and gradually carried on as the
excavations are extended ; the longeft of thefe fubterraneous paflages penetrates
Rot lefs than three quarters of 2 mile. The coal is fo abundant as not only to
fupply the fuel neceffary for the works, but large quantities are fent to Aberga-
venny, Pont y Pool, and Utk.

Although thefe works were only finifhed in 1789, three hundred and fifty men
arc employed, and the population of the diftri¢ exceeds a thoufand fouls. The
hollows of the rocks and fides of the hills are ftrewed with numerous habitations,
and the heathy grounds converted into fields of corn and pafture. Such are the
wonderworking powers of induftry when dire¢ted by judgment !

The want of habitations for the increafing number of families, has occafioned
an ingenious contrivance: a bridge being thrown acrofs a deep dingle for
the fupport of a rail road leading into a mine, the arches, which are ten
in number, have been walled up, and formed into dwellings ; the bridge 1s
covered with a penthoufe roof, and backed by perpendicular rocks, in which
the mines are excavated. Numerous workmen continually pafs and repafs, and
low cars, laden with coal or iron ore, roll along with their broad and grooved
wheels ; thefe objeéts, lofing themfelves under the roof of the bridge, again emerg-
ing, and then difappearing in the fubterraneous paffages of the rock, form a fin-
gular and animated picture, not unlike the moving figures in a camera obfcura.

The mountainous diftri& which contains thefe mineral treafures, is held by the
earl of Abergavenny, under a leafe from the crown. It was formerly let to the
family of Hanbury, of Pont y Pool, for lefs than £.100 a year; and as the value

of



BLAENAVON IRON WORKS. 22¢

of the mines was not fufficiently appreciated, no works were conftrutted ; but the
mafies of ore found near the furface were conveyed to the forges of Pont y Pool.
Soon after the expiration of the term, the diftri¢t was granted by another leafe
to Hill and company, who began thefe works in 1788, and expended forty
thoufand pounds before any return was made ; this expence, however, has been.
amply repaid by the produce.

On confidering the rife and rapid progrefs of the iron manufaories in this dif-
trit, as well as in the neighbouring mountains of Monmouthfhire and Gla-
morganfhire, it 1s a matter of wonder that thefe mineral treafures fhould have
been fo long neglected. This wonder will increafe, when it is known that iron was
manufactured in this country at a period beyond the reach of tradition or hiftory.
Large heaps of flug or cinder have been repeatedly difcovered, fome of which are
evidently the product of bloomeries, the moft ancient method of fufing iron ; in
other-places are traced the fites of furnaces long difufed, of which no account of
their foundation can be colle@ted. The appearance of thefe iron cinders, and the
veltiges of ancient furnaces, indicate that many parts of this mountainous diftriét,
now wholly bare, were formerly covered with large tradts of wood ; charcoal being
the only fpecies of fuel originally ufed in the operation of fmelting, both in the
bloomeries and furnaces. This conjefure is corroborated by numerous names,
alluding to woods and forefts, in places which have never been known to produce
trees; and 1s (till farther afcertained by the difcovery of trunks and branches, with
their leaves, under the boggy foil in the vicinity of Blacnavon, and on the neigh-
bouring hills.

The lands being cleared, and the forefts neglected, their deftruction was
haftened by numerous herds of goats, maintained in thefe mountainous regions ;
the want of fuel occafioned the gradual decline of the bloomeries and furnaces,
and for a confiderable period little or no iron was manufa&ured.

