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The opening of the Paddington branch of the Grand
Junction Canal on 10 July 1801 prompted the idea
of an extension around the then built-up part of north
London to link up with the river Thames east of the
City.  The first plan was for a railroad but in July
1802 John Rennie made a survey for what was known
as the London Canal from the eastern end of
Paddington basin in a fairly direct line to London
Dock, which was then being built to the east of the
Tower of London with its own connection to the river.
Rennie’s report of 27 August 1802 envisaged a canal
nearly seven miles long falling through a dozen twin
locks, but he left the all-important question of the
water supply open, albeit suggesting eight possible
sources.

The promoters, led by Sir Christopher Baynes,
offered the £400,000 capital needed but determined
opposition from landowners, whose building plans
would have been affected, and from the Grand
Junction, which refused to consider supplying water,
led to the scheme being dropped.

The idea was revived early in 1810 by Thomas
Homer, who had acted as solicitor to the original
proposal, and a new survey was made by James Tate.
With the development that had taken place in the
intervening period the new line had to take a more
northerly and longer course around London, leaving
the Grand Junction half a mile from the end of the
Paddington branch and linking up with the Lime-
house Cut.

The Limehouse Cut had been built under the
powers of an Act of 17671 as one of a series of
improvements to the Lee Navigation and it ran from
that river at Bromley in a south-westerly direction
for 1½ miles to the Thames at Limehouse being
opened on 17 September 1770.2  There was a stop
lock at the northern end of the cut whilst at Limehouse
there was a small basin before the final lock into the
Thames.

By the end of June 1811 the new canal’s proposed
junction with the Limehouse Cut had been abandoned
in favour of a separate 1½ acre barge basin at Lime-
house with an independent link to the Thames
through tidal gates.  It was envisaged that canal barges
would wait in the basin for the right state of the tide

before going out onto the river to tranship cargoes to
or from ships but the possibility of enlarging the basin
to five acres so as to admit ships was already being
considered.

Tate estimated the cost of the barge basin at
£19,791 which included the purchase of land from
the Corporation of the City of London and the
acquisition of Harrity’s Deal Yard where the actual
junction with the river was to be.  By the time it came
to giving evidence for the enabling Bill to the House
of Lords the barge basin estimate had been increased
to £26,790.

With the Act of Parliament3 passed, work on the
new canal, now named the Regent’s Canal in honour
of the Prince Regent, could begin but initially
construction was confined to the western end from
Paddington.

As early as August 1812 George Brown of Ratcliff
had suggested a ship dock at the river entrance to
the canal so that colliers and other vessels could
discharge their cargoes in still waters.  No action was
taken and the idea lay dormant until December 1813
by which time James Morgan, the company’s
engineer, had been able to clarify with the City of
London just how much land it would be prepared to
sell the company.  On this basis Morgan estimated
that if 5¼ acres were acquired a ship lock and
enlarged basin could be provided for £76,600, nearly
£57,000 more than the barge basin as first proposed.

Morgan went on to produce estimates for various
other alternatives but excluding land acquisition
costs:

Tide lock, entrance canal and barge basin £15,908
Ship lock, entrance canal and barge basin £21,345
Small ship dock (vessels 200 tons) and

barge basin £40,000

The company felt the benefits of any enlargement
would not justify the extra costs and decided to stick
to the original plan for a barge basin for the time
being.  Despite this decision, the company purchased
just over 7½ acres of land in London Field from the
Corporation for £5,485.  Apart from fencing the land
and carrying out trial excavations to see if the earth
was suitable for brick-making, no other action was
taken as by now the company was facing increasing

The Regent’s Canal Dock, Part 1
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financial pressures.  During a review of likely
expenditure in January 1815 the estimate for the two
acre barge basin was revised to £23,536 and this
included nearly £5,000 to acquire leasehold houses
on the land.

At the end of 1816 merchants involved in the coal
and sugar trades at Limehouse renewed suggestions
for a ship basin and desultory negotiations carried
on through 1817 between Thomas King on behalf of
the company and John Craven of Goodman’s Fields
on behalf of the traders.  Craven had indicated the
traders would be willing to assist with the extra costs
and had started a subscription, hoping to raise
£20,000.  The response was disappointing but
perhaps as a result of these negotiations and as the
company was over its most pressing financial diffi-
culties, in February 1818 it decided that it would
make the entrance channel wide enough for ships to
use, increasing the estimate to £27,265.

Construction of the dock

It had always been realised that removing the large
quantity of material excavated was likely to be a
lengthy process owing to the confined space and
limited access available and because the barges that
would be used could only operate at high tides.  To
try and overcome this problem Morgan was instruc-
ted to seek tenders with a view to getting most of the
brickwork for the lock and entrance channel com-
pleted in the summer months so that they could be
used to facilitate the speedier removal of the spoil.
He was, however, to specify that if a decision was
taken to enlarge the barge basin at some later stage,
the contractor would be expected to do the work on
a pro rata basis.

Preliminary soundings at the end of 1813 from six
contractors had shown the lowest offer was likely to
come in from Hugh McIntosh4 who had carried out
most of the excavation from Paddington to Hamp-

A sketch map of James
Morgan’s scheme for

making a ship basin at
Limehouse detached from
the barge basin and from

the passages of barges from
the canal to the river

Thames.  It was contained
in a letter written by

Morgan to the company’s
chairman early in 1819.

(Edward Paget-Tomlinson)
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stead Road.  These indications were correct and on
11 March 1818 McIntosh’s offer was accepted, the
principal items being:

105,865 cubic yards excavation
for the barge basin @ 1/8d £8,822.  1s. 8d

25,600 cubic yards excavation
lock pit and channel @ 1/8d 2,133.  6s. 8d

290 rods entrance channel brick-
work @ £15 4,350.  0s. 0d

240 rods brickwork elsewhere
@ £15 3,600.  0s. 0d

5,160 cubic feet square hollow
quoins and coping 1,123.12s. 1d

1,450 cube stone @ 4/3d 308.  2s. 6d
2 swing bridges: Narrow Street

and Queen Street 1,800.  0s. 0d
Oak and elm for mitre and sills 1,081.  5s. 0d
Ironwork, chains, brackets, pivots,

sluices 848.  8s. 0d
Elm and fir for piles and planking        573.  8s. 4d

£24,640.  4s. 3d

The company specified the work should not take
more than ten months and McIntosh made an im-
mediate start, the first of a series of stage payments
being made to him on 24 June 1818.  Meanwhile the
company was acquiring the remaining properties
needed for the basin together with several additional
ones to prevent any claims for damages from their
tenants.

The question of enlarging the barge basin for ships
had still not been finally resolved; whilst the company
was becoming reconciled to the plan, questions had
been raised about its powers to admit and charge
shipping.  Hence the need to approach Parliament
for powers to abandon an authorised branch canal to
Aske Terrace in Shoreditch and substitute one to the
City Road in Islington provided an ideal opportunity
to include powers to enlarge the basin at Limehouse
to handle ships.  At the same time a new £34,375
subscription was launched to provide the extra funds
needed.

A somewhat complicated plan being considered
was for the entrance channel to lead through a tide
lock firstly to a 1¾ acre barge basin that connected
with the canal and secondly through a ship lock to a
2¼ acre ship basin, with the two basins also being
linked by a barge lock.  At the same time a new road
— the Horseferry Branch Road — was being planned
by the Commercial Road Trustees to run from the
Commercial Road southwards between the two
basins to provide access to a long-established horse

ferry across the Thames and the plan included brick
bridges to carry the road over the channels linking
the two basins.  A simpler and cheaper alternative
was to site the ship lock in the entrance channel and
to have a single link between the two basins.

In December 1818 Craven suggested asking an
independent consultant to give an opinion and this
led to James Walker, an experienced docks engineer,
being appointed.  He reported in January 1819 that
the ship basin was a good idea, even without the canal
as there were no buildings on the land that would
make the plan too expensive and, apart from the
London Dock, the basin was nearer to the City than
the other docks.  Walker put the cost of excavating
the proposed ship and barge basins at £12,810 but
he favoured a combined 41/

8
 acre basin costing

£16,335, with the new road being diverted to the west.
Whilst the single basin was more expensive, it would
accommodate nearly twice the number of ships.

Morgan was asked to comment and he accepted
Walker’s recommendations for the single basin
although he pointed out additional land would need
to be purchased for the diverted road and for wharves.
Walker’s plan which, with the ship lock and entrance
channel, was estimated at £34,814 was then adopted.
As a precaution Morgan suggested that if negotiations
for the extra land were unsuccessful the two basins
could still be built but with the barge basin being
deepened to take ships and the intervening road
bridge being altered to a swing bridge to enable ships
to pass through.

The new subscription for the basin at Limehouse
was closed at the end of January 1819 having
attracted £30,550 and soon after the Commercial
Road Trustees agreed to the diversion of the proposed
Horseferry Branch Road and to exchange land
intended for the new road across the centre of the
basin for land to the west.  Negotiations with the
other landowners involved — the timber merchant
John Boulcott and the Mercers Company — took
somewhat longer but eventually proved successful.

Once the new Act5 was passed by Parliament,
revised arrangements could be made with Hugh
McIntosh and on 9 June 1819 he agreed to complete
all the works within three months.  On the same day
a tender by Salisbury & Company to provide cast-
iron gates for the ship lock and cast-iron swing
bridges to carry Queen Street and Narrow Street
across the entrance channel was accepted.

By the end of October 1819 it was clear that the
three-month completion date was wildly optimistic
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as 85,000 cubic yards still needed excavating, 152
rods of brickwork were required in the entrance
channel and much else besides.  The main problem
was still the limited opportunities to barge the spoil
away through the narrow access to the river.  To speed
up the work McIntosh resorted to dumping some of
the spoil on land to the north.  Salisburys also had
problems producing the ironwork, the Queen Street
bridge not being completed until May 1820.

By then the end was in sight.  At the beginning of
June the shareholders were told that work at the dock
was virtually complete although the coffer dam at
the entrance of the channel was still in place.
Meanwhile James Ruse had been appointed overseer
at the dock from 6 April on a salary of £150 and a
house in Queen Street; a month later his position was
restyled dock master and David Lewis was appointed
his assistant at £70.  Morgan now attended a meeting

of the Thames Navigation Committee seeking
permission to construct jetties at the entrance and to
put down dolphin piles to assist shipping entering
the dock.  The committee agreed to the jetties, refused
the piles in what was already a crowded part of the
river but allowed buoys.  McIntosh then agreed to
erect the jetties very speedily enabling what was now
the Regent’s Canal Dock to be formally opened,
along with the rest of the canal, on Tuesday 1 August
1820.

On that day a procession of boats carrying the
committee, many of the shareholders and their invited
guests arrived at Limehouse from the City Road
Basin, passed through the Commercial Road locks
into the dock and then on out through the ship lock
into the Thames before the party landed at the Custom
House Stairs where they proceeded to dinner at the
City of London Tavern.6

Limehouse Basin as it was when opened in 1820 showing the surrounding area still relatively
undeveloped and the proximity of the Limehouse Cut.  The drawing is based on a tracing made from

a plan by G & J Greenwood in the Guildhall Archives.  (Edward Paget-Tomlinson)
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The first decade

On 17 August the first ship — the Little Mary —
entered the dock with coals for Craven & Bowman,7

the event being witnessed by Colonel Drinkwater,
the canal company’s deputy chairman, and by
Morgan and Craven.  As a goodwill gesture the tolls
were waived enabling the owners to give a small
gratuity to the crew.

Because the dock had been built with sloping earth
banks McIntosh had erected several wooden jetties
projecting out at right angles for ships to moor
alongside.  They were mostly on the west side along-
side the new road but in practice it was found they
were too high to enable coals for local merchants
and traders to be discharged conveniently.8

Negotiations with the Commercial Road Trustees led
to the new road, which governed the level of the
jetties, being lowered by McIntosh.  Most of the coal
however, was transhipped to barges in the dock and
taken up the canal.

There had also been a delay in placing the mooring
buoys both in the river and in the dock making it
difficult for ships to manoeuvre.  In the first five

months to 31 December 1820 only 15 loaded and 16
empty vessels used the dock, but with the lowering
of the jetties, the provision of further ones and the
installation of the buoys, the number had risen to
592 loaded and 41 empty vessels in 1830 and to 670
loaded and 51 empty vessels in 1835.9

Another difficulty was with the type of cargo that
could be handled.  Under the 1819 Act foreign
produce could be admitted but in practice the
Customs raised objections, the main one being that
the dock was unfenced and insecure.  An estimate
for a brick wall round the site with two gateways
and raising certain party walls was £5,470 but the
company was unable to afford this as its finances
were again becoming strained.  Instead Thomas
Power was appointed in April 1822 on trial as a police
officer at 21/- per week but he was dismissed after
three months, one of the company’s workmen,
William Hood, being promoted to take his place.  In
August 1822 Thomas Douglas was contracted to
fence in much of the site; two years later the Customs
revisited the dock and decided that as soon as there
was a suitable building where their staff could
operate, the company could have the same privileges

The entrance to the Regent’s Canal dock at Limehouse as drawn by Thomas Hosmer Shepherd and
published in January 1826.  It is not strictly accurate as the bridge carrying Narrow Street appears to be

a fixed structure whereas it was a swing bridge and the bottom gates of the ship lock would have been
immediately behind.
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as were enjoyed at other docks.  This building was
soon put up enabling a significant increase in the
range of foreign goods that could be handled.

As trade built up further jetties were erected,
additional buoys were provided and in January 1823
a small office was erected on the pier head for the
dock master’s staff.  Soon after the company installed
the first dock crane and in April 1823 a scale of
charges was laid down for its use.  Later in the same
year gas lighting was provided at strategic points and
a capstan was installed at the lock to assist ships into
and out of the entrance channel and to haul barges
across the dock.

In December 1822 the first of a series of enlarge-
ments to the water space was started when a piece of
land south of the Commercial Road that jutted out
into the dock near the entrance to the canal was
excavated to allow more room for barges waiting to
enter the canal.10  The second enlargement came in
August 1828 when Morgan was ordered to excavate
a further portion in the same area to create yet more
room for barges.11  Up to March 1829 £48,624 had
been spent on the dock, excluding the cost of the
land, compared with the original 1812 estimate of
£12,314 for the small barge basin, entrance channel
and tide lock.

With the growth in trade, the staff at the dock
increased in line.  By the autumn of 1830 the estab-

lishment was:
Dock master David Lewis £150.  0s. 0d#
Asst dock master Thomas Marsh   £70.  0s. 0d#
Police officer &

wharfinger Charles Jones   £67.12s. 0d *
Carpenter James Dowdall  £67.12s. 0d
Foreman John Waters   £57.12s. 0d#
Police officer Charles Cracraft £54.12s. 0d *
Night watchman Thomas Conder £54.12s. 0d
Pier head

watchman Thomas Innolls £54.12s. 0d
Eight gate labourers each receiving £54.12s. 0d#
Writing assistant Frederick Griffiths£30.  0s. 0d

# and house * and tenement

At the time between twenty and fifty craft were
entering or leaving the dock on each tide.  A typical
user was the Ratcliff Gas Company whose coals were
unloaded in the dock.  A special rate of 7d per ton
was agreed for it in May 1831 provided all its coal
was brought into the dock but a year later a further
reduction to 6d was conceded following a competi-
tive offer from the London Dock.  With the opening
of the Commercial Gas Company’s works at Stepney
in 1839 it too became a major user of the dock with
its coal being transhipped to barge for the short
journey up the canal.  Several other gasworks were
similarly supplied.

Sea-going ships and inland waterways craft in the dock at Limehouse as drawn by Thomas Hosmer
Shepherd and published in August 1827.  The original sloping sides of the dock are clearly visible.
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The London & Blackwall Railway

The first plans for a railway that could affect the dock
came in February 1825 with the promotion of a line
to the East and West India Docks.  It failed to proceed,
as did another in October 1831 that was projected to
cross the entrance channel at Narrow Street and
would have caused major disruption.

The next railway plan coincided with the need to
develop still more room for craft to moor on the north
side of the dock.  In August 1835 a line was proposed
by the London & Blackwall Railway & Steam
Navigation Depot to cross over the Commercial Road
locks at the entrance to the canal and across land
required for the extension of the water space.  It
subsequently amended its line northwards to cross
the canal near Salmon Lane but in January 1836 its
southern line was adopted by the rival Commercial
Railway Company.

On 12 July 1836 an agreement12 was made with
the Commercial Railway Company whereby the line
could be built on a viaduct over the canal company’s
land.  In return the railway was to acquire that land
south of the Commercial Road not already owned
by the company and hand it over; it was to allow the
company exclusive use of the arches under the
viaduct; and it was to erect a quay wall parallel to
and within 40 feet of the viaduct from the entrance
to the canal to the dock’s western boundary.  These
arrangements would allow the excavation of a 1½
acre extension to the dock, the cost being estimated
at £3,500.  As a first step towards clearing the land,
the dock master started to move the heaps of spoil
which had been left over from the original excavation,
by using them to ballast empty vessels leaving the
dock.

After obtaining its Act,13 the Commercial Railway
applied to build its line further south of the
Commercial Road and across the northern part of
the land earmarked for the proposed dock extension.
The company demurred at first but after the railway
offered to meet half the cost of excavating the
extension a revised agreement was signed on 15
August 1838.14  Meanwhile the rival railway com-
panies had merged the previous year and on 17
August 1839 the Commercial Railway Company
changed its name to become the London & Blackwall
Railway (LBR).15

Construction work on the LBR at Limehouse
started in February 1839 and involved demolishing
the lock keeper’s house at the entrance to the canal.

