
CHAPTER FOURTEEN

The Early Work of the
Borough Council

Without any doubt Henry Blackett dominated the Borough Council during
its first years and the town was fortunate in having such a capable manager
of its affairs and a respected and experienced representative in its dealings
with other public bodies. Between 1878 and 1896 the councils and the
mayoralty were filled by able men, Blackett's immediate successors, John
Johnston (1880-3) and Aquila Ivory (1883-5) continuing his policy of care-
ful management and spending strictly from income. Hugh Boyd, the
builder, was the first leader of the council (1885-7) to make a positive
attack on outstanding probems — the serious lack of a drainage system
and the poor Government facilities in the town. Blackett was again mayor
in 1887-8 but went on holiday and on his failure to return before the
mayoral nominations closed Edward Good, who had been chairing the
council meetings, became mayor.

The youngest mayor so far Good was determined to end the debacle
at the Ashley where a new cart bridge was standing disused for want of
agreement on its repair by the various local bodies concerned with it. It
was the first of his three separate terms and his bridge plea was doomed
to echo through the inaugural speeches of many mayors to come. Good
was followed in 1891 by George Cone who, with Boyd and Good, made
up a long-serving trio of original councillors. Cone was one of several
butchers who were councillors or who aspired to be, the butchering frater-
nity being in frequent strife with the council over its slaughter-house by-
laws. Cone, in fact, won a decision in a case the council brought against
him in 1890 under these by-laws and which invalidated them. He had
also been a victim of precedent in 1880 when his fellow councillors declared
his seat vacant because he had been absent without their leave from six
consecutive meetings.

Cone's term (1891-2) was short and fairly unproductive because of his
illness and he was succeeded by John Sansom (1892-4) a baker and
storekeeper and Henry Blackett's son-in-law. Sansom was followed by
Thomas Keir (1894-6), Hugh Boyd's business partner and an outspoken
leader of the temperance movement in Rangiora.

The method of electing councillors called for three to retire or stand
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again each year and it took some of the fun out of those public meetings
which were called to examine the politics of new candidates, although they
continued to be held. A second such meeting in September 1879 gave the
disenchanted an opportunity to air their disquiet at the direction borough
affairs were taking after eighteen months. Benjamin Ellis for one
complained that in spite of all the promises which had been made the
town had not got its two thousand acre endownment, that not one street
corner carried a lamp and that they had all exchanged a sixpenny rate
for a shilling one with very little to show for it. William White defended
the shilling rate because it gave work to the unemployed and the need
for street lighting was questioned while the area around the Junction -
Johnston's corner was the only part of the town where there were houses
and shops in any concentration. Disorder errupted, inevitably, when one
candidate was asked how he would get a two-foot pipe through a six-inch
grating and the meeting was finally broken up by a stink-bomb.

The endowment was indeed a sore point. The Borough Council believed
that under the 1876 Act it could select a hundred acres in the borough
(which just wasn't available) or two thousand acres outside it. An endow-
ment selection sub-committee was formed and it eventually decided on
a block of good-quality land on the Ashley Downs, surprisingly close and
half of it ploughable. But the Government refused to approve the choice,
the local Member, C.C. Bowen, writing to say that it had cut down on
endowments. Instead, the borough was given eight hundred and thirty acres
of railway reserve somewhere between Chertsey and Mount Hutt, about
seventy miles away. A small group of councillors inspected it and reported
that the land was a bit stoney but that the soil was good enough. This
land, at Lyndhurst, was first let to a man named J. C. Boyle for ten pounds
a year but it later became a valuable property and a useful source of
income.

Two other important matters, that of the appointment of a town clerk
and the building of a council chamber, were considered at a special meeting
on 7 May 1880. The town clerk's duties were re-organised, the salary halved
and the position advertised. At the same time the council decided to pro-
ceed with the building of chambers provided the cost did not exceed one
hundred and fifty pounds.

C. G. Chapman the ex-school teacher-incumbent clerk had filled that
office most competently after managing the formation of the borough. He
was now in business as a surveyor, architect and commission agent, but
at a strange meeting of the council on 18 June 1880 J. J. Robinson the
builder, and a councillor, resigned his seat and was immediately appointed
Town Clerk. Chapman protested against these peculiar proceedings but
in vain although the council expressed its satisfaction with his work. There
was apparently some misunderstanding over his salary. Robinson was
Town Clerk from 1880 until his death in 1885. His successor was Moreau
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Amy a Channel Islander, who had been school teaching in Canterbury
for many years. Amy was to be Town Clerk for thirty-five years.