About forty years ago the iron works fuddenly revived, from the be-
neficial difcovery of making pig iron with pit coal, inftead of charcoal,
which was foon afterwards followed by the improvement of manufatturing
even bar iron by means of pit coal: hence a diftri®, which contained fuch ex-

tenfive
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tenfive mines of ore and coal, prodigious quantities of limeftone, and numerous
{treams of water, could not fail of becoming the feat of many flourithing efta-
blithments. Befides thefe local advantages, the progrefs of the manufactories
has been powerfully aided by the application of mechanics ; particularly by the
vfe of the fteam enginc, and the great improvement of water machines ;
but in no inftance have they derived more advantage than from the
adoption of rollers, inftead of forge hammers, now ufed for the formation of
bariron, with a degree of difpatch, as well as exaltnefs, before unknown. From
this concurrence of circumftances, the fuccefs has been no lefs rapid than extra-
ordinary : fifteen years ago the weekly quantity of pig iron made in this part of
Monmouthfhire, and in the contiguous diftri& of Glamorganfhire, did not ex-
ceed 60 tons ; at prefent it {carcely falls fhort of 600; at that period no bar iron
was manufactured ; but now the quantity amounts weekly to more than 300 tons.
The works are till rapidly increafing in extent and importance, and appear
likely to furpafs the other iron manufactories thronghout the kingdom *. \

In the vicinity of Blaenavon we obferved the procefs of making a rail road, fo
called becaufe it is formed by a kind of frame with iron rails, or bars, laid length-
ways, and faftened or cramped by means of crofs bars. The ground being
excavated, about fix feet in breadth, and two in depth, 1s ftrewed over with
broken pieces ef ftone, and the frame laid down it is .compofed of rails,
fleepers, or crofs’bars, and-under fleepers. The rail is a bar of caft iron, four feet
in length, three inches-thick, and .one and a half broad-; its extremities are re-
fpectively concave and convex, or in other words are morticed and tenanted into
each other, and faftened at the ends by two wooden pegs to a crofs bar called
the fleeper. This fleeper was originally of iron, but experience having fhewn
that iron was liable to {nap or bend, it is now made of wood, which 1s confider-
ably cheaper, and requires lefs vepair.  Under each extremity of the fleeper is a
fiquare picce of wood,- called the under fleeper, to which it 1s attached by a
peg. The frame being thus laid down and filled with ftones, gravel, and earth,
the iron rails form a ridge above the furface, over which the wheels of the cars

aJile by means of iron grooved rims three inches and a half broad.

This

# Tor thefe obfervations T am principallv indebted to Mr. Ceckihutt.
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This 1s the general ftruture of the road when carried in a ftrait line; at the
Junction of two roads, and to facilitate the paffage of two cars in oppofite di-
retions, moveable rails, called turn rails, are occafionally ufed, which are.
faftened with {crews inftead of pegs, and may be pufhed fideways.

The level of the ground is taken with great exactnefs, and the declivity is in
general fo gentle as to be almoft imperceptible * : the road, fometimes conveyed
In a ftrait line, fometimes winding round the fides of precipices, is a piturefque
object, and the cars filled with coals or iron, and gliding along occafionally with-
out horfes, imprefs the traveller, who is unaccuftomed to fuch fpecacles, with
pleafing aftonithment. The expence of forming thefe roads is very confiderable,
varying according to the nature of the ground, and the difficulty or facility of
procuring proper materials ; it is feldom lefs than a thoufand pounds per mile,
and fometimes exceeds that {fum.

The cars, from the folidity of their ftructure, and the quantity of iron ufed in’
the axle tree and wheels, when loaded weigh not lefs than three tons and a half’;
they are drawn by a fingle horfe, and the driver ftands on a kind of footboard
behind, and can inftantaneoufly ftop the car by means of a lever and a drop,
which falls between the wheels, and fufpends their motion. In places where.
the declivity 1s more rapid than ufual, the horfc is taken out, and the &id
impelled forward by its own weight.

On our return to Abergavenny, I rode to the fummit, and walked from.
thence to the turnpike, at the foot of the Blorenge, which I found 2 much
more agreeable way than along the hollow road I had before traverfed. Ae
I defcended, the views were no lefs pleafing than diverfified ; the principal
features of the fhifting landfcape, were the rich vale watered by the Utk ; the
mountains above and round Abergavenny ; the town, which here formed a fweep
under the undulating Derry, crowned by the Sugar Loaf, and there appeared
ftanding on a gentle rife, with its towers and ruined caftle backed by the majeftic
Skyrrid.

