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1. Introduction 

 

 This report presents a heritage study on a section of the Grand Canal Barrowline 

from Monasterevin to Athy. The main focus of the study will be on the rural aspects of the 

canal with limited scope on its urban impact (Monasterevin & Athy). This was conducted by 

the Laois Heritage Society, as a community driven project with funding made available from 

Waterways Ireland.  

 Included within is an analysis of the various structures and buildings associated with 

the canal, a history of the canal and the people associated with its construction and use. The 

report also encompasses areas of historic and archaeological importance within the 

environs of the canal. Engagement with local communities along the canal and a 

compilation of stories and folklore associated with the canal formed a key component 

within this report.  As 2018 is the European Year of Cultural Heritage, "Our Heritage: Where 

the Past Meets the Future", the canal sits neatly into this theme and provides us with a 

piece of history that is still in active use today. The canal provides us with a tangible link to 

the past, a cultural heritage which is very much a part of the lives of the communities living 

along it today as it was over 200 years ago when it was first laid down. The report aims to 

collate all this information, adding to the corpus of literature on the canal both locally, 

nationally and internationally.  

 

 The section surveyed within this report represents approximately a 23km stretch of 

the Grand Canal Barrowline. Commencing at the Moore’s Bridge, Monasterevin, Co. Kildare 

and finishing at lock 28th Barrow Lock, Athy, Co. Kildare. The area covered was mainly of a 

rural setting of which a 13km stretch of canal was surveyed in Co. Laois and 10km in Co. 

Kildare. Structures which were surveyed included bridges, culverts, aqueducts, locks, feeder 

supplies and buildings associated with the canal. Secondary to this structures of important 

archaeological and historic value were accessed within the environs of the canal. Stories and 

consultations with local communities were collected by the team involved during the 

survey.   

 



3 
 

 

 

 

 

2. Methodology  

 

The project team leader was Sean Murray, Archaeologist based in Co. Laois.  

Duties included:  

 Planning the survey area  

 Leading the field survey 

 Leading and planning desk based survey 

 Assigning areas of research to team members 

 Liaising with local communities 

 Writing the final report  

 Co-ordinating the research  

 Application for funding 

 Presentation to be given in 2019 

 

The survey involved a wide ranging desk based survey and an extensive field survey. These 

are broken down as follows: 

 

Desk Based Survey: 

 Review of the literature on the Grand Canal 

 Trips to the National Archives 

 Review of the National Folklore Collection 

 Review of maps associated with the study area 

 Reference to the archaeological records of monuments 

 Updating social media on the survey 

 

Field Survey:  

 Physical examination of the 23km stretch of the canal 
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 Involving weekend walks along sections of the survey area 

 Liaising with communities and stakeholders along the canal 

 Examination of buildings and structures along the canal 

 Examination of areas of historic importance along the canal 

 Boat survey with team members on the canal 

 Photographic Survey of the study area 

 

 The field survey which involved the examination of the 23km stretch of canal and 

areas of heritage importance within its environs was subdivided into zones as seen from the 

table below. These will be discussed in greater detail within the report. 

 

 

 
 

 

 

3.1  Historically Background:  “The Grand Route” 

 

 The Golden Age of canal building in Ireland began in earnest in the 18th Century and 

was superseded by the arrival of railways on the Island in the mid-19th Century. As early as 

1715 an act of Parliament was passed authorising the construction and planning of inland 

navigational routes, designed to boost trade and communication infrastructure throughout 

Ireland. By 1742 the Newry Canal, the first summit level canal in the United Kingdom and 

Ireland had been constructed, generating greater access of the Tyrone Coalfields to the 

market in Dublin. The economic success of this early canal created the impetus for further 

canal construction throughout the country. Plans were put forward to link Dublin with the 

rivers Shannon and the Barrow and work began in 1756, under the supervision of canal 

engineer Thomas Omer and a grant from the Irish Parliament. Two survey routes, a northern 

Zone Start Point End Point

Zone 1. Moore's Bridge Monasterevein Clogheen Bridge

Zone 2. Clogheen Bridge Killaglish Wooden Bridge

Zone 3. Killaglish Wooden Bridge Fisherstown Bridge

Zone 4. Fisherstown Bridge Courtwood Bridge

Zone 5. Courtwood Bridge Grattan Aqueduct

Zone 6. Grattan Aqueduct Vicarstown

Zone 7. Vicarstown Bridge Ballymanus Bridge

Zone 8. Ballymanus Bridge Milltown Bridge

Zone 9. Milltown Bridge Lennons Bridge

Zone 10. Lennons Bridge Barrow Lock 28th/Horse Bridge Athy
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and more southerly approach to the 

Shannon were debated upon, with the latter 

“Grand Route” adopted. By 1769 John Trail 

had taken over as engineer on the canal and 

it was reported that £200,000 (Ir) had been 

spent on constructing and improving canal 

and river navigations designed to link Dublin 

to the Shannon, Barrow and the Boyne 

systems. £77,000 of this had been spent on 

the Grand Canal and by the following year 

partial construction had been achieved as 

far as Sallins. The responsibility of the 

construction was transferred from 

government to a new privatized structure 

called the Grand Canal Company in 1772.   

By 1779 canal traffic from Dublin to Sallins 

was in operation with a passenger service on 

commencing the following year. In the 

spring of 1780 construction work on General 

Charles Vallancey, Engineer in Ordinary of 

Ireland proposed aqueduct over the River 

Liffey, was undertaken by Assistant Engineer 

Richard Evans. Simultaneously the canal was 

extended from the west bank of the Liffey 

towards its summit at Robertstown which 

was opened to traffic by 1784. Dimensions 

along the canal which had originally been 

envisaged to carry boats of up to 170 tons, had been modified to accommodate boats of 40 

tons, with most locks adjusted to approximately 18m by 4m, with a canal depth of just over 

1.4 meters and width of 7.3m at the base sloping to 8.5m. These dimensions became the 

standard for the canal as it extended west.  

 

 By 1784 it was decided by the Grand Canal Company to link with the River Barrow 

before traversing the Bog of Allen and linking up with the Shannon. Thus by the summer of 

that year, work began on the Barrowline towards the town of Monasterevin, Co. Kildare. 

Significant delays were incurred as the line of the canal passed through a formidable natural 

barrier, that of Ballyteague Bog, but on the 20th October 1785 the first boat was locked into 

the canal from the River Barrow at Monasterevin, effectively linking Dublin with Waterford 

via inland navigation. Navigation along the Barrow must have proved to be unpredictable at 

times, with fluctuations in levels and dangerous currents, eventually leading the Company to 

Plate 1. Taylor & Skinner 1777 map showing the 

Grand Canal as it leaves Dublin. 
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decide on the construction of a still water canal stretch from Monasterevin to Athy, a 

controlled waterway (1).  

 

3.2  The Barrowline Continues Monasterevin to Athy 

 

 By 1788 surveying and purchasing of land along the line to Athy was well underway. 

It seems from the Grand Canal Company records that construction works began in the 

following year. The path decided upon was to run along the western side of the Barrow on 

slightly raised ground just beyond the limits of the rivers’ flood plain. Archibald Millar 

oversaw the construction of this section of the canal as Evans had been dismissed in 1785 

(1). It is tentative to suggest that one of the reasons this route was chosen for the canal was 

a result of the purchase of almost 4,000 acres of land in the Vicarstown area by Henry 

Grattan in 1782 on the back of a £50,000 grant for services to the Irish Parliament. The 

Moyanna estate was intersected by the canal and it is believed that unlike some 

landowners, Grattan saw the benefits of having cutting edge infrastructure transverse his 

lands. It is understood that he did not seek any compensation for the section of the canal 

which passed through his large estate (2).  