The first Borough Council Chamber was built on the Percival Street
section in the winter of 1880 and was a small plain rectangular weather-
board structure with a shingle roof. It was set back off the footpath and
had noticeboards on each side of its single door and a hitching rail along
the front. It was opened with a dinner and Henry Blackett presided over
the first meeting to be held in it on 13 September 1880. Behind stood
the borough stables and the drayman's cottage and in the summer of
1883-4 the fire station was re-erected on the south side of it.

THE COUNCIL, THE ROAD BOARD AND JAMES BASSINGTHWAITE

It took until February 1879 for the Mandeville and Rangiora Road Board
and the Rangiora Borough Council to work out a satisfactory division of
the Board's assets but in the meantime the Board's workmen continued
their work on the roads in the country all round the town. During 1878
twenty-three miles were shingled. Nine miles of drain were also cleared.
Among the major improvements were the widening and proper forming
of the Drain Road to Flaxton and the Direct Road to Kaiapoi, both old
narrow roads across the swamp. The most popular work was a new metalled
road from the main North Road at Waikuku to the mouth of the Ashley,
giving 'a capital drive straight out to the beach'. Even in 1878 Waikuku
Beach was a much-frequented spot.

During 1878 the Road Board also built six new concrete and brick
bridges, fourteen wooden bridges and five footbridges, many of them re-
placing simple decaying structures thrown up in the early years of settle-
ment and now no longer able to support an increasing volume of cart
traffic. The Road Board got some excellent work out of James Taaffe its
new surveyor-clerk who designed new concrete and brick arched bridges,
the biggest of them over the Cam at the flourmill and over the Waikuku
Stream at Waikuku. The most adventurous of Taaffe's bridges, however,
was the Skew Bridge over the main drain. Because the road from Flaxton
to Kaiapoi ran parallel to this fast-widening watercourse and would turn
on to a bridge at a dangerously sharp angle Taaffe designed a bridge on
the skew. This first Skew Bridge was built of bricks set in concrete, was
thirty feet long and cost one hundred and fifty pounds. The skew was
only six feet but the Road Board congratulated itself on what it believed
was the first bridge of its kind in New Zealand.

That the Mandeville and Rangiora Road Board had been able to finance
all these improvements in 1878 was due to the flush state of its coffers.
The previous year its income had been about seventeen thousand pounds
and expenditure only seven thousand pounds, leaving a healthy credit bal-
ance, so that when the time came to square up with Rangiora the Road
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Board was in a good position to pay. Yet a settlement was obtained only
after protracted negotiation, threats of legal action and arbitration.

The Municipal Corporations Act 1876 laid down that the Borough Coun-
cil and the Road Board must both agree on the division of the Road Board's
property and that if no allocation of money was decided on within two
months then a comissioner would be appointed to make a decision. The
two clerks, Chapman and Taaffe, valued all the Road Board's property
to find a basis for its divison between the two bodies. They compared
the borough's valuation, 6080 pounds, with that of the whole of the road
district, which was 29,691 pounds. The Rangiora Borough Council therefore
expected to receive ultimately a fifth of the Road Board's current funds
and reserves but in the interim it accepted a horse, a dray and harness
and 906 pounds as its share of existing assets up to 30 July 1878. The
Road Board, however, withheld the remainder until it was sure of what
it should have received from the Government and what was still due. Nor
was the final amount easily arrived at.

While the Road Board was eager to pay up and settle the issue it was
about to become involved again in a legal battle with James Bassingthwaite.
Because the locale of this farce was now in the borough the Road Board
asked the Borough Council to take over its involvement in the matter as
part of the settlement. Not surprisingly the council refused. This new case
arose out of the original and unsuccessful action taken by the Road Board
against Bassingthwaite in 1877 for blocking the gully behind the Red Lion
Hotel. With the original judgement of the court in his favour Bassingth-
waite now sought his pound of flesh. He had mortgaged the Red Lion
Hotel to Samuel Hewlings who, in October 1878, sued the Road Board
for tWO thousand pounds damages in the Christchurch Supreme Court.
The whole ditch and gully business was aired again in evidence and the
judge found for Hewlings. The special jury awarded him only fifty pounds,
however. The following day Bassingthwaite tried to use the court to extract
a thousand pounds from the Road Board for trespass but he too was
awarded only fifty pounds.1

The point at issue between the Rangiora Borough Council and the Man-
deville and Rangiora Road Board was whether the borough was liable
for a fifth of these costs. The council had had only one dealing with Bas-
singthwaite, to permit him to build a verandah on to his new house beside
the hotel. Because it had only 294 pounds in the bank it naturally dis-
claimed any share in the court costs so that with the Road Board spending
freely on public works and holding off on a settlement, and the council
demanding its share of the board's assets while refusing to acknowledge
any involvement in the Bassingthwaite case the stage was set for some
kind of court action. In the end, while legal action was pending, the matter