The 5 feet gauge cable-operated line opened on 6
July 184016 crossing the company’s property on three
87 feet arches, one being over the Commercial Road
locks, and a series of smaller arches to the east.

Construction of the new quay wall was started by
the LBR in July 1839, the toll keeper’s house now
having to be demolished before it could begin.  The
work was suspended over the winter months but was
completed by July 1840.  In October 1840 the canal
company accepted John Hart’s £4,320 tender to
excavate the dock extension northwards up to the
new wall, three jetties and two cranes having to be
moved before he could start.  Much of the excavation
had been completed when on 18 August 1841 a high
tide, having pushed open the gates in the ship lock,
overflowed part of the clay stank that had been built
around the south side of the excavation, thus flooding
it.  This had not been expected and the remaining
work had to be undertaken by a steam dredger; it
was largely completed by 19 November 1841.17

In the meantime a new barge basin, which com-
prised that part of the extension lying to the north of
the railway and accessed through the middle and
western of the three 87-feet wide viaduct arches, had
been opened by 22 September 1841.18  The final part
of the work was arranging to build a new toll office
and lock keeper’s house at the joint expense of the
two companies, James Gerry contracting for this at
£369 in October.  By then the company was receiving
enquiries about renting out the railway arches — in
February 1842 one was offered to William Wright, a
grain and malt dealer, for £60 per annum for four
years with a further three years at £80.  Soon after
the first of several sheds was erected on the land
alongside the railway.

Another development was in the south-west corner
of the dock where John Knight & Son’s £2,049 tender
was accepted in May 1843 for a new 200-feet wharf
and a warehouse.  Once completed William Wright
took over the tenancy paying £50 per annum for the
land and 7% on the costs of the building work, this
being a rental arrangement that soon became standard
practice.

In February 1838 an important property at
Limehouse formerly leased to Charles Turner was
offered by the LBR to the company at £8,650.  It
realised the premises, which comprised a warehouse,
house and a wharf fronting onto the river to the east
of the ship lock, could provide a site for a second
entrance to the dock.  The company offered £6,500,
which was refused and the property went to auction
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but was bought in for just £5,500.  It was auctioned
again in February 1842 when it was bought by the
company for £6,085.  Attempts to obtain Customs
permission to use the warehouse as a bonded store
were abandoned after it was found the building
needed considerable repair; instead it was
demolished and the land was used initially as an open
wharf.

The 1849 barge lock

By now traffic was increasing to such an extent that
William Radford, the company’s engineer, was
concerned about possible congestion at the river
entrance.  To overcome this his proposal for a sepa-
rate entrance for barges through the river frontage
acquired in February 1842, together with a major
extension to the dock’s water space, was adopted in
March 1845.  Additional land would be needed,
principally Richardson’s timber yard, an extensive
site immediately east of the dock.  This had been
bought in July 1843 by the Marquis of Salisbury —
he became a director of the company in 1847 — and
he agreed to sell for £25,000 in cash and £5,000 in
shares.  The purchase extended the company’s
boundary up to the Limehouse Cut and included a
yard for Customs bonded timber and deals, which
business the company continued.  Other land was
purchased from John Boulcott, Joseph Adams and
the Corporation.

The company was authorised to borrow up to
£30,000 for the new works and in July 1847 tenders
were invited for the barge lock; these ranged from
£25,568 down to John Knight & Son’s offer of
£15,584 which was accepted on 18 August.  The work
went ahead uneventfully and the lock was opened
on 30 May 184919 — it was 79 feet long and 14½
feet wide whereas the ship lock was 125 feet long
and 31 feet wide.

Once the barge lock was complete, Knight & Son
started excavating the large dock extension to the
east, most of which was on the land acquired from
the Marquis of Salisbury.  By March 1850 the
company had found that the bonding business was
not making a profit and it was decided to close it
down and sell off the remaining stocks.  This was
completed by November when the superintendent
was given three months notice to quit and most of
the site was then incorporated in the new extension.

At first Knight’s work seems to have been financed
mainly from the sale of the excavated material for

brick making or other constructional purposes but
this meant progress was somewhat slow.  To meet
the demands of the increasing trade Radford was
anxious to speed up the work and tenders were invited
for an accelerated programme.  Seventeen offers were
received ranging up to £11,560 but that of Jonas
Gregson at £2,950 was accepted on 9 October 1850.
Gregson soon ran into financial problems but
managed to complete his contract by the middle of
185220 when his creditors moved in to sell off his
plant and equipment.  The extension added nearly
four acres to the water space.

Provision of hydraulic power

With the numbers of colliers using the dock the
company was interested in any means to speed up
the labour-intensive discharging process which
involved teams of coal whippers.  The first suggestion
for machinery had come from a trader as early as
January 1832.  In 1846 the dock traders started
campaigning for better facilities and in December
1850 Radford was ordered to prepare plans for
machinery to unload ships.  James Rendel, the
consulting engineer to the River Lee Trustees (RLT),
was approached and he supported Radford’s plans.
Rendel was also involved with William Armstrong
of Newcastle and on 21 May 1851 Armstrong
contracted to supply the dock with a 15 ton and a 6
ton hydraulic crane, 20 coal cranes and two vibrating
coal hoists for £8,700.

It was not until 7 April 1852 that John Jay’s
£10,930 tender was accepted for the hydraulic pump-
ing station on the west side of Commercial Road lock;
his contract included laying the hydraulic pipes round
the dock, providing jetties for the cranes and
connecting up the hydraulic machinery supplied by
Armstrong.  The work made good progress, being
spurred on by a report in August 1852 that the John
Bowes, a new 550-ton iron-hulled screw steamer, had
been unloaded by machinery in only eighteen hours
in the Poplar Dock.  The installation was complete
by the end of December but the cranes could not
start working owing to the water in the dock, from
which the input to the hydraulic system was taken,
being polluted by the Commercial Gas Company.
This was soon overcome and the machinery was in
operation early in January 1853.

One of the first users of the new machinery was
William Wright, who had been one of its leading
advocates and who had taken a second wharf on the
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south quay in anticipation.  The business had
developed to become Wright Lloyd & Company by
1851 and in 1859 it merged to become part of
Charrington Sells Dale & Company.21

Another user was the firm of Rickett & Smith who
agreed to rent unloading machinery in the north-west
corner of the dock in November 1855, Thomas Piper
& Son contracting to erect coal cranes, a coal shed,
offices and a house for £3,369 with Armstrong
providing the coal cranes and weighing apparatus.

Early in 1851 the manager of the Grand Junction
Canal’s carrying establishment approached the
company about setting up a depot at the dock in an
effort to develop trade that previously had gone via
Brentford.  A site was selected in the eastern part of
the barge basin north of the railway and in July 1851
James Little & Son’s tender for a covered-in wharf
and wooden goods shed was accepted at £1,698.  The
Grand Junction took a further area in March 1852
involving moving the company’s stables; the depot
developed into an important site for transhipping
goods with barges and narrow boats being loaded
and unloaded from above.

The Lee Junction Cut

The plans to extend the dock eastwards prompted
the idea of forming a link with the nearby Limehouse
Cut which would give access to the Lee and Stort
navigations.  Radford first reported on this in April
1846 and whilst the RLT supported the idea little
happened until the summer of 1850 when Radford
and Rendel got together to draw up detailed plans.
These included a short cut from the dock into the
basin on the Limehouse Cut in which there was an
island occupied by the Island Lead Works; reclaiming
part of the basin on the northern and western sides
of the island; and a stop lock under the Britannia
Bridge carrying the Commercial Road over the
Limehouse Cut.  On 8 December 1852 an agreement
between the company and the RLT was signed for
the Lee Junction Cut to go ahead.

In February 1853 George Myers’ £8,624 tender
was accepted for the works; as well as the new stop
lock, which became known as Britannia Lock, it
included taking down and rebuilding the Britannia
Bridge.  It appears the new link was opened on 7
December 1853, or if not soon afterwards, and the
company then took charge of Limehouse lock
between the cut and the River Thames, the intention
being that the lock should ultimately be closed as it

had restricted width and was in poor repair.
The Lee traders were unhappy about the Lee

Junction agreement for although it allowed a certain
tonnage to pass through the dock without paying a
toll they enjoyed toll-free navigation on the tidal part
of the Lee.  They also wanted to retain a separate
entrance to the Limehouse Cut.

The 1869 Ship Lock

Matters came to a head when the company decided
to seek powers to construct a large ship lock into the
dock to accommodate the new steam colliers that
were coming into service and which were too large
for the original lock.  The plans included deepening
and extending the water space, creating new wharves
particularly on the south quay, widening the entrance
to the Lee Junction Cut and closing the river entrance
and lock on the Limehouse Cut.22  In November 1863
a Bill was introduced into Parliament but the Lee
traders petitioned against it.  Counsel advised the
company that the 1852 agreement with the RLT was
invalid and the RLT then petitioned leaving the
Marquis of Salisbury, who was now the company’s
chairman, little option but to resign as he was also
chairman of the RLT.

A House of Lords committee then decided that a
separate barge entrance should be provided to the
Limehouse Cut east of the dock with the RLT either
paying part of the cost or reducing the amount that
could pass toll free.  As a result the Bill was with-
drawn and with the 1852 agreement being deemed
at an end notice was given to charge all articles
passing through the Lee Junction Cut at 5d per ton.
The RLT objected, protesting they were not
responsible for the withdrawal of the Bill, but the
company then decided to block the junction by
building a coffer dam across it to prevent any loss of
water; the dam was completed by 15 June 1864 at a
cost of £359.

In October 1864 there was a meeting with the
Marquis of Salisbury to try and resolve the differ-
ences.  Plans were drawn up which involved not only
the company’s new ship lock and dock extension but
a new entrance with double barge locks for the
Limehouse Cut nearly 200 yards further east, new
roads and a new river wharf.23  With the RLT agreeing
not to oppose the Bill, the company decided to try
again, the works being costed at £161,108.  In the
event the RLT petitioned against the Bill in February
1865 on the grounds that there had been insufficient
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time to revise the agreement and arrange protective
clauses.

To save the Bill all the clauses relating to the new
entrance to the Limehouse Cut were abandoned and
with opposition from the Limehouse District Board
of Works some of the proposed new roads were also
abandoned.  Amended plans were prepared with the
site of the ship lock being moved 200 feet westwards
away from the Limehouse Cut,24 and the Limehouse

Basin Act then received the Royal Assent in July
1865.25

To finance the work £180,000 was raised in £20
shares.  The company started acquiring the land it
needed at the eastern end of the dock such as in Mill
Place, Island Row and Narrow Street; these purchases
included the Union Wharf and both the King’s Arms
and Crown public houses in Narrow Street.  In all
the land cost £69,257 against an estimate of £54,000.

A drawing based on a plan (London Metropolitan Archives MR/UP/772) of the proposed new ship lock,
dock extension and new entrance to the Limehouse Cut prepared by Edwin Thomas and John Fowler
and deposited in November 1864.  Opposition resulted in the Limehouse Cut works being dropped but
the dock extension went ahead together with the new ship lock which was sited further to the west.  The

drawing also shows the site of the final 1879 dock extension.  (Edward Paget-Tomlinson)
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Tenders were invited in March 1867 for the main
work and a £91,300 offer was accepted from
Mansfield Price & Company who had been
contractors to several railway companies.  They were
called on to start the work by 22 May but failed to
do so and then repudiated the contract.  To prevent
any delay Edwin Thomas, who had taken over from
Radford as engineer in 1853, started the work by
using direct labour and sub-contractors.  A month
later W G Armstrong & Co’s £22,415 tender for the
Narrow Street swing bridge, the lock gates, sluices
and hydraulic machinery was accepted.  On 16
October the company’s chairman, William Parker,
laid the foundation stone at the new entrance.

To provide power for the new lock and for the
swing bridge it was necessary to increase the
hydraulic capacity and in November 1868 work
started on a new hydraulic pumping station on the
north side of the railway viaduct near Mill Place and
Armstrong tendered £4,474 for the steam engines
and accumulator.  The building work was not without
incident as the owners of the neighbouring Volunteer
public house in Mill Place complained that the
octagonal accumulator tower and chimney adversely
affected their property.26  This led to a protracted
wrangle, with the company eventually being forced
to purchase the property for £3,595 in 1871.  The
public house, along with some other property in Mill
Place, was eventually sold to the LBR for £7,200 in
1879.

In May 1869 Shelbourne & Son undertook the
deepening and extension of the dock by dredging
and on 2 August the new ship lock was opened by
William Parker and Salisbury Baxendale, the deputy
chairman;27 it was 350 feet long and 60 feet wide.

Meanwhile an agreement28 had been reached with
the RLT to sell them land they needed to improve
the entrance to the Limehouse Cut for £1,350 and
they went on to promote their own Bill in 1868 to
authorise the works.  On the Act being passed,
construction went ahead leading to some minor
differences with the company about the lengths of
their respective jetties into the river.  The RLT paid
over the £1,350 for the land in November 1873.

Victoria and Chinnock’s Wharves

By April 1870 the river wharf east of the new
entrance was ready for use.  A brick warehouse had
been erected upon it running the whole length of the
wharf and it was now advertised to let together with

an existing small warehouse.  It was known as the
Victoria Wharf and in July 1878 R Moreland & Son
contracted to erect a galvanised iron roof over it for
£2,115.  It was then offered to John Schwartz, a sugar
refiner, and after Customs privileges had been
obtained he took up a tenancy in June 1884 at £1,500
annual rental.

Amongst property acquired for the dock extension
was a large granary capable of holding 3,000
quarters29 of corn; it stood between the south-east
corner of the dock and the company’s boundary on
the Limehouse Cut.  It became known as the Lee
Granary and in September 1870 it was leased to a
Mr Clippingale at £250 annually for three years on
condition that the grain was brought in by ship or
barge.

Soon after the new ship lock was opened a second
wharf was opened on the river, west of the barge
lock and across the entrance to the original ship lock.
Originally known as Thames Wharf, it was let to John
Mowlem & Company in the summer if 1881 but in
March 1886 Alfred Chinnock, a china clay manufac-
turer, took the tenancy and thereafter the wharf was
known as Chinnock’s Wharf.

Under the terms of the 1865 Act the company had
to replace Kidney Stairs, the site of which had been
incorporated in Victoria Wharf.  Initially the Thames
Conservancy agreed the replacement stairs should
be next to the David & Harp public house in Narrow
Street opposite Shoulder of Mutton Alley but doubts
were then expressed as to whether they would meet
the requirements of the Act and a new site was chosen
close to the original ship lock.  This provoked strong
objections from Boulcott & Company who owned
the adjoining premises.  The company reverted back
to a site near the David & Harp and work started but
this upset the landowners there who obtained an
injunction to stop it.  The company was also facing
legal action from the authorities if the stairs were
not replaced but a compromise was eventually
reached, the new Kidney Stairs being built at the end
of a narrow passage opposite the Shoulder of Mutton
Alley.

Further disputes arose with the Limehouse District
Board of Works.  Early in 1868 the company had
built a tunnel under Narrow Street to connect its
wharves on the north and the south of the busy road.
The Board contested the company’s right to do this
and at the same time wanted the swing bridge over
the old ship lock and part of Narrow Street widened.
As the lock was now closed the company offered
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money in lieu of widening the bridge and declined
to fill in the tunnel as it was advised it was perfectly
within its rights to make it.  In June 1872 the Board
took matters into its own hands by breaking up the
tunnel’s arch and filling the passage in.  The road
dispute was settled more amicably with the company
agreeing to widen it at a cost of some £1,000.

The company had co-existed peacefully with the
LBR until 1847 when the railway company decided
to convert its line to standard gauge and to introduce
steam locomotive haulage.30  The company was afraid
sparks from passing locomotives on the viaduct
would set fire to ships and other property in the dock
and it petitioned against the enabling Bill.  Although
the LBR Act of 1847 was passed it contained a
protective clause for the dock but there was a major
alert in February 1849 when a flake of fire fell from
the viaduct.  This led the company to demand a roof
over the viaduct alongside the dock.  Proceedings
followed in the House of Lords which produced a
reluctant agreement from the railway in May 1849
for a covered way; this consisted of a semi-circular
corrugated iron roof on supports with open sides.

After the LBR had purchased property on the north
side of the line in 1879 in preparation for a new
connection,31 the Great Eastern Railway, which had
operated the line from the beginning of 1866, asked
for the iron roof to be removed.  After reference to
the House of Lords the iron roof east of the
Commercial Road locks was removed but the roof
on the viaduct over the locks and to the west
remained.  The company’s fears were again con-
firmed when, on 26 July 1881, the roof of its fitters’
shop was damaged by a large quantity of burning
coal being thrown out by one of the engines.

With the new land the company had acquired, there
was still room for a further extension to the water
space at the extreme eastern end.  Thomas was
ordered to investigate what was to be the final such
extension in July 1877.  Excavation works started in
February 1878 and the water was let into the new
space on 2 July 1879;32 it was less than half an acre
in extent but it increased the area of the dock to its
maximum size of ten acres.