 

 The Monasterevin to Athy canal was constructed and operating traffic within 

approximately two years. A huge workforce of almost 4,000 men (at thirteen pence per day 

per labourer) were said to be employed during its peak construction phase in the spring of 

1790. The workforce fluctuated at specific times of the year such as harvest time when 

Millar reported to the company that 

numbers had fallen in October due to Potato 

picking. The 23km canal stretch was 

constructed in “lots” of generally one lot to 

every Irish mile (2km) in total 15 lots were 

awarded to private contractors who were 

responsible for maintaining tools and 

adhering to the plan of the canal as laid out 

by the surveyor Devoy & Brownriggs and 

engineers such as Rhodes, Oates and Millar. 

Plate 2. Terrain in the Vicarstown area 
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Most of the work involved digging the canal to a depth of 5-6ft (1.5-1.8m). Contractors were 

paid in terms of cubic yards of excavated and this varied depending on the type of soil and 

terrain. Some of the work involved the use of gunpowder to blast “very hard rock” such as 

that found at lock 27 Athy (3). An example of the type of limestone bedrock from 

Rosnamullane townland can be seen in this recent photograph taken of the construction of 

a cattle-crossing, gives an idea of the work involved in digging the canal during the late 18th 

century (Plate 2.).  

 Tools were replaced at the cost of the Grand Canal Company. Contractors were also 

responsible for the construction of the embankments of the canal, towpaths, toll roads, 

bridges, culverts and aqueducts which are found along the canal route.  

 

 

 The above table (Plate 3.) lists the main contractors involved in the construction of 

the canal from Lot one commencing at Monasterevin. Bridges, culverts and aqueducts which 

fell within each lot were often constructed by different contractors (3). During the 

construction period the towns of Athy and Monasterevin and local areas along the route 

must have prospered as they provided services such as food and accommodation for the 

workers. Contractors such as Dowling and Dempsey may have been local as these surnames 

are quiet common in Co. Laois. It is reasonable to assume that many of the labourers were 

employed locally given the logistics of catering for such an influx of people into an area 

which Coote describes a decade later ‘not the least species of manufacture’ existed in the 

barony (of Stradbally) (4).  

Lot Number Contractor  Name

1 Quin & Co.

2 Logan & Co. 

3 & 4 Beaghan

5 Dowling & Dempsey

6 Tynan & Roach

7 Hamiliton & Co. 

8 Brophy & Co. 

9 Roberts

10, 11 & 1 2 Mc Mahon

13 Noland

14 Barry

15 Lacy Plate 3. Contractors 



8 
 

 Along the approximate 23km stretch of canal significant disruption to pre-existing 

roads, watercourses and property was incurred. Roads and waterways had to be diverted, 

bridges, culverts and aqueducts built and some land owners had to be compensated. In total 

as we will see from the table below (Plate 5.), twelve bridges, eight culverts, five locks (two 

of which have been filled in at Monasterevin after the construction of the aqueduct in the 

early 1800’s), two supply feeders for the canal (one of which has been subsequently filled 

in), two quays or piers and two aqueducts were constructed between 1789-91 as part of the 

original design this stretch of the canal. Coupled with these several storage and 

administration buildings were purpose built mainly at Vicarstown and Athy, which included 

lock houses, a company office and storage facilities. In addition to these structures ten 

milestone or mileposts are recorded on the 19th Century Ordnance Survey maps (two at 

Vicarstown Bridge) for the canal, with at least two of these still remaining in situ and a 

possible third located within overgrowth at Cardington. These structures will be discussed in 

greater detail within the zonal section that follows.  

 In terms of the diversion of pre-existing roadways along the canal route, significant 

disruption in traffic in the area must have caused consternation in the early years of the 

canal. As we have seen twelve bridges had to be erected to alleviate these concerns. Pre-

existing roads were diverted alongside the towpath and along the canal banks which are still 

in existence today. Some roads were preserved such as what Millar describes as the 

Timahoe road with the construction of a bridge at Vicarstown (2). The mail coach road 

running from then Maryborough through Monasterevin was kept intact with the building of 

Clogheen Bridge or as Millar describes it as the Maryborough road bridge. Landlords in the 

area lobbied for bridge construction in specific areas such as we see at Ballymanus, where 

Mr. Dunne petitioned the company for the erection of a bridge near the main avenue 

leading into Ballymanus House (3). Other bridges such as Fisherstown (Plate 4.) and 

Milltown were aligned towards crossings along the Barrow such as the fording/ferry point at 

Belan and fording point at Bert now Bert Bridge. Bridges were also constructed under roads 

allowing level passage of canal supply water from the two canal supplies mentioned. 
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Plate 4. Arrows showing Fisherstown Bridge and Belan fording point on O.S Map 1839 Zone 4. 
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Structure Aqueduct Culvert Bridge Lock Feeder Pier/quay building MS

Moores Bridge 1

Filled in Barrow locks at monasterevin 2

Lock house for 1

25th Lock 1800s

Clogheen/Maryborough road Bridge 1

Killinure Culvert 1

Ballintogher Culvert 1

Killaglish Wooden Bridge 1

Jamestown Milestone 1

Jamestown Culvert 1

Fisherstown Bridge 1

Courtwood Culvert 1

Courtwood Bridge 1

Courtwood Loading Pier 1800s

Courtwood Culvert 2 1

Courtwood Milestone 1

Glasha Canal Supply 1

Milestone Vicarstown Dodd 1

Grattan Aqueduct 1

VICARSTOWN (Dodd) Culvert 1

Vicastown Quay 1

Vicarstown Buildings 3

Vicarstown Bridge 1

Vicarstown Milestone 1

Vicarstown Milestone 1

Stradbally river Canal Supply (On Map) 1

Vicarstown Dodd Culvert 1

Derrybrock Milestone 1

Camac Aqueduct 1

Ballymanus Bridge 1

Ballymanus Quay 1800s

Milestone Bawn 1

Bawn Tunnel/culvert 1

Milltown Bridge 1

Milltown Weir/Overflow Overflow

Milestone Milltown 1

Milestone Cardington 1

Cardington Lock 26 1

Cardington Lock House 1

Cardington Bridge 1

Lennons Bridge 1

dry dock 1

store/warehouse 1

Canal hotel 1800s not GCC

Canal Company Stores 1

Canal Office House 1

Milestone Woodstock South 1

Athy Lock 27 1

Augustus Bridge 1

Lock house for 28th 1

Barrow Lock 28 1

Horse Bridge 1

Total 2 8 12 5 2 2 9 10

Not visible today

Plate 5. Built infrastructure adhering to the Canal Plan 1789/91 
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 Culverts were purpose built to channel water and drainage systems under the canal 

at eight different points along the 23km stretch. These were constructed by private 

contractors such as Monks, Hayes and Black with each “tunnel” built to a unique design, 

almost as a statement to their engineering and architectural prowess (3). 

 Acquisition of land for the canal route proved to be fraught with some difficulties 

according to reports by Millar mentioned within the company’s minute books. A Mr. 