1 Canterbury Times 26 Oct, 1978.
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was decided by conciliation and arbitration. A one-man court, the District
Auditor, J. Ollivier, decided on 14 February 1879 that the borough should
receive one-fifth of the balance of Road Board revenue, half a year's sub-
sidy on rates still due, some bank interest and one-fifth of the impounded
land fund. Ollivier also decided that the borough should bear one-fifth
of the costs of the Hewlings-Bassingthwaite judgements, an amount which,
as it turned out, was not as much as had been feared.2

In January 1879 Bassingthwaite was again featuring in the newspapers,
in fact, his litigation against Noble, his blacksmith neighbour, and the Road
Board, and his subsequent descent from famous eccentric to infamous
blackguard formed an intriguing backdrop to the borough's first year and
kept the town agog for further scandal.

Bassingthwaite was in financial difficulty, or so he made out. Henry
Moody now held the licence of the Red Lion and Bassingthwaite lived
next door. Towards the end of 1878 Bassingthwaite went to Dunedin where,
according to his statement on his return, he lost, or had stolen, two thou-
sand four hundred pounds. He immediately filed for bankruptcy, offering
his disconsolate but suspicious creditors five shillings in the pound. A big
crowd attended the sale of his effects but his creditors employed a detective
to investigate. As soon as Bassingthwaite left on a visit to Christchurch
his house was searched and a female searcher found 810 pounds sown
into his wife's clothes. On his return Bassingthwaite was arrested and
charged with fraudulent bankruptcy. Some days after his arrest his groom
and general hand hanged himself in the stable, where he lived, behind
the house. It was believed that Bassingthwaite had transferred a house
into his name until the bankruptcy had been settled, and among the ru-
mours to sweep the town was that money had been found in a well and
that Bassingthwaite was dying in gaol. Bail was allowed in July 1879 but
the solicitor and accountant who had arranged it found themselves answer-
ing questions before a Judge in the Supreme Court. They had accepted
money from Bassingthwaite and consequently were also summoned to
answer questions before their professional associations. Bassingthwaite died
in prison.3

Some began to recall the fire at the Red Lion Hotel several years before
and wondered as to its cause, as the enquiry fruitlessly did at the time,
but there was no doubt that the most recent cause of Bassingthwaite's
notoriety, the High Street gully was still there, flooding badly, and more
regularly, every winter.

THE BY-LAWS

The public debates of 1877 contained a warning that the compilation of
acceptable by-laws could be a touchy business. Many residents, perhaps
2Ibid 15 Feb. 1879.
Canterbury Times 18 Jan 1879; Weekly Press 5 Jul 1879.
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remembering the deep local prejudices sometimes embodied in their local
borough and parish customs at home in England, were going to be sensitive
to by-laws which appeared to infringe their rights and freedoms but any
new councillors who approached this matter with a sense of idealism were
soon due for a surprise. Just two weeks after the first council meeting a
case came before the Rangiora Magistrate's Court which jolted them all
back to reality.

Before the court was William Gaddis who had been arrested for firing
a gun within the borough and within fifty yards of a public road while
shouting insults about the Pope and generally disturbing the peace. Gaddis
was so charged under the Public Works Act but his counsel, J. B. Gresson,
argued that the Public Works Act applied only to road board districts and
did not apply within a borough where the highways were streets vested
in the corporation and not roads vested in a road board. Furthermore,
argued Gresson, because the Rangiora borough had as yet no by-laws then
there was no local statute under which Gaddis could be charged. The
Magistrate, Caleb Whitefoord, agreed and discharged Gaddis while the
council looked to its by-laws with greater urgency and in the knowledge
that not only must they stand up to the scrutiny of the law but that they
also protected the citizenry.4

At the very next meeting of the council a by-law committee was formed
to study the by-laws of Christchurch and Kaiapoi, extracting those it felt
were relevant and adding some which it felt the town would need. A set
was tabled on 11 October 1878, eventually adopted and brought into oper-
ation in February 1879, but the Colonial Secretary warned the council
that several sections might be invalid and should be revised. And yet the
council was not concerned about the William Gaddises so much as with
horses and carts on footpaths, dead animals, slops, offal pits, sewerage,
pig stys, bad drains and backyard abortoirs and it would dearly have liked
to afford an inspector of nuisances instead of relying on the busy Chapman
to do this job among his other private and official business. The first pet-
ition the Borough Council ever received from any of its ratepayers con-
cerned the stench and mess from a crude fellmongery at the home of
Samuel Wilson in King Street south, but it was some time before the threat
of prosecution could be held over residents for this and similar offences.