[To be continued]
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The first two contracts placed by the Great Northern
Railway (GNR) in February 1847 were for the
London–Peterborough section of the main line and
77 miles of the Lincolnshire ‘loop’, from just north
of Peterborough to Gainsborough via Boston and
Lincoln.  The GNR decided to employ the two
leading railway contractors of the day for these
works, putting the London line in the hands of
Thomas Brassey and giving the ‘loop’ to Samuel
Morton Peto.  Peto must have been particularly
pleased to obtain his contract because most of his
ongoing undertakings were nearing completion,
making it essential for him to obtain a substantial
new work, if he was to maintain the momentum of
his operations and keep his large workforce fully
employed.  Over the previous five years he had been
working mainly in East Anglia, where by the end of
1847, he had completed more than 150 miles of track
for the Eastern Counties and Norfolk companies.  The
terrain the ‘loop’ would cross was similar in many
ways to that of East Anglia, which made the new
contract even more attractive for Peto, as the con-
struction was likely to be comparatively easy and
the problems that did arise similar to those he had
already encountered.1

Although it was only an adjunct to the main line
north of Peterborough — the so called ‘towns line’,
planned to run directly to Doncaster through
Grantham and Retford — the GNR directors decided
to build the ‘loop’ first, its route being easier and the
initial traffic potential probably greater.  After the
protracted and expensive struggle to obtain its Act,
it was quite understandable for the company to want
to have as much of the projected railway open for
traffic and earning revenue as soon as possible.  The
same desire probably motivated the decision to
employ Peto, who by this time had amply demon-
strated his ability to execute the largest works
speedily and efficiently.  Both Brassey and Peto
appear to have been given their contracts by direct
negotiation and without tenders being sought from
other firms.2

The Railway Mania was at its height when the
contracts were drawn up and the terms agreed

reflected the economic climate of the time, the
plethora of new construction having forced up the
cost of labour and materials and put a premium on
the services of contractors like Peto.  The GNR did
not even negotiate an overall price for the line,
agreeing instead to pay for materials and labour on a
‘schedule of rates’ basis.  Peto’s tender, presented to
William Cubitt, the company’s chief engineer, after
stating that the work would be executed ‘in accord-
ance with your specifications and plans’ went on to
list the prices of the various items, brickwork for
example being charged at £14.17s.6d per cubic rod.
Less concerned at this stage with overall cost than
speed of execution, the GNR did however insist that
the ‘loop’ should be completed within twelve months,
inserting a clause to this effect into the contract and
stipulating that Peto would be liable to a fine of
£1,000 a month for any delay.  Meeting this deadline
was no mean undertaking, as two years earlier it had
taken him eighteen months to complete the only
slightly longer line from Newport (eight miles north
of Bishop’s Stortford) to Norwich for the ECR and
Norfolk companies.3

Construction

Work began on the ‘loop’ in the summer of 1847 but
progress was slow at first due to the shortage of
labour, especially during the harvest period.  A more
serious long term problem however, was the changed
economic climate that followed the collapse of the
Mania bubble in the autumn, which made it increas-
ingly difficult for the GNR to raise the funds needed
to pay for all the work in hand.  In February of the
following year the directors were obliged to restrict
the outlay on the works but, fortunately for Peto,
chose to make all the short term economies on the
London line, the expenditure on Brassey’s works
being limited to £10,000 a month, whilst Peto’s was
actually increased to £50,000 a month.  Both
contractors were asked to accept a proportion of their
payments in debentures but they refused; in Brassey’s
case this is understandable but Peto might have been
expected to co-operate, especially in view of the

‘A Direct Bounty on Extravagant Quantities’
Peto’s Great Northern contracts, 1847–50

By John Cox
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considerable assistance he had been giving the ailing
Eastern Counties company.  He informed the GNR
however, that ‘the altered state of the money market’
made it impossible for him to accept shares.  Whilst
there is some evidence that he was under financial
pressure at the time, due to a large number of unpaid
bills for other works, it seems more likely that he
reckoned the GNR would be making sufficient
savings on the London line to be able to afford to
pay him fully in cash.  This proved the case, the direc-
tors agreeing with minimal delay to pay the £50,000
a month in cash, the only proviso being that Peto
took debentures for anything above that.  With one
notable exception, he would have no difficulty keep-
ing within the limit.4

Although more than 3,000 men were at work on
the ‘loop’ in 1848, the construction remained behind
schedule, the line only being completed as far as
Lincoln that autumn and Gainsborough not being
reached until the following April.  This was due in
part to the slow start but there had also been some
engineering problems, mainly connected with the
numerous watercourses which had to be crossed
along the route.  Besides a large number of small
bridges, major viaducts had to be constructed at
Boston and Bardney; the latter, a timber structure
729 yards long, was similar in many ways to the
bridge Peto had built over the New Bedford River
on the Ely & Peterborough line two years before.  It

also proved necessary to alter the course of Sincol
Dyke at Lincoln but this presented few problems for
Peto, who five years earlier had been obliged to divert
the river Yare to bring the railway from Yarmouth
into Norwich.5

The GNR did not attempt to penalise Peto for the
delay or pressurise him to complete the extension to
Gainsborough.  This was because it had been obliged
to abandon the extension originally planned from
Gainsborough to join the main line south of
Doncaster, due to the opposition this had met from
landowners and the hunting interest.  The junction
now had to be made instead at Retford, necessitating
using the line Peto was building for the Manchester,
Sheffield & Lincolnshire Railway from Sykes Junc-
tion, just north of Lincoln, to Clarborough, including
a bridge over the river Trent.  He assisted the GNR
by completing this promptly in September 1848, his
efforts here probably accounting for some of the
delay in finishing the ‘loop’.  The GNR directors in
the meanwhile had engaged him to construct the
Retford–Doncaster section of the main line, but not
before he had informed them that he was entitled to
this as compensation for the contract for the extension
from Doncaster to York, which he said he had origi-
nally been promised.  The GNR had been obliged to
abandon this at a late stage as an economy measure,
leaving Peto with only the five mile link between
Doncaster and the existing line at Askern Junction.6

Boston Bridge — Illustrated London News, 28 October 1846
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Peto was obliged to reduce his rates for the Retford
line by 20%, after the GNR had compared them with
those of other contractors, and to accept half his
payments in bonds.

Committee of enquiry

The company’s financial situation was sufficiently
serious by this time for the directors also to look for
economies in the execution of the ‘loop’, setting up
a Lincolnshire committee to do this.  The Board
recorded its findings in the minutes of the meeting
held on 21 December 1848:

On comparing the schedule of prices for building and
excavating with those of the most competent substan-
tial builders and excavators in the county, they [the
committee] find them from 25 to 33 per cent above
what are considered profitable rates; but unreasonable
as these rates appear, they by no means describe the
whole evil of the principle of letting works on a
schedule of prices, which is a direct bounty on
extravagant quantities, and the more exorbitant the
scale, the more active this inducement, which is
palpable at every station and work they have been
able to examine; the small gate stations all fitted with
platforms and sidings sufficient for the largest stations
on the line, cast iron ... stuck to at every possible
place ... treble chairs for main line of rail ... at £12.
10s whilst the company’s contract for chairs is £5.15s.

Besides padding out the work, it was also claimed
that Peto had been charging 3s.6d a day for the
labourers employed at Boston when their wages were
only 2s.6d, and that some of the work carried out
there and at Lincoln had been unsatisfactory; the
doors of the carriage sheds at both places were
inconveniently narrow, the water tank at Boston was
badly sited, whilst unnecessary expense had been
incurred at Lincoln in using brick for what was only
a temporary station.7

The Board was advised:

Although the accommodation and alterations at
Lincoln and Boston are urgently needed for the
business of the company, your Committee cannot feel
themselves justified in recommending this being
executed under the contract of Messrs Peto & Betts,
if it be possible to put them into other hands or to
bring them under a different scale and principle of
payment; for, so far from deriving any advantage, as
we were led to expect, from their experience, architec-
tural and otherwise, in the construction of the stations,
they believe no similar instance of extravagant
blunders could be produced in the Kingdom.8

This was strong criticism but there is no record of
Peto’s response to the charges made against him,
although he would have had little difficulty in refuting
at least some of them.  The prices of materials and
labour had all been agreed beforehand, and it was
just unfortunate from the GNR’s point of view that,
unlike the contractor, the company had not been able
to benefit from the reductions which had taken place
after the end of the Mania; had the reverse been the
case, the GNR would almost certainly not have
compensated Peto.  It had been the responsibility of
William Cubitt and his staff to supervise the execution
of the work, but there was no mention of this in the
report, or any criticism of the company’s staff.  Joseph
Cubitt, William’s son, who had been Resident
Engineer for the northern section of the ‘loop’ when
Peto carried out the station works at Lincoln, did
however feel it necessary, after the committee’s report
had appeared, to tell the directors that he considered
the rates charged had been ‘fair and reasonable’.  That
he said nothing about the work itself could be
interpreted as an admission that his supervision had
been less thorough than it might have been.9

The day after the Board meeting Peto attended a
meeting of the GNR Accounts Committee, to be told
that his most recent bill contained items that had been
charged at ‘improperly high rates, embracing works
not in a state to be entitled to be charged for, as well
as materials on the ground, bricks, timber etc. and
ballast in store ... upon which the contractors cannot
... have any claim’.  This had been by far his largest
monthly bill for work on the ‘loop’, amounting to
£69,000, and the only time he exceeded the limit set
earlier for payment in cash, although there is no
mention of this in the records nor any suggestion that
he might have to accept part of the payment in
debentures.  Station works, which most likely had
been charged as ‘day works’ with no pre-agreed
specifications and offering the contractor the maxi-
mum scope for extravagance, made up £40,000 of
the £69,000.  This was probably the reason why the

Spalding — ILN, 11 November 1846
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Accounts Committee at first wanted to defer the entire
payment, relenting however to allow an initial pay-
ment of £24,000 to be made to Peto.  He eventually
received all but £5,000 of the sum he had originally
claimed.  The GNR directors did however act on the
committee’s advice in one respect; in 1850 they
placed the contract for the permanent station at
Boston with a local firm.10

More damaging for Peto than the loss of one station
contract had been the GNR’s decision to put the
remaining contracts on the ‘towns line’ out to open
tender, and then to engage other firms to carry out
the work.  Of less consequence but still no doubt
irritating for him, was the company’s insistence that
he paid the tolls due to the Foss & Witham Navigation
for the conveyance of the materials used for the
construction of the stations on the ‘loop’.  Although
the sum involved was less than £2,000, the dispute
dragged on for nearly two years and eventually had
to settled by arbitration.  In 1850 Peto completed his
last contract for the GNR, the short but important
link between the ‘loop’ and the London line at
Peterborough, including the bridge over the river
Nene.  This had proved a difficult undertaking, due
to the extensive flooding which occurred in the area
during the winter of 1849–50.11

Conclusions

If Peto was guilty of sharp practice in some aspects
of his execution of the GNR contracts, the ‘bounty
on extravagant quantities’ was probably not as great
as was claimed by the committee.  The total cost of
the work he carried out for the company, excluding
the final link at Peterborough (for which records are
not available) came to less than £750,000, which was
not an unreasonable sum for nearly a hundred miles
of track, including most of the stations.  If Peto’s
‘bounty’ was only modest, it would have been less
had his work been more thoroughly supervised and
action taken earlier to curb any excesses; in the event
the ‘loop’ was nearly completed by the time the
revelations came to light.  The GNR directors never-
theless deserve some credit for highlighting the flaws
inherent in the schedule of rates system, their
criticism of Peto possibly accounting for his never
again being able to execute an entire railway contract
in Britain on the system.  Despite his shortcomings
the GNR still had cause to be grateful to him for the
speedy and efficient execution of such a large scale
undertaking, Joseph Cubitt probably being right when
he told the directors that Peto ‘had accomplished
what no other contractor could have done’.12

Bardney Bridge — Illustrated London News, 28 October 1846
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Shirleywich

Brine deposits at Weston on Trent, four miles north-
east of Stafford, were first exploited in the late
seventeenth century when cheap coal became avail-
able. (OS map ref SJ984261)  The earliest works
was known as Shirleywich, after the family name of
the landowner and developer, Earl Ferrers.  In 1700
the works was advertising in the London Gazette,
claiming to be within ‘easy reach of navigable rivers’,
although a more landlocked site compared with other
salt producing areas cannot easily be imagined.  Lack
of convenient transport was compounded by the
weakness of the local brine which, because of the
extra consumption of coal this necessitated, made
the production of salt more expensive than in
Cheshire and Worcestershire.  Production was small
and mainly for local markets.  In 1766 the works
was leased to a local farmer, Preston Moore.1

The Trent & Mersey Canal (T&M) reached Weston
in September 1770, Shirleywich being exactly 42
miles from Derwentmouth where the T&M joined
the River Trent.  The works was connected to the
main line by a short branch by 1810.  That the lessees
had taken energetic advantage of the opportunities
provided by the fast expanding canal system is
indicated by the fact that Charles Moore had eight
boats in 1795 and ten in 1797.  In April 1798 he
wrote to the Oxford Canal Co asking for tonnage
rates on flintstones, stating that he proposed to carry
them at a halfpenny per ton mile.  There is no
indication as to whether he was contemplating the
carriage of Newhaven or Gravesend flints via the
Thames and the canals or whether he had chalkpit
flints in mind.2  The records of the Weston Salt Works
mention ‘Oxford flints’, unfortunately without giving
any details.3  In 1799 he was carrying 60 to 80 tons
of salt weekly to, or beyond, Oxford alone, in
competition with the Droitwich saltmasters who,
using the Thames & Severn Canal route, were
persistently able to undercut him.  Moore wrote to
the Oxford Canal Co on 2 April 1799 asking for lower
tolls and mentioned trade to Reading, Henley and
London.  His case was supported by two Oxford salt
merchants, Brooks & Evetts and Ward & Holland

who confirmed that Droitwich salt was the cheaper
product but claimed that if Staffordshire salt could
be made competitive they hoped to expand the market
for it not only in the Thames Valley but throughout
Berkshire, Buckinghamshire and even to parts of
Hertfordshire.4  Moore’s trade to Reading in 1810
was evidenced by a claim for a refund of duty paid
on a cargo for that town which had sunk in the
Shirleywich Branch.5  Trade expanded during the
Napoleonic Wars.  By 1830 Jno Moore had a ware-
house at Paddington. High demand for salt in the
1820s and 1830s enabled the Oxford Canal Company
to raise its tolls.  In 1832, the Weston Company were
informed that ‘the tonnage on salt was now 2s.2d,
the former 1s.5½d rate having been done away with’.
This was the Hawkesbury Junction to Braunston toll,
used for London traffic.

In 1852, William Moore entered into a partnership
with James Sutton of Shardlow, an important carrier
on the T&M, a Mr Broughton and William Furnival
(who had salt interests in Cheshire and Droitwich),
formed to exploit a patent for reducing fuel costs.  A
few months later Moore was bought out and the
British Patent & Rock Salt Company was formed to
control the Staffordshire and Cheshire works.  The
company ceased in 1859, Shirleywich being leased
by James Sutton.6   In 1869 the lessee was G Allport.

Weston

In 1821 Earl Talbot sunk a brine shaft on the west
side of the Trent, the brine being piped to a new works
on the east bank of the canal, south of Weston village
and half a mile north of Shirleywich. (SJ977266)

The Weston salt works was managed by Jeremiah
Ginders, agent to Earl Talbot.  There were ware-
houses in London by 1823, Birmingham by 1827
and Wolverhampton from 1830.  The Wolverhamp-
ton warehouse space was rented from Crowley &
Co.  Salt was sent to Yorkshire and also to the Baltic
(via Hull).  At this time all except local orders were
sent by canal.  Coal for the works came by canal
from the Brereton Collieries near Rugeley, also part
of the Talbot estate.7

Staffordshire Salt Works
on the Trent & Mersey Canal

By Tom Foxon
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Salt from Weston was despatched in both small
consignments and boatload quantities.  There were
four main grades of salt: fine, basket, export and
manure.  The list of places to which salt was sent in
boatload quantities included Brentford, Warwick,
Leicester, Newport Pagnell, London (City Road
Basin), Coventry, Northwich, Birmingham, Bucking-
ham, West Bromwich, Gailey, Newport (Shropshire),
Oxford, Northampton, Market Harborough, Reading,
Atherstone, Uppingham, Banbury, Horncastle,
Melton Mowbray, Aylesbury, Leighton Buzzard,
Mountsorrell, Boxmoor, Sheffield, Nuneaton,
Welford, Hull, Gainsborough, Rugby and Hinckley.
The extent to which canal carriers were involved in
the salt trade is exemplified by substantial purchases
by Jos Smith & Sons (Horninglow Wharf, Burton
upon Trent), Henry Ward (Oxford) and Nathaniel
Wheatcroft (Cromford).  Salt was occasionally

supplied to the neighbouring Shirleywich concern at
their Paddington warehouse and some was bought
from Reeves & Shaw who had a salt works at
Middlewich.  Smaller consignments could be as little
as two cwt at a time.8

The Weston company had their own boats, £250
being paid to Samuel Turner for two new boats in
September 1827.  The accounts9 show entries for
Trent lines, indicating that they worked onto the Trent
and Soar, for straps for use on the narrow canals and
for boat stoves.  Although there are payments for
boat repairs, the company also purchased ‘hinges for
boats’, which probably refers to the iron work for
hanging the helms onto the sternpost, tar and other
materials, and this indicates they may have done some
repairs or building themselves.  In later years there
were payments to the Brereton Colliery for boat

Detail of map of Weston on Trent, 1904
William Salt Library, Stafford

Scale approximately 1:10,800
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repairs.  It appears that they may have consolidated
some small orders to make up (or include in) a
boatload, particularly en route to, and at, Derby where
they had numerous small customers.  They also used
the services of  professional carriers including Thos
Best, Thos Ebbern, Sutton & Co, R Heath & Co, Jos
Smith, Flower & Son, Soresby & Flack and
Pickford’s.

