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The canal in the early 20th century
Despite railway competition from the 1840s, the canal continued to be commercially successful. A consortium of railway
companies did lease the general cargo traffic on the canal from 1850 to 1873 in the expectation of transferring this to rail.
However, they were not that successful in doing so, and they also had to pay a high price for the lease, leaving the L&LC
with plenty of money in the bank for improvements following the end of the lease in 1873. Many warehouses were built
at this time, together with the development of a large fleet of general cargo boats. Despite this, the financial situation
was not too rosy as by the 1890s there were problems over the rateable value of the canal and the cost of coping with
subsidence caused by the ever-deeper coal mines close to the canal. The early years of the 20th century were a time of
much discussion as to the future of the canal. The end of the First World War saw the canal in great difficulty because of
lack of maintenance during the war, with a rise in wages and improvement in conditions at the same time. A number of
reports were written at this time, and some are reproduced to give an insight into how the canal was working at the time

From Memorandum re present position and future policy, L&LC, 1901
1. Carrying business … not … undertaken by choice …, but from the necessity caused by the the extinguishment of
the traffic in the hands of the bye-traders owing to Railway competition. It was in fact the difficulty experienced by
the Company in the conduct of it which led to the Lease.
2. After the Lease was determined Mr Harris succeeded Mr Thompson as Chairman, and energetic efforts were made
to improve the position of the Company as an independent concern. [improvements listed]
3. The Capital thus expended was provided partly by large sums received from Liverpool Corporation, the L & Y R
and the N E R for land and partly by borrowed money, and the surplus land at Liverpool gave a prospect of a further
considerable capital. [This came from rebuilding the terminus in Liverpool and the opening of the new road, Pall Mall.]
4. Then difficulties arose with regard to Coal under the Canal, which cost the Company nearly £30,000. [Although
legally the coal mines were responsible for damage caused by subsidence, the canal company decided to pay for it as the
mine owners were some of their best customers.]
5. Then opposition from Municipal Authorities and Mill Owners regarding 1891 Bill. Rating increased by approx
£1,000 annually and large liability for water compensation from new reservoir. [Canals had been rated on the value of
the land before the canal was built, unlike railways whose rateable value was set after construction when the land was
worth much more. The canal rates were raised in the 1890s following legal decisions, not least the need to get an Act for
constructing Winterburn Reservoir. Alterations to rateable values were one section of this Act.]
6. Improvements have been undertaken and considerable expenditure needed with regard to subsidence.
7. Charges remodelled on railway lines by Board of Trade resulting in large decease in income - light boat charges
reduced by half to £3,500 - originally suggested by BOT that they were abolished. [The 1893 Rates & Tolls legislation
was designed to bring canal and railway rates more into line, though it was somewaht detrimental to canal interests.]
8. Despite these drawbacks, improvements were continued but at a lower level.
9. Profits - merchandise traffic, 1890
0.61d / ton mile
tonnage 503,139
ave. 33.69 miles
Profits - merchandise traffic, 1900
0.42d / ton mile
tonnage 630,271
ave. 34.43 miles
This resulted in a reduction of income of £5,762 [1890 £43,409; 1900 £37,647]
For all traffic, there was a decrease in tonnage of 0.1d per ton mile. On 45,323,483 ton miles, this amounts to
£18,884.
10. Interest charges have increased from £2,559 (1980) to £19,284 (1900)
11. Warehousing usually provide free; impossible to introduce charges without agreement with railways.
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Report of the 1903 Half-Yearly Shareholders Meeting
The ordinary half-yearly meeting of the Leeds and Liverpool Canal Company was held on Friday, 18th September,
1903, at the Offices of the Company in Pall Mall, Liverpool, Mr. W. W. Warde-Aldam, (Chairman of Directors),
presiding over a good attendance. The Directors present were Messrs. A. W. Stansfeld (Vice Chairman), M. D’Arcy
Wyvill, W. E. Willink, James Hoyle, John Brigg, M.P., H.F. Killick, Captain C. S. Greenwood, R. M. Stansfield, W.
H. Collier and A. L. R. Rathbone.
The Directors’ report for the half-year ended 30th June last, stated that the Capital expenditure in that period
amounted to £6,160, of which £3,045 had been expended in reconstruction, rendered necessary by subsidences of
the canal. The capital receipts for sales of Land, Easements, &c, amounted to £3,462, leaving a balance of capital
expenditure of £2,698. Further expenditure, owing to Subsidences, would be incurred in the present half-year,
including several purchases of land, and the construction of a Lock, and the Directors had therefore carried £3,500
to that account from the revenue of the half year, which, after defraying the balance of capital expenditure, left
a credit of £801 to the account. The debenture stock and loan debt had been increased during the past half-year
by £5,750, but the general balance sheet showed a credit of £119, against an indebtedness at the corresponding
period last year of £22,625. The receipts from Freights and Tolls during the half year had been seriously affected
by the depressed condition of the cotton trade, but exceeded the receipts for the corresponding half of last year
by £1,652, and the revenue balance showed an increase of £2,091.
After paying interest on debenture stock and loans, and carrying £3,500 to subsidence account, a balance remained
of £13,679. From that amount the Directors recommended payment of the dividend (£1,984) on the 3½ per cent.
preference stock (£113,421), and the carrying forward of the balance (£11,694) to the next half year. This being the
fifth half-year for which the Directors did not feel justified in recommending the payment of any dividend on the
ordinary stock, they submitted an explanatory memorandum for the information of the Shareholders. The Directors
asked the Shareholders to approve their appointment of Mr A L R Rathbone, of Liverpool, to a seat on the Board.
The Directors’ memorandum set forth the difficulties encountered by the Company, and added that the Canal
had been deepened and improved from Liverpool to Burnley, the warehouse accommodation had been improved,
and the water supply had been increased. The expenditure due to subsidences through the working of subjacent
coal had greatly exceeded the estimate, and would be a yearly charge for many years to come. After setting forward
other matters, the Directors stated that there seemed reason to hope that the present position might be regarded
as temporary, and improvement might be looked for. They asked for the support and forbearance of the ordinary
Shareholders in pursuing the cautious policy detailed by the memorandum.
The Chairman, in moving the adoption of the report and accounts, said that after the memorandum which had
been issued to the Shareholders, there remained little to be said, for in that memorandum they had set forth not
only the policy of years gone by, but also some of the special difficulties, local and otherwise, under which the
waterway had laboured for many years past, and which they still suffered from, one of which was that local rates
were a heavy and increasing burden, and nearly £1,000 more in 1902 than in 1900. They might, he thought, date
a great many of their present troubles to the mistaken policy of leasing the Canal to the Railway Companies. They
paid a rental of £41,000 a year, subsequently reduced to £37,500 a year, for the merchandise tolls. This was certainly
a substantial sum, but the drawback of it was that the Railway Companies merely worked the traffic and carrying
business nominally, and in effect neglected and diminished it, in order the better to promote and advance the
interests of their own railways. In fact, it was in order to prevent the competition of water-borne traffic that they
rented the Canal, and their policy was naturally to minimise the Canal Company’s traffic by every possible means.
The result of this tenure of the Railway Companies had never yet been recovered by the Canal. One of the
unfortunate consequences, very important to remember, was that an annual income being safely secured under
all circumstances during the period the Canal was thus leased, very little trouble was taken to maintain the
waterway, and still less to improve it, so that when the Board in 1874 took the Canal again under its own immediate
management, not only was the traffic found to be seriously diminished, but, above that, the Canal itself was in
very many particulars thoroughly inadequate to keep up with the conditions of modern requirements. More water
was wanted, and longer locks, better warehouses, and buildings, and many other up-to-date improvements were
necessary, for when the Canal was taken over in 1874 it meant, of course, keen competition — a competition which
it had never encountered before, it was the very large expenditure entailed by the neglect of former years, added
to other difficulties which they would have had to face in any case, which had caused their present depression.
The heavy sums they had had to pay for coal subsidences, the large increase of rates and charges, the reduction
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of the old light boat charges by 50 per cent., &ct., had been a drain upon their resources, which the Directors
could not have foreseen, and which it was impossible to avoid. Yet, those alone were enough to account for the
lean years which were now following on the years of plenty. The more the history of the Canal was looked into,
the plainer it seemed that the large expenditure of late years had been absolutely unavoidable, as without it they
should have been unable to maintain their traffic at all, much less increase it — in fact, they should have ceased
to exist as a carrying Company. It also seemed plain that they could not hope to reap an immediate return on
their outlay, but under the new management, and with every effort made to keep down expenses, the Board hoped
to meet the Shareholders with better accounts in the future, though progress must be slow. The supply of water
throughout the present year had been much better than it was in 1902, and the latest reports from the reservoirs
were so satisfactory that they might safely look forward to getting through this year without a stoppage; but the
depression in the cotton trade and other causes produced a considerable diminution in their receipts. But for that
falling-off, they should have had a good half-year, but with the revival of the cotton trade they might look for an
increased revenue, it was an encouraging fact that each half-year of late, they carried forward a slightly larger
balance, dud also that the capital outlay for the half-year had, for the first time for a long period, been more than
covered by capital received and appropriations from revenue, and it was very gratifying to be able to report that
the bank balance was practically paid off, and the financial position of the company much improved. Mr. A. W.
Stansfield seconded the resolution,
Mr. Stolterfoht regretted that though the respectable balance of £11,694 appeared in the Balance Sheet the
Directors did not see their way to declaring even a small dividend--say of one per cent. Of course the Directors
knew the position of the Company better than he did, and he now merely expressed an opinion. If a small dividend
had been declared, it would have been an encouragement to the Shareholders. The Report stated that there was
an amount of land still available for sale which they hoped to realise shortly. He asked if there was a fair prospect
of the surplus land being realised, and so place the Company in a position to carry out certain improvements,
which would be of great benefit to the Canal.
Mr. R. P. Sing asked for an explanation of the statement in the account as to a mortgage on land of £25,000 and
cash at bankers £25,119. On the face of it it looked as though they had borrowed money which they did not want.
Mr. Tottie said that with regard to the sale of this land, if their property did not improve, the Shareholders were
parting with their assets in selling land, and sinking it in the concern with the prospect of little return.
Col. Pilkington said the memorandum issued stated that the improvement of the Canal between Liverpool and
Burnley was finished, and that further warehouse accommodation and facilities had been furnished. That left the
work to be done at Winterburn reservoir and additional reservoirs in the Winterburn Valley. How much money
would be required to complete this work?
Mr. Thompson said he wished to ask a question he had asked twelve months ago. Why were the Shareholders
asked to come to the meeting to approve the appointment of a Director, instead of electing a Director themselves.
The Shareholders did not relish the position in which they were placed. They were not satisfied with the present
position of the Company, and they certainly thought that any vacancy on the directorate at the present time, should
be filled up by the Shareholders. He had no objection, personally, to the last three Directors elected, but the choice
should have been left to the Shareholders. Again, he did not think the Directors had done a wise thing in issuing
the memorandum, which certainly was sure of falling into the hands of their enemies.
Mr. Sing said that at the last meeting he had opposed the appointment of one of the retiring Directors, but, the
suggestion was defeated by seventeen votes to fourteen, and of the seventeen, ten were Directors. They wanted men
on the directorate who would do spade work — young men who would devote time and energy to the bettering
of the position of the Company. Mr. Rathbone had since been elected by the Board to a seat, but he (the speaker)
thought that one of the older members should have retired earlier, and made way for Sir. Rathbone. He would
rather the chairman would talk of what was likely to happen in 1904, than tell them what had happened in 1874.
Mr. Tottie asked the chairman to explain what was really the position of the Company with regard to subsidences.
Would it be well to purchase the minerals below, as well as the land above? This liability for repairs after subsidence
really reduced the value of the property, and he thought the rating of the Canal should be materially reduced.
Again, did the board intend to issue the balance of preference stock, or borrow further ?
Mr. Varley asked how long had the lease belonging to the Lancaster Canal to run. They were paying £7,075 a
year, and he would like to know what revenue they were receiving for it.
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The Chairman, replying to various questions, said that, in view of the large expenditure before them on
subsidences, the lengthening of locks, &c., the Directors felt it would not be wise to take any of the revenue for a
dividend of even 1 per cent.
As to the Liverpool surplus lands, some had been sold this year, and there was a fair prospect of a good deal of
it being sold. A new street was being made through to Oldhall-street, which would open up a good deal of the land,
and when that new street was completed, he expected a good deal of the land would go off quickly as sites for shops.
In reply to Mr. R. P. Sing, the Chairman said a mortgage of £25,000 was raised on the Liverpool land to have
money at command in the bank, and it was convenient to raise it in that way.
The Winterburn reservoir had been completed, but the two additional reservoirs in the Winterburn Valley
had not been completed, though land had been secured. The lengthening of the locks would be carried out at a
convenient time, when it would interfere least with the traffic. The work had been postponed because money had
not been available without borrowing. The money received from the sale of lands would be available for this work.
Regarding the appointment of Mr. Rathbone, the Chairman said the board were asked to appoint a Director from
the Liverpool end, and Mr. Rathbone being suggested, they invited him to serve. Of course they had no power to
elect him except subject to the approval of the Shareholders. There was a vacancy at the last half-yearly meeting
which could have been filled up by the Shareholders, but was not, and the Directors appointed Mr. Rathbone
subject to the approval of the Shareholders.
Subsidences cost between £5,000 and £6,000 a year, and he was afraid they were likely to do so for a considerable
time. The land sank, and the Canal banks had to be raised to prevent the canal bursting. It was cheaper to do that
than to buy the coal. It was an expense that could not be avoided.
The board did not intend to issue the balance of the preference stock authorised, or to borrow the balance of the
loan authorised. (Hear, hear.) As to the Lancaster Canal lease, it was practically in perpetuity, being for 999 years,
and, being part of the main line of the Canal, he could not say how much revenue came from that particular section.
The Report and Accounts were then adopted.
A resolution declaring a Dividend of 3.5 per cent. on the Preference Stock, and the carrying forward of the
balance, was then carried on the motion of the Chairman, seconded by the Vice-Chairman.
The appointment of Mr. Rathbone as Director was confirmed, and, on the motion of Mr. Culshaw, seconded
by Mr. Alexander, a vote of thanks was passed to the Chairman. That gentleman having replied, the proceedings
terminated.