Near a caftellated farm houfe belonging to Mr. Hanbury Williams, I left the

hollow

* The perpendicular fall of the ground is commonly no more than an inch in a yard, and fcarcely ever
more than three inches.

(Chapter 24 - Coxe’s final page seems less significant, apart from the Avon Lwyd
scenery and a mention of the Monmouth Canal at ‘Pont y Pool’ )

12



W Tramroad. . . near the Pant-draenog quarries

leading to Brynmawr and Nantyglo

En route for Brynmawr. Geologists will probably notice a looming change of terrain as Carboniferous
Limestone gives way way to the boggy Millstone Grit, much like Coxe’s ‘dreary moor’ in the distance.
Industrial historians will certainly note the drilled stone sleeper blocks - indicative of a plateway!

- e ” — - v =

GQ?&Q. . . an ironstone nodule|

As reported by Coxe, the ironstone was once plentiful, but is now very depleted by quarrying, mining, and
the major roadworks in the gorge area - plus extensive post-industrial landscaping in many other places.

13
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A Clydach Gorge Chronology ... the early years

Charcoal fuelled furnaces and forges at Clydach and Llanelly amongst the few reputedly then extant in Brecknockshire.

Brecknock & Abergavenny Canal authorised, opening in 1812. The original intention was to build a canal from the Glangrwyney
ironworks so as to join the Usk tideway at Newbridge above Caerleon, but pressures from Brecon and the Monmouthshire Canal
Company led to an expanded scheme. Unusually, the canal company built several feeder tramroads before starting work upon the

canal itself; three of these tramroad routes were surveyed in 1792 by an engineer designate, Thomas Dadford junior. Dadford junior
was already building the Monmouthshire Canal as well as the more distant Leominster Canal - a situation that would cause him to

desert the Leominster project before its completion.

Clydach Tramroad was the first to be built. Engineered by his brother, John Dadford, it ran from Edward Kendall’s Gelli-felen
Collieries to the Glangrwney Forge via Gilwern, with a bridge across the river Usk - that soon reverted to a ford following the im-
mensely destructive ‘Great Flood’ of February 1795. Edward Kendall of Beaufort was one of the most influential shareholders in both
the Monmouthshire and the Brecon canals, a group that also included the land-owning Duke of Beaufort. Amongst the iron-masters
were the Hanburys of Pontypool, Richard Hill of the Plymouth Ironworks at Merthyr, and two of the Homfray family. Kendall’s
kinsmen hailed from as far afield as Lancashire, Cheshire, Shropshire and Gloucestershire and were prominent owners of charcoal
fired iron furnaces throughout the midlands and the Lake District. Four members of the family leased land from the Duke of Beaufort
and founded the eponymous ironworks in 1779.

The tramroad construction seems similar to the Blaenavon tramroads described by William Coxe - entailing edge rails with, at first,
cast iron sleepers that were too brittle in usage, being soon replaced by wood. Likewise, the rails also proved incapable of supporting
the original three-ton wagon loading which was therefore reduced (1799) to two tons. The canal company almost immediately con-
templated various tramroad extensions; the first, authorised in March 1794, would continue up the gorge to Brynmawr - with an in-
tended branch thence to Nant-y-glo.

Edward Frere and Thomas Cooke, both formerly managers at Cyfarthfa Iron Works, built Clydach Ironworks about this time.
Abundant waterpower was the main attraction at an otherwise cramped site. They also acquired the neighbouring Llanelly Ironworks
since it already contained a forge although this, in the long term, proved to be too distant from the furnaces for economic viability.
Clydach Iron Works started as a single, coke-fuelled blast furnace; a second furnace was added early next century when the Llanelly
forge site was also modernised.