The cost of boating salt to London (to No 28
Wharf, City Road Basin) in 1834 was as follows (per
ton):

Tolls: Trent & Mersey 1s.  3d
Whittington Brook        5½d
Fazeley        8¾d
Coventry 1s.10¼d
Oxford 2s.  2d
Grand Junction 5s.  0d
Regents        9d        12s.  2½d

Haulage         9s.  0d
Boat Hire         1s.  0d   
Total  £1.  2s.  2½d

When salt was delivered to Moore’s warehouse at
Paddington, the boatage cost was reduced by 1s.  It
was sold to J Moore at 40s per ton which left 18s.9½d
for the Weston Works.

Interestingly, in July 1830, the Weston Company
calculated the cost (per ton) of sending salt to London
via the Severn and Thames & Severn Canal: 10

Tonnage: to Stourport:        3s.10d
Haulage: to Stourport (49 miles)        3s.  0d
Use of boat               6d
Freight: Stourport to Gloucester        4s.  6d

          Gloucester to London
               (unloading on Thames)      10s.  0d
Total £1.  1s.10d

Detailed expenses of sending salt to Melton Mow-
bray were also given:

Tolls: T&M 3s.  6d
Loughboro’ 2s.  6d
Leicester 1s.  6d
Wreak 3s.  6d

Waterman 1s.  6d
[local pilot required for the Trent & Soar]

Haulage 4s.  5d
Trent line  [special tow line]           2d
Total 17s.  1d

Trading by canal

The Weston Salt Works traded in other commodities
as well.  From 1831 there are records for the transport

of flints via London and Gainsborough, and Cornwall
stone (china stone) via the Severn and via Liverpool.
Chalk, plaster and oil cake are also mentioned.  Some
of the flints came up the Trent; there is a payment to
Soresby & Flack, carriers of Shardlow, for these
materials and the freight on them on 21 November
1832, and another to Jos Smith & Sons (Horninglow)
soon after.  Most appear to have come via the Weston
Company’s wharf at No 28 City Road Basin.  The
types of flint dealt with were ‘Newhaven Bolders’,
sold by them at 22s to 23s per ton and ‘Best
Gravesend’ at 26s to 27s per ton.  The quantities
were quite substantial, for example a payment was
made to Messrs Axley & Taylor for the carriage of
222½ tons at 10s.9d per ton, less wharfage at No 28
City Road Basin, and a similar payment to Robins,
Mills & Co on the same day.  The company’s usual
lighterage contractor in London was J Golden, to
whom they were paying 2s.3d per ton in 1832.  In
1834, the Weston Company had contracts with Hugh
Henshall Williamson to take 300 tons of flints
delivered to Alexander Reid’s wharf at Brownhills
(Tunstall) and quoted flint and Cornish stone prices
for Messrs Finlow, ‘Coton’ (Colton) Mill, to be
delivered at Brindley’s Bank, near Rugeley.  In 1835,
there were more contracts with Williamson and one
with Stubbs & Taylor of Cockshutt Mills.

The flint trade from London by canal, being in
competition with the Trent route, was toll sensitive.
There are details of the costs of boating Gravesend
flint from London in July 1830:

Price at Bulls Bridge (per ton of 21 cwt)11 12s.  0d
Tonnage: Grand Junction 3s.  6d

Oxford 3d
Coventry 1s.  0d
Huddlesford 4d
Fazeley 4d
T & M 1s.  4d 6s.  9d

Haulage 1s.  0d
Boat 9d
Difference in weight 9d
  [The flints may have been sold at
  20 cwts to the ton.]                  
Total £1.  1s.  3d

As best Gravesend flints could be sold to the flint
mills at 26s to 27s per ton the Weston Company could
expect to make a profit of 4s.9d to 5s.9d per ton.

Beneath these figures is written: ‘delivered at
Gainsborough’, ‘Oxford flints’ and ‘Harefield’ but
no figures are given for these routes or sources of
supply.

In December 1831 there is a payment to Richard
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Heath & Co, the Stourport carriers, for Severn freight,
wharfage and weighing Cornwall stone.  In October
1834 the Weston Company listed the following costs
for that commodity:

Price of Cornwall stone delivered
at Liverpool (per ton): £1.  6s.  0d

Freight: to Runcorn: 3s.  6d
Freight: to Stoke:         8s.  0d
Total £1. 17s.  6d

In the same year, the Weston Company was able
to quote 37s per ton to Colton Mill (near Rugeley),
cheaper than the above Stoke via Liverpool rate for
a longer distance which indicates the possible use of
the Severn route.12

Trading in other commodities provided back loads
for the Weston Company’s salt boats.  Plaster13 and
whiting was brought back from Barrow on Soar by
the Leicester and Melton boats, some being sold to
Wm Waite, Wharfinger at Stoke Wharf, and flints
sent by the Gainsborough route provided return loads
for salt boats trading to Shardlow for Lincolnshire
and Hull.

In quoting rates to salt customers, the company
made a reduction for full boatloads and, in the case
of firms on the Grand Junction, passed on the canal
company’s reduction of 16s per boat when boats
worked in pairs.  In the case of salt normally shipped
in blocks, customers who wished it to be bagged had
to supply their own bags but the company would
crush the salt and bag it free of charge.14

Sometimes the company had to trust its customers
to make price adjustments, as in the case of Messrs
Wing & Son who were quoted 34s per ton for salt
delivered to Hickling on the Grantham canal but were
requested, ‘If above is less than the charge made by
Sutton, JG [Ginder] expects Messrs Wing will make
it the same when settling as JG wishes to sell at the
same price as Sutton.’  Geo Walker of Kingsland
Road Basin on the Regents Canal was quoted 45s
delivered at Paddington or City Road, ‘But not
knowing Kingsland Basin he must judge for himself
if more or less will be charged.  JG sends the boats
to the City Road Basin generally for back loading.’

Later developments

After 1854, the Weston works concentrated on coarse
salt and supplied only local customers.  In 1877 a
siding was made from the Stafford and Uttoxeter line.
For a while, in 1880, both works were under the same

management and in 1888, Weston was taken over by
the Salt Union, who temporarily revived the trade.
Neither Weston nor Shirleywich was in regular
operation after 1893 and both closed in 1901.15  In
the early 1890s there are records of occasional empty
Fellows, Morton & Clayton boats between Derwent-
mouth and both Weston and Shirleywich, Salt Union
boats from both Derwentmouth and off the Coventry
Canal at Fradley Junction to Weston and one J Barker
boat, Derwentmouth to Weston, but no indication of
the destinations for which they loaded.16

The end of salt production at Weston may have
been hastened by development of brine deposits at
Stafford, first discovered in 1877. The Stafford Salt
and Alkali Company was formed in 1893 and in 1894
the Baswich Salt works were built on the Stafford-
shire & Worcestershire canal, served by a pipeline
from Stafford Common.  Baswich works closed in
1958.  Part of Weston works was occupied by
Alabaster Industries Ltd between 1919 and 1963.16
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onwards
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15 Victoria County History: Staffordshire, Vol 2
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Proposals for the classification and numbering of
British roads, mainly to facilitate the transfer of funds
from the Exchequer to local highway authorities,
were being developed by the Roads Board prior to
1914, but the outbreak of World War I meant that
these were not implemented.

In 1919 the Ministry of Transport (MOT) was
established, and it fell to this body to undertake the
task of road classification and numbering.  The
purpose was twofold: to allow local authorities and
the MOT to identify particular sections of road easily
for administrative purposes, and to help motorists to
find convenient through routes.  The power to
introduce road numbering was set out in the Ministry
of Transport Act 1919, Section 17(2).

In May 1921, the MOT sought advice from the
Michelin Tyre Company regarding the system used
for numbering of roads in France.  However their
suggestions were not followed, and it was decided
to adopt a simpler system whereby roads linking
important towns, and those with exceptionally heavy
traffic (‘Class I’) were prefixed with the letter A,
and secondary roads of more than local importance
(‘Class II’) with the letter B.  England & Wales was
divided into six numbered ‘Zones’, and Scotland into
three (originally only two were proposed) with roads
A1–A9 forming the zone boundaries.  For other
roads, the first digit of the number indicated the Zone
in which the road commenced.  This is, in essence,
the system which is still in use today, although many
individual road numbers have since changed.

After consultation with local authorities and
motoring organisations, a definitive list of the
proposed road numbers was drawn up; this process
was completed by February 1923, and County
Surveyors were asked to start erecting signposts
bearing the new numbers.

The choice of the primary roads

As noted above, the system was based on a group of
nine primary roads, six radiating from London (A1–
A6) and three from Edinburgh (A7–A9).

The general rule was that each primary road should
run on until it met another primary road, or until it
reached the sea.  This was applied as follows:
• A1 London to Edinburgh;

• A2 ran to the sea at Dover;
• A3 ran to Portsmouth ferry landing for the Isle of

Wight;
• A4 ran only to Bath — an exception to the rule —

but later it was extended through Bristol to
Avonmouth;

• A5 ran to the harbour at Holyhead;
• A6 ran to meet the A7 at Carlisle;

• A7 ran from the junction with the A1 at the east
end of Princes Street in Edinburgh to the junction
with the A6 in Carlisle;

• A8 ran from the junction with the A1 and A7 at
the east end of Princes Street through Glasgow to
Gourock;

• A9 ran from the A8 at North Gyle, just west of
Edinburgh, to Inverness, later extended to the sea
at John O’Groats, subsequently altered to Thurso.
The line for the A1 chose itself: this could only be

the Great North Road, joining the two capitals.  The
name Great North Road still appears on plans of
places along its route — for example at High Barnet,
Potters Bar, Hatfield, Newark, Doncaster, Durham,
Newcastle and Alnwick.  From thence, although
Telford had surveyed a route by Wooler and Cold-
stream which it was claimed would have shortened
the stage-coach journey, the delineators of the A1
chose the old route via Berwick and Dunbar.

A number of ‘Roads’ radiating from the capital
were discerned by Londoners — the Dover Road,
the Brighton Road, the Portsmouth Road, the Bath
Road, the Oxford Road and the Holyhead Road.  Five
designations, A2 to A6, had to be allotted to these
and other possible contenders — such as roads to
the north-west.  It does seem that decisions were taken
with the eyes on the past rather than the future,
looking back indeed to the world of Jane Austen and
Charles Dickens.

British Road Numbering
By Graham Bird and John Mann

Regrettably, Professor Mann died prior to publication of this article
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Thus Dover had been, for a long time, the gateway
to the Continent.  Folkestone, in contrast, was a recent
upstart: unlike Dover, it was not one of the Cinque
Ports.  Yet by the 1920s, the Folkestone–Boulogne
route was just as important as Dover–Calais.
Nevertheless, it was the Dover Road which was
designated A2, running by Shooters Hill, Bexley-
heath, Rochester and Canterbury, ignoring Folke-
stone altogether.

In spite of the prominence given to Brighton by
George IV, the designation A3 was given not to the
Brighton Road but to the Portsmouth Road — named
as such for example in plans of Kingston, Ripley and
Guildford.  Here again, the view is to the past.  Vital
as had been this road in maintaining communication
between the Admiralty and the naval base (attested
also by the semaphore system along its line), by the
1920s Portsmouth was overshadowed by South-
ampton.

The most important road running west from
London in the 1820s was the Bath Road, which
became the A4 in the 1920s.  The name Bath Road
still appears on plans of Hounslow, Maidenhead,
Reading and Newbury.  The road onwards from Bath
to Bristol and Avonmouth was part of the A36 until
the 1930s.

With only A5 and A6 left to cover all the north-
west, it is perhaps not surprising that the Oxford Road
— named so at Uxbridge — has to be content with
A40.  It is interesting to note that, beyond the Severn,
the A40 followed the old coach road by Ross-on-
Wye, Abergavenny, Brecon, Llandovery and
Carmarthen to Haverfordwest.  There the stage-coach
route turned south to Milford Haven, and the A40
north to Fishguard.  (The A40 did not originally pass
through Monmouth; between Ross and Abergavenny
it was routed via Skenfrith, now the B4521.)

Perhaps the most interesting road is that to
Holyhead.  After the Union of Great Britain and
Ireland in 1800, communication between Dublin and
London assumed great importance.  Early stage-
coaches travelled by Oxford or Coventry to
Birmingham, then by Whitchurch and Chester to
Conway, Bangor and Holyhead.  Telford repaired a
route by the Great North Road to Barnet, then by
South Mimms to St Albans, from there following the
Roman road Watling Street to Daventry. From there
his route led by Coventry and Birmingham to
Shrewsbury, followed by his pièce de résistance, the
road by Llangollen to Bettws-y-Coed, Capel Curig
and Bangor to Holyhead.

Surprisingly, the line taken by the A5 follows the
Roman Watling Street the whole way from Hyde Park
Corner to just short of Shrewsbury.  Only the stretch
from St Albans to Daventry forms part of Telford’s
stage-coach line.  Over its whole length, the A5 serves
directly not a single sizeable community.  Is this
merely antiquarianism?  Or is it perhaps a pre-
motorway attempt to achieve directness and avoid
urban congestion?  If the latter, it is hardly paralleled
by any of A1–A4.

Nor is it paralleled by the line chosen for the A6.
Unlike any of the previously mentioned roads (even
the name Holyhead Road appears in appropriate
places in Coventry and Handsworth), there seems to
be no example of a ‘Manchester Road’ (except
southwards at Swinton), nor a ‘Carlisle Road’, along
its line — much less a ‘Glasgow Road’. This may be
partly due to the fact that stage-coaches for Glasgow
seem to have largely followed the Great North Road
to Scotch Corner, traversing the Stainmore Pass to
Penrith and then on to the north.

Unlike the A5, the A6 does serve directly a number
of sizeable communities, including Bedford, Leices-
ter, Derby, Manchester and Preston.  Liverpool and
all the towns of Lancashire are easily reached from
its line.  Unlike A1–A5, its route is apparently in no
way conditioned or influenced by echoes from a
Romantic past, whether Regency or Roman, as
viewed from London.

The same is true of A7–A9 in Scotland. There are
‘London Roads’, ‘Glasgow Roads’ and ‘Edinburgh
Roads’ in appropriate places in Edinburgh, Glasgow
and elsewhere (such as Perth). The routes are
straightforward, and unaffected by baggage from the
past.

The routes of the primary roads in London

Inevitably, since six of the roads radiated from
London, the situation there was somewhat complex.
The original situation seems to have been as follows:
• The starting point was apparently the junction

where the Mansion House, the Bank of England
and the Royal Exchange face each other. From here
the A3 set off down King William Street, across
London Bridge, down Borough High Street and
Newington Causeway, and on to Portsmouth.

• The A2 started where Great Dover Street diverged
from Borough High Street, then down Old Kent
Road and on to Dover.
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• The A4 started from the Mansion House / Bank
junction, along Poultry, Cheapside, Newgate
Street, Holborn Viaduct, Holborn, High Holborn,
then down Kingsway and right into Great Queen
Street, Long Acre, Cranbourn Street, Coventry
Street, Piccadilly, Hyde Park Corner, Knights-
bridge, Kensington Road and on to Bristol.

• The A5 started from the A4 at Hyde Park Corner,
then via Park Lane and Edgware Road to St Albans
and on to Holyhead.

• The A1 started from the A4 at the west end of
Cheapside (this secondary starting point being
conditioned by the decision to start the scheme
from the Bank / Mansion House junction), then
north by St Martin’s Le Grand, Aldersgate,
Goswell Road and Upper Street to Barnet, Hatfield
and on to Edinburgh.

• The A6 started from the A1 at Barnet (now A1081)
to South Mimms, then to a glancing junction with
the A5 in St Albans, and on to Carlisle.

The numbering in London was later changed.  The
starting point was moved from the Mansion House /
Bank junction to the junction of Cannon Street, King
William Street and Gracechurch Street.  While the
A3, although slightly foreshortened, still ran south
over London Bridge, the A4 now ran west along
Cannon Street, St Paul’s Churchyard, Ludgate Hill,
Fleet Street, Strand, Trafalgar Square, Cockspur
Street, both Lower Regent Street (northbound) and
Haymarket (southbound), Piccadilly and on
westwards.  Thus the A1 now started from Cannon

Street and ran by New Change to its existing line
northwards.

There were other later changes.  The A4 was
diverted from Knightsbridge by Brompton Road and
Cromwell Road, running parallel to the old line, by
Hammersmith and Chiswick to the M4 (the old A4
becoming the A315).  The A1 was diverted from the
old line (which became the A1000) at the north end
of Archway Road on to Watford Way and the Barnet
Bypass, and then on to Hatfield, where the A1 and
A1000 merge again.

Road numbering within the zones

The numbers of roads, both A and B, clockwise from
each of these primary roads, normally had as their
first digit the number of that road; for example, all
roads clockwise from the A1 had ‘1’ as the first digit
of their numbers. (The exceptions will be noted
below.)  This divided the country into a number of
zones.  Road numbers could transgress clockwise
into the next zone or zones, but not anticlockwise.

The ‘A1’ zone would have been expected to stretch
round clockwise to the A2, but after the A100 (via
London Bridge to Bricklayers Arms), A101
(Rotherhithe Tunnel to Jamaica Road) and A102
(Blackwall Tunnel to Woolwich Road) had been
listed it was decided that the Lower Thames would
become the boundary between zones 1 and 2: thus
all the roads in Kent begin with a ‘2’.

Class I (‘A’) roads were allotted numbers having
one, two, three or four digits; Class II (‘B’) roads
had either three or four, often using identical
numbers.  Very broadly, the number of digits allotted
was in inverse proportion to a road’s significance,
but there were many exceptions such as A276, a half-
mile long link road in Lewes; one wonders why it
and similar examples elsewhere were not given four-
digit numbers.  Likewise, while A30 and A40 are
each nearly 300 miles long, other ‘two-digit’ roads
such as A79 are purely local in nature.

