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INTRODUCTION
BACKGROUND
This Archival Record of Bridgewater Crossing in Bridgewater, Tasmania has been prepared for the Department of State Growth. The
recording is intended to capture the context and setting of the Bridgewater Crossing, inclusive of the bridge, causeway and associated
features, prior to the construction of the new Bridgewater Bridge. The causeway, bridge, and associated features that form the Bridgewater
Crossing are currently included on the Tasmania Heritage Register (THR) and due to their heritage significance, this Archival Record has been
prepared prior to the proposed works. This report aims to document Bridgewater Crossing in accordance with the guidelines for Archival
Recordings specified by the NSW Heritage Office, having been identified as a best practice guide.
Hanna Morgan, Heritage Specialist of Purcell prepared this report with overview by Lucy Burke-Smith, Associate and Tracey Skovronek,
Regional Partner. The photographs that form this Archival Record were taken by Martin Passingham on Monday 22nd March, 2021. The
historic drawings included at Appendix 5 were sourced from the Department of State Growth and Point Cloud model was prepared by
JACOBS. Sample views of the Point Cloud Model and included in this report only; a copy of the model is held with the Department of State
Growth and can be viewed with 3D Viewer freeware.
METHODOLOGY
This report has been prepared in accordance with the guidelines for Archival Recordings specified by the NSW Heritage Office, including
methodology and report format.
Each photograph has been allocated a unique name/number, refer Appendix 3. The name/numbers are then cross referenced to the Plan and
Catalogue Sheets, refer Appendices 1 and 2. Markers are used on the Plan Sheet to indicate the location in which the photographs were
taken. The Catalogue Sheets record the project details, date, photographer’s name, camera type and lenses used, photographic data, direction
and brief description of each photograph.
This Archival Record captures close-up and overall views of the Bridgewater Crossing, limited to the bridge and causeway only, as well as the
immediate context. The photographic documentation follows a clockwise order starting at Location 1 and finishing at Location 8 depicted on
the aerial site map (refer plan at Appendix 1). Limitations include suitable vantage points to capture all angles of the bridge structure,
causeway, and associated infrastructure features.
REFERENCES
The following references inform this report:

•
•
•
•
•
•

Guidelines for how to prepare Archival Records of Heritage Items, NSW Heritage Office, 1998.
Guidelines for the Photographic Recording of Heritage Items using Film or Digital Capture, NSW Heritage Office, 2006.
Purcell, “Bridgewater Bridge Replacement, Preliminary Heritage Impact Assessment”. Prepared for Department of State Growth, 25 March
2021.
Purcell, “Memorandum: Review of assessment of significance against state criteria/threshold”. Prepared for Department of State Growth, 12
October 2020
GHD, “Bridgewater Bridge Replacement Planning Study, Historic Heritage Investigations”. Prepared for DIER, August 2010.
Austral (Tas), “Draft Bridgewater Causeway and Bridge Historic Heritage Assessment and Archaeological Zoning Plan”. 27 August 2020.
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UNDERSTANDING THE SITE
LOCATION
Bridgewater Crossing comprises the causeway and bridge which crosses the Derwent River, in Bridgewater Tasmania, located within the
Brighton Municipal Council Local Government Area (LGA). The broader cultural landscape of the Bridgewater crossing has been considered
in some detail by GHD and is summarised as follows 1:
The place connects Granton on the southern shore of the Derwent with Bridgewater on the north. It consists of the causeway,
historic bridge infrastructure and the extant road and rail bridge. The crossing at this point of the Derwent is some 1.08 kilometres.
The lower foothills of Snake Mount form the background on the southern shore, characterised by native vegetation on the upper
slopes and low density residential development on the lower slopes. The immediate foreground of the causeway is the convict
quarry from which the material used in its construction was obtained. Remnant historic buildings of these works include the Watch
House and the Commandant’s Cottage. The causeway itself is a low linear feature, approximately 785 metres long, as measured
from the Brooker, Midland and Lyell Highway roundabout. Vegetated embankments rise on either side rise slightly above the
roadway. The causeway has some visual prominence when viewed obliquely from surrounding road networks.
The Bridgewater Bridge is a prominent element in the landscape, notable for its truss form and in particular the two towers and
lifting mechanism. Although visible from the Brooker Highway, its dark colouring does not make the bridge a distinctive element on
its southern approach until in close proximity to the causeway. Conversely, the bridge stands out distinctly against the sky when
viewed from the Lyell Highway, Boyer Road and Woods Point at Bridgewater.

Bridgewater

Bridgewater Crossing

Location map showing extent of the Bridgewater Crossing (causeway and bridge) shaded in yellow (Source: Google Maps modified by Purcell,
boundary information supplied by Austral Tasmania). Note: north to top of page.

1

GHD, Bridgewater Bridge Replacement Planning Study. Historic Heritage Investigations, report prepared for DIER, August 2010
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HISTORICAL SUMMARY
The following Historical Summary draws from the Draft Bridgewater Causeway and Bridge Historic Heritage Assessment and Archaeological
Zoning Plan, prepared by Austral (Tas) 27 August 2020:
Introduction
The study area forms part of a rich historic cultural heritage landscape which demonstrates the evolution of transport over a period of more
than two hundred years. The European history of the place has witnessed these changes from ferries, a causeway, numerous road and rail
bridges, and the current structure built in the 1940s. Each phase has left evidence in the landscape, which is discussed in the following
sections. It is drawn principally from previous detailed assessments of the place. Original references are provided. 2
Arranged chronologically, this historical overview addresses the following key phases of use and development:
•
•
•
•
•

•
•

The Aboriginal People of the Area and Contact History;
Early European settlement of Hobart;
The Black Snake Inn and Early Development of the Area;
The Bridgewater Causeway and Convict Road Station;
Earlier Bridge Crossings of the Derwent at Bridgewater:
- The 1849 Timber Bridge;
- The 1874 Tasmanian Main Line Railway Bridge;
- The 1893 Road and Rail Bridge;
- 1908 Conversion of the 1874 Rail Bridge to Road Uses;
The Current Bridgewater Bridge;
- The Designer of the Bridge AW Knight;
- Welding Technologies used in the Bridge; and
Later Modifications to the Bridgewater Bridge.

The Aboriginal People of the Area and Contact History
Before European settlement, Ryan has described Tasmanian Aboriginal society as consisting of nine nations, each containing multiple social
units or bands. Boundaries between groups could vary between well-defined borders based on geographical features, to broader transitional
zones existing between two friendly tribes.
The Derwent formed the boundary between two such nations. The western shore of the Derwent was part of the lands of the South East
nation. Their territory covered an area of approximately 3,100 square kilometres to encompass the western shore of the Derwent north to
New Norfolk, the D’Entrecasteaux Channel and Bruny Island, and south to South Cape, extending west to the Huon Valley. Ryan writes that
prior to European contact, the area probably contained seven bands, each with about 70 to 80 people. The Hobart area was home to the
Muwinina band. They knew the area as Nibberloone or Linghe.
The eastern shore is part of the country of the Oyster Bay people. Located on the east coast of Tasmania, their lands covered some 7,800
square kilometres, including 515 kilometres of coastline. Their country extended from St Patricks Head in the north, to the east bank of the
Derwent. Inland, it reached St Peters Pass in the Midlands, before following the Eastern Tiers to the Break O’Day River, where it returned to
the coast at St Patricks Head.
Prior to European settlement, Ryan proposes that ten bands formed part of the Oyster Bay nation with a population of between 700-800
people, the largest group in Tasmania. The Risdon and Pitt Water areas were the home of the Moomairremener band. 3
Contact between Europeans and Aboriginal people occurred on both sides of the Derwent. With the establishment of Hobart Town in
1804 the Reverend Robert Knopwood made brief notes in his diary on contact between the two groups. An entry in March 1804 records his
observations on encountering ‘a great many native hutts [sic] and the fires they made’ on the western shore of the Derwent, north of Hobart.
Two days later he noted many Aboriginal people were around the camp at Sullivans Cove, but could not be persuaded to enter. On
numerous occasions, Knopwood wrote of the fires lit by the Aboriginal people for both land management and hunting. 4
Initial contact between the Muwinina and Europeans was positive. Although not visiting the settlement, the Aboriginal people were friendly
with small groups of Europeans they met at more isolated areas. Such relations were not to last, as by 1806, violence had already began to
emerge. Conflict over food resources was one of the triggers in the deteriorating relationship. By necessity, the European settlers sought to
augment their meagre stores with fresh caught game, mainly kangaroos, thereby placing them in direct competition with the Aboriginal
people. So insatiable was the European demand for kangaroos, that by late 1808 this food resource had largely been exhausted from the
immediate surrounds of Hobart, with hunting parties having to venture further afield. 5