Llam-march Tramroad was a separate route of less than a mile and a half directly from a colliery owned by Frere, Cooke and Ken-
dall to the Clydach Ironworks. Thomas Dadford junior and Hugh Henshall surveyed the route which opened in June 1795 with con-
struction costs met by the canal company, but the proprietors to contribute (8%) and pay for the upkeep. Originally, its only function
was to import coal and ore, being useless for export purposes because of its location relative to the terrain and to the other transport
links — as they existed at that date.

The Clydach Tramroad was by now extant along the north side of the gorge to Brynmawr, with the branches to LIwydcoed Colliery
and to Nant-y-glo in hand - although the latter was initially built as a ‘stoneroad’ since, owing to a proprietorial dispute, the Nant-y-
glo works was relatively inactive until such time that it was acquired by Joseph Bailey and Matthew Wayne in 1811. Crawshay
Bailey would subsequently join his brother, replacing Wayne at Nant-y-glo in1820.

Further extensions were authorised from Brynmawr to Beaufort and Rhyd-y-blew (above Ebbw Vale) thus facilitating a connection
with the Monmouthshire Canal Company’s tramroad system; Kendall now had access from Beaufort [ronworks via both routes!

The completed tramroad from Beaufort to Glangrwney was 7.25 miles in length and was mainly used to carry the Kendall pig iron and
coal to the forge. The ensuing allegations of a conflict of interests between the operating canal companies, the iron-masters, colliery
owners, landowners and Brecon banking interests now seems almost inevitable!

Late in the year, Thomas Dadford junior was seconded to the Brecon Canal (on a part-time basis) from the discontented Monmouth-
shire Canal Company following agitation by that concern who had paid a £3,000 subscription in 1794, but so far with little or nothing
to show for it.

Brecknock Boat Company formed by a group of canal shareholders (somewhat in anticipation of having an actual canal!), its main
purpose being to acquire, transport and distribute limestone and Clydach coal. A near contemporary historian (Theophilus Jones,
1805) states that they started the cutting in April 1796 - apparently unrecorded in the canal minute book.

The Clydach Ironworks still had no outlet for their produce, other than the Monmouthshire Canal Company tramroads via Ponty-
pool, so the canal company now permitted a remittance of tolls in order to fund the building of a road from the works to the head of
their existing tramroad at Blaenavon — the tramroad described in detail by Coxe.

Brecon Canal From the company records, cutting is known to have commenced near Gilwern in February 1797, with substantial

engineering work required to cross the gorge by a high-level embankment, which included the Clydach Tramroad underpass. Llangy-
nidr was reached by November 1797 and Tal-y-bont in February 1798.

Llam-march Tramroad the track was now doubled - and would later be extended down to a wharf at Gilwern in 1803.

Benjamin Outram’s influential report led to a bout of local track conversion from edge-rails to plateways.

Brecknock & Abergavenny Canal reached Brecon, with some local traffic opening on 24t December 1800.

- FURTHER DEVELOPMENTS . .. in the nineteenth century -
Llanfihangel Railway A plateway exporting coal from Llanfoist wharf via Abergavenny to Llanfihangel. This replaced an earlier
(rejected) proposal for a branch canal that was intended to link the Brecknock and Abergavenny Canal with Hereford - as actually
surveyed by Thomas Dadford junior in 1793.
Hay Railway A plateway with coal from the canal wharf at Brecon to Hay-on-Wye via Talgarth and Glasbury.
Grosmont Railway a continuation from Llanfihangel carrying coal, mostly intended for Hereford, to Monmouth Cap.

Kington Railway a continuation from Hay via Eardisley, supplying coal to Kington.
Bailey’s Tramroad from Nantyglo and Brynmawr to Govilon, later, the Merthyr, Tredegar & Abergavenny Railway.

Hill’s Tramroad from Blaenavon - with a tunnel and several inclined planes - to the canal at Llanfoist.
Hereford Railway completed a ‘triple plateway’ route, thus linking the Clydach district collieries with Hereford by 1829.

Newport, Abergavenny & Hereford Railway mostly replaced the ‘triple plateway’ route. . . . (© J.G.Calderbank 2003)



