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The flood of December 16th affected
about 1% miles of the company’s line. About
five furlongs of the affected portion ran actu-
ally on the land of Pagham Harbour, and a
bank is now in course of construction which
will carry the permanent way well above the
highest tide mark.

Extensions to Itchenor and the Dell
Quay have been considered during the past
five years or so, but they have not matured”.

The gauge of the tramway is 4’ 8%, the
same as the main line company systems.
There is a junction with the LB&SCR for
goods traffic at Chichester and it is possible
for trucks to come through to Selsey from the
South of England. The rails are light section,
averaging about 50Ibs per yard. They are flat-
bottomed and are spiked to the sleepers'®.

In one respect at least (not an enviable
one) is the Selsey Tramway more like a
heavy line than is any other one of the light
railways in the country. Passenger duty is

paid by the Selsey Tramway on all passenger
fares, about 1d per mile. Light railways by
the Act of 1896 are exempted from this duty.

Nothing much [can] be said about the
middle period of the company’s history.
Goods traffic has steadily increased, as has
passenger traffic. Meanwhile, Selsey has
slowly developed. u

LAURIE NOTES:

(1) According to a report in the Chichester
Observer on Wednesday 25 March 1896,
this meeting was held at The Council
Chamber, Chichester.

(2) All other written reports suggest that
the locomotive was towed to what was to be
the site of Chalder station. Photographic
evidence confirms that the operation was
carried out during daylight hours.

(3) It was not the original intention to
terminate the line at Selsey Beach, and the
tramway’s southern terminus was to be at
what became the site of Selsey Bridge
station, which would have saved the expense
of tunnelling under the road. It was at the
company’s AGM on 1 July 1897 that the
secretary, Walter Lintott, announced: “It
has also been found expedient to lengthen
the line in order to bring Selsey station
nearer the sea.”

(4) The length of the line, according to
the Southern Railway’s report of 1934, was
7 miles 27 chains to Selsey Town station, the
line terminating 13 chains further along the
erstwhile extension to Selsey Beach at 7
miles 40 chains.

(5) The subject of a new station for
Selsey was brought up again at the AGM of
the tramways company in November 1914.
The syndicate ‘Selsey-on-Sea Ltd’ wanted

the station built in the middle of their
property, and they had agreed to pay for it.
The scheme, however, came to naught.

(6) The AGM of 15 December 1910 was
not reported by the local press, and I have
not found any details of the plan to electrify
the tramway. To my knowledge, it was not
mentioned again.

(7) The West Sussex Railway Order was
eventually approved in 1913, granting
powers to take over and operate the existing
Selsey Tramway and to build a 7-mile
branch from just north of Hunston to East
Wittering, and a further branch just under a
mile long to West Itchenor. Mainly owing to
the First World War, the powers were
allowed to lapse.

(8) The tramway was originally laid with
41Y%lb flat-bottom rail, but within a year of
the opening a start was made on re-aligning
some of the sharper curves and relaying them
with 47%Ib rails. Following the flood of
December 1910, 56lb rails replaced the
originals on the Pagham  Harbour
embankment and one some of the other
curves. When the tramway closed in January
1935, around a third of the original rails and
half-round sleepers were still in place. ®
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From the Archives

S & MR: THE THOMAS
WARD - GREEN PAPERS

David Powell reports on what must rank as one of the most
significant Colonel-related historical finds in the lifetime of our society

t all began with an unexpected phone call

from John Davies of Oswestry. He was
writing a biography of his grandfather,
Thomas Ward Green, who was to become the
S&MR’s first chairman, and he was looking
for help in tracing correspondence from Mr
Ward Green to a Colonel Stephens.

Mr Davies had some letters from the
Colonel, and was willing for these to copied
if it would help in our research. This led to
the dispatch of one of our stalwarts, Keith
Patrick, to do the deed. As a result, I am now
working through the copies made by Keith.

These include some 90 letters sent by the
Colonel and a further 30 other documents,
including letters from other prominent indi-
viduals. Most of these involve the setting up
of the S&MR in the period from 1907 to its
reopening in 1911. Aficionados of the ‘Old
Potts’ line will be well aware that this period
is largely undocumented in the published
literature, hence the importance of this find.

Many of the letters are in the Colonel’s
own hand, which is almost as illegible as your
membership secretary’s! So a major, and still
incomplete, task is to work through the collec-
tion to decipher and transcribe these letters.
The majority is concerned with raising funds.

In this respect, our Colonel was a master
salesman. The story evolves from persuasive
suggestions that the local authorities make
agreements in committee for clauses to be
included in the Light Railway Order to “assist
the undertaking financially... binds the Local
Authority to nothing”.

With these achieved, the next step is in-
tense pressure to convert these ‘non-binding’
agreements into actual cash! Our canny Colo-
nel even points out that the local authorities

could borrow 3%:% or 3%% Treasury stock to
lend on to the railway at 4%, thereby making
a handsome profit on the deal.

When it comes to the actual rebuilding of
the line, it appears that the work starts at the
‘poorer’ end at Llanymynech and proceeds
towards Shrewsbury, with the ‘richer’ com-
munities under pressure to come up with
additional subscriptions to facilitate the com-
pletion of ‘their’ line. The Colonel doesn’t
miss a trick when it comes to rebuilding the
line: some letters concern the likely sums to
be raised by selling the brush-wood recov-
ered from clearing the track-bed!

Another interesting story is the name of
the resurrected railway. Originally it was to
be called the North Shropshire Light Rail-
way, with so-headed notepaper coming from
the ‘Engineer's Office, Tonbridge’. Then, in
March 1909, North Shropshire Railway is
crossed out and overprinted as Shropshire
and Montgomeryshire Railway.

This 1s just a short taster of some of the
stories buried in the Ward Green collection.
Meanwhile, the task of deciphering and tran-
scribing continues. When this is complete, my
aim is to produce a detailed commentary on
what is largely a one-sided conversation re-
q}llliring some detective work to make sense of
the letters. However, it is with a real sense of
history that one reads the great man’s ideas,
possibly for the first time since they were
committed to paper nearly 100 years ago. W