Pilsworth of Willowsgrove House (5) temporarily halted proceedings in April 1790 when the 

canal approached his orchard at Milltown, Athy, he was subsequently found to have been 

adequately compensated; “Mr. Thomas Pillsworth has turned off the men and stopped the 

work on his ground alleging that his landlord the Rev Lomax Walsh was not paid his 

purchase money” (2). Devoy, one of the surveyors seems to have made inaccurate 

measurements on ground belonging to Neale for the Glasha/Derryvarragh canal supply near 

the Grattan Aqueduct. Correspondence indicted that an extra 37 perches (925 m2) of 

meadow were required by the company to ensure the viability of the supply line.  Millar 

reports “By disinterested persons I am led to believe it worth £20’s per acres- he having a 

lease of three lives is entitled to nine years purchase this with damages by the back drain 

which he promises to fill  if it is not paid”. In the end the company agreed to compensate to 

the sum of £13 (3). This type of compensation can give one an idea of the costs involved in 

buying up tracks of land for the canals construction. Some landlords were quiet benevolent 

when it came to construction across their lands. As we mentioned earlier, Grattan did not 

seek compensation for the stretch which followed along his land, which encompassed 

almost the entire span of the canal along the northern boundary of the Barony of Stradbally. 

Other landlords benefitted during the construction phase such as Dunn of Ballymanus who 

supplied quarried limestone for parts of the canal, used for road and bridge construction (3).  

The canal routes into Monasterevin and Athy followed along the outskirts of these urban 

centres, with the towns gradually growing up around the waterway as years past. This 

helped to minimise compensation costs and disruption within the towns during construction 

in 1789/91.  

 As the canal channel was dug out opposing banks were built up. The canal beds and 

sides were lined with puddle-clay or loam which was mixed with water and sand to form an 

impermeable layer sealing the canal and making it watertight. This was impregnated into 

the bed and banks “with Edward Dandy and Mr. Beaghan contracted for sodding and puddling” 
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(3). This type of clay was readily available within soil contexts along the Barrow floodplain 

and was also used in brick manufacture in the area especially around Athy (Plate 6.)  

 

 

 

Banks, roads and towpaths were constructed using a layering of soil and rubble 

stone. These were often planted with rows of deciduous trees such as Oak and Beech, which 

provided a root structure to stabilize the banks. These trees 

also provided a source of revenue as outlined by William Jessop 

the great English civil engineer who visited the canal and was 

impressed with the works in 1790. Jessop advised that trees 

planted could be harvested every 50 years and bring an 

additional source of revenue to the company as well as for 

providing a picturesque setting along the canal route (6). We 

have an example of linear tree planting along the banks at 

Ballymanus Bridge in Plate 7. Although it would seem that not 

all sections of the canal were bolstered by tree root systems 

that were purposely 

planted to lend 

support to the canal banks. Depending on the 

terrain type, it wasn’t necessary to support 

banks in such a way. This is evident near the 

Clogheen Bridge where a hill was encountered 

within the construction line of the canal. Millar 

described the construction here as “more 

difficult than expected” (3). The rise in elevation 

Plate 6. Arrow highlighting a brick field in Cardington townland near Athy O.S 1839 

Plate 7. Linear tree 

planting along the canal 

at Ballymanus Bridge 

Plate 8. 
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is clear in Plate 8, within this section of the canal and would have required the excavation of 

significantly more material in order to keep the canal bed level. The banks are straddled by 

elevated ground in this part and are thus supported by the cut made through the hill on 

either side, eliminating the need for supporting tree root systems.  

 This stretch of the canal is also one of the longest continuous lockless stillwater 

sections within the entire Grand Canal structure. This was achieved mainly by following 

along the low-lying Barrow flood plain rises to the west of the river. On the original line from 

the Barrow lock at Monasterevin there are no locks as far as the Cardington lock on the 

outskirts of Athy, a distance of over 21km. Locks were expensive to build and were time 

consuming to transverse through once navigation was achieved. The need not to build locks 

on this section guaranteed ease of transport and saved time in the transportation of cargos 

and passenger boats.  

   By the autumn of 1791 the canal was operating boats from Monasterevin to Athy 

avoiding the temperamental river navigation. A Mr. Thomas Pope from Athy had been 

appointed “collector of the tolls” by the company on a salary of £50 per year. Rules and 

regulations were draw up for access on the banks and toll roads which were created during 

the canal construction. These included “no work horses, goats, horned cattle, sheep and 

pigs be permitted to pass on the banks of the canal unless the same belong to some person 

inhabiting on the banks, as who shall have land contagious with the same,  and people who 

have paid their tolls” (3).  

  In terms of trade along the canal, locally the market towns of Athy and 

Monasterevin received a boost in commerce. Farmers along its route provided oats, wheat, 

corn, potatoes with mills along the barrow and in towns such as Stradbally and Athy 

providing flour to the Dublin market. Brickworks in particularly Athy provided this material 

for many of the buildings along the route to Dublin. High quality limestome from quarries in 

and around Stradbally was also exported from this part of the canal to Kildare and Dublin 

where it was used to build houses such as the Latouche property designed by the architect 

Whitmore Davis. Both uncut and cut limestone was supplied by the great number of masons 

employed in the Stradbally Quarries. This high quality limestone was advised as a good 

substitute for Portland Limestone imported from the south coast of England to Ireland 

during the 19th Century (8).  Mr. Dunn of Ballymanus had a number of boats on the canal 

involved in the dung trade. This involved the collection of cart loads of horse dung in Dublin 
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and by the time it reached his farm where it was used for manuring of his land, each cart 

load cost 8d. Mr. Dunn likely sold manure to other farmers in the area such as Walsh’s at 

Ballykilcavan. Mr. Cassidy of Monasterevin also had boats on the canal and both he and 

Doctor Lamphier, of Stradbally were involved in malting and distilling of whiskeys and ale 

along the canal route. Vicarstown became an important staging point along the canal and 

the stores their provided facilities for towns like Stradbally to export their agricultural 

produce to nearby markets and all the way to Dublin. Doctor Lamphiers mills along the 

Stradbally River produced 170 bags of flour per week, and it was at Vicarstown where many 

of these were conveyed to bakeries in Dublin (4). Fuel was also traded along the canal such 

as turf from the various midlands bogs but also coal from the Castlecomer coal fields on the 

Laois/Kilkenny border. The Canal Company 

controversially invested in some unprofitable 

coal mines in this area in the 1800’s. Coal was 

carted from these mines to Athy and the 

Barrow Navigation and transported to Dublin 

and New Ross. Given the suitability of the 

surrounding land along the canal to tillage 

agriculture, it is not surprising that the great 

cash crop of the mid-19th Century sugar beet 

was readily planted by the surrounding 

farmers. These included large farmers such as 

John Adair of Bellgrove and William Dunn of 

Ballymanus. The first sugar beet factory (Plate 9.) in Ireland was opened in Mountmellick in 

the 1850s, a town which had been connected to the Grand Canal by the 1830’s (9). Farmers 

within the study area would have utilized this infrastructure with boats transporting the raw 

crop for processing into sugar, via Monasterevin. In later years the sugar beet factory at 

Carlow saw the beet crop transported in the opposite direction along the canal. All of these 

early transports were made in horse drawn boats, with horses supplied by contractors such 

as Bray, Tynan and Moore (Athy-Monasterevin) who were provided with an annual salary of 

£280 (2). According to Delany horses needed to be refreshed every 15-18 miles (1). 