THE STREETS OF THE TOWN

The first borough council inherited a system of public roads and uncon-
veyed tracks and lanes in a variety of conditions and degrees of usefulness.
On the one hand there was High Street, the main road and the best of

'Canterbury Times 13 Jul 1878. The name was always spelt (or mis-spelt) Gaddis instead
of Geddis. Geddis Street is named after the family.
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them, which the Mandeville. and Rangiora Road Board had made of clay
and shingle, with shingle footpaths, simple stormwater channels and a short
length or two of wooden kerbing. On the other hand Church Street north
was as yet an unmarked strip only recently conveyed to the Road Board
by the Reverend Dudley. They were all clogged with mud and water in
the winter and hard, rutted and dusty in summer. In heavy rain High
Street was frequently closed to drays carrying shingle and heavily-laden
wagons. The lack of proper road formation had been the major objection
the town held against the Road Board's administration but the first council
could itself do little to improve its streets until the first rate had been
collected and the borough's share of the board's assets had been fixed.

The council struck its first rate of ninepence in the pound in October
1878, and the impasse over the Road Board's contribution was broken
in February 1879 so that the council was then able to proceed slowly with
roading improvements. The Municipal Corporations Act 1876 required a
detailed map of the borough and its levels to be made and a contract
for this was awarded to C. F. Pemberton. Pemberton's map was tabled
in May 1879 so that street names could be added to it but the councillors
identified thirty houses missing and demanded that these be added before
any payment was made. The completion of this map forced the council
to meet and consider the names that had become attached to the streets
of the town by common usage. It was important for legal reasons that
some regularity be introduced into the road system but at that meeting
the first councillors discarded some rich links with Rangiora's past.

High Street at last became a reality and five other streets — Church,
Burt, and the East, West and South Belts, retained the names by which
they had apparently already become known. Ivory's Road and Ashley Road
simply became streets and two new roads were named Prince Street and
George Street. A further thirteen had their names changed completely:
Market Street (old Drain Road) became Victoria Street; New Market Street
became Alfred Street; South Street and Oddfellows Road (North Street)
on either side of High Street became known together as King Street; New
Street became Albert Street; Fizgerald Street became Edward Street; Lux-
ton's Road became John Street and two Thome's Roads became Newnham
Street and Avon Street. Station Road, which was railway land and which
had just been conveyed to the borough, was re-named Blackett Street and
Northbrook Road was to be called Brook Street. The councillors at last
got rid of Main Street re-naming it Percival while the older Percival Street
now became Queen Street.

At the same time a number of narrow lanes, most of them in the vicinity
of the bush, were given the status of streets. Bean's Lane became White
Street; Roebuck's Lane became Charles Street; Williams' Lane became
James Street; Schmidt's Lane became Bush Street; Thomson's Lane be-
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came Green Street; Day's Lane became William Street and Carter's Lane
became Good Street.5

The principles upon which all this re-naming was based are difficult
to discern. There was an inconsistency in removing the names of two coun-
cillors, Thome and Luxton, from two streets already, and appropriately,
named after them; in denying Johnston, Cone, Robinson and Boyd a street,
old identities though they also were, and yet bestowing that honour on
Blackett, Burt, White and Good. Ivory and Percival were certainly old
Rangiora names but so too were Schmidt, Bean, Williams, Roebuck, Thom-
son and Fitzgerald. The Christian names would have honoured half the
town but the naming of a new street Aquila Street a year or two later
obviously after a new councillor, Aquila Ivory, is proof that it was probably
the councillors' Christian names which were being used. Then there was
a growing number of streets with names attesting to Rangiora's strong ties
with Victorian England — Victoria, Albert and others like them. This loy-
alty was carried to an extreme with that group of new streets which were
formed as the Fitzgerald land between Ashley Street and the railway was
opened up in 1878-9. They were to be named Albert, Edward, Prince,
Of and Wales Streets in honour of Victoria's heir. Of Street later became
Duke Street.

But the streets had been known by the names people gave them, often
quite inconsistently. The West Belt had also been Bell's Road and the
East Belt Homiblow's Road while the unpopular Main Street (Percival
Street) appears on a subdivision plan as Mandeville Street. King Street
south was both South and School Street while Blackett Street was also
known as Railway Terrace. Before Pemberton's map was completed the
Lyttelton Times Company published a map drawn by C. G. and C. J.
Chapman titled Township of Rangiora 1878 and which illustrated the in-
definite nature of the street naming. It shows Back and Collins Streets
and Doggett Place behind the Red Lion, used Queen for Cone Street and
called Ivory Street, Red Lion Street.