PRIVATE & CONFIDENTIAL: Leeds & Liverpool Canal Company (1919)
Engineer and General Manager, Pall Mall , Liverpool, 1st July 1919
To the Chairman and Directors of the Leeds & Liverpool Canal
Gentlemen,
In accordance with your instructions, I beg to submit the following Report on the General Improvement of the Canal
as a Canal.
The Fabric of the Canal in the year 1888 was in such a condition, that strong measures for its improvement were
absolutely necessary and Mr. H. J. Marten, M.lnst. C. E. was called in to advise and report upon the subject. A
somewhat hurried inspection was made and a preliminary Report was presented in September 1888. This Report is
so interesting and in some respects so true at the present time that I have thought it advisable to reproduce it in full.
This was followed by Report No, 2 with Estimates dated 1st February 1889, also reproduced.
Various schemes for increasing the water supply at the Summit by Messrs. Filliter & Rofe and Messrs. Brierley &
Holt were considered about this period and eventually the Company obtained an Act of Parliament in 1891 to carry
out a scheme of Improvement of the Canal, to authorize the construction of the Winterburn Reservoir at that time
approaching completion, and also to construct the Bordley Hall and Bucker House Reservoirs in the Winterburn
Valley with a Pipe Line from Winterburn Reservoir to the Summit Pool. The Winterburn Reservoir was completed in
1892, the Pipe line was opened in August 1898 and the land for the other two Reservoirs was purchased.
Improvent of the Canal
Mr. Marten’s SCHEME B with the Section of the Canal somewhat modified appears to have been adopted and to a large
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extent carried through so far as the Liverpool Pool is concerned. Considerable dredging and some side walling, though
not much, was done between Wigan and Blackburn, and some dredging was also done at the Blackburn end of the
Burnley Pool.
No alteration of the Locks was undertaken, and very few Bridges were widened and as the money became exhausted
the work died down.
It was also intended to improve the Canal between Leeds and Shipley but this part of the Scheme was not proceeded
with.
In 1902 and 1903 the undersigned drew the attention of the Board to the fact that the proposed lengthening of the
Locke between Wigan and Barrowford had never been carried out, and the project was explained to the Shareholders
at the General Assembly held in Leeds on the 20th March 1903 when the following Resolution was carried:
Resolved that the lengthening of the Locks between Wigan and Blackburn as recommended by the Board be approved
and that the Directors be authorised to proceed with the work, when and as in their JUDGMENT the financial position
of the Company enables them to provide for the outlay.
There the matter ended.
The money spent under the Act of 1891 to raise which the Debenture and Preference Stock, were issued, was, briefly as
follows:
Debenture Stock £378,910 , Preference Stock £113,421, Terminable Loans £40,740
Total: £ 533,071
Of this sum:
New Warehouses and Buildings cost £74,262; Alteration of Bridges £12,501; Improvement of Canal £230,471;
Winterburn Reservoir & Conduit to Summit Pool part cost £90,526; Cost of making good subsidences by Coal
Workings £92,305; Parliamentary Expenses £8,128; Purchases of Land for Further Reservoirs £24,241; Miscellaneous
£2,419
Total: £ 534,853
Since then the Royal Commission on Canals has sat and their recommendations as set out in their final Report were
for the Improvement and Enlargement of the Canals now existing between the Humber and Severn and between the
Mersey and London so as to accommodate Boats principally of 100 tons capacity, but with regard to the Trent of 300
tons.
The extent to which the Canal might now be improved may be arranged under the following headings, viz .
1 Sizes of Boat and consequently Lock; 2 The construction of Lifts in lieu of Locks; 3 Increased Tonnage of larger
Boats; 4 Haulage of Boats; 5 Water Supply.
1. Sizes of Boats and consequently Locks.
Attached to this Report will be found the outlines of various sized Boats from which it will be seen that there is not
much difference between the size suggested by Mr. Marten in 1888, and that suggested by the Canal Commission of
the 100 ton capacity namely, Boats 80 feet and 75 feet long stem to stern or eight and three feet longer respectively
than the long boats now using the Canal between Liverpool, Wigan and Leigh. The size of the Boat recommended by
Sir John Wolfe Barry to the Canal Commission for the 100 ton scheme, was 80 feet long over all, or about 75 feet stem
to stern, 14 feet Beam and 5 feet draught. This is 3 feet longer than our existing long boats and a few inches less beam,
but the proposed draught of 5 feet is one foot more than this Canal could pass without very considerable alteration
except as regards the Yorkshire End between say Leeds and Bingley where it would be possible at reasonable cost
to raise the water level by about 1 foot, few overhead Bridges existing and these would be fairly easy to deal with. It
would seem therefore that it would not be difficult to adopt the length and beam of the Boat recommended by the
Canal Commission, but with 1 foot less draught, and preferably 4 inches more beam.
In order to adapt the Canal to pass Boats of this size it would be necessary to lengthen the Locks between the Stanley
Dock, Liverpool and Wigan and Leigh by 3 feet only and it would be useful to provide Tandem Locks at Appley and
Dean so as to pass two Boats at a time as suggested by Mr. Marten and thus expedite traffic.
The remainder of the Locks would require to be lengthened by 13 feet but the chief difficulty, however, and one which
appears to have escaped Mr. Marten’s attention would be found in the short distances which exist between the Locks
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in the Upper 13 Locks at Wigan, at Johnson’s Hill and Blackburn. The Locks are so close together that it would be
impossible for boats to pass each other between the Locke whilst under-way. It would probably be found necessary
to construct an entirely new line of Canal with Locks between the 13th Lock at Wigan and the Lancaster Canal, and
the same may be said of Johnson’s Hill. The late Mr. Asworth, Contractor, in his Report with estimates prepared
in 1904 described the Locks at Johnsons Hill, constructed I believe by the Lancaster Canal Co, as being of such
inferior workmanship that such a diversion with an entirely new set of locks would be preferable to the lengthening
of the existing Locks. At Blackburn the greatest difficulties would be met with as the Canal is hemmed in by Mills
and crossed by Streets. The Locks might, however, be dealt with if the 4th and 5th Locks were duplicated and the
remainder lengthened.
It would be necessary of course to reconstruct some of the Bridges and ease awkward bends. The Locks at Barrowford,
Greenberfield, Banknewton and Gargrave would not present much difficulty though the middle Lock at Banknewton
are very near together, but the Traffic is not heavy and if Boats met one would have to be pushed to one side to allow the
other to pass.
From Bingley to Leeds the number of Five, Three and Two Rise Locks would be expenslve, and difficult to deal with,
but this end of the Canal could as before mentioned be fairly easily adapted to pass Boats at 5 feet draught.
2. The Construction of Lifts in Lieu of Locks
Sir John Wolfe Barry in his report to the Canal Commission advocated inclined Lifts somewhat on the lines of that
erected at Foxton some years ago. Some Engineer’ s prefer vertical Lifts on the lines on those at Northwich.
The Wigan Locks from the 13th upwards could perhaps be treated by lifts, the lie of the ground at Johnson’s Hill is
admirably adapted for such a purpose, and the same may be said of Bingley and Newlay, but Blackburn would be very
costly and difficult to deal with unless by constructing a tunnel with the Lifts at the end of it.
Lifts save water, are somewhat quicker than Locks, require power to work them, men constantly in attendance and
their upkeep would probably be expensive. The Royal Commission Engineers seem from their report to be much in
favour of Lifts and are very likely justified in their conclusion on account of water supply.
Assuming that an adequate water supply is provided for this Company’s Canal, I am extremely doubtful if Lifts would
be of much advantage except in two or three special cases. If Lifts were installed between Wigan andBlackburn
perhaps two or three hours might be saved but this would be no advantage to the traffic as the Boats would arrive
at Blackburn too late to allow of their cargoes being distributed on the evening of the 1st day out from Liverpool.
According to existing Traffic arrangements no saving in time would be affected to any towns on the Burnley Pool.
Lifts at Barrowford and Greenberfield would not be warranted on account of the small amount of through Traffic
passing.
A diversion of the Canal and a lift in the Banknewton and Gargrave District would considerably expedite through
Traffic but it is doubtful if the Traffic would warrant the expense.
At Bingley the ground certainly lends itself in favour of a Lift to eliminate the 5 and 3 Rise Iocks.
It is doubtful if a Lift would be of much use at Field Locks, but at Newlay and Kirkstall Forge a Lift with a short
diversion would materially assist the traffic and the ground is not unsuitable to its erection,
It is on through traffic that the speed of Lifts would tell most as the collective saving in time at say Wigan, Johnson’s
Hillock, Blackburn, Gargrave, Bingley and Newlay would amount to probably 8 or 10 hours each way.
I am inclined to think thank the duplication of the Locks at Wigan with an entirely new diversion above the 14th
Lock and the subsequent lengthening of the existing Locks would be the simplest and easiest method. The same
may be said of Johnson’s Hillock as advocated by Mr. Ashworth, also the duplication of two Locks at Blackburn and
thes lengthening of the remainder. The Barrowford, Greenberfield and Banknewton Locks could be lengthened. If
the Five, Three and Two Rise Locks in Yorkshire were retained in preference to Lifts they should also be duplicated.
The duplication of Locks would probably eliminate the whole of the congestion which exists at present from time to
time. It would immensely simplify the Repairs, but it would mean of course a greater consumption of water than if
Lifts were installed.
It should not, however, be forgotten that with larger Boats the consumption of water per ton of cargo carried would
be less than at present and that the resources for improved water supply at the Summit are by no means exhausted.
3 Increased Tonnage of Larger Boats
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The increased tonnage of Boats if lengthened from 61 feet to 75 feet, and with the same Beam and Draught would
amount to about 32 per cent. Thus a Coal Boat which now carries 50 tons would if lengthened and loaded to the same
draught carry 66 tons, and a Boat carrying cargo of a bulky nature such as wool or cotton would be increased from
approximately 22 tons to 30 Tons.
An average merchandise Cargo as carried by the Company’s own Boats and towed at a fair speed in trains behind
Tugs is about 36 tons and this would be increased to about 48 tons.
Copies of this Report sent to each Director, and further copies filed in tin box (Together with Reports by Mr. Rofe and
Messrs Brierley and Holt) upstairs in Store Room, Engineer’s Department.
4 Haulage of Boats
The question of traction on the Canal has often been considered and in May 1903 some of the Directors accompanied
by their late Engineer Mr. R. H. White, visited Holland and Belgium to investigate the matter. Electric haulage did not
appear to have been a success but oil engines were being extensively used and in December, I903, the installation
of a Diesel Oil Engine in Steamer No. 35 was approved. The rise in price of oil fuel coupled with excessive vibration
prevented the continuance of the experiment but later oil engines supplied by Messrs. Gardner of Manchester were
tried in the same Steamer and did well for a time but they proved expensive in case of a breakdown, and too intricate
for the ordinary type of boatman to handle. A system of Electric Traction advocated by Messrs. Thwaite & Calley
consisting of Motors crawling along a continuous elevated girder erected along the towing path, proved too costly
even in the Estimate which amounted to £2,000 per mile. The fact was at last realized that steam haulage, especially
as the Canal passed through the principal Lancashire Coal Fields where fuel is or was comparatively cheap, is still the
most reliable and simple.
Steam Haulage has been largely used on the Canal during the past 40 years; experiments appear to have been first
made with a Steamer called the “Despatch”. in the late ‘70s; another the “Swift” was built in 1879, whilst three more
and a special Tug for Foulridge Tunnel were added in 1880, and by the year 1884 a dozen steamers were running.
All carried cargoes and towed usually from two to three ordinary Boats. At the present time the Co. own about 40
Steamers and Tugs but only those used between Liverpool, Wigan and Leigh carry cargo, the remainder stationed on
various lengths of the Canal are used as Tugs only.
5 Water Supply
The Water Supply in spite of the addition of the Winterburn Reservoir and Pipe Line from there to the Summit Pool,
sanctioned by the Act of 1891, and of persistent efforts in the way of prevention of leakage and waste, has proved to
be unequal to the requirements.
Approximate measurements of the water used and passing various points on the Canal have been made and tabulated
during recent years and have proved most useful in indicating the localities where the principal leakage occurs.
What is really required is a large Basin into which year by year the surplus waters at the Summit can be stored and
kept for use in dry periods. This requires, in order to avoid payment of compensation water, that surplus water from
the Canal itself should be stored for use and consequently that the level of the water in the Reservoir shall be below
the Summit Pool so that it may fill by gravitation. Such a site for a Reservoir does exist at the Eastern end of the
Summit Pool, and would probably cost no more than one In the Winterburn Valley for which the lands have already
been purchased and for which compensation in water would have to be given. The site has the advantage of being
absolutely on the line dividing the drainage areas of the River Aire flowing East and the River Ribble flowing West. It
could be so constructed as to intercept no water from its small natural Watershed except so much as fell on the area
of the Reservoir itself, and compensation water would thus be avoided. Two public roads would need diversion which
could be done greatly to their advantage and it is doubtful if Parliamentary powers would be necessary, the case being
practically similar to that of the existing Barrowford Reservoir, which is filled from the Summit Pool and empties into
the Burnley Pool immediately below. It would however be necessary to pump the Water from this Reservoir for use in
the Summit Pool and for the Lancashire side of the Canal, the difference in level of the Top water of each being when
full 12 feet 6 inches. The Water in the upper portion of the Reservoir would however gravitate into the Marton Pool for
the supply of the Yorkshire End. It would not be possible to fill this Reservoir in any one year, indeed it would probably
take two to fill it but when once filled it would provide the requirements of the Canal over a cycle of dry years. It is
estimated to contain upwards of 20,000 Locks or 5,319 Locks more than the whole of the existing 7 Reservoirs put
together. Pumping would only be necessary in very exceptional circumstances and after the contents of the whole of
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the existing Reservoirs had been used for the Lancashire End.
It is impossible without Trial Holes and careful geological advice to speak as to the watertightness of the site, but the
Canal in this District passes through similar strata and leakage is extremely rare. The physical features as regards holding
capacity are excellent and no heavy works for dealing with floods would be necessary. It would be simply a large storage
cistern.
It would involve the purchase of over 400 acres of land in the possession of one owner. A short diversion of the Canal
in Greenberfield Locks would be necessary. It would also be possible to enlarge the existing Barrowford Reservoir at a
reasonable cost as regards Works but the land required would be costly and it would not hold nearly so much water as
the one at Greenberfield. On the other hand it would not be necessary to pump for the supply of the Lancashire end of
the Canal. It would hold 5,000 Locks or only about one-quarter the contents of the Greenberfield Reservoir. Two public
roads would have to be diverted and lately residential houses have sprung up in the immediate neighbourhood. The
stream would also have to be diverted past the Reservoir in order to avoid the payment of compensation water. This
Reservoir would not be sufficient to meet the requirements of the Canal for any lengthy period.
In comparing the two sites it should not be forgotten that at Greenberfield pumping would not be necessary until the
whole of the existing Reservoirs had been emptied for the supply of the Lancashire end of the Canal by gravitation,
the upper portion of the Greenberfield Reservoir being available for the Yorkshire end by gravitation.
A diagram is attached to shew the stoppages of the Canal owing to drought and frost since the year 1882.
I am, Gentlemen, Your Obedient Servant, General Manager and Engineer.
Appendix 1
Details of canal closure because of
drought or frost, 1882-1918.