Plate 9. Ireland’s first sugar beet 

factory in Mountmellick, Co. Laois Cir. 

1850 
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The passenger service operated along this stretch until 1846 when competition from 

the railways caused the company to cease all such services on the Grand Canal. The service 

which began in 1791 on this stretch operated in conjunction with a feeder coach services 

supplied mainly by Bianconi after 1820. A number of Company hotels along the Main Line 

provided accommodation for passengers, although only private hotels were located along 

this section located at Vicarstown and Athy.  The Barrow Navigation had hotels in Carlow, 

and Graiguenemanagh but it ceased its passenger service to Athy in 1809.  Leaving Athy as 

the most southerly point along the canal that provided a passenger service. When the 

services started (Plate 10.) in 1791 the Athy boat left at 5 a.m. each morning, reached 

Vicarstown at 6.30 a.m. it stopped here for five minutes and reached Monasterevin at 8 

a.m. and Dublin by 6 p.m., a total journey time of thirteen hours. Comfort levels were high 

with 1st and 2nd class tickets available with meals and alcoholic beverages prepared by the 

crew (1). These early passenger boats were operated by a ship Master, a mate or steerer, a 

stopman (who looked after the locking of the boat and a cabin boy as well as a lady cook 

who was usually the master’s wife. All 

crew members were required to wear a 

uniform and even the horseman was 

required to wear a “coat and cape” (7).  

 

 

 

 

 

Competition between the canals 

and road coach services had always lead to fare reductions and the introduction of fly boats 

in 1833 which were based on European models and required 2-3 horses to operate, 

reaching speeds of up to ten miles per hour between locks. These reduced the journey times 

from Dublin to Athy to seven and a half hours (2).   

Plate 10. An early Passage-boat timetable 

with routes from Hazelhatch to Athy 

showing times and rates of travel. Taken 

from Delany (1).  
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On a final note before we discuss the zone survey areas, the Athy canal passes 

through or skirts along the borders of 23 townlands. These are included in Plate 11. with 

their Gaelic name and possible meaning in English. The townland boundary commissions’ 

examination of Irish townlands in 1830’s and 1840’s, modified and delineated many of these 

ancient boundaries. Along the path of the Athy Canal we see numerous examples of where 

townland boundaries have been fixed to the lineament of the canal. A fine example of this 

was the separation of the large townland of Castlerheban in Kildare into North and South 

Rheban (Plate 12).  

Townland (English) Townland (Irish) Meaning 

Skirteen (KD) An Scairtín "the small thicket" 

Clogheen (KD) Cloichín a small stone or stone building 

Killinure Choill an Iúir Wood of the Yew Trees 

Ballintogher Baile an Tóchair Town of the Causeway 

Killaglish Choill an Ghlais Wood of the stream 

Jamestown or Ballyteigeduff  Bhaile Thaidhg Dhuibh The town of black Tadhg 

Kilbrackan Cill Bhreacáin The wood of Breacán 

Fisherstown Gráig an Eiscire village of the fisherman 

Courtwood Coill na Cúirte Part of the Great Wood (Dempsey) 

Vicarstown (Dodd) Baile an Bhiocáire (Dodd) Town of the Vicar 

Vicarstown (Cosby) Baile an Bhiocáire (Cosby) DITTO 

Derrybrock Doire Bhroc Oak Wood of the Badgers 

Ballymanus Baile Mhic Mhánais Town of Manus (Norse) 

Bawn An Bábhún a Bawn, or castle enclosure 

Ballyroe  (KD) Bhaile an Róigh red town 

Crohanree  (KD) Crochta an Fhraoigh round hill of the heath 

Castlereban North  (KD) Caisleán Réabáin ríogh-bábhún, "king's bawn 

Castlereban South  (KD) Caisleán Réabáin ríogh-bábhún, "king's bawn 

Moatstown  (KD) Baile an Mhótaigh Town of the Moat/Earthen embankment 

Milltown (KD) Baile an Mhuilinn Town of the Mill 

Cardington  (KD) Baile an Chairdínigh Town of Carden 

Cardington Demesne  (KD) Baile an Chairdínigh Town of Carden 

Woodstock North  (KD) Bodastóic    

Woodstock South  (KD) Bodastóic    

Bleach  (KD) No Irish Translation   

 

Plate 11. Townlands of the Canal 

https://www.revolvy.com/page/Bawn
https://www.revolvy.com/page/Bawn
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Plate 12. Blue Arrow shows Castlereban 

North with yellow Castlereban South. 
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4. Surveyed Zones along the canal 

 

Zone 1: Moore’s Bridge Monasterevin to Clogheen Bridge 

 

Moore’s Bridge (Plate 13.) was constructed as part of the original trust of the canal which 

reached Monasterevin in 1784/5, with the first boat locked into the Barrow on the 20th 

October 1785. A date plaque which is still visible today reads 1784. It was built to preserve a 

road way coming from the north into Monasterevin town. This bridge is a single-arch rubble 

stone road bridge constructed of limestone. The road to the north connected the ancient 

fording point at Pass Bridge 500m upstream on the Barrow with the town. The canal once 

passed under this bridge until 1830 (now filled in), with a lock located on its north side in 

which boats passed into a harbour inlet on the east bank of the Barrow (Plate 14). From 

here boats could then access the River Barrow opening an inland waterway trade route 

from Dublin to New Ross and Waterford.  

 

  

 
Plate 13. Moore’s Bridge Monasterevin named after the Marquess of Drogheda Charles 

Moore who commissioned Moore Abbey , Monasterevin as his country home in 1767. 
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These early years of Barrow navigation were often subject to fluctuating water levels and 

strong currents especially in winter times when rainfall was most prevalent. The Grand 

Canal Company decided that the stretch of the River Barrow between Monasterevin and 

Athy needed to be by-passed and by 1789 work had commenced on the Athy line. It was 

decided to create a lock on the western bank of the Barrow and continue with a stillwater 

canal from here to Athy (Plate 14). Boats were thus locked down into the Barrow and locked 

up into the canal at this point. By 1827/28 the construction of the Monasterevin aqueduct 

by Henry, Mullins and McMahon, relinquished the need for boats to cross the open Barrow 

with these locks subsequently becoming obsolete and being filled in by the mid -19th 

Century. By the 1830’s boats could now cross via the aqueduct and through lock 25 into the 

canal at the point shown by the red arrow in Plate 16.  

 

 

Plate 14. Three images from the Longfield Map Collection Cir. 1835 yellow arrows showing 

Barrow locks, red arrow location of Moore’s Bridge, blue arrow Monasterevin aqueduct 

with picture bottom right. 1907 ordnance survey map showing filled in canal leading to 

Barrow Locks.   
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Monasterevin was once known as the “Venice of Ireland” as industry boomed as a result of 

the arrival of the canal to the town. Merchants such as Cassidy established extensive 

brewery and distilling operations in the town which were supplied by many of the farmers in 

the locality. A tobacco and pipe making factory was also established by the same family 

which gave significant employment within the town (10). As the canal system was modified 

to include the aqueduct and the Mountmellick branch of the canal in the 1820’s, 

Monasterevin was placed at a junction connecting the bustling towns of Porarlington, 

Mountmellick and Athy along the canal route to Dublin. With the new route over the 

Barrow, the need to build another lock (25th lock) from high ground leading away from the 

aqueduct was required (Plate 15). This again was undertaken by the great canal engineering 

firm Henry, Mullins and McMahon. A lock house and smithy (Plate 17.) were located close to 

this and a bridge was built which provided an access to horses as the tow path (plate 16.) 

had to be changed from the right-hand side of the bank coming from Athy to the left-hand 

side to cross the aqueduct and into Bell Harbour Monasterevin. 