By the middle of 1879, then, the council could claim that the town had
thirty official streets. In fact some still existed only on paper, some were
one-way cart tracks far narrower than the chain-width required by the
Municipal Corporations Act while there were a few which would only grow
grass for another century. Only ten or twelve streets were properly formed.
Nor did the old names die easily or the new names mean very much until
some years had passed. Alfred Street, for example, was but a narrow alley
passing behind the shops between Ivory Street and Percival Street. That
half of it between Victoria Street and Ivory Street was not conveyed to
the borough until 1892 remaining in the hands of the Leech family all
that time and known as Leech's Street. The other half, between Victoria
5Minutes Rangiora Borough Council 13 May 1879. Another Brook Street was plannned along
the west side of the Percival subdivision but never formed.
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and Percival Streets, was known as Princess Alice Street well into the
eighteen-eighties. In 1885 the council put up a notice-board in Princess
Alice Street forbidding the parking of horses and carts there. It was the
first known parking restriction in the town and the whole road became
a problem in that landowners long refused to give up land sufficient to
widen it to even a half-chain.

There were a number of narrow roads, a legacy of the early Torlesse-
Wakefield subdivisions and of the forest and the sawyers working there.
Hugh Boyd first tried to fix the attention of the Borough Council on the
anomaly of the southern bush roads in December 1878 pointing out that
they should be widened and the necessary land purchased. But the council-
lors were unmoved, as they were when Boyd tried again the following
year. Blackett spoke for the majority when he said that the council would
not agree to any such purchase or the restriction of buildings on narrow
roads within the borough. It was an unfortunate decision. Because all new
roads had to be a chain wide and because many of the old lanes and
roads were lengthened, later councils inherited roads of varying width.

Road-making only really got under way in the middle of 1879 when
the West Belt was being properly formed and a gang of unemployed men
were forming Edward, Prince and Of Streets. When they finished this the
unemployed began the formation of Blackett Street, shingled some footpath
on High Street and then were laid off. New streets were brought into the
borough, in many cases, long after subdividers and builders had been at
work there. References to the planned formation of White Street north
appear late in 1879 and Andrews Street (actually Wales Street) the follow-
ing year while the residents of Cone and Blake Streets applied for some
shingle to be thrown their way in 1881 although those streets weren't prop-
erly formed until 1883. There were plans for the formation of Brook Street
in 1885, parts of George and Queen Streets in 1886, Lindon Street in 1887,
Payne Street (Jennings Place) in 1889 and Buckham Street in 1893. One
can never be really sure how readily these plans were carried out or what
kind of road the process of 'formation' produced.

Not only did the early councils have problems acquiring titles to private
streets which were being used by the public. The borough was also badly
in need of cross streets. The earliest roads ran north and south along the
boundaries of, or down the middle of, the original rural sections. These
had all been vested in the borough at the time of its incorporation but
of the street list that was considered in May 1879 only Burt, Alfred, Queen
and George Streets were cross-streets of any value. But Burt Street was
very short, George Street was unformed, Alfred Street was very narrow
and partly privately owned and Queen Street did not yet run right through
from Victoria to King Streets. As cross-communication was as important
to the town as it was to subdividers the council had to consider spending
ratepayers' funds on buying land for roads. It began negotiating for land
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to extend and widen Queen Street in 1879 but one landowner stood out
until 1885 before the council finally agreed to meet his price. George and
Payne Streets did not present any difficulty but Buckham Street was offered
to the town for one hundred and twenty-five pounds by George Buckham
and the council paid it. Blackett Street included a strip of railway land
along the Oxford line but an attempt to have it cross the main line to
the East Belt was blocked by the Railway Department. Councils tried a
number of times to link the East Belt with the rest of the town by roads
across the railway but with the exception of Brook Street (Northbrook
Road) in the far south and Wales Street in the north they were unsuccessful.

The shingle used in road construction was first drayed from the Ashley,
heaped on the site of the street being formed or resurfaced and broken
down to the required size by unemployed labour. The council quarried
three shingle pits. The first and major source of supply was the pit on
the west side of Good Street but the excavation of two more was begun
in 1882, one in King Street north and the other, Bell's old pit, near the
corner of the West Belt between High Street and the railway line. The
council employed a drayman who lived in the cottage behind the council
chambers and looked after the council horse. It could not afford to keep
a permanent workman on its staff, preferring instead to give its road work
to day labour thus ensuring that the local unemployed got a little work
now and again. The first draymen were James West and Robert Miles.

Many of the town's first formed road surfaces collapsed after a time
and had to be re-done. In 1886 a six hundred gallon water-cart was bought
and this not only laid the High Street dust in summer but also contributed
towards a better road surface. By 1895 the council was compacting its roads
with a hired steam-engine.