Appendix 2
The various sizes of boat mentioned
in the report. Why some long boats
were narrower than others is uncertain,
though it may be to do with the type
of cargo carried, with the wider hold
suiting particular bales.
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Report on the Leeds & Liverpool Canal and its Adjuncts (1926)
by Alfred Wolryche Stansfield M Inst C E, Skipton, February, 1926,
THE CHAIRMAN and DIRECTORS of the LEEDS & LIVERPOOL CANAL CO.
GENTLEMEN: REPORT on the CANAL and its ADJUNCTS - February 1926.
FABRIC
The use of Concrete for Side Walling and in some instances inverting the Canal introduced some 20 years ago has
undoubtedly been the means of strengthening many weak places and of stopping a considerable amount of Leakage.
This state of affairs is particularly noticeable on the Yorkshire End of the Canal. Many places still remain to be treated
and many be enumerated as follows, commencing at the Leeds End. 1. The Main abutment of the River Lock at Leeds is supported on Piles, and should be carefully watched.
2. The Side Walls of the Pool above the Office Lock are low and should be raised. They have been in this state for years,
but the growing use of Steamers and Motor Boats, with Boats in tow, has made the conditions rather worse of late
years owing to the quantity of water used at one time at the Locks as the trains of Boats pass.
3. Further Concrete Walling is necessary at Newlay to prevent leakage. At this point for a short distance the sides and
bottom of the Canal were covered with Concrete some years ago to the detriment of the water supply to the Newlay
Dye Works. In this case the increased Water Rent obtained from the Dye Works has just about paid for the full cost of
the work. The Dye Works return as much water as they take, Debtor and Creditor Meters being installed.
Concrete Walling is advisable at:Rodley; CaIverley Wood; Shipley Valley; On the Skipton Pool between Howden Wood and Holme Bridge. There is also
a heavy Retaining Wall alongside the Keighley Golf Links which has already been partially grouted with Cement, and
which should be finished off.
In the Yorkshire District, the Canal was cut through considerable lengths of Rocky foundation where Clay puddle is of
little use being liable to abrasion by the passage of water and in these Lengths Concrete has been most useful.
Passing West from the Summit, the Banks in the Nelson District require protection, but the worst place on the Burnley
Pool is undoubtedly in the Altham neighbourhood where leakages occur from time to time, and where in past times
the Banks have been treated in a not very substantial manner. Subsidence also has to be dealt with in this locality,
and as flooding above the Canal is taking place owing to the Workings in the Upper and Lower Mountain Mines, it
will probably be cheapest to buy the flooded land rather than execute Works to keep the water within the Boundaries.
This can be done compulsorily under the Company’s Act of 1891.
Below Blackburn in the Riley Green Pool, it is possible by degrees to raise the level of the Pool, particularly if the
Overflow Weirs are lengthened, so as to keep the level of the water from fluctuating too much. Excess water in wet
times has always been dealt with by the Local Bankranger who has to turn out at all times in all weathers to raise the
Stop Planks. The Lancaster Canal has always had, even in the earliest times, a bad reputation for leakage but Concrete
has been again most useful here especially at Red Rock where for a short length the Bed and Sides of the Canal have
been sheeted with Concrete.
In the Wigan District of course Subsidence is always present, in various localities, but between Wigan and Liverpool
the Sectional Area of the Canal is good, and the Banks are fair condition. At Leigh the off-side Bank between the
Wigan Coal & Iron Co’s Basin and the Leigh warehouse requires a heavy Concrete Wall for some distance and it may
be found advisable to treat a considerable length here, but it depends upon the amount of Subsidence that may be
expected, upon which Mr Marriatt has been asked to Report.
BRIDGES
The way in which the old fashioned stone Arched Bridges have stood up to modern excessive loads is really remarkable,
and in some instances they are as sound today as they were when originally constructed. In some parts also the Lime
used has been found to be equal to present day Cement. Within recent years the history of each Bridge has been
ascertained, as far as possible, and the results have been entered in the Bridge Books for reference. Many Bridges have
been rebuilt and altered both by the Company and by Local Authorities, and recently as the Board are aware a kind of
epidemic for the reconstruction of Bridges has broken out amongst the latter.
There are some Bridges, however, which perhaps should be specially mentioned. For instance, Wyther Bridge,
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Kirkstall. This has one of the lowest Headways on the Canal and it has always been more or less of an obstruction.
A little more Headway at Apperley Stone Bridge now under consideration would enable the water level of the Apperley
Pool to be raised. Silsden Bridge is also rather low. At Monkholme the widened portions on either side of the old Stone
Arch are not supposed to be the property of the Company and the owners should be warned of their condition. At
Colne Road, Burnley, the tram rails are hard down onto the Arch Stones of the portion of the Bridge belonging to the
Company and the Borough Engineer has been notified of its condition. It is being carefully watched. Smith’s Bridge,
Altham, will soon require to be dealt with owing to Subsidence. The Swing Bridge at Whitebirk can be removed as
soon as the New Boar and Bridge have been completed by the Blackburn Corporation. Workhouse Bridge, Chorley,
now only used as a Footbridge, will shortly have to be dealt with as the temporary Bridge has now been up some time.
The circumstances regarding Skew Bridge, Chorley, are within the cognizance of the Board.
In the Wigan District and on the Leigh Branch most of the Bridges have been dealt with in recent years. On the
Liverpool Pool the Approaches to some of the Bridges require to be braced and strengthened as the retaining walls
are being pushed out by the abnormal weights passing over them. Old Roan Bridge which carries the heavy North
Lancashire traffic has stood up to its work in a marvellous manner but we believe there is a thin layer of Concrete
between the paving Stones and the Arch Stones which tends to distribute the weight. Gorsey Lane Bridge which owing
to its shape would frighten most people has been supported on either side with Concrete; and has also been treated
with liquid cement under pressure. There has apparently been no movement of any kind for very many years but it is
a Bridge which is carefully watched.
As for the Swing Bridges they carry the enormous loads occasionally passing over them in a wonderful manner but it
is believed that the prominent Notice Boards displayed at many of them have had some effect in restricting their use
to reasonable proportions.
LOCKS
These are under constant repair, especially during the Summer months. They receive a good deal of ill-usage, and
wear and tear will always be present. Many especially in the Gargrave District require facing with Blue Brick.
The worst Lock masonry on the Canal is undoubtedly at Johnson’s Hillock. These Locks were constructed by the
Lancaster Canal Authorities, and the fact is rather remarkable, as most of the Lancaster Canal Masonry is extremely
good, as may be expected considering that John Rennie, of Waterloo Bridge fame, was the Engineer.
The two Locks which should be most carefully watched are the River Lock at Leeds, and the Bottom Lock at Liverpool.
CULVERTS
Theses are the greatest nuisance to those responsible for the maintenance of the Canal. The particulars and History
of each known Culvert has been ascertained as far as possible and the facts concerning each are being entered in
Reference Books similar to those instituted for the Bridges.
On the Yorkshire side most of them are constructed of Stone, but a few are of timber usually called Trunks. Many
cannot be inspected owing to their size and positions but where suspicions exist Manholes fitted with safety cloughs
have been, and are, from time to time constructed for use in case of failure. A considerable number have been renewed,
or telescoped with Brick or pumped up with Cement in recent years, and the Local Bankrangers and the District
Engineers are always on the watch.
The extension of the Hey Brook Culverts at Dover require to be finished off, and those near the Wigan Coal & Iron
Company’s Basin at West Leigh should be treated in a similar manner, without delay.
RESERVOIRS
Winterburn, the last constructed, where the pressures are the heaviest, and where the floods to be passed on down the
Bye-wash are the greatest, is the one concerning which not the slightest anxiety need be felt.
Next in Age comes Barrowford completed in 1886. This is not liable to floods, it is half the depth of Winterburn and
consequently the pressures are less. The Embankment is substantially constructed; the materials used being Carefully
sorted. The Puddle Wall which encircles the Reservoir is tied into the Boulder Clay which is believed to extend all over
the bottom of the Reservoir. A considerable quantity of material dredged from the Canal has in recent years been used
to slightly raise the level of the Bank, and level up the slopes. This policy should be continued.
Next in age comes the Upper Foulridge constructed in 1866 by, I believe, Messrs Bateman & Hill. The Bank appears to
be substantially constructed and has required little attention during the 40 years the undersigned has known it. The
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outlet pipe was originally controlled by only one valve placed at the lower end, not a very satisfactory method, but in
1914 a valve was placed at the Upper end of the Pipe inside the Reservoir and a valve shaft was brought up to above
the level of the Reservoir when full.
Whitemoor Reservoir was constructed in 1841, and some time afterwards the Embankment slipped at a point some
little distance South of the main Outlet Culvert. The failure appears to have been promptly dealt with and during
the writers experience no further movement has taken place. This information was given by the late Mr George
Rushworth who recently died at a good old age, the slip having occurred when he was a boy. This Reservoir is the
most exposed of any of the Company’s Reservoirs, and it is usually kept somewhat below its full capacity during the
winter months for that reason.
The Rishton Reservoir was constructed about the year 1830 and was enlarged in 1837. Some slight leakage has occurred
here from time to time but the toe of the Embankment has been drained with beneficial results, but a little more still
requires to be done, also some repairs to the pitching of the inner slope of the Embankment at the North East end.
The valves of this Reservoir have been overhauled recently and a new main valve has been installed. The Byewash also
requires repair. The gathering ground of this Reservoir is extremely small and it usually takes the whole winter to fill it.
It is, therefore, easily controlled. The working of the Coal underneath it has recently been under consideration. No Coal
should be worked under or near the Embankment. This Reservoir is useful for replenishing the Burnley Pool at the
Blackburn end after a South Westerly gale.
Slipper Hill the smallest of the Reservoirs is shallow and a portion of its gathering ground is also available for
Whitemoor. It was constructed about 1797.
The same date applies to the Lower Foulridge Reservoir which was enlarged about 1832-36. The Valves of this
Reservoir have been recently overhauled, and a New Valve at the Lower End of the Main Outlet has been put in.
The Upper and Lower Foulridge Reservoirs are upon the same stream, and it requires about two feet of rain to fill
them both. The level of the water in the Lower Reservoir is also kept down until the late Spring.
In 1892 the Winterburn Reservoir on the Yorkshire side was connected to the Summit Pool by a line of Pipes varying
from 36 to 24 inches diameter. It was constructed under the Company’s Act of 1891 and owing to the opposition of
various Authorities in the West Riding, Compensation Water to the extent of Three-quarters of a million Gallons per
24 hours was imposed by Parliament. Under the Act this quantity was to be increased if further Reservoirs at Bucker
House and Bordley were constructed. The Land necessary for these two Reservoirs was purchased, the Powers for their
construction have now lapsed.
TUNNELS
There are two tunnels on the Main Line of Canal. That at Gannow, Burnley, has I believe never given any trouble and
is in sound condition.
The same cannot be said of the Foulridge Tunnel which has at time required considerable attention. Repairs are still
necessary especially at about Water Line where the masonry is rubbed by the passing Boats. It was constructed under
considerable difficulties owing to the water met with and it was probably at all events one of the earliest Tunnels
constructed in England. It is of course under constant inspection above the water level by the Captain of the Tunnel
Tug, who is a reliable man.
DREDGING
The quantity of mud which it is constantly necessary to remove from the Canal is surprising, amounting not
infrequently to 1,000 tons per week, and the necessity of looking ahead for suitable Spoil Tips is of course constant.
On the whole these are fairly provided for at present but an extension of the Tip on the Shipley Pool leased from the
Bradford Corporation is necessary, and your Officials are fully alive to the situation.
On the Yorkshire side the Length from Gargrave to Shipley has been effectively dealt with in recent years and the
Grabs are now working down towards Leeds. As soon as the Leeds End has been dealt with the intention is to work
the Dredgers back into Burnley Pool which at all events at its Northern End badly requires attention in time to clear
the Southern End before the Lease of the last portion of the Norden Tip expires in January 1930.
REGULATION OF WATER SUPPLY
The state of the Main Pools on the Canal are daily reported to the Engineer and during the Summer months the
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quantity of Water passing at various vital points on the Canal is recorded on Clock controlled Diagrams, which are
worked out weekly. These give the Engineer an approximate idea of the general water consumption.
The Draw from the Reservoirs is in the hands of the Yorkshire District Inspector, as between Blackburn and Leeds.
The Supply of the Lancashire End below Blackburn is watched from the Wigan Office, and the two are in constant
communication.
All extra water for the Liverpool Pool has to be drawn down the Locks at Blackburn, Johnson’s Hillock and Wigan.
Formerly when considerable numbers of the Company’s own Boats were passing, and whose journeys commenced
and terminated in the Liverpool Pool a large quantity of water was brought into the Liverpool Pool by Lockage and
helped to supply the Liverpool Locks with water. This is not now so much the case, with the consequence that the
water has to be specially drawn down the Bye-washes, or through the Locks, at the places above mentioned. These
Lock Bye-washes will probably need to be enlarged, in order to avoid flooding of the Banks in the Lock Pools.
I have the honour to be Gentlemen, Your obedient Servant, A W. Stansfield, M.Inst.C.E