 

 Plate 15. Horse/foot Bridge and the 25th Lock 1820’s canal modifications 

Monasterevin 
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Plate 16. Schematic showing the towpath change from left side to right coming from the Athy 

direction via the horse bridge (red arrow) and into Monasterevin  

Plate 17. Smithy/lock-

Keepers house at 25th Lock 

O.S Map 1907 
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Plate 18. 25th Lock and foot/horse bridge as one approaches the stillwater Athy canal. 

 

 

Plate 19. Junction area where the Athy branch meets the 1820/30’s canal to the left. 
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The Athy canal continues from the junction at lock 25 to Clogheen Bridge 700m south. This 

was an original structure on the 1780/91 canal plan and was built to preserve the old mail 

coach road from Dublin to Limerick (Plate 20). The skew bridge (Plate 21.) was formerly 

known as the Maryborough road bridge and was built by the contractor Michael Hayes. 

During its construction a temporary road was used which allowed traffic to pass as normal 

along the road. This section of the canal was contracted to Logan, Brophy and Quin. All 

sections were completed with bridge in 1790/1 (3).  

 

 

Plate 20. Arrow shows the link of the Mail Coach Road as it enters Monasterevin from 

Taylor and Skinners 1777 road survey of Ireland. By this time we have no canal in the area. 
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The original bridge at 

Clogheen seems to have been 

demolished and rebuilt in 

1958 as seen from the Kildare 

Co. Council plaque. Perhaps 

by this time the bridge wasn’t 

suitable for modern heavy 

traffic along the main road 

from Cork/Limerick to Dublin.  

 

 

Plate 22. Clogheen bridge built in 1958 replacing the earlier skew bridge across the canal.  

  

Plate 21. Clogheen Skew Bridge 

Plate 23. A memorial section of the new 

bridge built from original stone from the 

earlier skew bridge in 1958.   
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We can see from Plate 22, how the canal narrows as it approaches the bridge. A tow path 

would have originally run underneath.  

 

Recommendations for Zone 1: 

 Cleaning of paths and banks from Clogheen bridge to 25th Lock Junction 

 Removal of partially sunken barge from canal (Plate 24) 

 Addition of heritage signs showing map and highlighting significance of Clogheen 

Bridge and the junction point at Lock 25 highlighting the former Barrow locking area  

 

Plate 24. Partial sunken barge that needs to be removed at Zone 1. 
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Zone 2. Clogheen Bridge to Killaglish Wooden Bridge 

This section of the study area involved a walk of 2.3km along the canal bank passing from 

Co. Kildare into Co. Laois through Clogheen, Killinure, Ballintogher and Killaglish townlands. 

There is a dramatic bend along the canal in this section as the canal avoids a natural bend in 

the River Barrow. Two culverts were identified on this stretch, with only one of these 

accessible for the photography survey. A bridge described as a wooden bridge on the 1840’s 

Ordnance Survey map forms the boundary between the townlands of Ballintogher and 

Killaglish. It is along this section of the canal where a hill was encountered and was 

excavated through in order to keep the canal level in 1789/91.  

 

Plate 25. 1840 O.S map showing the bend on the canal in the Zone 2 area. 

Both culverts in this area were constructed by Monk & Hayes in 1790 to provide part of the 

drainage system along the canal area which allowed passage water under the canal from the 

higher ground west of the Barrow to feed into the river. This construction also required the 

building of tail races through private land, with landowners compensated in the process (3). 

These culverts prevented water build up along the western banks of the canal, avoiding the 

potential of water stresses along the canal banks from land drainage in the area. They 

provide a managed route in which drainage water could find its way to the Barrow. The 

photographed culvert is C. 1.2m in width of segmented profile and is partially silted up. 
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Plate 26. Showing two aqueduct/culvert points on the canal with tail races cut towards 

the river barrow (Red). An example of the managed drainage system along the canal route 

 

Plate 27. Limestone culvert corresponding to the top arrow in previous plate. This culvert 

and tail race was built by Monk & Hayes as part of the canal landscape drainage system. 
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The wooden bridge is the only such structure on the canal and was built as part of the 

original plan. Its purpose was to alleviate traffic obstruction and provide access to land 

across the canal within the area. The bridge itself appears to have been heavily modified in 

the mid-20th Century. It is built of roughly coursed limestone and spanned by large wooden 

planks. There appears to be the remnants of part of a towpath and bridge walls submerged 

in the canal waters beneath the bridge.  

Plate 28.  Killaglish Wooden Bridge  

 

Recommendations for Zone 2: 

 Reed clearance along the canal  

 Removal of rubble from canal waters at Killaglish wooden bridge 

 Maintenance works on culverts to ensure tail races do not become blocked and 

maintenance of original stone work on the culverts 
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Zone 3: Killaglish wooden bridge to Fisherstown Bridge 

This involved walking a 2.6km stretch of the canal which went through the townlands of 

Killaglish, Jamestown or Ballyteigeduff, Kilbracken and Fisherstown. One culvert (Plate 29) 

was identified within the townland of Jamestown which was cited both on the 1840 and 

1907 Ordnance survey maps. The canal is spanned by two bridges in this area. A modern 

motorway bridge and the contemporary Fisherstown Bridge.  

The Culvert was contracted to Hayes (1790) and it would appear from the company records 

that some hold-ups were encountered due to land not being purchased for the required tail 

race.  It spans approximately 1.5m and carries a tributary towards the Barrow.  

 

 

Plate 29. Jamestown Culvert carrying a tributary under the canal towards the River Barrow 

At this point it is worth mentioning the preponderance of the prefix “Kill” within the 

townland names of both Zone 2 and Zone 3. This is generally interpreted as a church site or 

wooded area. It would appear from referencing earlier maps such as the 1560’s cotton map 

of Laois/Offaly, the area west of the Barrow was heavily wooded (Plate 30). Townlands such 

as Killinure “Choill an Iúir” or Wood of the Yew Trees and Killaglish “Choill an Ghlais” Wood 

of the Stream highlight the land use in earlier times as today the area is almost devoid of 

trees.  This area once formed part of the Great Wood mentioned on the cotton map. 
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Plate 30. Cotton map 1560’s showing rivers Barrow and Glasha/Derryvarragh and the 

Great Wood 

In the townland adjoining Jamestown to the west we find the Church of Ballyadding (Plate 

31.) a small Medieval Church (LA009-014). This is the burial site of the notorious highway 

man Cathir na gCapall, or Charlie of the Horses. He was member of the Dempsey clan one of 

the seven Septs. of Co. Laois. Charles Dempsey was apprehended in Monasterevin and 

executed in Portlaoise in 1735.  