Similarly-numbered ‘A’ and ‘B’ roads are
sometimes confusingly close to each other; thus the
A416 and B416 are both within a few miles of
Beaconsfield, and the A900 is closely paralleled by
the B900 in Edinburgh.  Because ‘A’ and ‘B’ road
numbers are duplicated in this way, the
reclassification of roads from ‘A’ to ‘B’ and vice
versa usually involves the allocation of a new number.
An exception is the A1151 near Norwich, which was
formerly the B1151, the eastern end of which survives

Old-style advance direction sign in Winchester
(at SU476299).  The road  to the right was

actually numbered B3045, but was so short that it
was not thought worthy of inclusion on the sign.
The B3420 had started life as A342; the A341
later became part of the A272 (now B3049).

(PRO, MT39/246, November 1934)
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beyond Stalham.  The splitting of roads into separate
sections can be particularly confusing; for example,
the A379, once Exeter–Torquay–Plymouth, until
recently consisted of three pieces separated by the
B3264 and the B3199, to say nothing of the Dart
Ferry.  One of the ‘gaps’ has now been filled by
rerouting the A379 to take over a section of the
former B3199 between Teignmouth and Torquay.

Road numbers mostly remained within their own
zones but, as mentioned above, some strayed (always
clockwise) into the next zone, or even the second or
third.  Thus the A27, Pevensey–Lewes– Chichester,
crossed the A3 to Southampton and proceeded to
beyond Romsey.  The A38, Bodmin–Plymouth–
Exeter–Bristol, crosses the A4 and goes on to
Gloucester, Birmingham and Burton, originally
stopping at Derby, where it met the A61.  (Now it
goes on across the A6 to Mansfield.)

The A47 ran from Birmingham via Leicester to
Peterborough, Wisbech and Downham Market.  West
of Swaffham it met the A17 coming from Newark,
but it was the A47 which pushed on to Norwich and
Great Yarmouth — a strong suggestion that the
originator of the system worked from the Thames,
clockwise around to the North Sea.  (The A47 was
later amended to go via Kings Lynn rather than
Downham Market, the road through the latter
becoming the A1122.)  The A46, from Bath via
Chippenham, Stratford-on-Avon and Coventry to
Leicester, then ran by the Fosse Way to Newark and
Lincoln, and on to the outskirts of Grimsby.  The
A52, A57 and A59 all crossed into ‘Zone 1’.

The rule that all the zone boundaries should be
formed by primary roads did not quite work at
Edinburgh.  Here, the boundary between ‘Zone l’ and
‘Zone 9’ was marked by the A900, which ran north-
east from the A1/A7/A8 junction to Leith.  Perhaps
it was felt that Leith did not form a sufficiently
distinctive terminal point to justify strict adherence
to the system.

The development of the system

Perhaps inevitably, it was soon found that a few roads
had been incorrectly numbered, and some early
adjustments were made.  The A2012 in Hampshire,
for example, was renumbered A3062 in August 1925,
and the B6379 in Yorkshire became B1217.  In other
cases it was felt that a poor choice of route had been
made, encouraging through traffic to follow sections
of road which were unnecessarily narrow, congested

or hazardous.  This led, for example, to the diversion
of A1 away from its initial route through Northaller-
ton in August 1924, with the original section of A1
being redesignated A167.  At the same time the
southern part of A66, which until then had extended
south via York to Hull, was redesignated A1079.

It soon became apparent, too, that the original
allocation of numbers had often been made on an
overly parochial basis.  (In Perth, for example, three
very short stretches of link road were separately
identified as A920, A921 and A922.)  This meant
that longer-distance traffic sometimes had to follow
a rapidly-changing succession of road numbers in
the course of a single journey.  In the 1930s, the Roads
Classification Section of the MOT undertook a
comprehensive review, and many existing numbers
changed or disappeared.  Examples are given else-
where in this article.

The original numbering process took place almost
simultaneously with the burst of road-building
activity which created a new network of arterial roads
in the London area during the 1920s.  The ‘arterial’
sections of the A106, A108, A118, A127, A2, A20,
A22, A30, A4 and A406 in the London area, although
numbered, are shown on contemporary maps as
‘under construction’, thereby indicating that
provision was made in advance for these roads when
numbers were originally allocated.  Many of the
numbers allotted would be unfamiliar to the present-
day motorist; they suggest that the new roads were
seen by the Ministry as alternatives to, rather than
replacements for, the existing routes which they
bypassed.  Together with their later and better-known
equivalents, the numbers used were as follows:

Later designation
A106 Eastern Avenue A12
A108 Great Cambridge Road A10
A118 East Ham & Barking Bypass A13
A1009 North Circular Road A406

(from A108 to present A1009)
A1081 A11 (Woodford) to A406

Eastern Avenue (now A1400)
A22 Croydon Bypass A23
A295 Bexleyheath Bypass A2
A403 Western Avenue A40
A405 North Circular Road A406

(Hanger Lane – Acton)
A4000 North Circular Road A406

(Acton – Gunnersbury)
A5088 Watford Bypass A500  (now A41)
A5092 Barnet Bypass (northern end) A555
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 (now A1)
A5093 Barnet Bypass (southern end) A555

 (now A1)

The North Circular Road did not consist entirely
of new construction, and its numbering initially
retained in part the identities of existing roads whose
routes it took over.  The allocation of four-digit
numbers to the Watford and Barnet bypasses is
intriguing; presumably all available three-digit
‘Zone 5’ numbers had already been used. However,
the subsequent change to A500 for the Watford
Bypass — no doubt to reflect its increasing impor-
tance — meant redesignating the Hampstead – North
Finchley road, which originally carried that number,
to its current identity of A598.  The ‘new’ number
for the Barnet Bypass, A555, was vacant because
the original road of that number, serving Ellesmere
Port, had already been merged into the adjacent
A5032.

Although the Brighton Road failed to qualify as a
primary route, it did achieve distinction in a different,
rather odd, way.  In early days the A22 ran from the
A3 at Kennington Oval by Croydon and Purley to
East Grinstead and Eastbourne.  The A23 began by
branching off from the A22 at Purley, and running
by Redhill to Brighton.  Before long, however, the
A23 was extended northward, superseding the A22
as far as Kennington Oval, but then going on by
Kennington Road and Westminster Bridge Road, to
finish near the eastern end of Westminster Bridge
(in this last stretch displacing part of the A302).  The
A23 now thus defined, exactly and precisely, the
extent and line of the annual London to Brighton
Veteran Car Run (before the days of the M23).

The A42 was originally Reading–Oxford–
Birmingham.  South of Oxford it was superseded by
an extension of the A329; north of Oxford it was
replaced by an extension of the A34 through
Birmingham to Manchester in the early 1930s.  This
northward projection of the A34, as well as
eliminating the remainder of the A42, disposed of
the A455, the A526 and the northern end of the A449.
As if to compensate, the last-named was extended
south from Worcester to Newport, taking over what
had been the eastern end of A48.  This road in turn
was diverted to its present terminal point just west
of Gloucester, eliminating the former A437.

The A154 once ran from Mablethorpe, Lincoln-
shire, southward to Boston and then inland to a
junction with A152 at Donington.  In the 1950s it
was absorbed by a better-known road, the A52, which

was extended ‘out of zone’ eastward from Grantham,
eliminating at the same time all but a snippet of the
A152.

At about the same time, both the A176 (Stockton
on Tees to Middlesbrough) and part of the A67 were
supplanted by an eastward extension of A66 from
its former terminal point at Scotch Corner on the A1.

The A9 at first went only from Edinburgh to
Inverness; most of its remaining present-day route
was covered by A88, although north of Wick this
diverged to Thurso via what is now B876.  By 1937,
however, the A9 had been extended to John
O’Groats.  When lengthening the A9 the popular
appeal of John O’Groats therefore prevailed over the
greater real importance of Thurso, which one might
have expected to be served by the ‘primary road’;
however this term appears to have no real signifi-
cance beyond the tautological one of referring to a
road having a single-digit number.  The A9 has
recently been altered yet again to run from Wick to
Thurso; Wick to John O’Groats is now the A99.

The replacement of A88 by A9, mentioned above,
was an early example of the ‘tidying-up’ process
which has continued ever since. Whether the benefits
justify the associated cost and loss of continuity is
very much open to question, but the examples else-
where illustrate the way in which such changes have
occurred.

By the mid 1950s renumbering had been extensive;
Hughes’ listing in ABC [of] British Roads (Ian Allan,
1956) of two- and three-digit Class I roads omits the
following numbers which were then no longer in use
(some have subsequently been re-used):

A108*, 132*, 135*, 139, 147, 150, 154*, 176*, 180,
194*, 195*
A204, 231, 274, 276*, 277, 278, 282, 292–294
A326, 355, 364, 369, 378, 397, 398
A42*; 403*, 430, 437*, 455*
A500*, 506, 511, 526*, 555*, 563, 564
A601, 648
A79*; A717, 720, 729, 731-733, 739, 740, 752-754,
756, 770–774, 777-799#
A88*; A802, 804, 805, 813, 817, 818, 825, 829, 840,
842, 872, 874, 877, 878, 893, 896, 898
A99*#; A900*, 922*, 925, 931, 936, 945, 946, 949,
951, 953, 954, 962, 963, 976, 978, 982, 987–989,
991–993, 995–999#

* See references elsewhere in this paper.
# It seems likely that these numbers at the upper

ends of their ranges, had not, to that date, ever
been  allocated.
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Other numbering systems

The Trunk Roads Act 1936 made the MOT the
Highway Authority for the 4,500 miles of ‘principal
through routes’ in Great Britain.  (A further 3,700
miles were added in 1946.)  Not surprisingly, almost
all the newly-designated stretches of trunk road
already had ‘A’ numbers, and thought was given by
the MOT to the possibility of renumbering them as
‘T’ roads, using either their existing numbers or a
completely new series.  Experiments were carried
out with the use of distinctive colours and symbols
for trunk roads, and the introduction of new ‘T’ signs
was proposed.  In the event it was decided, perhaps
wisely, that this would be confusing rather than
helpful to the motorist, and it was not proceeded with.
Trunk roads (including motorways) were separately
numbered for internal purposes; a 1967 list shows
TR18 to be Swansea to Manchester, for example.

A further new category of minor road (‘Class III’)
was created for administrative purposes in 1943.
Although these were not normally shown as such on
maps or signposts, each county council issued its own
series of ‘C’ road numbers to identify them internally,
and these have occasionally appeared — presumably
in error — on signposts.  Examples are known to
have existed in Hull, Norfolk and County Durham.

A complementary numbering scheme is used to
designate main roads in Milton Keynes, which have
numbers commencing with ‘H’ and ‘V’ (for
horizontal, that is, east–west, and vertical, or north–
south, respectively).  This includes certain stretches
of A road also forming part of the national network
— for example, the relevant portion of the A421 is
locally designated H8.

The motorways

The numbering of motorways followed a broadly
similar system, using an ‘M’ prefix followed by the
number of the parallel ‘A’ road.  However, a notable
exception was the Birmingham–Exeter motorway,
designated M5 rather than the more logical M38.
(There is no exact motorway equivalent to the A5.)
This meant that the zone system could not be rigidly
applied to motorways, and a number of shorter ones,
such as the M49 near Bristol, have been given
numbers which do not reflect any relationship with
the equivalent ‘A’ road.  One example which failed
to materialise, however, was M16.  Although a short
section of motorway bearing this number appeared
on OS maps of Hertfordshire while under
construction in 1974, it was actually opened as A1178
and later became part of M25.

In some cases complications occurred because
more than one motorway paralleled a particular ‘A’
road — for example, the number M1 is based on the
roughly parallel A1, but the A1 itself has also been
converted in part into a motorway bearing the number
A1(M), one section of which joins the M1 near
Garforth.  Similar examples occur elsewhere.  A
curious situation has arisen between Glasgow and
Carlisle, where the same continuous stretch of
motorway is designated M74 north of Abington and
A74(M) south thereof.  Inconsistencies also arise in
relation to short stretches of motorway which lie
between the ‘M’ and ‘A’ roads of the same number
— for example, the A308(M) and A404(M) are both
situated between the M4 and the A4, but are
numbered as if they were in different zones.

The numbering of the motorways avoided some
of the antiquarian bias of the numbering of the ‘A’
roads.  For example, the M3 runs all the way from
inside the M25, by Basingstoke and Winchester to
Southampton.  As to the A3, only a short stretch north
of Havant appears as A3(M).  The M4 ignores Bath,
but connects to Bristol by the short M32, and forges
on into South Wales.  However, the M2 has the
historic but now less important route through north
Kent, whereas the M20 serves the Channel Tunnel
and Folkestone, with the dual carriageway A20
continuing into the port of Dover.

The arrival of the motorways also began to play
havoc with the neat system of ‘A’ road numbering.
Chunks have been cut out of the A5, A6, A11, A34,
A47 and many other roads, often in a ragged fashion,
in order to nudge traffic on to the motorways.  Thus,
if one drives up the A5 along Edgware Road, on

‘C’ road sign at TF371207 in Lincolnshire
(Photograph by Richard Oliver, 9 October 1989)
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reaching the A41 the A5 unexpectedly becomes the
A5183, and only turns back into the A5 at Junction
9 on the M1.  The A11 disappears in east London,
and only reappears at Junction 9 on the M11 near
Great Chesterford.

The ‘clockwise’ rule is also now ignored, for
example, in the case of the A66, originally running
east from the A6 at Penrith, over the Stainmore Pass
to Teesside.  This has now been extended backwards
(that is, anticlockwise) into Zone 5, to run by Keswick
and Cockermouth to Workington.  It provides a single
road-number for through traffic to follow; no doubt
this is why it was done.

Tyneside

One area which has seen particularly radical changes
is Tyneside, where few roads still bear the same
number as they did in 1950. Many of the alterations
stem from the two successive diversions of the A1
away from its original course, firstly to the east of
Newcastle via the Tyne Tunnel and more recently to
the west via the new bridge at Blaydon. In the period
between these two diversions, several minor ‘Zone
1’ roads lay entirely outside Zone 1 (as thus
redefined).  The following summary will give a
flavour of the process, but is far from being a
complete list of all the roads which have received
new designations:

1950s
A1 Birtley                       became A6127
A194 Seaton Burn – Blyth A189, A192,

A193, A1068
A195 Morpeth – Plessey A192
A1063 Morpeth – Guide Post A196
A196 Guide Post – Hartford BridgeA1068

1970s
New eastern alignment – part motorway

                                becameA1 / A1(M)
A1 Birtley – Darlington A167
A1 Newcastle A6125
A1055 South Shields – Boldon A194
A19 Seaham – South Shields A1018
A69 Newcastle A6115
New road: Seaham – Boldon A19
New road: Scotswood – Birtley A69
New m’way: Newcastle City Centre A6127(M)

1980s
New western alignment         became A1
A1 Earlier ‘new’ section (part) A19, A184
A6115 Newcastle (part) A186
A6125 Newcastle B1318, A1
A6127(M) Newcastle A167(M)
A1(M) Boldon (part) A194(M)
A69 Earlier ‘new’ section A1, A191

Recent developments
‘A’ roads are now subdivided into ‘primary routes’
and ‘main roads’.  The Ordnance Survey Road Atlas
describes primary routes as forming ‘a national
network of recommended through routes which
complement the motorway system’.  Since many
primary routes are not trunk roads, it would appear
that the former is a non-statutory classification, and
it is not reflected by any changes to road numbering.
However road signs now display details of primary
routes on a green background and those of main roads
(and ‘B’ roads) on white; motorway signs have a blue
background.  The OS Atlas shows primary routes in
green, with ‘main roads’ in red, but does not
separately identify trunk roads, whose status now
seems to be of less importance.  OS Landranger maps,
which until recently identified trunk roads by the
addition of the suffix ‘(T)’ after their numbers, now
instead show primary routes in green, reflecting the
presentation used on road signs.

An unusually radical renumbering has changed the
identity of the A14.  This number now refers to the
M1/A1 link road and its eastward prolongation to
Felixstowe; the change involved the elimination of
large chunks of the former A45 and A604.  The
original A14 — a quite different road, although it
also served Huntingdon — has accordingly been
redesignated, mainly using the number A1198.

In Scotland an equally intriguing change concerns
the A90, formerly Edinburgh–Perth, which had
largely been supplanted by the M90 motorway and
until the mid-1990s survived only for a few miles as
far as Inverkeithing.  This road has now been given
an extension beyond the northern end of the M90,
taking it no less than 120 miles via Dundee and
Aberdeen to Fraserburgh, including sections of the
former A85, A94, A92 and A952.  Associated local
renumberings have also taken place.
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The reasons for some changes are not clear.  For
example, in the 1980s a short intermediate section
of A361, between Swindon and its junction with the
A4, was redesignated A4361 although the number
A361 was retained both north and south of here.

An interesting development has recently taken
place in east London.  Perhaps to assuage the hostility
aroused by urban motorways, the newly-completed
extension of the M11 through Leytonstone has been
designated simply A12, and this number has also
been applied to the former A102(M) as far south as
the Blackwall Tunnel.  The short section of the erst-
while A102(M) south of the Thames has become
simply A102.

Other stretches of motorway have been similarly

demoted to ‘A’ rank.  Thus the A40(M) from North
Kensington to the A5 is reduced to A40; the M41
disappears and becomes merely a northerly extension
of the A3220; while the short stretch of A40 parallel
to the M41 becomes part of the A219.  As a result of
all these changes the A40 from Shepherds Bush all
the way to the A1 at St Pauls becomes merely an
eastward extension of the A402.  Similar treatment
has been given to the former A41(M) near Tring,
which is now simply a part of the A41.