Expenditure, 1891 to 1905
New warehouses, etc……………………………………………………… £75,262
Alteration to bridges……………………………………………………… £12,501
Improvement of canal - wash walls, quays, deepening, etc…………………… £230,471
Winterburn reservoir and pipeline………………………………………… £90,526
Subsidence……………………………………………………………… £92,305
Parliamentary expences………………………………………………………£8,128
Land for further reservoirs………………………………………………… £24,241
Miscellaneous………………………………………………………………£2,419
Total…………………………………………………………………… £535,853
From 1891, the depth of the canal from Liverpool to Blackburn was increased to 5ft 9in.

Improvements from 1873
1873/4 Deepening canal in Lancashire
1875 Steam traction introduced plus steam tug, warehouse at Bankhall, Liverpool, Brierfield, Nelson, Bingley,
Shipley and Stockbridge, offices at Liverpool, stables at Burscough
1876 Warehouse at Kirkstall, stables and proven store at Liverpool, Old Hall Street unloading area to be covered
1878 Bradford Canal jointly purchased, warehouse at Botany, improvements at Liverpool, coal under Gannow
Tunnel purchased for £8,000
1880 Warehouse at Rodley, improvements at Leeds, Bingley and Stockbridge
1881 New basin at Leeds, canal widened at Halsall to allow passing in the narrow cutting
1882 New dockyard, etc., at Wigan
1884 Alterations to Leeds warehouse, tug purchased for River Mersey
1885 Warehouses at Blackburn, Burnley and Bankhall
1886 Barrowford Reservoir completed, Winterburn begun, warehouse at Bootle, new terminus at Liverpool opens
1887 Warehouse at Wigan
1888 Warehouse at Shipley and Enfield, stables at Burscough, offices at Liverpool
1890 New cranes at Liverpool and Bootle, stables at Maghull and Botany.
1891 Act sought for improvements; opposed by rating authorities and water users and mineral owners.
1892 Extension at Nelson and Bootle, shed at drydock, Blackburn, warehouse and stables at Nova Scotia.
1893 Rates & Tolls revised by Board of Trade, cost £4,394, light boat charges halved to 2/6 costing circa £3,000
annually, terminal charges 50 to 100% lower than allowed to L&YR.
New basins and sheds at Liverpool, warehouse at Burnley , extensions at Nelson.
1894 Warehouse at Liverpool, Leigh, stables at Skipton
1895 Warehouse at Leigh and Armley
1896 Warehouse at Burnley, Bradford and Nelson
1897 Warehouse built at Bradford and Barnoldswick
1898 Warehouse at Salterforth, stables at Burnley
1899 Cotton warehouse at Wigan
1900 Horse-drawn flats provided for cloth trade to Manchester.
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1902 Sheds at Stockbridge and Bradford, lengthening locks from Wigan to Blackburn suggested at a cost of £24,000.
1903 Pagefield Lock built because of subsidence at a cost of £2,526. Sheds at Feniscowles and Stockbridge.
1904 Shed at Rufford and Gargrave
1905 Cartage taken over at Burnley
1907 Nelson warehouse built
cost of subsidence £6,103
1908			
cost of subsidence £6,608
1909			
cost of subsidence £8,958
1910 Electric hoists Wigan, Blackburn, Shipley
cost of subsidence £5,771
1911			
cost of subsidence £6,394
1912 Boatmen’s strike
cost of subsidence £5,557
1913 electric crane at Church
cost of subsidence £4,262
1914			
cost of subsidence £6,091
1915 Board of Trade will not pay war bonuses as they did for railway companies
cost of subsidence £5,242
1916			
cost of subsidence £5,010
1917 Boatmen leaving due to low wages, Board of Trade put canal under the Canal Control Committee
1918
1919			
cost of subsidence £3,783
1920			
cost of subsidence £4,781
1921 Canal Company carrying department closed on 30 April
cost of subsidence £6,813
Average tonnage of merchandise carried with average distance and toll realised
1871-4 297,070
12.81 miles
£38,800
1881-4 478,532
32.2 miles
£46,048
1891-4 545,594
35.13 miles
£43,918
Subsidence became a major cost as coal mines became deeper towards the end of the 19th century. Agreement over the
cost was a major factor in discussions over the Act of Parliament required for Winterburn Reservoir, with the canal
company subsequently paying for any damage to the canal from coal mining subsidence.