2
See: GHD, Bridgewater Bridge Replacement Planning Study. Historic Heritage Investigations, report prepared for DIER, August 2010; GHD, Tasmania’s Truss
Bridges. Comparative Heritage Assessment, prepared for DIER, October 2009; Austral Archaeology, National Highway Approach to Hobart – Bridgewater
Planning Study Heritage Assessment: Stage 1 – Volume 2, 1997; Austral Archaeology, Midland Highway Black Snake Lane to East Derwent Highway Historical
Archaeological Survey Report, prepared for Road & Environmental Planning Group, 1996; Whitlam, L, ‘The Bridges, Road and Rails of Bridgewater’, Tasmanian
Historical Research Association and Proceedings, Vol. 36, No.2, 1989
3
Ryan, L, The Aboriginal Tasmanians, St Leonards: Allen & Unwin, 1996, p.12
4
Nicholls, Mary (ed.), The Diary of the Reverend Robert Knopwood 1803-1808. First Chaplain of Tasmania, Tasmanian Historical Research Association:
Hobart, 1977, p.46; Brown, S, Aboriginal Archaeological Resources in South East Tasmania. An Overview of the Nature and Management of Aboriginal Sites,
National Parks & Wildlife Service Tasmania, Occasional Paper No. 12, April 1986, pp. 171-172
5
Ryan, op. cit., pp.76-78
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On the eastern shore of the Derwent, contact between Europeans and Aboriginal people began during the late-eighteenth century. In 1798
Bass and Flinders explored the Derwent venturing as far as what is now Bridgewater, and reaching an inlet of the river, which they named
Herdsman’s Cove. From here, Flinders travelled two miles inland up the Jordan River. It was in the vicinity of Herdsman’s Cove that an
encounter took place with Aboriginal people. Finding two women and a man carrying three spears, Bass and Flinders attempted to
communicate with the group by offering them a black swan. The two women left, but the man remained. 6
Following a failed attempt to follow him to his hut, Bass and Flinders left the man - their only encounter with Aboriginal people in Van
Diemen’s Land. 7 A few years later in 1802, Peron found some huts, smouldering fires and remains of food in the vicinity of Herdsman’s Cove,
but no Aboriginal people were seen. 8
In September the following year, Lieutenant John Bowen arrived at Risdon Cove, establishing the first permanent European settlement in Van
Diemen’s Land. Uneasy contact between the Aboriginal people and settlers descended into conflict in May 1804. 9
The period 1804 to 1824 has been described as one of ‘uneasy coexistence’ between Aboriginal people and Europeans. Certainly, there
were outbreaks of hostilities, but by comparison with what occurred post-1824, the first two decades since the coming of the Europeans
were relatively calm. 10
Such relative peace was not to last. During the 1820s, the European population grew rapidly, accompanied by an explosion in the issuing of
land grants over the most valuable grass plains. These actions created disputes over access to native game, hunting grounds and the
connection of Aboriginal people with their traditional tribal lands. What followed was unprecedented violence. 11
Early European settlement of Hobart
The first decade of European settlement in Hobart was marked by the close relationship between development and the waterfront. After the
failure of the settlement at Risdon Cove and the relocation to Sullivans Cove on the western shore in February 1804, the early occupants of
Hobart Town spent their first decade in a struggle for survival, building upon the camp clustered on the western boundary of the cove. 12
In 1806 Lieutenant Governor Collins wrote of his reliance on the small amounts of wheat and barley which were grown at the government
farm at New Town. This was supplemented by locally procured game. The lack of food was not the only problem faced by the young
settlement, with the physical condition and morale of the general population being a cause of concern. Collins described them as having been
scantily clad and badly fed for a year, and by mid-1806 they were largely destitute of clothing. To supply goods and food he requested that
ships be sent to Hobart first instead of Sydney. 13
Merchant ships were not permitted to enter the Derwent until 1813. After this time and most notably when the embargo on whaling was
lifted, port activity gradually increased. Despite these impediments it was not long before settlement spread out along the shores of the
Derwent, albeit on a limited scale. By the late 1820s the numbers and size of ships using the port had increased markedly, coinciding also with
the beginning of urbanisation. At this time the population of the town had reached 6,000. The rapid increase in demand for port facilities
was not solely due to the importation of goods as had previously been the case, but also the beginning of trade in export commodities. 14
The Black Snake Inn and Early Development of the Area
Travellers were some of the first Europeans to visit the Granton area, or Black Snake as it was originally known. In 1811, Governor Macquarie
during his first visit to Van Diemen’s Land wrote in his diary about a trip to New Norfolk, where he and his party had breakfast at Black Snake
Point. Knopwood’s diary also mentions frequent visits to the Black Snake Inn between 1819 and 1825. 15
The first Black Snake Inn was probably constructed between 1817 and 1821 by which time a ferry crossing the Derwent was in operation
from the location. This also corresponds with the period when travel became more frequent with the completion of the road constructed by
McCarty between Hobart and New Norfolk in 1819, Tasmania’s first formed road. A population centre had emerged at Black Snake. In
1824, 23 children were attending school in the area. 16
During the late 1820s or early 1830s the current gothic inspired building was constructed, presumably on the same site as the first inn. 17
The Black Snake Inn was one crossing place of the Derwent used by ferries. A number of flat bottomed punts and clinker type craft crossed
the river back and forth from select locations. There were two well known crossing points on this part of the Derwent; one from Roseneath
6
Flinders, M, A voyage to Terra Australis: undertaken for the purpose of completing the discovery of that vast country, and prosecuted in the years 1801, 1802,
and 1803, in His Majesty’s ship the Investigator ..., London: G and W Nicol, 1814, pp.135-136
7
Ibid, p.136
8
Alexander, A, Brighton and Surrounds. A history of Bagdad, Bridgewater, Brighton, Broadmarsh, Dromedary, Elderslie, Mangalore, Old Beach, Pontville and
Tea Tree, Gagebrook: Brighton Council, 2006, p.3
9
Ryan, op. cit., pp.73-75
10
Boyce, J, Van Diemen’s Land, Black Inc.: Melbourne, 2008, pp. 67-68, 105-106; McFarlane, I, ‘Frontier Conflict’, in Alexander, A, (ed.), The Companion to
Tasmanian History, Centre for Tasmanian Historical Studies, University of Tasmania: Hobart, 2005
11
Boyce, op. cit., pp.140-146
12
Walker, JB, ‘The English at the Derwent and the Risdon Settlement’, Early Tasmania: Papers Read before the Royal Society of Tasmania during the Years
1888 to 1899, John Vail Government Printer, Hobart, p.59
13
Austral Archaeology, Midland Highway Black Snake Lane to East Derwent Highway Historical Archaeological Survey Report, prepared for Road &
Environmental Planning Group, 1996, p.4: Solomon, RJ, Urbanisation. The Evolution of an Australian Capital, Angus & Robertson, Sydney, p.27
14
Austral Archaeology, 1996, pp.4-5: Solomon, op. cit., p.75
15
Austral Archaeology, 1996, p.5: Macquarie, L, Governor of New South Wales, Journals of his Tours in New South Wales and Van Diemen’s Land 1811-1822,
Library of Australian History, pp.58-59
16
Austral Archaeology 1996, p.5: Rait BE, Historic Buildings, City of Glenorchy, unpublished document; Robson, LL, A History of Van Diemen’s Land Volume 1,
Oxford University Press, 1983, p.130
17
Austral Archaeology 1996, pp.5-6: Brand I, The Convict Probation System: Van Diemen’s Land 1839-1854, Blubber Head Press, 1990, p.20
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(Austin’s Ferry) to Herdsman’s Cove and Old Beach, and the second from Black Snake to Herdsman’s Cove and Green Point. Travel by ferry
could be dangerous and was often inconvenient, being dependant on the current, wind and availability of the service. 18
By this time, the inn had diversified and offered both ferry and coach transport to travellers. Throughout its life the inn has functioned as a
public house, shop and currently is a private residence. 19
The Bridgewater Causeway and Convict Road Station
In 1826 the Land Commissioners investigated the best location for crossing the Derwent. After some deliberation a site at Black Snake was
decided on. There was plentiful timber at nearby Mount Dromedary, while stone was available from quarrying away at the hill behind the
intended causeway, at what is now Granton. The river at this point also included a sand and mud bar which ran most of the way over the
Derwent, and at a shallow depth. 20 This was seen as a desirable attribute in constructing a causeway, but one that was later to cause
considerable issues. In 1830 the convict station at Bridgewater (which later became known as Granton) was opened and works began on
constructing the causeway. 21 Works were to prove a very slow affair. To hasten progress, John Lee Archer, civil engineer recommended the
construction of a timber railway with trucks to be pulled by bullocks. 22
Ross’s almanac for 1831 wrote:
An establishment has been formed at Bridgewater for a Chain Gang, which is employed in constructing that great work, the
causeway over the Derwent. A gaol or barracks for the reception and safe keeping of the prisoners after their hours of labor, was
among the first works completed; It is capable, of containing 160 men. A commodious barracks for the military has also been
constructed, as well as a store, solitary cells for such convicts as misconduct themselves, &c, &c. On a commanding eminence
stands a neat building for the Officers quarters.
A very excellent quarry on the road side gives employment to one part of the gang, while the others are busily engaged in wheeling
the stone out into the water. The bed of the river over the flats at this place is composed of soft mud, which the heavy mass of
stone thus thrown upon it soon displaces, and in this manner a good foundation is obtained on which to raise the subsequent work.
Five and twenty small abutments will then be built and covered with timber. From the piers to the edge of the deep channel a solid
road of stone will be formed with a small basin at the end to haul the punt into. As the distance across is very trifling no delay can
occur, because the punt instead of being towed by a boat will be made to swing backwards and forwards. 23
This was perhaps the last positive account of the works, which were not trifling by any measure. The causeway was constructed at an oblique
angle, which was not the shortest point of crossing, although planned that way to contend with the wind and currents at this stretch of the
Derwent. Early attempts at constructing piers in the sand and mud were found to be a failure due the failure to find a solid bottom. 24 The
work was beset by controversy and labelled a ‘folly’ when the tons of stone dumped into the river were continually submerged in the mud
and silt, without a trace. This perhaps simplifies the construction of the causeway to little more than dumping rock in the river. There was
however engineering to the structure, as referred to by Ross and the construction of 25 abutments. Other contemporary accounts provide a
few more clues.
A curious description of the causeway was given, midway during construction. It noted a structure quite different to the one we know:
The work at this station [Bridgewater], was the construction of a massive bridge across the Derwent, which is here three-fourths of
a mile in breadth. It had been a long time since it was commenced, and was not yet completed when I finally left the island. It is
composed almost entirely of stone. From either shore two solid stone abutments extends to some distance into the river. Other
abutments are placed at regular distances, also filled with stone. Arches of stone span the spaces, at a sufficient height to permit the
passage of small steam boats. Before its final completion the bridge somewhat resembles a shallow aqueduct, but instead of water
is filled with pounded stone, thus making a way over the water in all respects like the road itself. 25
Other than its description as being composed of stone and the presence of abutments, it is difficult to reconcile this description with what was
actually constructed. Abutments only extended from the southern shore of the Derwent, and while arches were constructed, it seems
unlikely that they could accommodate small steam boats. As a description made part way through construction works, the writer’s
interpretation may have been inaccurate. 26
By 1833 the causeway extended for some 365 metres. It was 28 metres wide at its base and 16 metres wide at the top. Roderic O’Connor
made an urgent request for 250 planks required to complete the ‘bridge’, used in some form in the construction of the causeway. 27 By the
following year the causeway had reached a length of some 708 metres, reaching nearly its ultimate length. The causeway committee
investigated the works in July 1834, finding that the portion immediately beyond the arches (towards its southern end) had already been
sinking into the mud for some time. The obvious solution was to support the structure with piles, but the costs of such works were
unacceptable. Instead, they favoured the use of vegetation rafts on which the stone would be supported, and disappointed that such a
method had not been adopted from the start. They also recommended the removal of the arches at the southern end, where the current