In June 1879 the council decided to place white posts on a number of
street corners. They would show up on moonlight nights and in the light
of carriage lamps so indicating the location of side streets but they also
protected pedestrians from careless horsemen, drunks and tearaways in
town drinking and shopping on Saturday nights, and who sometimes drove
wildly round the streets cutting corners and endangering people on the
footpaths. Buildings on the corner of Ashley, Victoria and Percival Streets
in particular had withstood a battering from run-a-way carts and the old
store on the corner of Victoria Street which now housed the offices of
the Colonial Bank and Charles Chapman, the Town Clerk, had been hit
several times. In September. 1879, on a Saturday afternoon, a team of horses
pulling a heavy dray laden with shingle for the borough streets bolted,
failed to take a corner and charged straight into the town clerk's office
and bank causing considerable damage.

The white corner posts became more effective after the erection of street
lamps. Street lighting was an amenity which the people wanted very much
but which was put aside through lack of finance. William Burt persistently
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pressed the council to install some form of public lighting and the first
street lamp was probably erected in front of his store and weighbridge
on the corner of Station Road and Ashley Street. The council gave Burt
permission to erect such a lamp in June 1879 but it couldn't agree on
any general lighting policy until 1882. In February 1882 the council author-
ised the placing of twelve kerosine lamps on iron posts on the corners
of principal streets before the coming winter and they were lit for the
first time on Saturday 8 April 1882. A man named George Sides was
appointed lamplighter and lamp-cleaner at a salary of thirty pounds a
year.

The number of lamps increased year by year as they were placed on
corners further away from High Street and outside buildings like churches
where people might congregate at night. In 1891 the lamplighter, Arthur
Miller, was instructed to light all the lamps the first night after the moon
had begun to wane. The council economised during full moon. It was also
coming under criticism for the poor quality of its street lighting and in
1891 began to investigate the use of gas oil. From the very founding of
the borough the council considered several approaches that were made
to it to establish a gas works or to use products like acetylene gas and
vapour gas but the town could not, as yet, afford it.

A decision to asphalt the footpaths of High Street was made late in
1880 and for its first experiment the council chose the path between Ashley
Street and Good Street. A man named Smart did the work in 1881 and
his tender was three shillings a yard for footpaths and five and sixpence
a yard for cart crossings. The next footpath to be done was that between
Good Street and Blackett's store while the remainder of the paths between
the railway station and Church Street and along Ashley, Victoria, Percival
and King Streets a short distance were sealed between 1882 and 1896.
Concrete channeling and kerbing was done in the same piecemeal fashion
beginning with the Ashley to Good Streets roadside in 1883. In 1891 four
asphalt pedestrian strips were laid across High Street at Johnston's Corner,
the post office and Ashley Street and across Victoria Street at Johnston's.
Much of this later asphalting was done by John Payne who had worked
for J. J. Robinson and who set himself up as an asphalter in the eighteen-
eighties. Name plates were mounted on some of the principal streets in
1889.

THE FLOOD PROBLEM - DRAINAGE

While the original landscape on which Rangiora grew appeared from a
distance to be a flax and tussock flat it was, in fact, pocked in several
places with shallow hollows and gullies. One such depression crossing the
grounds of the Borough School was filled in by the Road Board and others,
elsewhere, disappeared as landowners levelled their sections and the council
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formed its roads. The most prominent of these gullies was Norfolk's Gully
which entered the town at the West Belt crossed High Street to the west
of the Plough Hotel, where Henry Norfolk had his house, and then wound
its way back to the north side passing behind the Road Board office,
Blackett's and Good's stores to the Junction Hotel where it returned to
the south side at the Colonial Bank. From this point it snaked its way
behind the Red Lion Hotel to Good's land on the East Belt fading out
on the Woodend Road beyond the Belt. Long before Bassingthwaite made
a name for himself by blocking the gully at the Red Lion it had been
obstructed by the railway and if Bassingthwaite's litigation had prevented
the Road Board from dealing systematically with the periodic flooding
of High Street it also pointed to a solution which many property owners
were quite ready to try. If everybody followed Bassingthwaite's example
and filled up their section of the gully then it would just disappear and
the flood problem with it.

This solution seems to have become popular after High Street was almost
completely submerged in June 1879. Many shops were badly flooded and
the gully had to be cut to keep the water flowing. An effective drainage
system now became a priority and during the early eighteen-eighties a
number of schemes were put forward. One advocated the complete filling
of the gully and the digging of a deep drain along the north side of High
Street to take surface water to the ballast pit in the railway yards. Another
would divert the water down Victoria Street to the Northbrook Stream
while a third required the digging of a drain along the West Belt to the
head of the Southbrook Stream. Whatever was to be done the Bassingth-
waite judgement had forced the council to find an alternative channel to
the natural one.