Warehousing
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To compete with railways, the canal company had to improve their facilities regularly. This was particularly
so towards the end of the nineteenth century when customers were becoming increasingly aware of the
need to keep goods dry. Awnings were installed on many older warehouses, and new warehouses were built
with covered arms. This graph gives an idea of the investment financed by the canal company following the
end of the railways lease of the general cargo traffic in 1873. Ironically, much of the improvement was paid
for with the profits from this lease, and the Lancashire & Yorkshire Railway’s Burnley trade was badly hit
by canal competition at this time.
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Warehouses and cargoes on the L&LC
The first scheme for a navigation in the Aire valley above Leeds was suggested in the early 1740s. It was proposed
to make the river navigable from Cottingley Bridge, near Bingley, to Inghay Bridge, near Skipton. It was to obtain a
better supply of lime and limestone for the Bradford and Bingley area from Craven that the navigation was proposed.
Coal, for lime burning, would also have been carried up the valley towards Skipton. In Parliament, the bill failed
because of opposition from Lord Thanet of Skipton Castle.
The supply of lime stone to the Bradford area remained a problem. Demand was great as it was used not just for
fertilising land, but also as a mortar for building, for internal decoration, and in the areas growing iron industry. To
solve the problem, a group of Bradford businessmen, led by John Stanhope, proposed building a canal, not just to the
Craven district but also across the Pennines. The initial proposal of 1764 was for a canal from Leeds to the Ribble
near Preston, with branches to Burnley, Clitheroe, Blackburn, Lancaster, Liverpool and Manchester. Such a long canal
would require more finance than could be raised in Yorkshire, and it was the merchants of Liverpool who saw the
advantage in supporting the scheme. By the time the canal received its Act in 1770, the route was up the Aire valley
from Leeds to Gargrave, then across the Pennines to Colne and Whalley, and then down the Ribble valley and across
the West Lancashire plain to Liverpool. A branch canal up to Bradford was to be built under a separate Act. Although
limestone was still regarded as the most important cargo, with branch canals proposed to the quarrying areas of
Settle and Clitheroe, the carriage of woollen goods for export through Liverpool was a secondary target.
Construction began on either side of the Pennines, and the section from Bingley to Skipton and possibly Gargrave
opened on 8 April 1773, and it was extended down to Shipley and the junction with the Bradford Canal in March
1774. Leeds was reached in June 1777. In Lancashire, the canal opened from Liverpool to Gathurst, where it joined
the Douglas Navigation, in February 1774, and was extended to Wigan, by-passing the old navigation, in 1780. The
following year, the branch from Burscough down to the Ribble was completed. Work then stopped because of lack of
money, probably due to the American War of Independence.
However, the canal was able to operate profitably. In Lancashire, Liverpool could be supplied with coal from the
Wigan area, while in Yorkshire there were now regular supplies of lime and limestone. Trans-Pennine traffic was
mainly handled by the warehouse at Kildwick which was convenient for the turnpike to Colne and East Lancashire,
though some goods may also have been handled at Stockbridge.
Construction of the canal began again in the 1790s, finance now coming increasingly from tolls on the operational
sections. From Gargrave to Foulridge was opened in 1794, then the route was altered to run through East Lancashire
rather than through Whalley and the Ribble Valley. Burnley was reached in 1796, then Henfield (Clayton-le-Moors)
in 1801, Blackburn in 1810, and a through route to Liverpool was completed in 1816. By then, competition for transPennine trade was well-established, the Rochdale Canal having opened in 1804 and the Huddersfield Canal in 1811. A
branch from Wigan to the Bridgewater Canal at Leigh was opened in 1821 to provide a through route from the canals
of the Midlands to Liverpool, though most goods avoided this circuitous route and were still carried by barges on the
Mersey between Liverpool and the Runcorn area. A branch into Liverpool Docks, one of the main aims of the canal’s
promotion, was finally achieved in 1848.
Railway competition developed extensively in the 1840s with the opening of lines up the Aire valley from Leeds
and into East Lancashire from Liverpool. There were large toll reductions, and the boats and horses of the major
independent carriers of general cargo on the canal were taken over by the canal company by 1850. The following
year the general cargo traffic on the canal was leased by a group of railway-owned canal companies at a rent of
£40,500 per annum. Thus the lucrative merchandise traffic was controlled by railways who hoped to divert it onto
their lines. In this they were partially successful, and tonnages of general cargoes declined over the following twentythree years. However, the canal company was receiving a regular income from the lease and was able to build up fairly
large financial reserves as well as paying a good dividend. Income from the carriage of coal, grain and limestone,
unaffected by the lease, were also increasing.
The fleet of general cargo boats leased by the railways was slowly run down and the canals warehousing remained
unimproved. In 1851 the carrying plant was valued at over £13,000; by 1874 its value was just £3,3343. The Lancashire
& Yorkshire Railway abused its monopoly in East Lancashire to such an extent that local mill owners and merchant
petitioned the canal company to end the lease. This they did in 1873, and over the following thirty years there was
considerable investment in facilities for handling general cargoes and in building up a large fleet of general cargo
boats. Flyboats carrying general cargo operated, working day and night, over the whole length of the canal. Much of
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the traffic came from Liverpool, and each boat from there had a specific named destination such as Leeds or Bradford,
with cargoes also being accepted or delivered to and from intermediate warehouses. Steam boats were introduced in
the 1880s, and these would tow two or three un-powered boats behind them. A regular timetable allowed cargoes to
be sent efficiently, and the canal provided effective competition to the railways.
Between 1891 and 1901 the canal company invested over half a million pounds in improving the canal, £75,000
of this being for warehousing. For the ten years from 1896, the average ton miles were 47 million, a rise of 5 million
over the previous ten years. It was only the introduction of motor lorries after the First World War, coupled to the rise
in wages during that war and the decline of traditional canalside industries which led to the decline in traffic on the
canal. The depression of the 1930s followed by the Second World War accelerated this decline, with traffic over the
main line of the canal ceasing in 1963. There were efforts to resurrect traffic on the canal during the 1970s and 80s,
but these were on a small scale and have not survived.