18
Austral Archaeology 1996, p.7; Newitt, L, Convicts & carriageways: Tasmanian road development until 1880, Hobart : Dept. of Main Roads, Tasmania, 1988,
pp.35-37, 108-111
19
Austral Archaeology 1996, p.7
20
TAHO, CSO1/285/6777, Correspondence 6 October 1831
21
TAHO, CSO1/285/6777, Land Commissioners to Survey Office, 6 November 1826; Austral Archaeology 1996, p.7; Newitt, op. cit., p.55
22
TAHO, CSO1/284/6777, John Lee Archer to Colonial Secretary, 19 June 1831
23
Launceston Advertiser, Monday 17 January 1831, p.24
24
TAHO, CSO1/285/6777, Committee on the Causeway across the Derwent to Colonial Secretary’s Office, 14 October 1831
25
Austral Archaeology 1996, p.8: Gates, W, Recollections of Life in Van Diemen’s Land, in Australian Historical Monographs, XL, Part 1
26
Austral Archaeology 1996, p.8
27
TAHO, CSO1/543/11623, Roderic O’Connor to Colonial Secretary, 12 September 1833
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risked undermining the causeway. 28 A plan was prepared, recommending the proposed point of connection with the northern shore of the
Derwent
It was to take a further two years however before it was finished, likely because of the continual subsidence into the mud. Works to date
included the construction of six piers, upon which planks were laid, allowing carts to travel across the short distance. When finally the
causeway formation did appear above the water line, it was prone to subsidence and had to be continually built up. The continued dumping
of rock displaced large volumes of mud, creating banks on either side of the causeway. There was no shortage of opinion on how to deal
with the problem and perhaps the original concept was modified over time. Nevertheless, the majority sources, including artwork, depict the
causeway as an unbroken formation of stone. 29
Structural problems continued into 1835. A report was prepared which supported the use of vegetation rafts as the best solution, but
questioning the integrity of the embankments on either side of the causeway. It recommended that the walling on either side be at least 1.2
metres thick and battered. Those already constructed were found to be badly placed and did not have a sufficient hold on the bank. 30
As it neared completion in 1835, more positive accounts began to be published on the ‘magnificent work’ that would address the dangers and
difficulties of crossing the Derwent, which was cut to only a 3 minute punt ride connecting from the end of the causeway to the northern
shore. 31 One very detailed report noted how the overseers had addressed the fruitless problem of stone being swallowed up by the mud.
The Hobart Town Courier wrote:
This stupendous undertaking is situated about 11 miles from Hobart town, It consists of a mound or roadway carried out over an
extensive bank, near a mile in extent to the edge of deep water and the stream, so as to reach within a short distance of the
opposite bank, the earth and stone for the purpose being dug from a hill contiguous with the river. Much of the stone and
materials originally carried out of course subsided in the mud, until it became sufficiently solid, and in one part the mud thus pushed
out has risen on each side and formed small islands, now rapidly covering with verdure.
By adopting the expedient of laying a compact bottom of logs and dead timber on the mud so as better to prevent the earth and
stone from subsiding, the work is proceeding with great rapidity and about three-quarters of a mile of the mound are now finished
on a firm basis, so as to admit of carriages of any weight or description freely to pass.
….
It is a curious fact and one which serves to declare the stability of the work that in times of heavy rains, when the flow of fresh water
is strong down the river, that the level is invariably some inches higher on the lower side of the embankment, than on the upper,
caused doubtless from the meeting of the tide with the freshwater. For these reasons, Lieut. Wrixon, with the advice of the Inspector
has very judiciously shut up the arches that were originally left open at the south extremity as a sort of safety valve in case of any
accumulated force of the stream pressing with injury on either side. The stones which composed these arches being removed, have
been applied to the purpose of erecting a large and lofty room or hall, used as a church and school room. 32
The ingenuity of constructing rafts of timber and vegetation to support the weight of the stones appears to have been the solution to the
never ending problem of the mud. The article also describes arches on the southern end of the causeway, which is again consistent with the
earlier description given above, but that these arches had been removed by 1835 and the stone used elsewhere. However, whether these
arches were high enough to allow small steam boats to pass beneath seems somewhat dubious. The success of the raft system was however
already in doubt, an acerbic article from as early as 1836 describing the causeway as ‘floating on a foundation of brushwood faggots, which will
continue at intervals to sink in various places with its super incumbent weighty until it has displaced the soft mud.’ 33 This subsidence was
already occurring as early as 1836. Wrixon had commanded the laying of the road metal along the course of the causeway, only to be
ordered to raise the causeway in height by another 1.2 metres. 34
The grand opening of the causeway was made in October 1836 by Lieutenant-Governor Arthur with a guard of honour and the band and
colours of the Scotch Fusiliers. It was approximately 730 metres long, 20 metres wide and contained 400,000 cubic metres of fill. At the
time, its cost of £45,000 was enormous. From its northern end was a gap approximately 340 metres across the Derwent to the northern
shore. Between 1836 and 1849 a ‘flying bridge’ or ferry winched on cables connected the causeway with the shore. 35
In 1863 the causeway was widened and raised by some 76 centimetres in attempt to avoid overtopping by the water. Low stone walls were
constructed on both sides of the causeway to bind the new fill. It was again widened on the downstream side in 1874 to accommodate the
Tasmanian Main Line Railway, and later in 1893 when the bridge was converted to combine both road and rail uses. 36
The 1849 Timber Bridge
Parliament authorised the construction of the first bridge to span the gap of 340 metres in 1846. The contract for its construction was
awarded to Messrs. Thomas and Blackburn in early 1847. Convicts from the Mount Dromedary probation station spent the remainder of
the year cutting and stockpiling timber for the bridge. The Illustrated London News wrote in 1851 how roads first had to be cut into the gullies
28