It will be interesting to see if similar short stretches
of motorway are also reduced to ‘A’ rank — for
example, the A57(M) in Manchester, the A58(M)
and A64(M) in Leeds, the A167(M) in Newcastle-
upon-Tyne and the A38(M) in Birmingham.
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Documents show that a ferry service between
Liverpool and Birkenhead existed in mediaeval
times.  By the mid 19th century the commercial
activities and the growth in population of Liverpool
meant that the city became overcrowded.  Those who
were able drifted across the river to Birkenhead,
Seacombe, New Brighton, and other Wirral locations.
To handle the daily movement of people across the
river an elaborate ferry system sprang up and
although adequate it had been liable to serious
interruptions through fog, and rough and stormy
weather.

As early as 1825 the idea of a tunnel beneath the
Mersey had been proposed but it was not until 1866
that ‘The Mersey Pneumatic Railway Company’ was
incorporated by Act of Parliament (28 June 1866,
29 & 30 Vic Cap 139) with powers to raise capital
and to build a passage 1½ miles long beneath the
river connecting Liverpool with Birkenhead.

A further Act of 31 July 1868 changed the name
of the company to the ‘Mersey Railway Company’,
the word ‘pneumatic’ now left out of the title.  The
failure to raise sufficient capital had been partly be-
cause of  public scepticism about the dubious method
of motive power.

In 1879 the proposed project seemed to be
doomed.1  The timely intervention of Major Samuel
Isaac, an entrepreneur brave enough to take on the
responsibility, revived interest; fresh capital was
raised and eventually a start was made on the work.
The project engineers were Sir Douglas Fox and
James Brunlees, the contractor John Waddell & Sons.

From December 1879, when preparatory work
commenced, until completion in January 1886, not
a single day was lost due to the weather, shortage of
labour, lack of materials, or any other unforeseen
difficulties.  During the various stages of the work
the local and national press, and the professional
journals, apprised readers of the weekly rate of
progress.  Thus, details are found in the Liverpool
Courier, The Times, and the leading engineering
journal, The Engineer.  It is from the latter esteemed
publication that this brief account has been compiled.

A shaft was sunk on each bank of the river, the
first object being to drive a trial heading towards the
centre of the river and thereby determine the nature
of the strata through which the tunnel would pass.
The Engineer, 22 January 1886, reported an inter-
esting aspect not mentioned elsewhere in the author’s
research.  This concerned the shaft on the Liverpool
side which was located at the bottom of James Street.
Whilst sinking this shaft though ‘made ground’, relics
of old river-front Liverpool were unearthed.

The whole of Mann Island, from the present quay
wall right up to Back Goree or Strand-street, has been
filled up with spoil laid upon the old sandy and muddy
shore of the old bed of the Mersey, and a street called
Bird-street used to run where the George’s Dock
passage is now situated.  The shafts for the tunnel
were sunk through the old cellars of the houses
belonging to this street, and many of the old wooden
water-pipes which had served them were disinterred.
Below these, a thickness of tipped rubbish was found,
then the old strand of the river, then the blue silt which
is generally found underneath it …

The trial headways or drifts were extended
forwards from each shaft through sandstone rock,
gradually rising towards the centre of the river ‘so as
to drain off the water from the workings to the
pumps’.  To assist in the drainage powerful pumping
engines were installed by Messrs Hathon, Davey &
Co Ltd, of Leeds.

By June 1881 Major Isaac and his colleagues,
having spent £125,000 on the work so far, felt
justified in appealing for further capital.  The trial
drift had provided knowledge of the strata and given
experience of cutting through it.  In September of
that year it was decided to sink a second shaft on
either side of the river, these being devoted to
pumping purposes and to expedite the removal of
increasing quantities of spoil.  The second shafts2

were duly sunk and fitted with pumps; on 29 October
1881, William Laird, Mayor of Birkenhead, and Sir
William B Forwood, Mayor of Liverpool, started the
new pumps at a brief ceremony.

All the while, advance was made with the actual
railway tunnel which sloped down from each side
towards the centre line of the river.  To remove

Engineering Aspects of the Mersey Railway,
1881–86

By Jeffrey Wells
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accumulations of water, bore holes were driven
between the drainage drift and the railway tunnel to
allow water to escape.  In the spring of 1883 Colonel
Beaumont’s celebrated boring machine was
employed in driving the main tunnel.  Prior to its
use, tunnelling was done by using explosives and
manual graft.  By dint of this machine progress was
relatively rapid.  On 17 January 1884 the last few
feet of rock separating the Beaumont machine (on
the Birkenhead side) from the tunnel on the Liverpool
side were broken away by the machine.  This
occurred in the presence of officials comprising Cecil
Raikes MP, Major Isaac, Colonel Beaumont, James
Brunlees, Sir Douglas Fox, and the mayors of the
two cities.  After mutual congratulations the party
struggled past the boring machine and in so doing
became the first of many who would pass through
the tunnel from end to end.  The accuracy of the work
was fully recognised: ‘Engineers, at all events, will
appreciate the merit of the work when they learn that
the deviation where the two sections met in the middle

of the river was only one inch.’  So remarked  The
Engineer which stated that this accuracy was one of
the most creditable features of the work.  It continued
by describing the disposition of the main tunnel and
the underground station at either end.

The width of the tunnel is 26ft, the height above the
rails 19ft, giving a height of 23ft from invert to crown
of tunnel.  At the two stations — James-street,
Liverpool, and Hamilton Square, Birkenhead — the
tunnel arch is enlarged to 50ft 6ins span and 32ft in
height by a length of 400ft.

The tunnel was lined with six to eight rings of heavy
brickwork set in cement, the two inner courses made
up of blue Staffordshire or Buckley bricks.  The
minimum amount of cover between the extrados of
the arch and the bed of the river was about 30ft, and
the depth of the water above at high tide was 100ft.

Both underground stations were excavated in the
solid rock  Being near the river they were at a great
depth: the rails at James Street were about 90ft and
at Hamilton Square 100ft below the level of the

The Mersey Railway in 1886
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booking halls at street level.  The station walls were
lined with white glazed bricks up to a height of 12ft
above the platforms, the foot subways leading to and
from street level treated in a similar manner.

In addition to the railway tunnel a parallel drift
was bored out by the Beaumont machine for the
purpose of ventilation.  The completed ventilation
drift was 2,300 yards in length and was connected to
the main tunnel in eight separate places by means of
cross-cuts, each one provided with an ingenious door
mechanism to control the air flow.  Ventilation was
effected by means of four Guibal fans, two at each
end of the tunnel.  One fan, 30ft in diameter, was
placed in Hamilton Street, Birkenhead, to ventilated
the tunnel up to the midway point.  This fan replaced
186,000 cubic feet of air per minute.  A second fan
at Shore Road, Birkenhead, was 40ft in diameter (12ft
wide): this drew air from the centre of the tunnel
along the ventilation drift to the fan itself before being
expelled into the open.  The fans on the Liverpool
side performed the same functions.  The principle
behind the ventilation system was to drive fresh air
inwards from both stations and suck out the foul air
thereby keeping the tunnel and the stations free of
smoke.

For dealing with percolating water which entered

the tunnel, pumping machinery was provided by
Messrs Barclay of Kilmarnock.  The pumps were
capable of pumping four times the quantity of water
which was expected to find its way into the main
tunnel.  In the event of a breakdown of all the pumps
it was made known that it would take several hours
before the water level rose to the level of the rails.

James Street and Hamilton Square stations were
at a low level and the question of public movement
to and from street level was addressed by means of a
staircase — useful for maintenance but generally
shunned by the public which had access to lifts.  The
hydraulic lifts were the product of Victorian
engineering prowess and were constructed by Messrs
Easton & Anderson.  Each underground station had
three lifts, each capable of raising 100 passengers at
a time during a one-minute vertical journey, or 300
passengers (a full train load) by the three lifts in the
same time.  Each lift consisted of a ‘room’ 20ft long,
17ft wide, and 8ft 10ins high, ‘constructed with
handsome panelled sides of teak and American ash’,
surmounted by a lantern roof, ‘surrounded by mirrors,
with a central gas lamp’.  Seats were arranged on
either side of the lift to furnish a modicum of comfort.
The one-minute journey from station to the surface
must have been a novel experience; the descent from

A copy of the original plate as it appeared in the Minutes of Proceedings of the Institution of Civil Engineer
Although less prestigious than the contemporaneous Severn  Tunnel, the details 
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the outside world must have filled many with awe.
From the streets near each underground station the

scene was dominated by a lofty tower (120ft high)
which supported a 10,000 gallon water supply tank
for the hydraulic system.  Unseen by the public was
a similar tank bedded at a depth of 60ft below the
surface, its purpose being to receive and hold spent
water.

Before use, the lifts were put under a severe test
by General Hutchinson of the Board of Trade.  On
29 December 1885 the lifts were loaded with loads
equal to 140 passengers concentrated on one side of
the ‘room’, ‘and they stood these tests most satis-
factorily, and ascended and descended with them’.

A foot subway connected James Street station to
Water Street.  At Hamilton Square, the subway linked
the station to Shore Road.  ‘These foot subways’,
commented The Engineer, ‘will no doubt be exten-
sively used, and are admirable specimens of good
workmanship.’

To work the railway a set of 0-6-4 tank engines
were manufactured by Beyer, Peacock & Co, capable
of drawing fully-loaded trains up the 1 in 27 and 1 in
30 gradients leading up to James Street and Hamilton
Square stations respectively.  As condensing engines

they were designed to consume the waste steam;
smoke, however, was to lead to a generous coating
of soot and grime in the tunnel and the stations.

The rolling stock consisted of four-wheeled
carriages built by the Manchester firm of Ashbury
Carriage & Wagon Works.  They were vacuum
braked and lit by gas using the Pintsch system.3

Mechanical signalling was manufactured and
installed by the Railway Signal Company of
Fazarkerley.   Both the Post Office and the Telegraph
Company were allowed to pass their telegraph wires
through the tunnel and so avoided a 40 mile detour
via Runcorn to reach Wirral customers.

General Hutchinson sanctioned the opening of the
Mersey Railway, his report stating that

I think it only just to remark, that a great credit appears
to be due to the engineers and contractors who have
so ably carried out and brought to so satisfactory a
conclusion this great and important work.

On Wednesday, 20 January 1886, the Mersey
Railway was formerly declared open following an
inspection of the shafts, lifts, fans, and other
machinery by The Prince of Wales, the future King
Edward VII.

rs, showing a longitudinal profile of the tunnel and transverse sections at various locations along its course.
of construction of the Mersey Tunnel are well illustrated in this set of diagrams.
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Notes and references

The principal sources used are:
• The Engineer, various issues between 1881 and 1886.
• The Times and Liverpool Courier cover progress of

the project between 1879 and 1886.
• Minutes of the Proceedings of the Institution of Civil

Engineers, Vol. 86, Papers 2165 and 2177.

1. For thirteen years (1866–79) the affairs of the Mersey
Railway were spent in lengthy legal negotiations.  It
is not surprising that by 1879 proponents of the project
were beginning to loose heart.  They owed a lot to

Major Isaac.
2. It was reported in October 1881 that the Works

Committee of the Mersey Docks & Harbour Board
had permitted the use of a piece of land at Birkenhead
for the second shaft, and on the Liverpool side near
George’s Dock passage for the same purpose.

3. Julius Pintsch invented a form of gas lighting in
carriages in the 1870s.  This method used compressed
gas which was stored in cylinders usually fixed
beneath the carriage floor.  The stations were also
gas lit in preference to electricity which at that time
was in its infancy and  generally unreliable.

A monumental feature marking the presence of Hamilton Square station, Birkenhead.  The 120ft high
tower dominated the station: the lofty structure was not just a prominent landmark but housed atop a

large water tank which supplied the hydraulic system. This photograph was taken in the days of
electricity,  the tall chimney belonging to the company’s electricity generating station.

(The Railway Gazette)
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Cross-section of James Street station, showing the disposition of the floors, lift, staircase, and the high-
level water tank which served the hydraulic system.  A passage connected the station platforms to the

base of the lift and the foot of the stairs (not shown).
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 Diagram of the 40ft diameter Guibal fan at Store Road, Birkenhead.  The building housing the fan and
the engine lay between the centre line of the river and Hamilton Street station.  In extolling the virtues of
the ventilating system, it was stated that 130,000 cubic feet of air per minute could be exhausted by this
fan alone.   Despite the bank of fans (two at either end of the tunnel) the smoke-filled atmosphere was a

major disadvantage and discouraged full public use of the railway during steam working.
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In the January 1901 issue of Cassier’s Magazine1

there appeared an illustrated article by Léon Gérard
entitled ‘Electric Haulage in Belgium on the
Charleroi Canal’.  This was seen by Charles N Tween,
the engineer and manager to the Lee Conservancy
Board2 who reported it as a matter of interest to the
Board on 1 March 1901.  He pointed out: ‘The an-
cient, and rather unkind, method of towing with
horses will in a few years be a thing of the past.
Electricity is in the ascent and will in the next decade
be the motive power.’  Although his view was rather
optimistic he was fully aware of the immense strides
electricity had taken in innovative ways during the
last years of the 19th century.

He summarised the history and technical benefits
of the Charleroi scheme from the outline given by
M Gérard, noting that the Charleroi Canal was about
50 miles long and linked Charleroi with Antwerp via
Brussels so providing coal to Brussels at a compe-
titive price against British and German coal.3  But
there were delays because the canal was narrow and
was served by horse-drawn 70 ton boats at a speed
of 1¼ mph.4  With electric haulage the speed had
been increased to 2½ to 3 mph at the same cost of
two shillings per boat mile.  Towage was by either
‘automobiles’ rated at 5hp or by tugs, either of which
received its current from overhead wires at 600V
three-phase.  As each phase had a separate overhead
wire there are three separate pick-up trolleys.  In
addition there were three feeder wires at 6,000V from
which the power was stepped down at transformer
sub-stations sited at intervals of three miles along
the canal.  The 6,000V supply was generated at two
power stations: at Oisquercq, near Brussels, and at
Roux, near Charleroi.  Mr Tween also mentioned
similar developments in France and Germany.

In support of any consideration of a similar scheme
on the Lee he mentioned that new power stations
were being erected at Ponders End, Bow and Hert-
ford from which power could be obtained for towing
units on the Lee.

The Board took note of the report and instructed
Mr Tween to make arrangements for a visit to

Belgium to inspect the plant and equipment.  This
he did on 6 April and met M Gérard who ‘placed his
carriage and pair at my disposal’.  Tween reported
back to the Lee Board on 17 May and gave a very
full account of the system.

In describing the day to day operation of the towage
arrangements he made a very telling comment, as
relevant today as it was then:

On the Charleroi Canal the barges only travel between
sunrise and sunset, the motors being left on the
towpath without any shed or covering.  The attendant
simply takes off the electric conductor and locks it in
a box on the motor until he starts again.  The lads
seem so much better behaved in that country than in
ours for if we left a 10 ton traction engine on the path
without a watchman it would be smashed up or in the
river by morning.

He stated that the motors could pull a barge out of
a lock more quickly than could a horse and they were
also fitted with an electric winch to allow them to
draw off a grounded barge or one jammed in a lock.

The engineer then dealt with the possible costs of
a scheme on the Lee.  He estimated that the total
distance travelled by boats annually on the Lee was
154,000 miles and the average cost of towage was
one shilling per mile, which amounted to approx
£7,700 per annum; but in addition there were some
12,000 barges passing through Limehouse Lock and
a similar number through Bow Locks which travelled
only a short distance and were hauled by men or boys.
If electric haulage were installed the barge owners
would no doubt avail themselves of it.

As to actual costs Tween had been in touch with
Brown Boveri of Baden who had supplied the 60
motors and the electrical equipment to the Charleroi
Canal.  The estimate for the Lee was £190 for each
motor; the transformer stations and primary and sec-
ondary circuit links would cost £439 per mile. The
cost of current would be about 1¼ pence per unit
and the 5hp motors would use about 5 units per hour,
that is, say, 6 pence per hour per motor.

The cost of installing electric traction on the Lee
would be approximately:

An Abortive Proposal for Electric Haulage
on the Lee Navigation

By John H Boyes
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60 motors at £190 £11,400
27 miles of line at £435 £11,745
Poling 27 miles, say £1 per pole at 50 yds      £945

£24,090
This could be borrowed at 3% £720
Current for 60 motors working at 8hrs

a day using 5 units an hour at 1¼d
per unit or say 6d per hour per motor £4,380

Wages 60 men at 25 shillings per week £3,900
Giving an annual cost of £9,000

In addition depreciation of plant would have to be
taken into consideration.

Tween had spoken to Mr Steinitz, the electrical
engineer to the North Metropolitan Power Co,
regarding this matter and he believed that the
Company would supply them with a 500V6 current
free for a time between Hertford and Ware as an
experimental line so as to be the pioneers of electric
haulage on canals in this country.

No action was taken at this meeting and it was left
to the engineer to make further investigations.

During the summer Tween pursued his enquiries
and investigations and was able to report further to
the Board on 6 September 1901.  It was clear that
the Chief Engineer to the Electric Power Distribution
Company (the North Metropolitan Power Co) was
enthusiastic about the experiment.  The latter had
written to Tween on 3 September making a formal
offer of a line between Hertford and Ware.