Warehousing on the Leeds & Liverpool Canal
The original Act for the canal, 10 Geo III cap 114 regulated the construction and usage of wharfs and warehouses in clauses
62-64. Land owners were authorised to build warehouses on their own land and they could charge for their use over and
above the tolls charged by the canal company. If the canal company wanted a warehouse they could apply to the land owner
in writing. If he did not erect a warehouse inside twelve months then the canal company were allowed to build one.
No charge could be made for goods which only remained on the wharf for six hours. If they remained longer,
wharfage of 1.5d per ton could be charged for coal, stone or brick, and 3d per ton for other goods. Six days was the
official maximum time goods could remain on a wharf. Cranes or weighing machines could be erected by the canal
company after 3 months notice to the land owner. (These clauses were confirmed in the Act of 1794, 34 Geo III cap
94, clauses 135-137, and then better defined by the Canal Rates, Tolls and Charges [Leeds & Liverpool Canal] Order
Confirmation Act of 1893, Vict 56 & 57 cap 225))
In clauses 91 and 92 prohibitions were put on the construction of wharfs in two specific sites. The first was at
Riddlesden, where no wharf could be built within 500 yards of [East] Riddlesden Hall without the consent of its
owner, Edmund Starkie, or his heirs. The second prohibited a wharf near Coates Hall, Barnoldswick, which was
owned by William Bagshaw.
The effect of clauses 62-64 can be seen in the correspondence regarding the warehouse at Henfield (Clayton-leMoors). The land owner was Lord Petre, and the canal’s manager, Joseph Priestley, wrote to his agent, John Harper, on
7 February 1800 asking if he wanted to build the necessary warehouse as the canal was expect to open to Henfield in
1801. Two months later Thomas Hill wrote to Harper offering to take the warehouse. Hill worked for the Leeds Union
Company, the main general carrier on the Yorkshire end of the canal, his letter stating: ‘…Should you or Lord Petre
take it into consideration to build, will take the warehouse off you or allow a percentage for building one upon my plan
and direction for a turn of years.…P.S. Presume the amount of the proposed warehouse will be from 400 to 500 pounds.’
Harper replied immediately asking about the size of the building, the rent and period of rental, and Hill responded
suggesting a building 20 yards long by 12 yards wide with a height sufficient ‘…to make a chamber in the roof if
required’. A customary lease was suggested at 7.5% upon building when insured. However, by June Priestley had
noted that Lord Petre had declined to build the warehouse. Presumably the warehouse was built by the canal company
as James Fletcher, the canal’s engineer, wrote to Harper, probably in 1806 as the warehouse was extended in that year,
asking for an additional piece of land for extending the sheds as they were now inadequate for the trade, particularly
that of the Union Company.
The second Act of 1783, 23 Geo III cap 47, authorised in clause 32 a fine of five pounds, plus costs and charges, for
the removal of goods from wharf before the wharfage had been paid to the wharf or warehouse owner. The third Act,
30 Geo III cap 65, added further restrictions to the location of wharfs and warehouses in clause 4, with none allowed
within 300 yards of a ‘capital mansion or manor house’ without consent.
The warehousing on the Leeds & Liverpool Canal was usually built by the canal company, overall dimensions
being agreed by the committee and details being left to some extent to the canal’s engineer and the builder. Several
warehouses were built by landowners, and most of these were taken over, either by lease or purchase, during the
canal’s improvement after 1873. Several continued in use until the 1980s when changes in the supply of raw materials
reduced the need for extensive warehousing.
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Warehouse Operation
Originally, the warehouses seem to have been operated by agents of the canal carriers even though they were usually
owned by the canal company. In August, 1782, linens were reported to the canal committee (RAIL 846/3) as having
been stolen from Leeds warehouse. The loss was divided into three, with the company, Mr Wilson the owner of the
linens, and John Whitaker & Co, the carrier, each taking a share in the loss. The company, as owner of the warehouse,
did not consider themselves liable as they were not paid for goods deposited in this warehouse. Warehousing was often
provided free, particularly at a later date as a result of competition with railways who also provided free warehousing.
Initially Whitakers seem to have been the sole traders on the canal, though this may only have been with regard to
general cargo. Bulk cargoes, such as coal, were usually carried by specialist firms at a later date, with the holds of the
boats lacking any fittings for covering the cargo, unlike those used for general cargoes which could be covered with
canvas sheets. They seem to have given up carrying in 1796, the canal minutes (RAIL 846/5) recording in April 1796:
‘Mr Whitaker & Sons having declined the carrying trade upon this canal and the agreement made with them touching
the warehouses and other particular accommodations belonging to this company which they possessed as sole carriers
being at an end and it having been represented that such carrying trade would be hereafter prosecuted by different
persons and applications also having been made by the Leeds & Burnley Union Company and the other persons entering
into such trade for such accommodation separately.
Resolved that this company ought not to make any distinction between persons carrying upon this canal and that
therefore as different persons will hereafter be employed therein the warehouses and other accommodations so held by
the said Mr Whitaker & Sons ought hereafter to be retained in the hands of the company or let in such manner as not to
give any preference to any one concern in the carrying trade.’
Little is known of the Leeds & Burnley Union Company. It may also have been known as the Leeds Union Company
or the Burnley Union Company or even simply as the Union Company, and there was also a Liverpool Union
Company or Liverpool & Wigan Union Company. They may have been some sort of co-operative and there were
certainly various partners. There were also other general cargo carriers on the canal, three of the best known being
Hargreaves, Pickford’s and Kenworthy’s. The latter two mainly operated narrow boats in the Midlands, and they
started operating on the Bridgewater and Leeds & Liverpool Canals in 1821, with Pickfords withdrawing from the
area in 1824. A Manchester & Liverpool Union Company operated on the Bridgewater Canal from 1823, and this was
probably similar in set up to the Union Companies on the Leeds & Liverpool Canal, though little definite is known
about such early carrying fleets.
In 1848, when, in the face of railway competition, the canal company took over general cargo carrying under the
Canal Carriers Act of 1845, there were three main firms; the Union Company with 15 boats, the Liverpool Union
Company with 16 boats, and Tyrer & Glover with 14 boats. Earlier, by 1799, the canal company had their own men to
arrange trade at the warehouses. The canal minutes (RAIL 846/6) of May 1799 noted the mode of operation at the
Leeds warehouse:
Hours of doing business...from 6 in the morning to 8 at night between 21 March and 21 September, and from 8 in the
morning to 6 at night from 21 September to 21 March. No lighted candles to be used in the warehouse unless the same be
in lanthorns, on pain of forfeiting not less than 20s nor more than £5.
All goods not particularly directed to the care of a trader on this canal to be forwarded by the first vessel which shall go
to the place where the goods are consigned to without preference. When the warehouse keeper locks up the outer doors of
the warehouse he shall exclude any communication with the warehouse by any inner door.
Rates for warehouse room: Wool not going upon the canal one penny per pack for the first 14 days and one penny per
pack per week for the time it may stay in the warehouse afterwards. Wool going upon the canal if it remain 14 days in the
warehouse one penny per pack, if less than 14 days nothing, if it remain 21 days two pence per week with the addition of
one penny per pack per week for time after 21 days. Corn not going upon the canal one penny per quarter if it remain no
longer than 14 days and an additional one penny per quarter per week afterwards. Corn going upon the canal for the first
14 days nothing, if more than 14 days one penny per quarter and an additional penny per quarter per week afterwards.
All other kinds of goods to pay the same rates as wool, the pack being estimated at 250lbs.’
Despite the canal company having its own warehousemen to control trade, there were still problems. John Highfield
complained about confusion at Liverpool warehouse in September 1799 because so many carriers deposit goods there.
He may have been part of the Union Company as he asked if they could rent their own warehouse. The committee
hoped that the new ‘Preston’ (for the Preston trade) warehouse being built in Liverpool would remove the problem.
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Even before the growth of railway competition, the canal company was seeking to improve its warehousing and
cargo handling. The canal’s engineer reported (RAIL 846/11) on possible improvements to the terminal basin in
Liverpool in June 1825:
‘…Of the necessity of greater accommodation to keep pace with the increased business of the canal and the efforts of
rival establishments, the committee will themselves judge; my only business is to point out existing evils, and to give the
best opinion in my power as to the mode in which they may be obviated or removed.
Increased accommodation is most required for the carriers of merchandise, the coal merchants having been well
provided for in the new coal yards and no complaint being made by them except of an occasional want of water, but as
the committee have it in their contemplation to construct further reservoirs that want need not be adverted to.
The objects to which I beg leave to request the attention of the committee are the necessity of:
1st: more water room and an unimpeded navigation.
2nd: more warehouses or sheds with a capability of loading and unloading boats under cover.
The first required object may be attained by making basins out of the direct line of canal (where practicable) in which
boats may lie and discharge by rounding off abrupt projections, widening the canal, removing the slopes and deepening
the bed. …The remaining object of more warehouse room is of the greatest importance and one which I think the
committee will deem indisposibly necessary in one mode or another.
The property belonging to the company in Bath & Dutton Streets seems to me to admit of such appropriation as would
render it unequalled for the speedy and safe execution of business and that without additional purchase. A range of
warehouses may be constructed having a basin within completely roofed and lighted from above and surrounded by a
road thirty feet wide having a diminished descent in comparison to that of Dutton Street. In fact the local advantages of
this property are not to be exceeded.
The plan however is dependent upon the consent and co-operation of others in constructing a new bridge across
the basin of height sufficient to pass loads of bulky goods and the roofing of the basin would be a work of considerable
expense though of corresponding usefulness. Another consideration is that if it be intended at any future time to exercise
the right possessed of locking at this point into the Mersey, this plan must be greatly modified if not abandoned. Another
mode of attaining the object is to construct warehouses projecting across the canal on the land now occupied as coal
yards by Messrs Hollingshead Woodcock & Co and Mr Hustler in Leeds Street a situation of the utmost value to the
carrying trade from its contiguity to the town and docks, and where basins might very conveniently be formed.
A third mode is to erect a string of warehouses along the present timber quay of two stories which may be constructed
so as to admit the entrance of a loaded cart within the building, each building having a sufficient projection across the
canal to protect the cargoes of boats loading or unloading from the weather; this however would require the occupation
of some other land as a timber quay and none appears to me so proper as the field on the west side of the canal which
adjoins to the company’s office provided the purchase can be effected on terms satisfactory to the committee, it possesses
a long line of frontage to the canal has a good and wide road on two sides would admit at a comparatively small expense
of the construction of a basin and from its connection with the proposed docks might insure advantages similar to those
possessed by the property in Bath Street.
The construction of warehouses on the land purchased of Mr Houghton or at the head of the coal yards in Vauxhall
Road is not advisable on account of the distance from places of business, the former plot of land is admirably calculated
for fresh coal yards or as affording situations for those who may leave those they at present occupy.
Many minor accommodations may be effected such as enlarging the present packet warehouse to the extent of the
company’s boundary, adding other stories to the sheds lately built for the Leeds Union Company and that formerly
occupied by Messrs Pickford and by covering with shed or warehouses the plot of ground between the packet warehouse
and Messrs Atkinson & Sons office in Old Hall Street.
I have the honour to remain, Gentlemen, your most obediently, Albinus Martin
As suggested in this report, improvements to warehousing on the whole canal were a mixture of extensions to existing
warehouses and the construction of new. Following the lease of the merchandise traffic to the railway companies in
1851, few improvements to the warehouses were made. However, a report on warehouse accommodation was given
to the canal’s committee in July 1873 (RAIL 846/19). It did not cover all the canal’s warehouses, but did provide
suggestions for where new warehouses were required or extensions made. It is given here with a note on subsequent
developments where applicable.
Wigan: Accommodation good and sufficient, property not leased to the railway companies, should be put into good
repair. [New warehouses were built here subsequently]
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Adlington: Little traffic here so shed or warehouse not needed.
Cowling Bridge: Plans to be drawn up for a shed serving local cotton mills
Botany (Knowley): Warehouse delapidated and in the hands of the lessees. Matter to be dealt with when other repairs to
leased property is considered.
Whittle: Possible site for shed for Peter Todd & Co at Johnsons Hillock, and second for Parke’s Paper Mill viewed.
Mill Hill: Small wharf and warehouse belonging to Exors Joseph Eccles to be considered for purchase.
Blackburn: Warehouses still in the hands of the lessees. Plans to be drawn up for moving the stables from near the bridge
to underneath the Toll Office and continuing the shed to the bridge. [New warehouse was built at Nova Scotia and
Eanam was extended]
Rishton: No warehouse at present, but bankranger’s house site could be used.
Church: The warehouse and wharf at Alleytroyds was considered suitable and should be purchased. [It was built in 1836
for the Hargreaves Brothers, textile printers in Accrington and purchased by the canal in 1890. A new warehousing
complex was also built nearby]
Enfield: Warehouses and wharf in the hands of the lessees; in fair condition and just need an overhaul. [A small extension
was built subsequently]
Hapton: No warehouse here, but canalside cottages of Mr Riley adjacent to bridge had been used for warehousing and
could be purchased.
Dugdale’s: Nearest warehouse for Padiham. [It was at Gannow and possibly built by a land or mill owner called Dugdale]
Burnley:Warehouses in the hands of the lessees and sufficient at present. [They were subsequently enlarged]
Brierfield: Plans for a shed to be drawn up, as had been done earlier. [A warehouse was built here]
Nelson: Land at Carr Mill bridge to be purchased for a shed if at the right price. [A warehouse was built here]
Barrowford: Warehouse in good repair; new extension needed.
Foulridge: Warehouse in the hands of the lessees and needs repairs but no extensions.
Barnoldswick: The small delapidated warehouses were inspected. [A new warehouse was built]
Gargrave: Lease of Mr Wilson’s warehouse to be negotiated. Mr Coulthurst’s warehouse is delapidated and if the Low
Warehouse obtained will not be necessary.
Skipton: Warehouse in the hands of the lessees but in reasonable condition and does not need extending.
Kildwick: Warehouse belonging to Mr Wilson (Eshton Hall) to be leased as it is good order.
Silsden: Warehouse in the hands of the lessees and requires repair but not extension.
Stockbridge: Warehouse owned by Mr Bence who wants to let the whole and wharf to the company. No sale. Company’s
requirements to be drawn up. [Taken over and extended several times]
Ryshworth: Small private warehouse.
Micklethwaite: Possible warehouse site.
Bingley: Wooden dilapidated shed in the hands of the lessees. Requires extension and ground could be available. [Stone
warehouse built subsequently]
This was not the full list of the warehouses available and does not included the three important centres of Leeds,
Bradford and Liverpool. The Bradford Canal was taken over by the Leeds & Liverpool Canal and the Aire & Calder
Navigation in the 1870s and the warehousing completely renewed. Liverpool Basin was rebuilt as part of road and
rail improvements in the city centre, and extensive warehousing was built alongside the new sections of canal. From
1921, warehousing in Liverpool and Bootle came under the control of The Liverpool Warehousing Company in which
the canal company may have had shares. At Leeds, the arches on canal property supporting the new railway station
were used by the canal company for storage as well as warehouses around the canal basin.
Throughout the last decades of the nineteenth century new warehouses were built and existing ones extended. For
example, a warehouse was provided at Rodley, near Leeds, in 1880, and Shipley’s warehouses were extended in 1883
and 1888. The warehouses here had been developed for the wool trade after the Bradford Canal closed in 1867, and
they continued to be improved even after that canal reopened in 1872. Cargo handling methods were also improved.
At first, all lifting tackle was manual, with hydraulic power being introduced at Bank Hall warehouse, Liverpool, in
1890. Electric power was in use at Wigan, Blackburn and Shipley by 1910, and gas engines were also used at other
warehouses.
Even though traffic on the canal declined after the First World War, warehousing continued to be built for specific
traffics. The wool trade was served by new warehouses at Shipley and Stockbridge, built in the 1930s, and new
warehouses were erected at Church for textile machinery in the 1950s. The extensive Liverpool warehouses were
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transferred to the Liverpool Warehousing Company in the 1930s, but most of the larger warehouses continued to
be used under canal ownership even after nationalisation in 1948. However, over the following years they were
increasingly leased by small businesses, either for storage or workshops, or they stood idle. The last warehouses to be
used as such ceased operation in the early 1980s, and several have been converted for use as offices. Others, notably
in the Merseyside area, have been demolished.

Cargoes
Tonnages of bulk cargoes, such as coal or limestone, carried by canal do exist. The general goods are more difficult
to identify as few records have survived. Fortunately, for six months after the canal opened to Blackburn in June
1810, the goods arriving by canal were notified by the local paper, the Blackburn Mail. The following are the goods
mentioned over the first two months:
56lb iron wgts
Alder boards
Beans

11
181
117 quarters, 30
loads
Boilers
3
Bran
123 packs
Brandy
4 pieces, 2 pipes
Butter
5 firkins
Calico pieces 67 packs
Canvass
16 packages
Cast iron
29 cwt?
Cast iron pillars &
boskins for stables 4 tons
Clog soles
826 dozen
Cloth
3 trusses
Copperas
10 hogsheads
Cotton
4 bags
Currants
8 butts
Deals
126
Earthenware
2 crates
Flags
59 tons , 40 yards
Flax
4 bobbins, 27 mats
Flour
2 packs, 25 lbs?
Gin
1 pipe
Glass
11 crates, 18 boxes
Gunpowder
9 casks
Hemp
10 bales
Hooves
19 hogsheads

Hops
Iron
Iron liquor
Leather
Lead
Linen cloth
Linen yarn
Malt
Meal
Metal
Molasses
Nails
Nuts
Oil
Oil of Vitriol
Ovens
Paint
Pieces
Pine timber
Plate iron
Porter
Pots
Powder
Raisins

57 bags and pockets
7 tons
11 pipes
5 bundles
77 pieces
36 bales
168 bales
2629 loads
13 loads
1 cask
9 puncheons, 55
hogsheads
3 bags
40 bags
3 pipes, 3 hogshead,
1 cask
23 bottles
17
2 casks
4 sheets
46 pieces
3 bundles
3 barrels and 2 casks
2 crates, 3 crates
1 barrel
1 box, 1 bag, 18
drum, 6 barrels &
10 casks