TAHO, CSO1/285/6777, Report of the Committee on the Causeway, 28 July 1834
Austral Archaeology, National Highway Approach to Hobart – Bridgewater Planning Study Heritage Assessment: Stage 1 – Volume 2, 1997, p.6; The Sydney
Gazette and New South Wales Advertiser, Thursday 17 October 1833, p.3; Austral Archaeology 1996, pp.7-8: Brand, op. cit., pp.108-109
30
TAHO, CSO1/285/6777, report made on the works carried on by Government at Bridgewater Van Diemen’s Land June 11 1835
31
The Tasmanian, Friday 3 April 1835, p.7
32
The Hobart Town Courier, Friday 12 June 1835, p.2
33
The True Colonist Van Diemen's Land Political Despatch, and Agricultural and Commercial, Friday 8 January 1836, p.7
34
The True Colonist Van Diemen's Land Political Despatch, and Agricultural and Commercial, Friday 15 January 1836, p.14
35
Austral Archaeology 1996, p.8: Whitlam, L, ‘The Bridges, Road and Rails of Bridgewater’, Tasmanian Historical Research Association and Proceedings, Vol. 36,
No.2, 1989, p.57; Fowler, A, ‘River Derwent, Tasmania – Bridgewater Bridges – Past and Present’, 16th Engineering Heritage Australia Conference Hobart
November 2011, p.2; The True Colonist Van Diemen's Land Political Despatch, and Agricultural and Commercial, Friday 21 October 1836, p.4
36
Austral Archaeology, Stage 1 – Volume 2, 1997, pp.7-8
29

Bridgewater Crossing – Archival Record [Revision 02, 18th June 2021]
Page 9 of 16
https://purcellukcom.sharepoint.com/sites/AsiaPacific/Shared Documents/Projects/240780/30 Reports, Specifications & Schedules/Archival Record/00 Report/Bridgewater
Crossing Archival Record 20210818.docx

on the steep mountain sides to facilitate removal of the timber. Two of these gullies were lined with timber, forming a chute down which the
logs were moved. The process was intensive. First the timber was loaded into a chute and propelled downward by its own momentum to a
benched landing where it was manoeuvred to another chute which conveyed it to the base of the mountain. There, the terrain was of
sufficient grade to allow the logs to be carried by wagons to the water’s edge. From here, it was towed by boats to the work site. 37
Construction of the timber bridge works began in January 1848, starting at the northern end of the causeway. The bridge was not built as a
straight extension of the causeway, rather its alignment diverged ten degrees eastwards to the nearest point of the river bank, and the same
location used for the ferry wharf. The wharf was demolished and a temporary wharf constructed nearby. 38
The spans of the bridge were supported by over 360 timber piles. To allow for river navigation upstream to New Norfolk, the bridge (and all
subsequent structures) included moving spans. Originally a swing span was proposed for Bridgewater, but this was substituted with a rolling
span modelled on a prototype bridge over the Arun River, England. 39
The bridge was opened to traffic on 26 April 1849 with a roadway 7.3 metres wide. A series of landing or fender piles were installed in the
river both up and down stream for some 55 metres to assist shipping in negotiating the opening. Tolls were collected until 1880, and a toll
keepers house was located near the bridge approach. A new house for the toll keepers was built c.1870 to replace the old one, but was
located so close to the river that water entered its basement at high tide. The causeway was also raised around c.1860 to avoid ‘overtopping’
by water. Following the abolition of tolls the toll keeper became known as the bridge keeper and the old toll house survived until about
1947. 40
The 1874 Tasmanian Main Line Railway Bridge
Works to construct a rail line between Hobart and Launceston began in 1872, with the Derwent being a key challenge to the project. In
response, in 1874 the Tasmanian Main Line Railway Company constructed a separate timber rail bridge on the downstream side of the
causeway. The bridge keyed into the causeway on a curve, approximately 30 metres before its end, before running parallel to the 1849 road
bridge for 350 metres to the northern bank of the river. The 1874 bridge also required a moving span and a lattice girder iron bridge was
installed which pivoted on a turntable. The railway was intended primarily for the transport of goods between Hobart and Launceston, but
from 1875 passenger carriages were attached on weekdays with coach transfers. 41
The moving bridge span was supported by timber piles, and this construction method caused problems with subsidence. As a precaution,
measures were put in place to ensure that the span was locked in place before every train crossing. However, the Rail Engineer in Chief was
never truly satisfied with these measures, nor the signalling equipment at the Bridgewater end. These fears came to be when disaster struck in
1886. The swing span had shifted slightly resulting in the Launceston express engine being derailed and overturned. One rail worker and one
passenger died in the accident. 42
Infrastructure changes in Bridgewater to accommodate the railway included the construction of a small stockyard and passenger station in the
vicinity of the existing War Memorial Reserve, and gated crossings on all secondary roads. The junction between the railway and the Main
Road was monitored from a small two storeyed signal box just north of the station. 43
The 1893 Road and Rail Bridge
By 1888, the 1849 road bridge was declared unsafe. However, without other options, it continued to be used. In 1891 a contract was
awarded for the construction of a new road bridge. Like all previous, it included a swing span, which was fabricated in England and completed
in 1893. The new bridge was upstream, or to the west of the 1849 bridge. Its completion resulted in the strange scenario of three bridges
extending from the northern end of the causeway. 44
The design of the 1893 bridge allowed for its later conversion to a rail bridge. It was largely constructed from timber with the exception of
the pier or caisson on which the plate girder swing span turned. This bridge extended straight out from the causeway and landed on the
northern bank. The northern abutment adopted a dog-leg design to enable it to accommodate the heavy railway traffic straight ahead and a
lighter roadway that would curve eastward. The bridge was over 360 metres long with a road width of 6.5 metres that narrowed to five
metres over the swing span. The navigable channel was 13 metres wide. The 1849 road bridge was retained in anticipation that it would be
required as a temporary detour while the new bridge was converted to rail use. However, this was not to happen until 1906-07 by which
time the former had become a danger to the 1874 rail bridge. The 1849 was eventually demolished in 1899. 45
The old 1874 Tasmanian Main Line Railway Bridge coupled with the advent of heavier locomotives, made the transfer to the 1893 bridge
urgent. In 1906-07 the conversion works began. These works required the widening of the full length of the causeway on the upstream,
western side, substantial filling in behind the northern abutment and land acquisition at Bridgewater. The rail line was transferred from the
eastern to the western side of the causeway, where it remains to this day. In response, a new station was constructed adjacent to the bridge
abutments on the Bridgewater side. Shared use by road and rail of the 1893 bridge began in January 1908. However, community disquiet
about the length of delays in road traffic and compromised safety conditions, led to a reversal of positions and the conversion of the 1874 rail
bridge to a road bridge. 46