The seriousness of the situation was again exposed by a long spell of
wet weather in 1886. The farmland to the west of the borough also had
a shallow gully system and when it rained surface water followed the fall
of the land across the West Belt and into Norfolk's Gully. But not only
had the gully become blocked in many places by buildings, rubbish heaps
and new roads but the natural drainage flow had been changed by the
Oxford railway line, the formation of the West Belt and the levelling out
of the dip at Henry Norfolk's house. The winters of 1886 and 1887 were
very wet and on two or three occasions water left the gully and flowed
straight down High Street. In the flood of 1886 one could have sailed
a boat down the roadway in front of the Junction and Club Hotels.

After this experience the Borough Council began to consider a number
of different approaches to the problem for all the schemes proposed to
date had drawn objections from affected property owners and the Road
Board. The most feasible plans required the filling of Norfolk's Gully com-
pletely and the digging of a defensive drain along' the West Belt with poss-
ibly another along the north boundary of the borough. C. F. Pemberton
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surveyed the levels across the town and his report was tabled in December
1886. The council only barely approved Pemberton's report but Hugh
Boyd, who was mayor at the time, was determined to dispose of the drain-
age problem during his term of office.

The plan ran into trouble from the outset. The Road Board had built
a two foot square wooden culvert under the road at Norfolk's house and
fed it with a pipe too narrow to carry flood flow. When the council raised
the road to eliminate the dip it simply turned the water back onto Norfolk's
property. A bad flood in July 1887 washed right through Norfolk's house
and he took the Borough Council to court. The court found in Norfolk's
favour, awarding him compensatory damages, and the council had to incor-
porate that part of the gully into its drainage system, Norfolk, after all,
having as much right to have his property drained as anybody else.6

The council then proceeded with the West Belt drain which was soon
seen to be a success, using Norfolk's Gully for a few chains and then linking
it up with Bishop's Creek, the old name for the Northbrook Stream above
King Street and which was also straightened.

Before tenders could be called for the second part of the scheme, the
north boundary drain, the council came under attack from a public meeting
organised by some dissident ratepayers. Wiliam Buss, John Lilly and
Aquila Ivory wanted work stopped until something better was found, while
Buss, who now owned Ricton along the north boundary, wanted the drain
made part of a north boundary road, which, he argued, should be construc-
ted to give the town a fourth belt. The council had already considered
forming a north belt and had approached Buss about the land. Buss would
sell the land for a road but would not give it while the council would
accept a conveyance but would not buy it.The road would cost about four
hundred and forty pounds, the drain only forty-three pounds without rais-
ing rates.7

Supported by a majority vote at the meeting the council continued with
the north boundary drain shelving the north belt for future councils to
grapple with. Boyd's term ended in December 1887 with the drainage sys-
tem still unfinished but the contractor, J. W. Murfitt, completed the north
boundary drain in August 1888. These two main drains proved a satisfac-
tory protection and together saved the centre of the Borough from continu-
ing serious flooding. Only in rare years of exceptionally wet conditions,
combined perhaps with Ashley overflow, has the centre of Rangiora suf-
fered anything like the floods which were commonplace before 1887.

THE ASHLEY CART BRIDGE

The borough was only two months old when there was re-newed agitation
across the Ashley for a cart bridge at Cone's Ford. This time a meeting
6Lyttelton Times 10 Aug, 21 Sep 1887
71 bid 21 Nov, 1887.
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of farmers at Loburn, on 28 August 1878, aired the various difficulties
the river posed for them — the problems of access for priest and grainbuyer,
doctor and drover; the many accidents which had taken place at the ford
and the need for a safe and regular route to the Rangiora shops, agencies
and market. Plans for the planking and widening of the railway bridge
at Ashley had been dropped and the Ashley County Council continued
to turn its back on all projects of this kind.

The Loburn meeting charged the Ashley Road Board with the bridging
of the most dangerous part of the Ashley, approved the spending of seven
thousand pounds of the Board's accumulated funds and suggested that
it seek aid from its neighbouring local bodies. The Ashley Road Board's
income had been boosted by bouyant land sales and it actually had ten
thousand pounds tucked away on fixed deposit. It was beginning to think
and act expansively, building a controversial bridge over the Okuku to
link the Loburn district with the new government bridge over the Ashley
at the gorge while at the same time surveyors were exploring the pack
tracks across the Wakefield Range to Lees Valley and the upper Waipara.
The Ashley cart bridge would be an important part of a new inland road
linking Rangiora with the upper Waipara, Ashley and Hurunui Valleys.

Turning to its neighbours for help the Ashley Road Board found them
quite unresponsive. The Kowai Road Board was itself experiencing diffi-
culties with the Ashley. The river bed was rising and the flats below the
new township of Sefton, quite unprotected by natural or artificial banks,
were being frequently inundated. It was felt that at any time a major flood
might find the course of Saltwater Creek, open up a new bed and destroy
up to five thousand acres of good farmland. The Waimakariri had done
this to Kaiapoi Island about ten years before and so William Vaughan
and his River Protection Committee were more concerned with the confin-
ing of the river with willows and groins than with the bridging of it.