Rice
Rushes
Sheeting
Smalts
Snuff
Soap
Spirits
Staves
Sugar
Sundries

1 cask
207 bundles, 8 bales
4 bundles
1 cask
1 cask
7 boxes
5 casks, 1 cask
9 hogsheads
1 hogshead
241 packages (inc
furniture), 24 casks,
14 boxes, 7 articles
and 16 hampers
Tallow
22 hogsheads
Timber
15 pieces
Tow
104 mats
Vinegar
3 hogsheads, 1 pipe
and 2 hogsheads
Walnut planks 252
Weft
51 skips
Whiting
11 hogsheads
Woollen cloth 59 bales
Woollen yarn 40 bales
Yarn
28 bales, 65 mats,
25 packs, 5 bags

Many of these goods would have been warehoused at Blackburn and they give a good indication of what was handled
by the canal. Some of these goods may have been for onward delivery outside of Blackburn, but from 1801, when the
canal opened to Henfield (Clayton-le-Moors), to 1816, when the canal opened throughout, most of such goods would
have been handled at Henfield warehouse which was close to the turnpike into Manchester. There are no records for
goods departing by canal from Blackburn. The use of turnpikes for onward delivery prior to the completion of the canal
also led to the construction of Kildwick warehouse which was convenient for the turnpike to Colne and East Lancashire.
As traffic developed, particularly after the commencement of railway competition, warehousing for specific trades
developed. The mid-nineteenth century warehouse at Eanam, Blackburn, can be divided into two; one half was used
for grain and the other for cotton. Today this can be seen from the ceiling heights in the building, the section with the
lower ceiling being used for grain as bags of grain were more difficult to stack than bales of cotton. Loadings may also
have been higher, particularly before hydraulic power was introduced for compressing cotton bales.
The canal carried a wide variety of general cargo until the canal company fleet was disbanded in 1921. By then
trade was becoming more specific, and in the twentieth century the canal was associated in particular with the
carriage of cement, sugar, wool, cotton, textile machinery and grain.
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Early warehousing in Liverpool was identified by the origin or destination of traffic, and to some extent this was
continued when the new basin and warehouses were built from the 1880s. From this time, most warehouses at the
terminus were single storey as goods were not stored for long periods. Daily services to all destinations along the
canal ensured that goods were handled efficiently and goods were usually stored at their destination.
Warehouses for specific trades could be found all along the canal, notably at Wigan (cotton), Blackburn (cotton
and grain), Church (textile machinery), Stockbridge, Shipley and Bradford (wool), and Leeds (newspaper). However,
warehouses everywhere also handled general cargoes.

Warehouse construction
The earliest canal warehouses were stone built with mullioned windows. Wood beams supported upper floors,
probably without columns as the variety and type of goods carried would not have created too high a floor loading.
Enfield warehouse still does not have columns, though several of the other early warehouses have had wooden
columns fitted, presumably to cope with higher floor loadings for goods such as baled cotton, wool and grain. Wooden
cranes were situated either at a canalside corner of the building or on one of the sides. In the latter case there was
often a curved recess, five or six feet high, at the base of the crane to allow freedom for the lifting mechanism to rotate
when the crane was turned. Wooden warehouses were also built at the temporary termini as the canal was extended.
The canal orders (RAIL 846/49) note on 24 July 1794 that the timber sheds at Holme Bridge (Gargrave) should be
removed and that a temporary warehouse be erected at Foulridge.
By the mid-nineteenth century, warehouses were being built for specific trades. The grain and cotton warehouses
at Eanam (Blackburn), probably dating from the 1830s, have already been mentioned. They were stone built with
conventional window openings, and wooden beams and columns internally. Stone continued to be the preferred
material for large warehouses throughout the nineteenth century, with cast iron columns and fireproof floors
appearing as the century progressed. By the 1860s, when Shipley new warehouse was developed for the Bradford
wool trade, cast iron columns were used.
To cope with increased traffic, spaces between warehouses were often infilled with wooden sheds, usually
incorporating a towpath-level platform up to which carts could be reversed. Awnings to cover the boats loading
and unloading also seem to have been added to many warehouses towards the end of the nineteenth century. The
transhipment sheds at Liverpool, the first dating from the mid-1880s, used more iron in their construction than
elsewhere on the canal. Small wooden warehouses were also built at this time, erected on a flat flagged area alongside
the canal at Armley, Rodley, Barnoldswick, Salterforth and Rufford. Only the one at Armley survives.
New warehouses, of brick and concrete construction, for the Bradford wool trade were built at Stockbridge
and Shipley in the 1930s. During the Second World War, temporary warehousing was developed at Gorsey Lane
(Netherton) so that goods imported into Liverpool did not have to be stored near the docks and city centre where
they were vulnerable to bombing. Only the wharf side remains. The last warehouse development was at Church
(Accrington) where steel framed warehouses cladded in wood and asbestos were erected in the 1950s especially for
the textile machinery trade.
Mechanical handling was used from the end of the nineteenth century, with steam driven hydraulic power being
used at Bankhall, and a gas engine at Stockbridge, amongst other sites. Electricity was used from the early twentieth
century at town centre warehouses, such as Blackburn. Teagles, fitted to RSJs, were used for lifting and carrying goods
between warehouse and boat at several warehouses, such as Burnley and Shipley. They were often associated with
baled traffic such as wool or cotton. Large canalside cranes remained manually operated, but an overhead electric
gantry crane was fitted to the last of the Church warehouses to be built in the late 1950s.
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Specific cargoes are often difficult to identify in the 20th century, but figures for goods passing through the
canal’s warehouses survive, the ones here being for January, 1909.
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The Leeds & Liverpool Canal
Warehouses were built as soon as the canal opened, sometimes by local land owners, and sometimes by the canal
company. Local landowners were given the right to build their own warehouses under the various canal Acts, with the
canal company allowed to build them only if a local landowner did not. There were a few improvements, such as the
large warehouses of circa 1835 at Blackburn, built to compete with early railways. However, while the general cargo
traffic was leased to a group of railway companies, 1850-73, no furhter warehouses were built. After taking back the
general cargo traffic in 1873, the canal company invested some of the money it had made from the lease in improvements
to cargo handling, and by 1880, the L&LR was laying staff off at Burnley because of canal competition.
Many improvements date from this time, prior to 1914, with awnings to keep cargoes from getting wet, and new cargo
handling facilities, steam powered cranes at first, with gas engines and then electricity being used later. The following are
the main warehouse sites along the canal.
The list below gives details of the warehousing facilities provided by the canal company.
Liverpool
A stone warehouse building was provided here in 1774, a second
warehouse being added around 1798 for Mr. Broomfield’s Preston
trade. A further warehouse was added in 1818, and another in Bath
Street in 1824 or 1828. Sheds were added at both Bath and Dutton
Streets in the 1830s and 1840s, and a further warehouse in 1836.
Little improvement seems to have been made during the railway
lease of the merchandise traffic, but a new warehouse was built in
Old Hall Street in the mid-1870s. Almost all of the old canal basin
site has disappeared, though one building survives, the offices of
Wigan Coal & Iron Company which were built by the canal company.
They are Grade II* and have recently been included in part of a new
hotel development here.
The canal terminus basin was closed on 3 August 1886 as part of
the reconstruction of Exchange Station and the building of Pall
Mall. A new terminus was opened alongside Pall Mall at a cost of
over £37,500. Only one multi-storey brick warehouse was built, and
most goods were handled in sheds open to the canal. These sheds
were extended in 1892/3 at a cost of £13,500, and a warehouse for
Guiness was built on part of the former terminus site on Old Hall
Street in 1894. The sheds on Pall Mall survived complete until Leeds
Street was widened circa 1980 when one section was demolished.
A second section was demolished last year, thought there are still
significant remains, including the multi-storey warehouse and the
wharfmaster’s house. The canal company offices here were destroyed
by bombing during the war.
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Bankhall
A brick warehouse which covered an arm off the canal was built here
to serve the northern docks in 1875. Wooden sheds, with awnings
over the canal, were then built in 1885 and 1906, with hydraulic
power being installed in 1890/1. The warehouse and sheds still
survive.
Bootle
A brick warehouse, costing over £18,500, was built in Carolina Street,
Bootle, in 1885, again to serve the growth of Liverpool’s northern
docks, and it was extended in 1892. Arms entered the warehouse to
allow boats to be loaded and unloaded under cover. The warehouses
have recently been demolished, though the location of the entrance
arms can still be seem.
Gorsey Lane, Netherton
A temporary wharf, possibly with covered accommodation, was
built here during the Second World War so that goods for shipping
by canal did not have to be kept close to the docks. The concrete
wharf wall can still be seen.
Burscough
A small brick warehouse was provided here at a cost of £3440 in
1888, but the depot was more of a provender store and horse stabling
centre for the canal. It still survives.
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Rufford
A wooden shed of typical L&LC design (see Armley below) was
built here in 1904 for £162. It survived until 1924.
Tarleton
A brick warehouse was ordered to be built alongside the turnpike
road in April 1803. It survives today.
Wigan
The basin at Wigan was originally built in 1741 as the terminus of the
Douglas Navigation. It may have had warehouse accommodation,
though the oldest warehouse now on the site, with stone mullioned
windows, is typical of L&LC construction. It could date from the
opening of the canal to Wigan in 1780, and it had been extended by
1804. A new warehouse was built in the mid-1820s, probably over
the canal at the end of the basin, and this was soon raised by another
storey in 1826. Two sheds were added here in 1845, but it was not
until 1887 that major additions were made to the warehousing when
a new brick warehouse was built at a cost of £5765. A brick-built
cotton warehouse was built around 1900 at a cost of £4300, and a
transhipping shed and hoist was added in 1907 for £1124. Electric
power was introduced in 1914. Most of the warehouses survive here
as part of the Wigan Pier complex, though the transhipping shed
has been pulled down, along with a wooden warehouse.
Leigh
The stone-built warehouse at Leigh was probably built in 1835,
possibly because of railway competition. The newer brick-built
warehouse was added in 1896 at a cost of around £1800. Both
survive and have been adapted for new uses.
Botany
The stone-built warehouse at Botany may date from Lancaster
Canal days, though a new warehouse was built here in 1878 at a cost
of £1360. It was proposed to demolish it in 1935, though it may have
survived until c1960.
Feniscowles
There was a small stone-built warehouse here probably dating from
the canal’s opening in 1816. It was demolished around 1990. A shed
for the paper traffic from the local paper works was added in 1905,
and this survived until around the same time.
Blackburn, Nova Scotia
The stone-built warehouse here was opened in 1847, following
requests from local merchants in 1839, and the brick warehouse
and stables were built in 1892 for around £2000. Electric power was
introduced in 1911. The warehouses are now used as offices by the
local Groundwork group.
Blackburn, Eanam
The oldest warehouse dates from 1810 and was 24 yards in length.
A new warehouse was proposed in 1823 for the increasing traffic
and one was added in 1831 with minor additions in 1838. A new
warehouse was built in 1843, one of only two built during the term
of the railway lease. It could have been for the grain traffic which
was not part of the lease. Improvements continued in the mid1870s. It was proposed that one warehouse should be raised in
height in 1882, concrete floors installed for the grocery traffic and a
gas engine fitted in a shed adjacent to the warehouses. These major
additions probably took place in 1885 costing over £5800. Electric
hoists were fitted in 1910. Today the site is used as offices, though
a wooden warehouse was destroyed during conversion circa 1990.