37
38
39
40
41
42
43
44
45
46

Austral Archaeology 1996, p.9: The Illustrated London News, 12 April 1851
Austral Archaeology 1996, p.9: Whitlam, op. cit., p.57
Austral Archaeology 1996, p.9: Whitlam, op. cit., p.58
Austral Archaeology 1996, pp.9-10: The Illustrated London News, 12 April 1851; Whitlam, op. cit., p.59
Austral Archaeology 1996, p.10: Whitlam, op. cit., pp.62-63
Austral Archaeology 1996, p.10: Whitlam, op. cit., p.63
Austral Archaeology 1996, p.10: Whitlam, op. cit., pp.63
Austral Archaeology 1996, p.10: Whitlam, op. cit., pp.65-66
Austral Archaeology 1996, p.10: Whitlam, op. cit., pp.66-67
Austral Archaeology 1996, p.10: Whitlam, op. cit., p.67

Bridgewater Crossing – Archival Record [Revision 02, 18th June 2021]
Page 10 of 16
https://purcellukcom.sharepoint.com/sites/AsiaPacific/Shared Documents/Projects/240780/30 Reports, Specifications & Schedules/Archival Record/00 Report/Bridgewater
Crossing Archival Record 20210818.docx

1908 Conversion of the 1874 Rail Bridge to Road Uses
In 1908 the 1874 railway bridge was converted to road uses. This required the bridge to be re-piled and the deck converted to
accommodate a two lane roadway. It was opened in 1908. The new approaches to the bridge resulted in demolition of the 1876 and 1887
railway station platforms at Bridgewater. 47
Joint use of both rail and road of the 1893 bridge was short lived, lasting just ten months before reverting solely to rail. It was temporarily
jointly used again in 1911, 1912, 1924-25 and 1926-27 while repairs were being carried out to the road bridge. Heavy vehicles were also
regularly redirected over the 1893 bridge.
In 1916 the road bridge was rigged with timber gantries to carry power from the new Waddamana hydro-electric power station to Hobart.
This was a temporary measure due to a war time delay in shipping of three special towers from England. On arrival, the towers were erected
as planned. This included a backstay and 50 metre high tower on the north bank and another straddling the road at the end of the causeway.
The towers were replaced with a submarine cable in 1987. 48
When the Second World War broke out a number of strategic sites were declared, among them the Bridgewater Bridge. It was guarded by
a small number of sentries located in temporary buildings off Nielsen Esplanade. By 1941 the road bridge was so rickety that a single lane
system with coloured signal lights was brought into operation by the army. 49
The Current Bridgewater Bridge
Whitlam notes the importance of the development of the Derwent Valley Paper Company in promoting the need for a new bridge at
Bridgwater. Indeed, he suggests that had it not been for the Boyer paper operation, the road and rail bridges may never have been
combined. 50
Discussions between the government and the Paper Company began in 1933. To allow for shipping access, the company initially requested a
clear opening in the bridge some 18 metres wide. The Public Works Department investigated, and found that modifying the existing bridges
for such a width would be very difficult. Further, the existing road bridge had been constructed as the rail bridge in 1874, and although not
dangerous, had reached the end of its life. The best solution would be for a new combined road and rail bridge. To maintain the essential
transport connections, the new bridge would need to be built between the existing road and rail bridges. With such a constraint and the
narrow distance between the two existing bridges, it would not be possible to construct a swing bridge. Initially the department favoured a
bascule type of lifting span, but later came to favour a lift span. 51
Preparatory geotechnical works were carried out in 1933. Boring of the riverbed found a solid rock bottom from 7.3 to 28 metres below the
water level. The overlying strata of the bed was largely mud, but clay was also found over the northern half. A basalt base was found on the
northern bank of the Derwent, but was underlaid by mud, which would require foundations to descend to a deeper level.
Department engineer and key designer of the bridge Allan Knight and director of Public Works George Balsille toured New South Wales in
1936 visiting a number of different types of moving bridges. Balsille also visited the combined road and rail bridge at Paringa, South Australia.
Following the review of how other states had addressed similar problems, the department shifted its position to a lift span structure rather
than a bascule arrangement.
A meeting was held with the Hobart Marine Board in April 1936 to determine the required width for the opening of a new structure at
Bridgewater. Conflicting advice was given on the tonnage of shipping that would need to pass through the bridge, although it did confirm that
a bascule bridge was not suitable. As a result, the preliminary concept was for a lift span bridge to be constructed with a horizontal clearance
of 36 metres, and a vertical clearance above the high water mark of 30 metres. 52
Further geotechnical work was required to determine costs for the piles supporting the lift span as no information was available on the likely
behaviour of the mud should bridge cylinders be sunk. Testing was carried out on timber and concrete piles to determine if a satisfactory pile
foundation could be constructed. Although timber piles were acceptable from a load point of view, they rapidly deteriorated about the mud
line resulting in expensive and frequent renewal.
Initial costings for the new bridge were estimated at £100,000. A further £25,000 was needed when the lift span was widened, whilst the
needs of other government departments added a £10,000 to the project. Offsets and savings in the pile testing reduced the final estimate of
works to £123,000.
The Parliamentary Standing Committee on public works investigated the project in 1937. The Railways Department estimated that the
existing rail bridge had an estimated lifespan of at least 15 years. However, if the road bridge was to be renewed, it was sensible to also
replace the rail bridge at the same time. The Paper Company and the Marine Board were in support of an opening at least 30 metres wide,
which would provide safe navigation of vessel up to 2,000 tons. They estimated that on establishment of the factory, the mill would be
served by 60 to 80 ships. 53
Public Works submitted plans for a steel and concrete lift bridge with a horizontal opening of 30 metres. The Department was satisfied that
the proposed opening would be sufficient for the largest vessels that would need to reach Boyer. The cost of this opening was estimated at
£19,800. Cost comparisons were also made on the use of different materials. A new timber bridge was estimated at £70,000 while a bridge
in permanent materials would cost £103,500, excluding additional costs for the bridge approaches and incidental works.
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The Committee was hesitant to support a project that would result in the demolition of a rail bridge which still had at least a 15 year lifespan
left. As a result, the Department were asked to investigate further. They considered the construction of a new road bridge to the east of the
existing, while a new rail bridge would be built at the end of its life. It was noted however that having two different bridges with two opening
spans would make navigating between the bridges a difficult exercise. Balsille recommended the Department’s preferred option of a new
combined road and rail bridge, but noted that construction could be postponed until the old rail bridge had reached the end of its life. 54
The Committee made three key recommendations:
1.

Approval of the substructure of a bridge which combined road and rail uses and approval for the superstructure of the road portion
including the lift and flanking truss spans. A cost estimate of £103,000 was given for this part of the works.

2.

A decision on the superstructure of the rail portion of the bridge (with the exception of the lift and flanking spans) should be deferred
until the Paper Company or other industries established that they needed sea going vessels to navigate above Bridgewater, or that
the existing rail bridge required replacement; and