The Rangiora Borough Council, new, with much work to be done in
the town and lacking any funds it could legally use for the purpose declined
to become involved. The Mandeville and Rangiora Road Board at first
asked for more information then, having lost a fifth of its rateable property
to the Borough, it too cried poverty. The Ashley Road Board decided to
build the bridge by itself.

The original Ashley cart bridge was built for the Ashley Road Board
in 1879 by two Amberley contractors named Thomas and Hill who had
just dismantled the ironwork of the original Girder Bridge between Flaxton
and Kaiapoi and rebuilt it as an ironbark truss bridge. The start was de-
layed by flooding and the loss of the ship carrying timber for it but it
was completed and opened for traffic on 20 October 1879. Because the
Ashley at Rangiora was fairly wide, about half a mile from the terrace
just beyond the town boundary to the north bank, the Ashley Road Board
bridged only the north side where the main stream had been flowing con-
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sistently. The bridge, therefore, was only 1010 feet long and had thirty-
seven piles. The piles and framework were made of imported ironbark,
the decking of Oxford black beech and the parapet of kauri and it was
just twelve feet wide. It really ended in the middle of the riverbed but
it was expected that when the Counties Act was finally adopted in North
Canterbury the bridge would become a county bridge and would be length-
ened to carry the full width of the river.

As the work progressed the Rangiora Borough Council re-formed Ashley
Street from the Club Hotel to the borough boundary and the Mandeville
and Rangiora Road Board continued the work to the terrace where the
road then wound about through the scrub to the bridge. When the construc-
tion was finished the contractors held a private dinner for their workmen
at the Ashley Hotel while the Loburn settlers celebrated with a dinner
in the Loburn schoolroom. The Loburn dinner was also a demonstration
of appreciation for the work and drive of Samuel Barwell who was con-
sidered responsible for the final success of the campaign to build the bridge.
Barwell received a testimonial and a presentation from grateful friends
and ratepayers but there were no bouquets for anyone south of the river.
Apparently no one from Rangiora was present. The function, like the
bridge, was purely a Loburn affair.8

Time was to prove the building of a short bridge over a wide braiding
river to have been folly. Inevitably, the streams meandered towards the
Rangiora bank stranding the bridge over dry shingle. To keep it open
the Ashley Road Board was forced to carry out roadmaking in the riverbed
and constant repairs to its approaches on the Rangiora side and it was
soon obvious that the Board had created a costly white elephant. In 1882
it turned again to its neighbours for help. The Rangiora Borough Council
still couldn't find any legal way of spending ratepayers funds outside its
boundaries, and the Kowai Board was keeping Flynn's Ford at Ashley
open for its people. The Ashley County Council wouldn't listen and the
Mandeville and Rangiora Road Board said what all of them probably felt
— that the Ashley ratepayers had independently decided to spend their
own money on their own private bridge on their side of the river so that
the cost of its upkeep was entirely their responsibility.

By 1884 the cart bridge had become too big a burden on the Ashley
Board's purse and so it decided not to spend another penny on it until
the other local bodies agreed to help. In 1888 the south approach was
cut off by a deep channel and so a cutting and ford were made above
the bridge for the Loburn people. The bridge appears, then, to have been
abandoned and for three years, about 1890, it stood derelict, a flood having
washed out one end of it.9

^Canterbury Times 24 May 1879; Weekly Press 11 Oct 1879
'Lyttelton Times 26 Jul 1882, 2 Sep 1884, 18 Aug 1888
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In the early eighteen-nineties the Rangiora Borough Council began to
take a more positive interest in the bridge. In 1885 Caleb Whitfoord, acting
as an arbitrating commission, had assessed Rangiora's contribution towards
its maintenance at twenty-two per cent and by 1892 the Borough Council
appeared willing to co-operate. But in 1895 the main stream again wan-
dered back to the south bank and couldn't be turned under the bridge
and the problem was seen again to be greater than mere maintenance.
Proposals to lengthen the bridge by another two thousand feet or to build
protective embankments on the south side were put forward and, alarmed
at this new expense, the Borough Council again shied off.

As the nineties came to an end the Rangiora Borough Council was in
constant dispute with the Ashley Road Board (which had actually built
a southern embankment) the Kowai Road Board refused, still, to have
anything to do with the bridge and the long-suffering public used the ford
at Ashley or stabled their horses there and walked over a footbridge which
had been added to the railway bridge. After two decades of dispute the
sorry saga of the Ashley cart bridge still had many years to run.
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