With regard to the experimental track my Company
are prepared to make you the following offer:-

We to supply the motor, the men to work it, and
the engineers necessary to carry out the experiment,
with the current free of all cost to your Board.  On
your part you will provide the double overhead
equipment, or the single overhead equipment and the
monorail, the cost of which is given in the draft report.
The experiment to last six months.  We trust that your
Board looking at the advantage to be derived from
the installation of electric traction on British canals
will give this offer the most careful consideration as
we are undoubtedly taking the biggest part of the risk
on our shoulders.  I may point out that the worst that
could happen to you is at the end of six months having
the overhead construction left on your hands.  The
copper wire used for the trolley wires will always fetch
two-thirds of its value; the wooden poles will probably
come in handy for you at any rate and since the most
that can be left in your hands is a few inch [sic] rails
and the brackets I think you will agree with me not a
very considerable item — or I am quite sure a
contractor will give you a price for installing this
experimental work and would allow you a fixed sum
for removing it completely in six months.  If there
are any other points that arise on which I can give
you information I am entirely at your service.

Yours faithfully,
The Electric Power Distribution Co.
John G Steinitz,
Chief Engineer.

The technical part of the report followed as an
appendix.

The methods generally tried have been:-
(1) The installation of a motor on the barge itself.
(2) A motor run on an overhead construction on the
towing path.
(3) An aerial railway over the canal.
(4) Motor cars run free on the towing path taking
current from overhead trolley lines.
(5) Motor cars run on one or more rails either rack
or plain taking current from single overhead
construction and using the rail as a return.7

The first is objectionable owing to the wash and
the consequent damage to the banks of the canal.

The second has been given up on account of the
high cost of the installation and the difficulties of
obtaining concessions.

The third, except in cases of large canals with very
heavy traffic, is also impracticable on account of the
high initial outlay.

Four and five are both in use and both are
practicable.  The former is considerably cheaper to
install but the latter is more efficient and consequently
cheaper to run.

Taking into account three miles from Hertford to
Ware the cost of installing overhead equipment would
be as follows:-  The line to consist of wooden poles
25 feet high and 5 inches diameter at the top.  Distance
between poles 125 feet making 42 poles per mile.
For the suspension of the wires each pole would be
provided with a 5ft iron bracket.  Size of the trolley
wires No 2 B&S.  The cost of the above £297 per
mile.  A cheaper form of construction could be put in
for experimental purposes and would cost £232 per
mile.  With a single rail commonly called a monorail
track the price would be with rails, fishplates and
bolts, laying rails, lighting, surfacing, bonding, and
supplying and fixing sleepers £700 per mile to which
should be added for single overhead equipment £188
per mile.  Total for the monorail equipment £888 per
mile.  This is a matter for the Board’s consideration.
The monorail system gives by far the greater efficiency
and is much easier to work.

This information was passed from the Board to
their Works Committee which considered it on 13
September 1901.

They considered the following two points:
• Whether the Board in their position as Public

Trustees should spend money on experimenting
on a scheme which might not prove successful if
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applied to the whole navigation.
• Whether the Board should not rather offer to the

Electric Power Co the user of a portion of the
towing path, say between Hertford and Ware, for
the purpose of so experimenting entirely at their
own cost and risk.
Under the circumstances it was resolved that the

question should stand over for further consideration
until the Chairman was able to be present.  The propo-
sal was then quietly dropped and never reconsidered.

No canal in Britain adopted electric haulage.
There was, however an interesting sequel.  In

August 1914 the First World War broke out and by
1915 the Army was demanding large numbers of
horses for the war in France.  Canal horses were also
in demand.  On 5 November 1915 at a Board meeting
of the Lee Conservancy it was minuted that if the
Board’s engineer’s proposals of 1901 for electric
haulage had been adopted the problems arising from
the shortage of canal horses would not have occurred.

A single-rail motor on the
Finow Canal, Germany

(Cassier’s Magazine,
January 1901)

Notes and references

Most of the information is based on
the Minute Book of the Lee Con-
servancy Board: PRO RAIL 845/30.
1. Cassier’s Magazine, Vol 19, No

3, January 1901, 215–222.  This
magazine was published in the
late 19th and early 20th century
as a popular journal commen-
tating on new developments,
innovations and inventions.

2. Charles Tween MICE was
engineer and manager to the Lee
Conservancy Board for 53 years,
retiring in 1930.

3. Because of transport costs to
Brussels, coal was cheaper from
Britain and Germany than from
the Belgian coalfields in Liège
and La Louviere.

4. Some parts of the original Char-
leroi Canal still exist to the east
of the Ronquières inclined plane.

5. Ponders End (Brimsdown)
Power Station (demolished
1976) was opened in 1903.  The
engineer was Mr Steinitz .

6. Tween was aware that permission
for overhead lines at 600V and
6,000V was unlikely to be
forthcoming from the Board of
Trade.

7. There still remain fragments of
the single rail on the old section
of the Finow Canal bypassed
when the Niederfinow canal lift
was built in the 1930s near the
Polish border.  The single rail or monorail served pri-
marily as the earth return as in the case of tramcars, but
secondarily as a guide rail for the tractor.  The weight
and stability of the tractor was taken by the land wheels.
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One of the minor by-products of indexing complete
runs of Railway Magazine and Railway & Travel
Monthly was a series of cards recording references
which shed some light on the idiosyncrasies and
prejudices exhibited by George Augustus Nokes
(1867–1948) during his editorship of these two
journals.  Pending the further research which would
be necessary even for a short biographical sketch,
which someone may be inclined to attempt in future,
these notes offer some account of the life, views and
opinions of a man who was an interesting bit player
on the transport stage of the late 19th and early 20th
centuries and whose major achievement remains very
much alive today.

For most of his adult life, Nokes used the nom de
plume ‘Sekon’; to further confuse posterity, he also
signed himself at various times as ‘nnokes’ or
‘Nnokes’.1  His early childhood was spent in a large
house in Queen Street, Hammersmith, but a move
was made to Holloway Road about 1874 and much
time was also spent in a seaside house near Margate.
His upbringing and surroundings were typical for a
child in a comfortable middle class Victorian family.
A nursemaid would take him to watch trains at the
Hammersmith & City Railway terminus, a short
distance from the London house, and when in Thanet,
at a tender age, he was invited to mount the footplate
of a locomotive for a brief ride.  The railway line
was close to the seaside house and there were oppor-
tunities, eagerly seized, to observe activities here and
at the nearby London, Chatham & Dover Railway
locomotive sheds.  Boarding school days were spent
at Hayes, Middlesex, where at least once, admission
was gained to the signal box at Hayes station,
following his headmaster’s instruction to ascertain
the result of the Oxford and Cambridge Boat Race.
In this way, like many boys of his generation and
social background, experiences in the formative years
left him with a lifetime interest in railways.

At 18, George Augustus joined the family firm of
auctioneers, Nokes & Nokes, based in the King’s
Cross area.  Here, six years later, amongst the auction
lots, he discovered a run of the Railway Herald,
which he studied eagerly, not having seen this

publication before.  The Herald was designed to be
read by railwaymen, who were attracted to it from
1888 by a free insurance scheme against injury and
death at work, a protection they otherwise lacked at
this time.  Its pages featured some material of general
railway interest and there was correspondence on
railway matters.  Nokes was very soon contributing
to its columns on a regular basis. In 1895 the propri-
etors began to publish the  Railway Herald Magazine,
a penny monthly which reprinted railway articles
from the parent paper.  This initiative disclosed the
existence of a gap in the market, an unsatisfied
readership of railway amateurs, almost wholly middle
class and male, whose reading, lacking alternatives,
had hitherto been almost entirely restricted to the
specialist technical, engineering and financial
journals.

Railway Magazine

Around his 30th birthday, Nokes was approached by
Frank E Cornwall, the manager of the Railway
Herald, with an attractive invitation — to launch and
edit an illustrated railway magazine for which
Cornwall would raise the capital and which would
be kept quite separate from ‘the workmen’s paper’.2

As so often, the prospect of being paid to enjoy a
hobby proved irresistible.  The Railway Magazine
duly appeared in July 1897, with Nokes at the helm.
As a monthly illustrated journal, it was a real
innovation, covering in popular style for the first time
a wide range of railway news and information.  Since
the principal owner of the Railway Herald, Joseph
Lawrence (of whom more later), was active in
promoting in Britain the then new US invention of
Linotype, the early issues were set from it on good
quality paper.

Nokes took up the challenge and ran with it, gaining
immediate success, soon building circulation to
around 25,000.  Later he was to describe the
magazine  as ‘closely identified with his personality
and life’s work’, adding that railways were ‘the
interest nearest my heart’.3  He knew the few names
who, apart from railway officers, were capable of

George Augustus Nokes
Notes for an unwritten biography

by Alan A Jackson
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producing suitable articles: men like the Anglo-
Catholic Revd W J Scott, the New Zealander Charles
Rous-Marten, and Charles H Grinling, whose father
and brother were on the Great Northern Railway.  The
rest he would write himself anonymously, much of it
in short pieces under the headings ‘What The/Our
Railways Are Doing’ and ‘Pertinent Paragraphs’.  It
was in these pages in particular that his prejudices
and quirkiness were most apparent.

Railway & Travel Monthly

On leaving the Railway Magazine in 1910, in circum-
stances to be outlined in a moment, he started a rival
publication, the Railway & Travel Monthly, in which
he continued to write much of the content in
unattributed pieces or under various pseudonyms,
mostly in regular features headed ‘Apposite
Aphorisms’, ‘What is Happening on Our Railways’,
‘Aviation Month by Month’, ‘Motors and Motoring’
and ‘Nautical News and Notes’.  Towards the end of
the 1910s, both periodicals were purchased by John
Aiton Kay (1883–1949), owner of the Railway
Gazette.  Nokes’ magazine was renamed Transport
& Travel Monthly in April 1920 and amalgamated
with the Railway Magazine from January 1923.
Nokes was briefly retained as a nominal ‘consulting
editor’ until he finally retired.4  His active editorial
stint thus lasted from 1897 to the end of 1922.

1910 brought a rude shock.  Under the patronage
of Frank Cornwall he had been given a fairly loose
rein but this was now pulled in hard.  Cornwall had
died in December 1909 after a long and painful
ailment, an event sympathetically recorded by Nokes
in the January 1910 Railway Magazine.  The chief
proprietor of Railway Publishing Ltd, now Sir Joseph
Lawrence, and Cornwall’s replacement as manager,
W Parker, were uncomfortable with Nokes’ editorial
style, peppered as it often was with outspoken (some
would say outrageous) comments.  It was made clear
by his new masters that he should take a more neutral
and subdued stance in dealing with the various
railway companies’ policies and affairs.  There was
no reference to any of this in the contemporary
Railway Magazine but in the first issue of his new
Railway & Travel Monthly Nokes wrote in guarded
terms of the quarrel without mentioning names,
telling of ‘new influences’ (that is, Lawrence and
Parker) which had followed upon the loss of an ‘old
colleague and co-worker by serious and protracted
illness’ (Cornwall).  Under the new regime Nokes
alleged he was quickly made to realise he was ‘not a

persona grata’ and his pride was clearly hurt by a
‘definite indication’ (presumably that he should leave
the editorial seat if he was not prepared to modify
his editorial style).5  Predictably he decided early in
1910 to leave and was replaced by the more malleable
and diplomatic John F Gairns (1876–1930).

Quite quickly, Nokes managed to raise sufficient
funds to produce a high quality monthly which would
also deal with other forms of transport, although
always railway topics predominated.  The first
volumes of the Railway & Travel Monthly featured
a section on coated paper, pioneering the use of
colour illustrations in a periodical of its type, but
this high production quality, which had already shown
signs of financial strains, was further eroded by the
paper shortages of 1916–19.  The magazine never
returned to its former size and splendour in its
remaining years.

For much of the new journal’s existence, Nokes
scrupulously avoided referring to the Railway
Magazine by its proper title, calling it ‘Imitator’ (of
his new creation), or ‘our original railway magazine’
when obliged to mention it.  He was still licking his
wounds in 1917, when he returned to the events of
early 1910:

Our determination to fearlessly express wholesome
expert views on all subjects legitimately coming under
the scope of such a periodical was not possible when
it became necessary to refrain from commenting on
this matter or to refrain from reporting the other for
fear of offending some one or another whose influence
was supposed to be important.6

‘Fearless wholesome expert views’

These views covered a whole clutch of prejudices
which some would now identify as arising from an
over-inflated sense of editorial power to influence
the readership, or from mild xenophobia and anti-
semitism, or just a general reluctance in some respects
to keep up with the times.  Firmly ensconced at the
extreme right of the political spectrum, his often
reactionary opinions were afforded full prominence,
especially at times of labour unrest and strikes.  As
we shall see, all this was countered by an ability to
think through major transport deficiencies and
problems to produce constructive suggestions.  He
could also show remarkable foresight.  Altogether it
was a potent brew of negative and positive attitudes,
constantly on the boil.

Nokes directed much sharp criticism against ways
of operating and managing rail transport that differed
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from those familiar in Britain and attempts by
foreigners to impose their ‘alien’ (a favourite word)
ideas and style here.  The often wide gulf between
American and British railway practice was too much
for him to accept in silence and events on US railways
were often singled out for mild ridicule along with
the ‘Yankee’ railroad language.  American influence
and success in enlarging and consolidating what had
been an unimpressive indigenous beginning on
electrically-operated London underground railways
was especially resented.  The following outburst
appeared in the Railway Magazine in 1906:

Judged by the results of the London tube railways
controlled by the Americans, no great success ... has
resulted from their efforts in the Metropolis, ... the
announcements placed outside the stations of the
Baker Street and Waterloo Railway that it is the
Bakerloo Railway are not likely to increase the
popularity of this struggling concern.  Some latitude
is allowable, perhaps, to halfpenny papers, in the use
of nicknames, but for a railway itself to adopt its gutter
title, is not what we expect from a railway company.
English railway officers have more dignity than to
act in this manner.7

In 1908 Nokes was commenting favourably on the
decision to adopt the ‘British title’ of the ‘Under-
ground’ as a generic term for both the deep level
and subsurface lines, seeing this as, ‘further signs of
the failure of the attempt to Americanise the under-
ground railways of the metropolis’ and adding that
he hoped the ‘barbarous Americanism Bakerloo’
would also disappear.8  This piece was headed ‘The
Tubes become the “Underground”’.  Another of his
quirks was a strong dislike of the word ‘tube’, which
he almost always printed in inverted commas or
italics, perhaps in the erroneous belief it was North
American in origin.  Readers were also left in no
doubt how much he disliked American officials using
the expression ‘OK’ in answers at an inquiry into a
1912 accident on the Piccadilly line and also when
they wrote these letters against text he had submitted
for checking.  On the latter he commented primly
that it was ‘somewhat of a shock to one used to using
the “King’s English” when communicating with
British railway officers’.9

In 1916 the Railway Gazette was castigated for
daring to be international in its coverage and unfairly
described as ‘a weekly contemporary principally
devoted to chronicling in this country news concern-
ing railroads in the United States.’  This attack ended
with the words ‘... we have no wish to compete with
our contemporary in its own special field — the
chronicling of American railroad matters’.10  Use of

the word ‘freight’ by British companies, to replace
the clumsy ‘goods and mineral traffic’ was another
source of irritation, dismissed  in 1915 as ‘American-
Derbyese’11 though in fact introduced in Britain a
decade or so earlier by North Eastern Railway
officers.

Irish and mainland European railway practice was
also subjected to his bile.  A 1920 report on a collision
between two goods trains on the Midland & Great
Western Railway began provocatively, ‘Anything is
of course possible in Ireland’ and ended with ‘... the
Inspector ... apparently forgot the low calibre of the
Irishmen from whom the railway has to obtain such
servants’.12  The Compagnie Internationale des
Wagons-Lits et des Grands Express Européens was
another target, curtly dismissed in the May 1913 issue
of the Railway & Travel Monthly as ‘the monopolistic
alien concern ... whose exorbitant charges are
notorious.’

Thinly-disguised anti-semitism and xenophobia
sometimes appeared.  In May 1918, Nokes
commented on newspaper reports that trains were
overcrowded because ‘cowardly aliens’ from the east
end of London were sleeping in the western and
northwestern suburbs and on the south coast to escape
raids by German aircraft. His conclusion was, ‘To
attack the railways because this country allows hordes
of undesirable aliens to reside amongst us is without
rhyme or reason.’

Issues of the Railway & Travel Monthly for
September and December 1919 find Nokes seeking
to blame ‘Bolshevik power’ for the contemporary
wage unrest amongst railwaymen in paragraphs
highly charged with vituperative comment on railway
trade union officials.  During the strike ‘which was
to, but failed to, make the Bolsheviks masters of this
country’, Nokes found himself,  much to ‘our
disgust’, marooned in the Channel Islands, unable
to ‘give our services to the railways’.  This  was
perhaps fortunate for him, since in the following note
he records how, in one 1919 incident, volunteer strike
breakers were ‘set upon by hordes of railwaymen
Bolsheviks’.

In October 1921 he wrote in Transport & Travel
Monthly of ‘Moscow, with its crowd of Jew cut-
throats and thieves as rulers supreme’ having
produced a Marine Transport Workers’ Union.  After
detailing the prospectus he finished his remarks by
carefully selecting for mention just two of the
subscribers to the document: ‘Archie Heron, Irish
Transport Workers’ Union and Nathan Watkyns,
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Workers’ Committees, Great Britain’.

Comment has already been made on Nokes’ dislike
of the word ‘tube’.  This has long outlived him and
is more widely used today than ever before, having
in recent years been appropriated as a conveniently
short way of referring to the London underground
system as a whole.  This distortion would no doubt

have driven him to voice new levels of fury.  He was
certainly a devoted pedant, fond of obstinately
perpetuating old-fashioned expressions and spellings
such as ‘breaks’ for ‘brakes’ and ‘down to date’
instead of ‘up to date’, though in later work this
tendency was somewhat modified.  His literary style
was sometimes laboured and absurdly florid, out of
date even at the time it appeared.  Captions to
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photographs were especially vulnerable to verbal
decoration as in the November 1918 issue of his
magazine, where a picture of a milk train in Old
Trafford station is described as ‘Part of The
Cottonopolis’s Diurnal Lacteal Supply’.