3. That before committing addition funds for the construction of the opening span, it was necessary to dredge the Derwent near its
junction with the Jordan River. 55
Construction began in 1937 with preliminary site work, and in January the following year, the acquisition of properties on the bridge
approaches. On the Bridgewater side this included demolition of the Railway Hotel, stables and bazaar to make way for the steel fabrication
yard and workshop. A nearby 1925 fruit drying factory was rented to provide extra space for the Public Works Department. 56
It was originally planned that the road bridge would be completed by late 1940. However, the outbreak of the Second World War resulted
in the loss of workers and materials, and resources, were instead transferred to completing the Hobart floating bridge. As a result, the
Department had difficulties to get tenders for the hoisting material, and the bridge was constructed in a piecemeal manner. 57
The bridge opened to road traffic in March 1942 once the lift span had been installed, although it was to take several years before the lift span
came into operation. It was not until 1951 that the last of the piles from the redundant bridges were removed. The massive concrete filled
steel caisson on which the 1893 swing span rotated was left in situ, along with the 1893 abutments on the Bridgewater side of the river. 58
By 1944, demand had grown for newsprint and the government submitted plans for a revised railway station at Bridgewater to supply Boyer.
The factory was also examining its transport needs, favouring river transport, but noting that as a temporary measure, a rail siding was also
required. In response, the government continued the upgrade of the Bridgewater Station and brought the bridge lift span into operation. The
old 1874 rail bridge was retained while these works occurred, allowing for traffic to be diverted to the old structure while completing the lift
span towers in 1943-44. In mysterious circumstances, the old rail bridge caught fire in October 1945. The fire brigade were advised to let it
burn, reducing demolition costs, but in the end only three spans were destroyed. 59
Completion of the bridge towers and lifting mechanism were delayed by the Second World War, with the lifting span coming into operation
in 1946. On completion, three bridges existed at the crossing: the new steel bridge combining road and rail traffic, and the old separate rail
and road bridges. As a result, shipping had to zig-zag between them to navigate up stream. 60
The new bridge started carrying rail in October 1946, in combination with a new station layout at Bridgewater. On completion, the old rail
bridge was progressively demolished. The full width of the opening span was not available until 20 February 1946. It was take four more
years before the old piles were removed from the River, the key survivor being the massive steel and concrete caisson which supported the
swing span of the 1893 bridge. 61
The extra costs of the lift span proved a wise investment. By 1946, the Paper Company favoured barging newsprint from Boyer to Hobart.
Increased production at the factory resulted in growth in river traffic. In 1947-48, less than 400 vessels made the crossing at Bridgewater, but
growing to just over a 1,000 in 1956 and 1,300 by 1969-70. The largest number of openings on a single day was 26 for the New Norfolk
Regatta. The only vessels that ever needed the full height of the lifting span were a few of the Sydney-Hobart maxi yachts which ventured
this far upstream. River transport to and from Boyer was progressively dropped, ceasing completing in 1986. As a result the number of
bridge openings declined markedly. In 1987-88, the bridge opened less than one hundred times. 62
The combination of road and rail on the bridge required extra safety precautions to be installed to prevent trains crossing the bridge whilst it
was lifted. The solution was the interlocking of the power supply for the lifting mechanism and the signal station at the rail station, and human
operation of the switches and signals. All physical systems for safe operation of the lift span were replaced with telephone rail orders in the
1980s. 63
Like all structures, the Bridgewater Bridge has undergone a series of modifications since construction.
In 1951, the renewed Bridgewater railway station and its signalling equipment was destroyed by a fire. At first, the bridge rail locks which
lowered and raised the opening span were operated by hand, which could be slow, particularly during high winds. These were later replaced
with hydraulic cylinders to operate the locks from the machinery house located above the lift span.
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Changing rail demands also led to changes to the Bridge. During the 1960s, railway infrastructure was modified to cope with the heavy loads
required for the Gordon Power Development project. At Bridgewater, this required the lowering of the rail tracks by 44.45 cm. 64
Extra steel plates were welded to the under deck girders between 1987-1989 to increase the load limit of the bridge to its maximum limit.
The transmission line towers and cables which ran alongside the bridge and causeway were also removed during this time.
The lift span was also subject to structural changes in the 1980s to increase its load capacity. The works included strengthening of the welded
plate girders by the addition of plates to the top and bottom flanges and strengthening of piers by the application of transverse steel beams
encased in concrete.
The addition of plates to the top and bottom flanges of the girders had the unintended effect of significantly distorting the girders so that they
separated from the bridge deck, and in time causing corrosion. The issue was addressed by the addition of grout into the voids. Additional
steel cleats were also added to the deck to provide full lateral restraint of the girders. 65
In 1992 the southern end of the bridge and the causeway was raised and reconstructed, including some vertical realignment of the causeway
over a distance of some 150 metres. 66
The continued settlement of the causeway has resulted in horizontal displacement of sediments, which in turn apply horizontal loads to the
piles. Since construction in 1942, settlement in the order of 60 cm has occurred and continues to be an ongoing issue. 67
Some of the most significant refurbishment took place during the early 2000s. Substantial deterioration had been identified in 2006 in some
of the bridges counterweight ropes, at their connections with the 170 tonne counterweights. Addressing the risk of rope failure, the bridge
was closed for a two week period to allow for close inspection and the design of an alternative counterweight suspension system. This
alternative system remained in place until 2010 when it was removed as part of the last major refurbishment project. The closure of the lift
span temporarily stranded larger vessels upstream. 68
The temporary support arrangement for the lift span was not a permanent measure. It also made it more difficult to maintain the ropes and
other components. Refurbishment of the bridge and restoration of the operation of the opening span was identified as the appropriate
response. Works carried out as part of this major refurbishment were extensive, replacing certain equipment, and making repairs and
enhancements. Repairs were generally like-for-like to maintain the heritage values of the bridge. It included:
1.

Full containment, grit blasting and repainting all plate girder approach spans to safely remove the lead-based paint, rectify steel
corrosion and apply a new protective coating;

2.

The installation of new cathodic protection 69 systems for the concrete piers. On opening the piers for the repair and installation of
the protection system, it was found that not only was there insufficient concrete cover for the installation of a new system, but that
the original anodes had damaged the pier reinforcement. The installation of new cathodic protection was therefore abandoned, and
work instead focussed on repairing damaged reinforcement and concrete.

3.

Structural repair of areas of the steel superstructure and concrete piers, with inclusion of cleats to the plate girders of the approach
spans to provide them with full lateral restraint. Additional steel repairs were required including reattachment of a large number of
braces to the steel plate girders.

4.

Works were proposed to investigate or stabilise settlement of the causeway, although more urgent works were carried out instead.

5.

Restoration of the opening lift span and upgrading the electrical and mechanical systems to meet current standards. This included
replacement of the motors, a programmable logic control, electro-hydraulic brakes and improved guarding to reduce reliance on
manually operated brakes and improve safety. 70
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HERITAGE LISTING
The Bridgewater Crossing including causeway and bridge has been assessed as having State level significance, recognised in its inclusion on the
Tasmanian Heritage Register (THR) ID 618. The site is therefore subject to the Historic Cultural Heritage Act 1995 (HCHA 1995).
The Crossing is also included in Table E13.1 of the Heritage Code of the Brighton Interim Planning Scheme 2015 (BIPS 2015) as “Bridgewater
Bridge (CT134751/4)”.
ASSESSED HISTORIC CULTURAL HERITAGE SIGNIFICANCE
The following assessment of the Bridgewater Crossing including Statement of Significance has been extracted from the Memorandum: Review
of assessment of significance against state criteria/threshold, prepared by Purcell, dated 12 October 2020:
The Bridgewater Causeway and Bridge forms part of a broader and significant cultural landscape which has historical importance with regard
to the evolution of transport, and which concentrates at this point of the Derwent. Serviced first by ferries, then later the causeway, road and
rail traffic, the place is arguably the focus of Tasmania’s most historically important transport route.
The Bridgewater crossing as a major piece of civil infrastructure forms part of a suite of places including roads, bridges, dams and water supply
systems. It is important as one of the largest items of civil infrastructure constructed in Van Diemen’s Land using convict labour. The
Bridgewater Causeway has the potential to enhance an understanding of early civil engineering construction from the early nineteenth century
generally and more specifically a greater understanding of the construction methods employed to address the very difficult geological
conditions encountered throughout its history.
The Bridgewater Bridge is rare as Tasmania’s only surviving lift span bridge and is the largest surviving lift span bridge in Australia. The steel
truss approach and lift spans demonstrate the early use of all welded connections in steel truss bridges and the early adoption in Tasmania of
design details specifically to address the issue of fatigue. The Bridgewater Bridge is important in demonstrating the key characteristics of a lift
span metal truss rail and road bridge. The extensive archive of construction documentation and engineering studies and has the potential to
yield information as to historical advances made in welding details, and their long term performance.
The Bridgewater Causeway has a special association with the work of convict labour in the construction of major civil engineering projects
during the first half of the nineteenth century. It is also important for its association with Governor Arthur. The Bridgewater Bridge is an
important example of the work of engineer Sir Allan Knight. The place has special associations to Engineers Australia who have recognised its
technical significance with an Engineering Heritage National Marker in 2018.
a)

“The place is important to the course or pattern of Tasmania’s history”