 

Plate 31. Ballyadding Medieval Church and Gravestone of Charles Dempsey highwayman 

At Fisherstown we have the site of a small rural crossroads which contains a thatched pub 

reputed to be one of the oldest in Co. Laois. It is cited on the 1840 O.S map. Fisherstown 
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Bridge spans the canal and would have provided an access point on preserving the road 

between Fisherstown and the fording/ferry point on the Barrow at Belan (Plate32). Speaking 

with local communities here, this pub was a popular place to frequent during the “Sunday 3 

mile pub ban” in the early 20th century, which prohibited people from drinking on a Sunday 

within three miles of their house. An accident occurred here at the Belan fording point in 

the 1940’s when a number of people were drowned. On east bank of the Barrow beyond 

Belan a Holy Well was visited, the local land owner advised it was a well for warts (Plate 33). 

 

Plate 32. Red arrow shows Fisherstown, followed by Fisherstown Bridge and Belan 

Fording point along the Barrow with pre 1790 road linking each. 
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Plate 33. St. Bridget’s Holy Well (KD026-011) at Riverstown, East of Barrow at Belan 

fording point. “A cure for warts” 

Fisherstown Bridge (Plate 34.) is a protected structure (RPS 563) of County Laois and was 

built during the initial stages of the canal construction into the area in 1790. It was likely 

constructed by Monk & Hayes (3). The bridge is constructed of limestone masonry and 

spans 6.6m. The canal is 4.73m wide and the towpath through its west side is 1.96m. 

Evidence of tow rope marks are visible on the lower sections of the west side of the bridge.  

 

Plate 34. Fisherstown Bridge during repointing work in 2012 

Fisherstown House is located on the 

west bank of the canal near the bridge 

and was built by the Kenny family in 

1820.  
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Recommendations for this Zone: 

 Continued maintenance of banks and waterway  

 

 

Zone 4. Fisherstown Bridge to Courtwood Bridge.  

 

A 3.2km stretch that was surveyed on foot. Areas of interest along this route included 

Courtwood Culvert, Bridge and loading pier. The culvert here was constructed to allow 

water from the Sallyford stream pass beneath the canal to the River Barrow. This was 

constructed by Monk & Hayes in 1790. This section of canal was excavated by Tynan & 

Roach with a bridge at Courtwood constructed by John Monk in the same year (3). The 

bridge is not on the record of protected structures of County Laois. The span of the 

segmented arch is approximately 6.5m with the canal is 4.44m wide and the towpath 

through its west side is 2.06m. The bridge is constructed of cut limestone masonry with 

evidence for tow rope marks on the lower side of the west abutment. The eastern abutment 

contains a stop sluice slot with no corresponding slot in the western abutment, which is 

quiet puzzling and may be explained by modifications in the western abutment and tow 

path post 1790. These stop sluice slots were required in case of a breach in the canal banks, 

whereby water would be prevented at two points from leaking out into the surrounding 

countryside. They would have held thick oak planks which would have formed a temporary 

sluice whilst repairs were made in the event of a breach in the banks. Such slots were 

required on sections of canal where sluice gates were not found in great frequency (i.e at 

locks). Given that this part of the Athy line was one of the longest lockless waterways in the 

country; such features were an important part of the maintenance infrastructure on the 

canal. The nearest sluice stop slot to Courtwood is located at the Grattan Aqueduct.  
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Plate 35. Courtwood Bridge with stop sluice slots and tow rope marks evident (Bottom) 

A loading stage is mentioned on the 1880’s Ordnance map (Plate 36) but isn’t cited on the 

earlier 1840 map. The pier is constructed with cast iron pillars of a Victorian design and 

post-dates the original construction of the canal. This stands today as a reminder of the 

influence that that the canal had on trade in the area. The pier is located on a road which 

led to the progressive farm in the area known as Rathadair, owned by John Adair who we 

have seen earlier was one of the first proprietors of the sugar beet factory at Mountmellick. 

The pier was likely built in the 1850s or 60s as a loading stage for agricultural and 

construction material associated with Adair and surrounding farm lands. An inspection of 

the ruined mansion at Rathadair built in the 19th Century, uncovered evidence for Scottish 

Paisley brick used by Adair in the construction of the house, and this was undoubtedly 

transported from Dublin along the canal to the loading pier at Courtwood. The loading stage 

has since been capped with modern concrete and according to local sources was used as a 

point for loading sugar beet from surrounding farmlands for processing in Carlow in the 

early 20th Century.  
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Plate 36. 1880’s O.S map left showing loading stage and increased building development 

at Courtwood Bridge with the 1840 map showing no loading stage. The arrow on the top 

left of 1840 map shows the Coutwood Cross roads which lead to Adair’s farm. 
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Plate 37. Rathadair House with Robert Brown Paisley stamped brick found on site 

 

 

Recommendations for Zone 4.  

 Use of heritage signs at Courtwood bridge highlighting the significance of the pier 

and the influence the canal had on trade in the area.  

 Inclusion of Courtwood bridge and loading stage  on the Record of Protected 

structures in Laois 

 

 

 

 

 

 

Plate 38. Courtwood 

loading stage with 

mooring ring and 

concrete capping. Likely 

built by Adair in 1850-

60’s and used as a 

loading point to 

transport beet and bricks 

as well as other elements 

of trade along the Grand 

Canal.  



37 
 

Zone 5. Courtwood Bridge to Grattan Aqueduct 

 

This zone involved the inspection of 1.5km of canal and the Glasha or Derryvarragh supply 

feeder into the canal. Areas of interest along this part of the canal include another culvert a 

milestone (Plate 41) and the Grattan Aqueduct named in honour of Henry Grattan the local 

landowner in the area since 1782.  

The culvert (Plate 39) is cited on the 1840 ordnance survey map but not on the later 

editions. This particular culvert is quiet a neat piece of engineering and consists of circular 

masonry pipe of cut limestone measuring approximately 1.2m. It would appear from the 

company records that Dobbins was contracted to complete this culvert (3). 

 

Plate 39. Circular limestone culvert at Courtwood 
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Plate 40. 1840 O.S Map showing from top, site of culvert, milestone, Derryvarragh supply 

entry into the canal and the Grattan Aqueduct. 
  

 

 

  

 

 

 

 

 

 

 

 

 

 

 

 

 

 

Plate 41. Milestone at 

Courtwood  
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Before we take a tangent off the 

canal and look at the Derryvarragh 

supply we come upon the first 

aqueduct on the original Athy 

Line. This was constructed by John 

Monks and allowed for passage of 

the canal over the Glasna or 

Derryvarragh River a tributary of 

the River Barrow. Initially 

construction here was fraught 

with difficulty as poorly taken 

measurements caused the water 

level of the canal at the aqueduct 

to be much lower than was 

required. The minimum level 

required for safe passage of 40 

tons boats was 5ft and substantial 

alternations along the canal had to 

be implemented for this level to be reached. The aqueduct (Plate 42.) is two arched in span 

built of cut limestone with a tow path that is overgrown with grass. The aqueduct also 

contains two slots for sluice stops as we have seen at Courtwood Bridge. Both the aqueduct 

and Courtwood Bridge would have provided a sluice stop system if breaches in the bank 

occurred within that section, which were thankfully never recorded. Two plaques on the 

aqueduct read "Gratton Aqueduct Richd Evans Engineer 1790” with Grattan misspelt. 

Richard Evans was a Grand and Royal Canal Company engineer who had resigned from the 

GCC by 1790.   