Blackburn, Dry Dock
The old dry dock site was converted to wharfage as it was convenient
for several local machinery and engine makers. A shed was built
here in 1892/3 costing £3500, though no further details are known.
Church
The warehouse at Church was purchased from the Hargreaves
Brothers in 1875, with a shed extension added in 1890/1. An electric
crane and track was fitted in 1913. The warehouse probably closed
before the Second World War, though the stone warehouse still
stands in poor condition. It is listed Grade II.
Further warehousing was erected at Church in the 1950s, with both
wooden and asbestos clad warehouses being built for the textile
machinery export traffic. There was an overhead crane over the
canal which served one of the warehouses. It was demolished c1998.
Enfield
The original stone-built warehouse here was built around 1802 and
was extended in 1806. Extra warehousing was provided in the mid1820s, and the warehouse was extended in 1888 at a cost of £325.
The warehouse survives though is mostly unused. Of particular
note is the wooden bracket for holding a signal for flyboats to stop
which is fitted towards the Leeds end of the warehouse.
Gannow
This stone-built warehouse was built in 1822 by John Dugdale.
Originally private and owned by the land owner, it was subsequently
taken over and used by the canal company. Today is houses offices
and workshops for the canal.
Burnley, Walker Hey
The warehouse here may have been built in 1843. There was a
serious fire caused by spontaneous combustion in cotton in 1904,
and it was destroyed by a second fire in 1922.
Burnley, Manchester Road
A warehouse was built at here by John Hall and John Garnett and
completed by August 1802. It was extended for John Moore’s corn
trade in 1804 at a rent of 9% of the cost for seven years. Alterations
were made to the warehouse in 1876, with further additions, costing
£4160, in 1885. A new warehouse was built in 1894/6 at a cost of
£5500. By the 1970s it was being used by builders merchants and
was converted to offices and public house around 1990.
Burnley, Colne Road
This was the original warehouse site in Burnley and dates from
c1796. In 1813 it was let to Messrs Dockray and Co., and it was
purchased by Col. Hargreaves in 1831. Nothing remains at the site.
Brierfield
A new warehouse was built at Brierfield in 1875 at a cost of £530.
Nelson
A new warehouse was built at Nelson in 1875 costing £1900. There
were further extensions in 1890/1, and in 1892 the present brick
warehouse was built at a cost of £3950. A shed was then built in
1906/7 costing £2400, with electric power introduced in 1913.
Warehousing used to be on both sides of the road bridge here,
though that on the Liverpool side has not survived. The brick
warehouse is currently being converted into a health centre.
Barrowford
A stone warehouse was erected above the second lock here in 1846,
with an additional internal floor being fitted in 1906. The warehouse
was demolished when the new road bridge was built c1980.
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Foulridge
A temporary warehouse was erected here in 1794 when the old
sheds at Holme Bridge, Gargrave, were moved here. A two-storey
stone warehouse was built in 1815, to plans drawn up by the canal’s
engineer, at a cost of £378. Alterations took place in 1876, possibly
the addition of stables for boat horses. By 1923 the warehouse was
disused. It survives and is used by the local trip boat company.
Salterforth
A wooden warehouse, similar to that at Armley, was built here in
1897/8 at a cost of £410. A new floor was added in 1913, and the
building demolished in 1937.
Barnoldswick
The original warehouse here, almost certainly stone-built, was on
the Leeds side of Coate’s Bridge. It was replaced in 1897 by a new
shed costing £556 on towpath on the Liverpool side of the bridge.
It was a wooden warehouse similar to that at Armley. An additional
floor was fitted in 1906, and the warehouse demolished in 1922.
Gargrave
A stone warehouse was situated on the opposite side of the road
to the Anchor Inn. The date of construction is unknown. It was
probably demolished when the road was widened c1930. In 1904, a
warehouse was proposed at Higherland Lock, though was probably
not built.
Niffany
In 1849, wharf and warehouse may have been built at Niffany by
the North Western Railway as a way of transporting goods beyond
the limits of their Skipton-Lancaster line. No further information is
known, but there is a suitable site alongside the railway here.
Skipton
One of the stone warehouses here was almost certainly built around
the time the canal opened. A second warehouse was added, possibly
in the 1830s. There were more modern additions, such as stabling,
but further research is needed to compile a comprehensive history
of the site. The buildings are now used as a pub and shops. A further
warehouse was probably located between Pinder and Gallows
Bridges, but has not survived.
Kildwick
The warehouse here was probably built by Mr Wilson of Eshton Hall
around the opening of the canal, with goods being transhipped to
horse-drawn wagons for onward delivery via the nearby turnpike to
East Lancashire and beyond. It was taken over by the canal company
in the 1870s, with minor improvements taking place in 1876. It
probably closed in 1921 and is now a private house.
Silsden
The warehouse here was probably built by the canal company
shortly after the canal opened. It was used by the railway lessees
until 1873, with minor improvements being undertaken in 1876.
This may have been the construction of the wooden shed extension.
It probably ceased to be used for canal-related warehousing in 1921,
and today is a hire boat base.
Stockbridge
The original warehouse was built by Mr Starkie of East Riddlesden
Hall shortly after the canal opened in 1773. It was acquired by
the canal company in 1873 and extended two years later. Further
extensions took place in 1880, 1898 and 1902/3, with two large brick
–built wool warehouses being added in 1934/6. They continued to
be used for warehousing until c1980, with part continuing as a shop

26

for chandlery .
Morton
There was a small stone-built private warehouse here in 1873 which
was leased by the canal company. In 1923 it was used by the Co-op.
Bingley
There was an old wooden warehouse here in 1873 used by the railway
lessees. In 1875, £3400 was spent on the purchase of the warehouse,
buildings and wharf here.. Electric power was supplied from 1914,
and the buildings were used by Airedale Storage Company in 1923,
though they were still owned by the canal company. Canal Transport
Ltd occupied them in the 1930s, and they probably closed c1950.
Shipley
The original warehousing here was next to Gallows Bridge, and
some stone buildings survive. A new site was developed, closer to
the town centre, after the initial closure of the Bradford Canal in
1865. In 1875, £1000 was spent on a new warehouse, and this was
extended in 1888 at a cost of £2400. Electric hoists were introduced
in 1910. A new warehouse for the wool trade was added in the early
1930s. The warehouses continued to be used for wool storage until
c1990, and the older warehouses are now used for offices, restaurant,
etc., while the modern warehouse awaits reuse.
Apperley
There was a small stone-built warehouse here, though little is
known of its history. It was probably stone built and next to the
swing bridge.
Rodley
A wooden warehouse, similar to that at Armley, was built here in
1880 at a cost of £400. It was still in use in 1923, but probably closed
around 1930.
Kirkstall
A new warehouse was built here in 1877 at a cost of £900. It may
have replaced a warehouse built on Lord Cardigan’s land, next to the
wharf, but no details are available. The new warehouse was probably
used until 1921 and has not survived.
Armley
A small stone-built warehouse was erected here in 1801. A new
wooden warehouse was added in 1895 at a cost of £300. This
warehouse survives and is similar to those erected at other points
along the canal. (The wooden structure sat on a stone-flagged
base, and the fixings and door slides can often be found where the
warehouse has disappeared.)
Leeds
The original warehouse here stands alongside River Lock. It may
pre-date the canal as there are loading bays alongside the lock
in a position where it would be impossible for a wagon to reach.
The route of this end of the canal was not confirmed until c1774
because of the proposed Leeds & Selby Canal which would have
had to join the Leeds & Liverpool Canal somewhere in the area.
New warehouses were added in 1801, 1832, 1837 and 1841 close to
the arm off the canal above the lock. When the new railway station
was built, the arches supporting this over canal company property
were also developed into warehousing. Further additions were
made alongside the canal next to the original warehouse in 1884,
and this site continued to be developed with wooden and cladded
warehouses in the early twentieth century. The smaller warehouses
have now been demolished, but the original warehouse has been
converted to offices.
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For loading and unloading at the warehouses, a variety of different cranes were provided. Some were provided for specific
cargoes, such as the 10 ton crane at Rodley, where the canal served two crane makers. At Blackburn and Church, heavy
machinery was loaded by 7 ton crane, in Blackburn at the old drydock site, close to several machinery makers. The large
number of cranes at Liverpool were mainly inside the warehousing which lined the canal basin after reconstruction in
the 1880s.
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Industrial Espionage
It was important to know what was being carried on other waterways.
This letter is from a canal company employee who was sent to observe the
coal traffic on the Sankey Navigation. At the time, they were competing
with the L&LC for the coal trade from collieries to the south of the River
Douglas, in the Orrell area. The letter has been left as written; without
punctuation, and with poor spelling.
The main coal owners mentioned in the letter are Blundell, Clark, Hustler
and Dalglish, the first three being directly involved with the L&LC, though
they seemed happy sending their coal by the Sankey. The collieries all had
railways running down to the L&LC, with loading places between Crook
and Gathurst. Dalglish’s railway was the first in Lancashire to have a steam
locomotive. It was similar to those on the Middleton Railway in Leeds, and
built to Blenkinsop’s design. This had a gear wheel on the loco engaged with a toothed rack on the side of one rail.
Wigan Sept 14th 1816
Statement of the Tuneg watter and other nesessary thigs on the Sankey Canall Clarks Colliery and rodes Mr. Blundel
and Mr. Hustlers Collereys in Winstanley Orell and setrey.
Mr Woods acount he has 3 sloops on the Sankey trades to Nant Wich Coles at and near Sant Ellen is put on board
at 8/4 per Tun 24 Hundred to the tun Canell Do put on bord 12s per Tun of 24 Hundred Canall Dues 1s per tun of
24 Hundred Frite 3s per tun to Liverpool and som 3s 4d by some vesels the state of the watter by the Locktentr and
Carpenter Repairin a Brige near the nue dubell rise or Ingan Lock They informed me thay are never short of watter
onley in verey dry Seasons but has not so much trade as formerley owin to the Salt Works not doin much at Nant
Wich thay had pased throu the ferry Lock from 30 to 50 Bots in one day formerley but Could do more then thay do
now but the Coale trade is verey slack at present hadack Lock pear head Coals Curnall Lees Capten informed me Cols
8s 4d per tun 24 hundred at Stock and Eckels Colery 8s 4d at the Union Colierey 8s 4d Canell 12s all 24 hundred to
the Tun the Ingan Lifts the water into Sant Ellen Lock out of Lower pound in to the hier poand Clark Coles ar put on
board at Black brook the man informed me thay sould to the Contrey at 5½ per hundred but did not know what thay
was to the Canall.
Mr Clark Coals Costs Cartin 3s per tun of 20 Hudred to the tun Mr. Daglas makes the Carters have carts to hould 2
tun with in the sides thay bring 2 ton at once and gose twis Some days and once others but will not goo above once in
winter severall of the Carters tould me it was a verey bad job thay have the Bars Cleared besides th 3s but som of the
Carters says thay had as good play as Cart Coals at that price the Distans from the first pit from the Wharf at Black
Brook it will be I think 6 miles some say 5½ miles and some say 6 and some more thay go 3½ miles in narow Lanes
Not good rod mow thay obliged to have 3 horse from the pit at top of the hill and the rode fals for above a mile befor
we com near whear thay are sinkin for Mr Blundell the nearest of Blundels pits to the Sankey is 7 or 7½ miles and 2
mils all up the hill to the top of winstanley thos cols would Cost 6s per tun Cartin to Sankey Canall if noot more And
thay have a good Iron raleway down to the Leeds and Liverpool Canall not above 2½ miles and som of the pits Not
above 1 mile or a mile and a half Mr Clarks whear thay are Cartin to Sankey is not 3½ miles to the Liverpol Canall
down a good raleway the rale way Lade in the Rode Side for 5 or 6 pits a regerall desent down touards the Crook Mr
Hustlers is still forder of the Sankey Mr Clarks Canot Cart to Sankey onley 2 o 3 pits and that will be found a verey
great Exspence The Woman at turnpike Gate sade 2 or 3 or 4 Carts per day Somtims 10 thear was 7 on Friday over.
The Woman at the Bare says the Carters do not think of doin much after the water is on the Wigen Canall The Sankey
Canall is soplide part of th Brock and part by Reservoies the peopell in the Cuntrey thinks Daglas verey folish to Cart
Cols 3 or 4 Mile furder then he neds down a bad rode and has A good rale way to take them down but he has Informed
maney peopell that I talked with that the Coles will Cost 2s per tun Les by the Sankey then thay will by the Leeds and
Liverpool Canall but you will know about that youer self this I hope will be what you wanted and give Sattis faction I
did not se one person that knowed me all the day nor aksed my name but one.
Dear Sir I Reman your Friend Sinsearley
Thos Clapham
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