The Bridgewater Causeway and Bridge forms part of a broader and significant cultural landscape which has historical importance with regard
to the evolution of transport, and which concentrates at this point of the Derwent.
Serviced first by ferries, then later the causeway, road and rail traffic, the place is arguably the focus of Tasmania’s most historically important
transport route.
The causeway was one of the largest items of civil infrastructure constructed in Van Diemen’s Land using convict labour. It demonstrates the
scale of public works that could be carried out by convict labour, which was the key workforce available during the first half of the nineteenth
century. The length of time to construct the causeway, and the methods used to address the very difficult geological conditions are a
testament to the work carried out by the convict workers.
Following completion, the causeway formed the point of construction for all future bridges. Evidence of the 1874 and 1893 bridges exists on
the causeway and northern bank of the Derwent. Subsurface evidence of the 1849 bridge abutments may also exist on the northern bank.
The current Bridgewater Bridge is of historical importance in demonstrating the development of civil infrastructure by the Public Works
Department, during a period of great innovation and technical advancement in the 1930s.
The bridge is also historically significant with its association with a major phase of industrialisation in Tasmania, and in particular the
development of the paper industry in the Derwent Valley. The bridge was specifically designed to help facilitate this industry through the
provision of both rail and river navigation capabilities.
b)

“The place possesses uncommon or rare aspects of Tasmania’s history”

The causeway is a rare place. It is one of only two causeways constructed in the state during the early nineteenth century using convict
labour. It is considerably larger in length and volume than the Hunter Island causeway, being the other convict built causeway.
The Bridgewater Bridge was Tasmania’s second, and the only surviving lift span bridge. It is also the largest surviving lift span bridge in Australia.
It is the largest and one of relatively few metal truss road bridges in Tasmania, and is a relatively early example of an all welded bridge.
c)

“The place has the potential to yield information that will contribute to an understanding of Tasmania’s history”

The Bridgewater Causeway has archaeological research potential. Detailed documentary evidence of its construction methods is limited. It
offers opportunities to understand civil engineering construction from the early nineteenth century and methods to address the very difficult
geological conditions over an extended period.
The Bridgewater Bridge has research potential to provide new information on bridge design and construction, and in particular, advances
made in welding details, and their long term performance.
d)

“The place is important in demonstrating the principal characteristics of a class of place in Tasmania’s history”
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The Bridgewater Causeway is an important example of large scale civil infrastructure that was built during the first half of the nineteenth
century using convict labour. It forms part of a suite of places including roads, bridges, dams and water supply systems.
The Bridgewater Bridge is important in demonstrating the key characteristics of a lift span metal truss road bridge. It is a ‘Pratt’ type of truss in
a half-through configuration. The truss consists of vertical diagonals that slope down towards the centre. Constructed from welded steel, the
bridge demonstrates the essential truss form of light weight construction with a hollow skeletal structure formed from vertical, horizontal and
diagonal chords creating the essential triangular section of the truss bridge type.
e)

“The place is important in demonstrating a high degree of creative or technical achievement”

The Bridgewater Bridge is important in demonstrating a high degree of technical achievement. The steel truss approach spans and the lift
span demonstrate the early use of all welded connections in steel truss bridges and the early adoption of design details specifically to address
the issue of fatigue. It was designed and constructed some ten years after the world’s first all welded bridge, and within a number of years of
Tasmania’s entry into this technology. Recent investigations have shown that some of the details originally incorporated to reduce
susceptibility to metal fatigue are now considered susceptible to fatigue.
Innovative research was carried out and the weld details were designed to address problems with fatigue and brittle fracture.
f)

“The place has a strong or special association with a particular community or cultural group for social or spiritual reasons”

No social values assessment has been carried out for this project. The following provides an indicative statement of values which may exist at
the place.
The Bridgewater Causeway and Bridge are prominent landmarks and mark the northern entrance to Hobart. It has been the key crossing
point of the Derwent since the 1830s.
The causeway and bridge may have strong or special associations with engineers as a group. Engineers Australia has recognised the Bridge
with an Engineering Heritage National Marker in 2018.
g)

“The place has a special association with the life or works of a person, or group of persons, of importance in Tasmania’s history”

The Bridgewater Causeway has a special association with the work of convict labour in the construction of major civil engineering projects
during the first half of the nineteenth century. It is among the largest items of infrastructure in Tasmania which demonstrates this association.
The causeway is also important for its association with Governor Arthur and various government engineers and officials who designed and
oversaw its construction. This includes Inspector of Roads and bridges Roderic O’Connor, and architect and engineer John Lee Archer.
The Bridgewater Bridge is an important example of the work of engineer Sir Allan Knight. Knight enjoyed a highly successful career with the
Public Works Department and later the Hydro Electric Commission.
He was the designer of a number of technologically advanced bridges including at Vincents Rivulet and the Leven River, and was closely
involved with the three bridges across the Derwent – the floating bridge at Hobart, Bridgewater Bridge and the Tasman Bridge.
Knight received many awards and honours during his career and was made a Knight Bachelor in 1970.
h)

“The place is important in exhibiting particular aesthetic characteristics”

The Bridgewater Bridge is the dominant visual landmark in an aesthetically important cultural landscape, strongly associated with the evolution
of transport. This evidence is layered in the landscape, and includes large and small elements.
The bridge with its high towers and distinctive truss forms are landmarks of the area, with important views to the structure available from
surrounding road networks.
The still waters of the Derwent at this location and frequent presence of large flocks of Black Swans contribute to the setting of the place.
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PHOTOGRAPHIC DOCUMENTATION
CAMERA AND LENS SPECIFICATIONS
The photographs that form this Archival Record were taken with a 50mm camera digital equivalent, meeting the requirements
of the NSW Heritage Office Guidelines for Photographic Recordings. The camera and lens specifications are as follows:
Camera
Lens

Canon 7D Digital SLR (18 Megapixel)
Canon 70-200mm, 50mm

IMAGE FORMAT
The photographs were taken at 18 megapixels in RAW format and converted to high resolution TIF format (approx. 3MB to 6MB each), in
accordance with the NSW Heritage Office Guidelines for Archival and Photographic Recordings. The digital copies of this Archival Record
comprise each photograph in both RAW, TIF and JPEG format, as well as thumbnail sheets with reference numbers.
PHOTOGRAPHIC CATALOGUE
This Archival Record comprises the following sections, consistent with the NSW Heritage Office Guidelines:

•
•
•
•
•
•

Plan Sheets – documenting the location of each photograph using markers (Appendix 1);
Catalogue Sheets – comprising detailed descriptions of each photograph, orientation of photographs and cross-references to both plan
sheets and thumbnail images (Appendix 2);
Thumbnail Sheets – comprising a thumbnail of each photograph and reference numbers (Appendix 3);
Selection of Photographs – comprising a selection of photographs that capture the Crossing and setting (Appendix 4);
Historic Photographs & Drawings – a selection of historic photographs sourced from Libraries Tasmania and original and early drawings
of the bridge sourced from the Department of State Growth comprising survey, plan, elevation, section and detail drawings (Appendix
5), and;
Point Cloud Survey, Sample Views – prepared by JACOBS and comprising sample views of the model (Appendix 6).

DISTRIBUTION
Digital copies of this Archival Record are to be distributed to the Department of State Growth, Heritage Tasmania and the Tasmania Heritage
and Archive Office.
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Project
Camera
Date Taken
Image No.

View

Bridgewater Crossing Archival Record
Camera Canon 7D SLR, Lens Canon 70-200mm, 16-35mm, 50mm
22/03/21
Photographer Martin Passingham

Description

B ridgewater Crossing [Plan Reference: 100]
BWC_01

NW
NW

IMGL4860 22/03/21 4.34pm Wide angle 70-200 f/11. Viewed from Location 1, East elevation.

BWC_02
BWC_03

NW

IMGL4958 21/05/21 8.45am Wide angle 70-200 f/7.1. Viewed from Location 2, East elevation.

BWC_04

NW

IMGL4960 21/05/21 8.45am Medium angle 70-200 f/6.3. Viewed from Location 2, East elevation.

BWC_05

NW

IMGL4961 21/05/21 8.45am Wide angle 70-200 f/9. Viewed from Location 2, East elevation.

BWC_06

NW

IMGL4962 21/05/21 8.45am Wide angle 70-200 f/7.1. Viewed from Location 2, East elevation.