 

 

The Derryvarragh was a considerable construction in itself which involved the lowering and 

re-routing of the Derryvarragh river. The purpose of the supply was to keep water in the 

canal to the required level. A channel was constructed off the river and diverted towards 

the canal to a distance of just over 1km from the townland of Rossnamullane. This involved 

Plate 42. 
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the building of two weirs, the first weir known locally as the waterfall with the second acting 

as an overflow feeding back into the lowered river (Plate 43).  

 

 

Plate 43. 1880 O.S Map showing the 1km line of the supply with its start (waterfall) and 

end point flowing into the canal. The Red arrow signifies the re-routed Derryvarragh river 

which flows under the Grattan Aqueduct, with the clear arrow showing the overflow weir.   

 

Recommendations for zone 5. 

 Cleaning and maintenance of the canal and Derryvarragh supply (quiet neglected) 

 Restoration of  cut stone tow path on aqueduct 

 Cleaning of lichens from Grattan Aqueduct plaque 

 Removal of metal signage posts 

 Inclusion of Heritage sign commemorating Grattan in the area 

 Maintenance of culverts  

 Cleaning of milestone  
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Plate 44. Parts of the Derryvarragh supply. Top photo shows where the supply enters the 

canal with two segmented arched limestone footbridges visible built by the contractor 

Hayes. Reporting from the works in February 1790, Millar noted a workforce on the 

construction of thirteen artificers, twenty labourers and an average of twelve cars carrying 

stone from numerous quarries. It was not until the middle of 1791 that the Derryvarragh 

supply was turned into the canal (3). Bottom picture shows the second weir/ overflow of 

the supply line.  
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Zone 6: Grattan Aqueduct to Vicarstown Bridge 

 

Vicarstown is a small village which has a long history of settlement. The arrival Henry 

Grattan and the canal greatly enhanced its prospects for development, with most of its built 

heritage dating from the period. At nearby Dunrally on the banks of the Barrow, a Viking 

longphort has recently been identified as that of the Viking King Rodolf and may represent 

one of the largest such 

settlements in inland 

Ireland, a site of which 

Professor Donnchadh 

Ó Corráin  described 

as of “International 

importance”. This site 

is found at the 

confluence of the 

Derryvarragh River 

and the River Barrow. 

It was first mentioned 

in the annals of 

Ireland in the 840’s 

and was destroyed by 

a combined force of 

Gaelic kings of Loígis 

and Osraige in 862 (Plate 45). Henry Grattan was built a summer house on the site of the 

fort in the late 18th Century. The site has never been excavated and consists of a large D-

shaped enclosure, 360m long and 150m in maximum width, defined by a bank and external 

ditch, within which is a sub-circular enclosure (10). 

The site is accessed near the Dunrally Bridge which was constructed in the 1820’s replacing 

an early bridge on the site of a fording point on the Barrow, the bridges’ construction was 

part financed by the Grattan family.  

The survey area at Vicarstown consists of a number of storage buildings which were built 

just after the canal was constructed in 1791. Vicarstown Bridge was built as part of the 

Plate 45. 
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original canal construct and was contracted for by Delmar who oversaw work on the bridge 

by two masons and three labourers (3). It was built to preserve what was then called the 

Timahoe road which connected the Cosby Stradbally estate with the crossing point on the 

Barrow into Kildare at Dunrally. The bridge is constructed of limestone and is a segmented 

single arch with squared limestone walls (Plate 46).  

 

 

Plate 46. Vicarstown Bridge built by Delmar 1791 spanning the canal and preserving a road 

The canal stores at Vicarstown provided a facility for trade along the canal with the 

pier at Vicarstown located along the west bank of the canal. Trade here included 

agricultural produce, coal, manure and malting produce. Vicarstown acted as an 

inland port for the surrounding area which included Stradbally in the late 18th and 

19th Century. A hotel or inn was established here in the 19th Century catering for 

passengers on the canal. One of the first RIC barracks in the country was built at 

Vicarstown in the 1820’s, which helped to alleviate security concerns voiced by the 

canal company during the agrarian unrest in the 1820’s to 1840’s. An incident 

occurred at the Inn, in 1824 in which a man was killed by the possible actions of an 

RIC constable form the Vicarstown barracks. This is outlined in the following extract:  
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CSO/RP/1824/1474/B 

 

Stradbally, Friday night, 

6th July 1824 

RIC: 8th Feb 

 

Sir,  

From the many unpleasant occurrences with which the Police generally are at this moment  

coupled, do help as from the audacity with which many of those who should be the 

supporters of a Police establishment collect and magnify every circumstance that 

may in the least bring odium on that body. I regret untimely that anything further 

should happen in this county to bring the conduct of its constables into question. 

About 5 O’Clock P.M on Tuesday the 3rd Feb, George Roe and Thomas Honor, two 

sub-constables of my district, stationed at Vicarstown, went into a public house 

within ten yards of their Barracks to get a pint of beer each after their dinner. In the 

room where they were taking it standing up were two persons, named Joseph 

Hovendon and Michael McCann, playing at cards, the former of whom, rather a 

respectable well conducted man. Upon some disagreement about the game 

(Hovendon) applied to George Roe for judgement which Roe gave in his favour. 

Upon which McCann rose from his seat, commenced abusing Roe and challenged 

him to box.  Roe who is a remarkable quiet, inoffensive man, made no reply, upon 

which Thomas Honor addressed McCann enquiring why he should single out a 

Policeman for insult more than any person present.  

In the meantime the violent manner of McCann induced the Landlady to request of 

Thos. Honor to take up the cards which he did, this exasperated McCann the more, 

who made way effort to get at Honor to strike him, which was prevented by his 

(McCann’s) friends who filled the room. They succeeded in dragging him to the 

kitchen, when grasping a large stick he endeavoured to return to the room, and in 

his struggle both he and one of the men that held him, fell over a basket (with strong 

uprights) which contained potatoes. Immediately upon getting up (and not before), 

he complained of being hurt, and said he had received a kick in the belly from Honor. 

He was at this time (to use the language of the persons examined), …., yet still 
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continued to drink punch but was unable to walk home. Next Morning he was 

carried to his house and felt so unwell that a physician (highly respectable) was sent 

for to this town. Who found he had an obstruction of the bowels and prescribed 

accordingly. At the same time he carefully examined for a mark of external injury but 

could find none, nor did he conceive that the man in any danger. Not getting any 

better a second physician was called in but in spite of these united efforts this day of 

inflammation of the bowels.  

At Nine O’Clock tomorrow a commons inquest is expected to be held, the result of 

which, with the written depositions of a good many persons taken yesterday and 

today I shall have the honour to enclose you.  

At present the magistrates and gentlemen of this neighbourhood attach no blame 

whatsoever to Honor, regrets for going at all into the public house, though it appears 

on oath they drank but a pint of beer each and so far my observation goes I believe 

them both sober men.  

The deceased McCann, was a confidential under land agent of Mr. Grattan M.P and 

this gentleman, as far as I can gleen, needed no stimulus to bear any hand on, or 

indeed annihilate altogether the constabulary of the county.  

Many of the People present (all friends of the deceased) have deposed they did not 

see Honor strike at or kick him, and some of them have sworn that the distance 

between them was so great as to make it impossible for him to do either. 

 

I have the honour to be  

Sir, 

Your most obedient humble servant.  

Thos. W. Clancie 

Chief police constable, Stradbally. 

To Major Powell” 
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Plate 47. 1840 Map of the Vicarstown Area showing location of Kylemahoe Church and 

Police Barracks.  

 

The canal stores and warehouses at Vicarstown are constructed with rubble, brick, 

limestone and granite blocks. There is also a paved granite roadway on the west of the bank 

as one approaches the bridge from the Stradbally side. Granite is not a natural rock type in 

Co. Laois and it is conceivable that this type of stone was imported into the area from 

Carlow and the Barrow Navigation along the canal in the late 1790’s (see Plate 48).  

At Vicarstown Inn we see evidence for the reuse of headstones within the construction of 

stone steps. According to the proprietors of the Inn, these headstones were originally found 

at Kylemahoe Church, which was completely levelled in the mid-19th Century. The 

headstone were moved from the cemetery and used in the stables which were located 

beneath the hotel building which stood on the west bank of the canal in a derelict state up 

until the 1970’s (see Plate 49). Over the years the Inn has passed down through a few 

different families with the Boland family running a merchant and inn-keeping business here 

up until the 1970’s. A number of artefacts produced by the current owners and the owners 

of the former public house on the east bank were viewed by the survey team relating to the 

area (Plate 50).  
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Plate 48. Canal stores and warehouses at Vicarstown, Top picture showing large cut 

granite quoin stones, which was imported into the area after the canal was built in 1791 
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Plate 49. Canal store top picture and granite paved road leading to store/weighting 

station 
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Plate 50. Top left-right. Stamped whiskey bottle form the 19th Century on display at 

Vicarstown Pub, a shale axehead (6-8,000 years old) found during Barrow Drainage in the 

1930’s. Bottom, reused gravestone used as step at Vicarstown pub.  
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Plate 50 b. framed sketch maps of the entire Grand Canal, previous on display at Turleys 

Pub Vicarstown 

 



51 
 

 

 

Plate 50 c. Former RIC Barracks at Vicarstown now a residential property 

 

Recommendations for Zone 6: 

 Conservation work to repair canal buildings 

 Site map at Vicarstown showing the Canal infrastructure and points of interest in 

the area 

 Continued preservation of Granite road at Bridge weighting station 

 Viking longphort heritage signage in the area 

 Preservation of Grand Canal Maps from Turleys Pub 
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Zone 7. Vicarstown Bridge to Ballymanus/Bawn Tunnel 

 

This stretch on the canal includes another canal bridge at Ballymanus, a culvert at Bawn, the 

site of a former castle, a supply, a Milestone and the Camac Aqueduct.  

The castle site is mentioned on the on the cotton map 1560’s Laois as Derribrock as seen in 

Plate 30. By the time the canal passed through this area in the 1790’s it had been 

demolished.  

Ballymanus house was the seat of the Dunn family who were actively involved in the 

construction of the canal in this area. The Dunn family represented Queens County in 

Parliament in the 19th Century and were described by Charles Coote in his statistical survey 

in the early 1800’s as being “Progressive farmers”. They were originally involved in tillage in 

the area and provided wheat and oats to the various mills some of which were located on 

the Stradbally River which forms part of the boundary for the estate.  During the 19th 

century the Dunne family rented from the Grattans of Tinnehinch the house and lands of 

Ballymanus, Stradbally. In the 1850s Michael Dunne played a significant political role in the 

county, and his son the racehorse owner William Dunne bred two Irish Derby winners and 

his horse Cortolvin (Plate 51.) won the Grand National Aintree near Liverpool, England, on 6 

March 1867. The family were also involved with a number of Irish Derby winners in the mid-

19th Century.  
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Plate 51. A picture of the 1867 Aintree winner Cortolvin trained at Ballymanus by W. Dunn 

The horse was likely transported via barge to Dublin on its way to Aintree in 1867. The Dunn 

family had a number of Dung boats on the canal involved in the Dung trade in Dublin, which 

they used to manure their land and also sell to local farmers in the area.  The site of 

Ballymanus house is now used as a mink farm. The Dunn family provided rubble stone from 

their lands of the construction of bridges, roads and aqueducts along the canal (3). They 

were in direct negations with the GCC for the construction of a bridge adjoining the avenue 

of their house. This bridge at Ballymanus is likely to have been built just after the canal was 

constructed in the area. It is mainly constructed of uncoursed limestone rubble with unlike 

the other bridges along the canal.  

Just before the Camac Aqueduct a milestone is visible and can be discerned as 38 Irish Miles 

to Dublin.  

The Camac aqueduct was built to carry the canal over the Stradbally River. This is a three 

span limestone bridge with granite inclusions. A plaque located on the western wall of the 

canal. It was named after a GCC director called Turner Camac. Dullanty and Hayes were the 

contractors for the aqueduct and the Stradbally River supply, which was turned into the 

canal in 1790. This supply has since been filled in with the Derryvarragh acting as the only 

supply on this stretch of canal. A culvert at Bawn was constructed to allow a tributary flow 

underneath the canal to the River Barrow (Plate 52).  

 

Plate 51. Cortolvin 1867 
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Recommendations for Zone 7:  

 

 Cleaning of the Camac Aqueduct plaque 

 Cleaning of milestone 

 Erection of Heritage signage at Ballymanaus with a statuette of the 1867 Aintree 

Grand National Horse Cortolvin, Horses played such an important role in the early 

history of the canal and should be acknowledged  

 Heritage signage to include site of former castle 

 Maintenance of Bawn Culvert, heavily silted up 
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Plate 52 a. Camac Aqueduct above with  poorly maintained plaque stone bottom 
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Plate 52 b. Milestone and survey coordinator with mooring posts along this stretch of 

canal 
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Plate 52 c. Ballymanus Bridge aligned to the avenue of the Dunn House with rope 

markings on the top picture. 
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Zone 8, 9 & 10 will be included here in photographic format. 

 

Plate 53. Milltown and Lennons Bridge Kildare . Milltown was a purpose built bridge in 

which pre-existing roads were diverted to the bridge when the canal was built. Its location 

close to Bert Bridge on the River Barrow, provided a transport link in the area. Lennons 

Bridge on the outskirts of Athy was built to preserve the Castlecomer road into Athy. 
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Plate 54. St. Marys famine graveyard and Cardington lock at Athy 

 

 

Plate 54. 1880’s O.S Map showing arrows with from top Cardington Lock Athy, St. Mary’s 

Famine burial ground and Lennons Bridge.  
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Plate 55. Top Locking into the Barrow at Athy and the Horse Bridge which spans the 

Barrow at Athy, providing a means for horses to cross to draw barges along the Barrow 

Navigation  
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Conclusion 

The report highlights some of the areas of heritage interest along the Athy Line of the Grand 

Canal constructed in 1789/91. It can be used as simply a guide for exploring some of the 

heritage along the canal route with a number of recommendations included which can be 

seized upon to enhance the value of the visitor experience on the canal.  The report doesn’t 

aim to provide a comprehensive heritage evaluation on the canal but more so to highlight 

areas of heritage interest and act as a reference point in which further in depth studies may 

take place. It can be used to build on the corpus of information associated with the canal 

and its environs. This was a community driven project facilitated by waterways Ireland and 

the Laois Heritage Society, which engaged stakeholders along the 28km survey area. It has 

helped to create awareness on the heritage aspects of the canal and has engaged with many 

communities along its path. Following on from this survey a presentation on the findings will 

be made to the community and Laois Heritage Society in early 2019.  
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