BWC_07

NTH

IMGL4939 22/03/21 5.49pm Medium angle 70-200 f/4.5. Viewed from Location 3, East elevation

BWC_08

NTH

IMGL4940 22/03/21 5.49pm Medium angle 70-200 f/5. Viewed from Location 3, East elevation.

BWC_09

NTH

IMGL4949 21/05/21 8.34am Medium angle 70-200 f/7.1. Viewed fromLocation 3, East elevation.

BWC_10

NTH

IMGL4950 21/05/21 8.34am Medium angle 70-200 f/5.6.Viewed from Location 3, East elevation.

BWC_11

NTH

IMGL4954 21/05/21 8.35am Wide angle 70-200 f/8.Viewed from Location 3, East elevation.

BWC_12

NE

IMGL4912 22/03/21 5.31pm Wide angle 16-35 f/8.Viewed from Location 4, West elevation.

BWC_13

NE

IMGL4913 22/03/21 5.31pm Medium angle 70-200 f/5.Viewed from Location 4, West elevation.

BWC_14

NE

IMGL4914 22/03/21 5.31pm Medium angle 70-200 f/5.6.Viewed from Location 4, West elevation.

BWC_15

NE

IMGL4917 22/03/21 5.31pm Wide angle 70-200 f/5.6.Viewed from Location 4, West elevation.

BWC_16

NE

IMGL4918 22/03/21 5.32pm Medium angle 70-200 f/4.5.Viewed from Location 4, West elevation.

BWC_17

NE

IMGL4919 22/03/21 5.32pm Medium angle 70-200 f/5. Viewed from Location 4, West elevation.

BWC_18

NE

IMGL4923 22/03/21 5.33pm Medium angle 70-200 f/5. Viewed from Location 4, West elevation.

BWC_19

NE

IMGL4924 22/03/21 5.33pm Medium angle 70-200 f/5. Viewed from Location 4, West elevation.

BWC_20

NE

IMGL4926 22/03/21 5.40pm Medium angle 70-200 f/4.5. Viewed from Location 4, South Elevation

BWC_21

SE

IMGL4877 22/03/21 5.06pm Wide anglw 16-35 f/8. Viewed from Location 5, West elevation

BWC_22

SE

IMGL4878 22/03/21 5.07pm Medium angle 70-200 f/6.3. Viewed from Location 5, West elevation.

BWC_23

SE

IMGL4879 22/03/21 5.07pm Medium angle 70-200 f/5.6. Viewed from Location 5, West elevation.

BWC_24

SE

IMGL4880 22/03/21 5.08pm Medium angle 70-200 f/6.3. Viewed from Location 5, West elevation.

BWC_25

SE

IMGL4881 22/03/21 5.08pm Medium angle 70-200 f/5. Viewed from Location 5, West elevation.

BWC_26

SE

IMGL4884 22/03/21 5.09pm Wide angle 50mm f/7.1. Viewed from Location 5, West elevation.

BWC_27

STH

IMGL4885 22/03/21 5.14pm Medium angle 16-35 f/7.1. Viewed from Location 6, North elevation.

BWC_28

STH

IMGL4886 22/03/21 5.14pm Medium angle 16-35 f/7.1. Viewed from Location 6, North elevation.

BWC_29

STH

IMGL4891 22/03/21 5.16pm Medium angle 16-35 f/7.1. Viewed from Location 6, North elevation.

BWC_30

STH

IMGL4892 22/03/21 5.16pm Medium angle 16-35 f/8. Viewed from Location 6, Northe elevation.

BWC_31

STH

IMGL4896 22/03/21 5.17pm Medium angle 16-35 f/8. Viewed from Location 6, North elevation.

BWC_32

STH

IMGL4905 22/03/21 5.19pm Medium angle 16-35 f/8. Viewed from Location 6, North elevation.

BWC_33

STH

IMGL4097 22/03/21 5.20pm Medium angle 16-35 f/7.1. Viewed from Location 6, North elevation.

BWC_34

SW

IMGL4991 21/05/21 9.23am Medium angle 16-35 f/14. Viewed from Location 7, North East elevation.

BWC_35

SW

IMGL4995 21/05/21 9.25am Medium angle 16-35 f/11. Viewed from Location 7, North East elevation.

BWC_36

SW

IMGL4997 21/05/21 9.26am Close angle 16-35 f/13. Viewed from Location 7, North East elevation.

BWC_37

SW

IMGL4998 21/05/21 9.26am Medium angle 16-35 f/14. Viewed from Location 7,North East elevation.

BWC_38

W

IMGL4970 21/05/21 9.03am Close angle 16-35 f/14. Viewed from Location 8, East elevation.

BWC_39

W

IMGL4973 21/05/21 9.08am Wide angle 16-35 f/13. Viewed from Location 8, East elevation.

BWC_40

W

IMGL4975 21/05/21 9.09am Wide angle 16-35 f/13. Viewed from Location 8, East elevation.

BWC_41

W

IMGL4978 21/05/21 9.13am Wide angle 16-35 f/14. Viewed from Location 8, East elevation.

BWC_42

W

IMGL4981 21/05/21 9.17am Wide angle 16-35 f/13. Viewed from Location 8, East elevation.

BWC_43

W

IMGL4982 21/05/21 9.18am Wide angle 16-35 f/14. Viewed from Location 8, East elevation

BWC_44

W

IMGL4984 21/05/21 9.19am Medium angle 16-35 f/11.Viewed from Location 8, East elevation.

BWC_45

W

IMGL4987 21/05/21 9.20am Medium angle 16-35 f/11. Viewed from Location 8, East elevation.

BWC_46

W

IMGL4990 21/05/21 9.21am Medium angle 16-35 f/13. Viewed from Location 8, East elevation.

IMGL4861 22/03/21 4.35pm Medium angle 70-200 f/8. Viewed from Location 1, East elevation.
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Elevator Bridge, Bridgewater in 1956
Source: Libraries Tasmania | Item no. AB7 13/1/5677

Tugboat with barges from APPM Boyer passing under the Bridgewater Elevator Bridge in 1957
Source: Libraries Tasmania | Item no. AB7 13/1/5575
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Bridgewater Bridge, looking towards Bridgewater in 1962
Source: Libraries Tasmania | Item no. AB7 13/1/8196
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Aerial photograph of the Bridgwater Crossing and Derwent River in the 1970s
Source: Libraries Tasmania | Item no. AB7 13/1/11238

Bridgewater Crossing – Archival Record [Revision 02, 18th August 2021]
https://purcellukcom.sharepoint.com/sites/AsiaPacific/Shared Documents/Projects/240780/30 Reports, Specifications & Schedules/Archival Record/00 Report/Bridgewater
Crossing Archival Record 20210818.docx

415V, 50Hz
REF. DWG. RJH-H006

�
R2

'"�- �JJ

W2

B2

----

SBC

��

THERMAL OVERLOAD
40A

ROTOR RESISTORS
D1

El

l l�L:�'�-�-L1

�N

THERMAL OVERLOAD
40A

Fl

D2

F2

D3

F3

FUSES

FUSES
D

�
BRAKE
SOLENOID

22kW LIFT SPAN
MOTOR No.1

�

! I

ROTOR
KNIFE SWITCH

RJH-H006 MAIN SUPPLIES SCHEMATIC
RJH-H010 AUXILIARY CIRCUITS SCHEMA TIC

l

��------+-----i

0��

ROTOR
KNIFE SWITCH

22kW LIFT SPAN
MOTOR No.2

D.M.P.

27.8.96

A3
R.E.C.
X ref �oclwg)

27.8.96

BRJJJCEifATER BRJJJCE
LIFT SPAN CONTROL
SPAN MOTORS
SCHEMATIC JJJACRAM

15 D8-37
0

APPENDIX 6 – POINT CLOUD SURVEY, SAMPLE VIEWS
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Sample View 01 – Overview Bridgewater Bridge, looking south.

Sample View 02 – Overview Bridgewater Bridge, west elevation.

Sample View 03 – Aerial perspective of Bridgewater Bridge.
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Sample View 04 – Overview Bridgewater Bridge, east elevation.

Sample View 05 – Perspective view of Bridgewater Bridge, looking north.

Sample View 06 – Bridgewater Bridge viewed from causeway to the north.
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