Achievements

Having dwelt on Nokes’ several prejudices, fads and
idiosyncrasies it is only fair to conclude on a positive
note.  His enthusiastic conception and development
of the world’s first popular railway magazine was a
major accomplishment.  Its undoubted and lasting
success demonstrated the continued existence of a
significant sector of the ordinary British general
public who looked favourably on railway transport,
bringing to it a genuine affection and interest, and
having an appetite for educating themselves in its
manifold aspects, its history and future development.
Once inward-looking railway officers were gradually
convinced that this popular amateur interest and the
goodwill it represented should be encouraged and
exploited as a valuable asset rather than regarded, as
they had long been, as unwanted and unjustified
intrusion which they could safely ignore as not worthy
of their time and trouble.  This change in attitude is
shown by the way in which railway officers,
professionals and others engaged in railway work
soon became a substantial element amongst the
contributors to the pages of the new journal.

As mentioned above, Nokes sometimes showed
considerable foresight.  As early as 1922 he was
suggesting that if what is now called commuter traffic
(how he would have scorned that term) became too
much to deal with, ‘it might pay the Southern lines
to reconstruct the overbridges within a range of 10–
12 miles of the termini to enable two-storey trains to
be run’, adding that with under-hung bodies ‘a height
of 14ft would give 6ft headroom for each storey’.13

Not until a quarter of a century later was this concept
brought to fruition in modified form, albeit with no
lasting success.  For many years he had maintained
that St Pancras station was under-used and in an
article published in 1922, he showed with a plan how
its passenger traffic could be diverted to Euston,
something the London Midland & Scottish Railway
only began to examine seriously around thirteen years
later.14  In 1911 Nokes was questioning the wisdom
of widespread railway electrification, pointing out
the vulnerability of power stations in times of strikes
and civil tumult ‘not to mention the coming German
invasion’,15 although he could not foresee the

establishment of the National Grid.  Upon the
outbreak of a war he had long expected, he called
the attention of the Metropolitan Police to the disused
tube tunnels of the City & South London Railway,
the unused rail tunnels under St Pancras station and
the abandoned subways of the Pneumatic Despatch
Company, suggesting all were vulnerable to misuse
by saboteurs and enemy agents.16  And after the
failure of Sir Edward Watkin’s Wembley Tower
scheme (for which he had submitted a design) Nokes
had suggested Wembley Park as a site for a national
railway museum.17  Over half a century was to elapse
before such an institution was brought into being.

Selectively sympathetic to amateur railway organi-
sations, Nokes accepted the vice-presidency of the
Stephenson Locomotive Society, giving it a page in
most issues of the Railway & Travel Monthly from
March 1912 until February 1919.

Nokes edited the Railway Year Book, published
annually from 1898, which he boldly subtitled ‘The
Whitaker of The Railway Service’.  This valuable
reference work, which was steadily improved year
by year, originated in a suggestion made by Cornwall
in 1897.  Nokes had also to leave this behind when
he walked out of Railway Publishing Ltd in 1910.

There were a few books: slim company ‘histories’
of the South Eastern Railway and the London &
South Western Railway, published in 1895 and 1896
respectively, and 16 pages on the Great Northern
Railway in 1904, this the first and probably only one
of a planned series of ‘Notes on the Railways’.  A
more substantial (373 page) book about the Great
Western Railway was produced in 1895 and The
Evolution of The Steam Locomotive 1803 to 1898
followed in 1899.  Some of Nokes’ statements in the
GWR book were challenged by Clement E Stretton,
an engineer who had made a particular study of early
locomotives, and this developed into a wider
discussion arousing much bad feeling between the
two.  The outcome was an action for libel, with Nokes
as plaintiff.  Stretton failed to appear in court to
defend the action but paid damages.  He did however
continue to criticise statements made by Nokes in
the two magazines right up to a few weeks before
his death in 1915.18

The 61-page Sekon’s Dictionary of Railway Words
and Phrases which  appeared in 1901 was a pioneer
work of its kind in Britain, to be continued for a while
in the Railway Year Books.  In his retirement years,
Nokes wrote a 32-page booklet entitled Railway
Control by Railway Stockholders not by Railway
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Notes and references

Thanks are given to the Railway Magazine for providing
the photograph of George Augustus Nokes.

RM: Railway Magazine.
RTM: Railway & Travel Monthly / Transport & Travel

Monthly
1. The pseudonym ‘Sekon’ may have been adopted

originally in an effort to isolate his journalistic
activities from his ‘day job’.  The family firm of
auctioneers and ‘railway compensation surveyors and
arbitrators’ (an addition Nokes seems to have made
himself) was given occasional free publicity in RM,
including an article written by W Frederick Nokes
FAI.  The sobriquet ‘G A Nnokes’ was used for his
1929 booklet, Railway Control by Railway
Stockholders not by Railway Directors.

2. This and the preceding two paragraphs are largely
based on G A Sekon, Locomotion in Victorian
London, 1938, and on RM, February 1939, 82
(recollections by Nokes with an introductory note by
Cuthbert Hamilton Ellis), and RM, May–June 1948,
145 (an obituary notice, unsigned but probably
contributed by Charles E Lee).

3. RTM, May 1910, 87
4. RM, May–June 1948, 145
5. RTM, May 1910, 87.  In 1911 Nokes brought a

slander action against Sir Joseph Lawrence over

alleged defamatory remarks made by the latter about
him at the shareholders’ meeting of Linotype &
Machinery Ltd.  The defendant expressed regret and
withdrew the offending words, paying damages and
legal costs.  (RTM, June 1911, 528)

6. RTM, April 1917, 275
7. RM, August 1906, 211
8. RM, April 1908, 342
9. RM, March 1908, 256
10. RTM, March 1916, 160
11. RTM, September 1915, 216
12. RTM, April 1920, 286
13. RTM, March 1922, 207
14. RTM, April 1922, 229
15. RTM, December 1911, 512
16. RTM, September 1914, 184
17. RTM, September 1921, 184
18. RTM, April 1915, 275.  Stretton, who was apparently

infuriated by Nokes’ pseudonyms, is described as ‘that
somewhat pompous railway enthusiast’ in RM, May/
June 1948, 145.

19. C Hamilton Ellis, The London Brighton & South
Coast Railway, 1960, 93

Directors (1929) and completed his last book,
Locomotion in Victorian London, which was
handsomely produced by Oxford University Press
in 1938.  This was based mainly on personal recol-
lections and notes, excusably so, because only very
few original sources were available in the 1930s.  It
is disappointingly thin on autobiographical details
but does provide a useful tour d’horizon of both
public and private ‘locomotion’ in the 19th century
metropolis and is regarded by many as his best work.

Retired from editorship, Nokes moved to Burgess
Hill, Sussex, continuing to contribute historical

articles to the Railway Magazine, whose subsequent
editors treated him with respect.  The last of these
pieces, entitled ‘The LBSCR East Coast Section’ was
published posthumously in 1948.

Cuthbert Hamilton Ellis, who knew him in his final
years, wrote of G A Nokes  at that time as ‘a gaunt
old man whose enthusiasm never quitted him, who
was charming to younger people who hung on to his
memories and, as always, very cross with those who
disagreed with him’.19

Indeed!
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The growth of industry not only transformed towns;
it also created them.1  But without transport, originally
by canal, later by rail, to bring in food from the
surrounding countryside the size of settlements would
have been severely limited.2  Some towns were
actually created by the railways: Swindon3, Derby4

and Crewe,5 for example, are well known.  Railway
companies needed factories where rolling stock and
all other equipment they wanted could be manufac-
tured.  Among the lesser known towns is Wolverton,
in Milton Keynes, Buckinghamshire.  It was built by
the London & Birmingham Railway Company
approximately half-way between those two cities and
was designated the Company’s ‘Grand Central
Station and Depot’.  Initially all trains stopped there
to take on fuel and water.  In order to staff the works
it was essential to persuade people to migrate there
so as not to be far away from the place where they
worked.  This growth has been described elsewhere.6

In the middle of the last century, as today, once the
labour was attracted somewhere by the promise of
ample work and, by the standards of the time, high
wages, the workers had to be persuaded to stay there.
Although social theory had hardly developed, the
management of the Company realised from the start
that something had to be done to prevent an exodus
of workers suffering from ‘New Town Blues’
(although of course the term had not then been
coined).

In 1946, a century after Wolverton started to grow,
the New Towns Act was passed.  The towns built
under the auspices of that Act, were for a ‘new way
of life’: they were to be established as self-contained
and balanced communities for work and living.7  The
concept of balance was central.  They were, however,
to be faced with profound social difficulties,
including those created by the untypical age structure
of the population (predominantly young and middle-
aged), and the consequent pressures on schools,
colleges, recreational facilities, commercial enter-
tainment and jobs.8  In some degree this was the case
with early Victorian Wolverton.  With a very limited
knowledge of social theory, however, the Directors
of the London & Birmingham Railway Company

adopted a number of measures to try and ensure a
happy and contented work force.

One of the principles of planning the New Towns
of the twentieth century, learnt by experience, was
that the zoning of industry and residential
accommodation, desirable as it might be on aesthetic
and environmental grounds, was unwise, in that it
involved long journeys to work which were both
expensive and time consuming.  At Wolverton the
Directors built a considerable number of houses in a
grid-iron pattern close to the station and locomotive
works.  The streets, which have only recently been
demolished, were named after  the Directors of the
Railway Company: Glynn, Ledsham and Moorsom,
to name a few.  Between 1831 and 1851, 300 houses
were built in Wolverton and most, if not all, were
built by the Company for its servants.  A typical
comment in the Minutes of the Board of Directors
entry dated 7 December 1838 reads ‘Mr Bury and
Mr Stephenson were requested to consider the best
arrangements of cottages wanted at Wolverton ... then
report to the Committee of Management’.

Another typical comment reads, ‘On the 22nd May
1840 tenders were accepted for the building of 20
single and 30 double ones at the Wolverton works.
Clerks especially were encouraged to live near the
station’.  The Directors’ Minutes for the 12 June 1840
read: ‘tender accepted for the erection of four houses
at Wolverton station’.  The Company was very
sensitive to the rents it charged for houses that it built,
and ‘would take into account any special circum-
stances in each case’.9

Most of the employees were young men;  many of
these were married and their wives expecting babies.
Until such time as homes were built for them the
expectant fathers were given travel passes to visit
their wives at weekends.

As children grew up there were strong arguments
for sending them to school.  Factory Acts meant the
end of child labour in factories and mines and
attendance at school solved the problem of what to
do with young children.  In the mid nineteenth century
all education was voluntary: it was provided by
voluntary bodies, mainly the churches, and

‘New Town Blues’
How a railway company avoided the problem at Wolverton

By Peter S Richards
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attendance too was voluntary.  As early as 20
December 1839, when the line had been opened for
just over a year, the chairman of the Board of
Directors recommended that schools for the children
of workmen in the Company’s employment be
established.  This was approved and a special
Committee set up for carrying it into effect.  Six
months later the Works’ Committee was requested
to proceed with school buildings at Wolverton,
including a reading room for the use of persons in
the Company’s employ.10  The Company wasted no
time in accepting tenders for the erection of a school
house and reading room at Wolverton Station.11

Misfortune befell the Committee running the
schools — a Mr Cropper was appointed to replace
Mr Sturge deceased.  Obviously the Board regarded
it as important to keep the Committee up to strength.

On the 11 June 1841 a report was read to the Board
of Directors from the Sub-Committee for the
management of the Wolverton Schools.  It was
resolved that the appointment of Mr Laing on trial
as Master of Wolverton School at £100 per annum
plus house and firing be confirmed.12  This was a
good salary and conditions for mid 19th-century

England.
The Schools were to have a clergyman, whose

stipend was jointly paid by the Railway Company
and the Trustees of the Radcliffe Estate, in sole
control.13  It was resolved that the Chairman be
requested to express to the Trustees of that estate the
wish of the Directors of the Railway Company that
no time should be lost in the appointment of a minister
for Wolverton.  Until the church was erected the
Committee was authorised to appropriate a room in
the School for the performance of divine service.

The Directors were obviously very sympathetic to
the claims of religion — they ordered a return to be
made of the arrangements at the several stations
showing how much time the clerks and other servants
of the Company had for the purpose of attending
Divine Service.14  Within a month the Chairman
reported on his communication with the Radcliffe
Trustees with reference to the appointment of a
Minister for the church at Wolverton.  The Trustees
agreed that the clergyman should have sole control
of the schools, and were willing to contribute £50
per annum towards his stipend.  It was resolved also
that the sum of £50 be contributed annually by the

Wolverton: early development
(Ordnance Survey map with revisions to c1860)
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Railway Company towards the cost of the stipend of
the clergyman who would be appointed by the
Radcliffe Trustees for the church at Wolverton.
(Efforts to find out if this is still true have failed.)
The Chairman was requested to make the same
known to the Trustees and to state that the Board is
willing to admit such clergyman as a member of the
Committee for superintending schools.15

It was also resolved that £25 be expended in the
purchase of books for the reading room at Wolverton
under the direction of the same Committee and that
Mr Pousett, possibly a local librarian, be desired to
send for the Board’s guidance a catalogue of books
now belonging to the reading room.  The Board was
obviously taking education and religious observance
seriously.

At the meeting of the Board on 12 August 1841
letters were read with reference to the schools at
Wolverton, and a letter from the Bishop of Lincoln
thereon.  The next day it was resolved that the
Company’s seal be affixed to a memorial to the
Bishop of Lincoln praying that a licence be granted
for the performance of divine service in a room
appropriated for the purpose in the Company’s
schools at Wolverton and also to a minister of the
Church of England to perform service therein.  Mr R
B Dockray, the Company’s resident engineer,16 was
required to furnish without delay all the wide variety
of fittings required for the schools and chapel.17

At its meeting on 10 September 184118  the Board
ordered that a catalogue of the books in the library
at Wolverton (based on that supplied by Mr Pousett?)
be printed as soon as the purchases were completed
and that a copy be sent to each of its members.

A house for the Anglican minister was provided
— it was near the station and appropriated from the
clerks; it would be let at a nominal rent.  The Board
continued to receive regular reports on the
Management of the Schools.  By January 1842 a
mistress for the female school at Wolverton had been
appointed.

Favourable reports had been made on Mr Laing’s
attendance at the Borough Road School (one of the
earliest teacher training centres in the country,
formerly one of the constituent colleges of the West
London Institute of Higher Education, now part of
Brunel University).  Meanwhile the inhabitants of
Wolverton sent a memorial to the Board praying for
the erection of a church/chapel at Wolverton.  The
Board’s comments are not recorded but shortly
afterwards a church was built; a start was made on it

in the spring of 1843.  The Company agreed that all
materials required for the church should be
transported along the line free of cost to the Trustees.

The Revd G Weight MA was appointed minister
of the church and manager of the schools.  A new
home was to be built for him, and the Company paid
the taxes on it.  His relations with the Company were
good and the Board were very satisfied with the
conduct of the schools.19  Frequent inspections of
the schools were made by the Board.

Mr Weight was given a gratuity of £50, the first of
many, to ‘mark the sense which the Directors
entertain of the important service rendered to the
Company by his persevering supervision of the
Board’s Schools.’  Subsequently this was to be a fixed
allowance of £100 per annum.20

The Company was anxious not to be partisan.  On
the 10 June 1842 the Board heard a memorial from
ninety-five inhabitants of Wolverton praying for the
use of a large room adjoining the reading room as a
Wesleyan chapel.  It was resolved that the memori-
alists be permitted to use the room for that purpose,
provided their arrangements were not found to inter-
fere with the general objects and convenience of the
Company.21  Later the Company was to sell land at a
very reasonable rate to the Wesleyans for a chapel.22

The Company did not stop there: it fitted up a resi-
dence for the surgeon; a gas works was built;23 and
the Board agreed that £10 be placed at the disposal
of the Locomotive Committee for the band of the
Musical Society at Wolverton.24  The Company also
undertook ornamental planting on the slope of
wasteland near the station.25  It must be admitted,
however, that stabilisation of the soil was as much a
consideration as aesthetics.

The railway was very expensive to build; over
£70,000 was spent to get an Act of Parliament
authorising the construction of the line, before any
land was bought or raw materials purchased, and the
Company was anxious to make a profit.  The steps
taken by the Company were not in response to trade
union pressure.  Unions were slow to form amongst
railway staff; it appears that the Bletchley Branch of
the National Union of Railway Staff was not founded
until 1872.26  No references appear in the Board min-
utes to union activity.  Nevertheless labour relations
appeared to be good (again there are no references
to disputes) and this must be in part due to an
enlightened management — some of this enlighten-
ment has been the subject of this paper.  It is, of
course, easy to pour scorn on the Company’s attitude,
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to regard it as paternalism — after all it was in the
interest of the Company to have a satisfied and
contented workforce and high standards were
expected from their employees — but by the stand-
ards of the times working conditions and wages were
as good as any and better than most.

Although lacking any body of doctrine or experi-
ence to guide them, the Directors of the London &
Birmingham Railway Company seem to have been
keenly aware of their social responsibilities towards
the inhabitants of the new town they has created at
Wolverton.

Notes and references

This article is reprinted, with permission, from The Records
of Buckinghamshire, Vol 30, 1988, 156–160.

Thanks are given to the Curator, Public Record Office,
Kew, for permission to quote from documents formerly in
the possession of the British Transport Commission,
Historical Records Department; Mr George Bartle,
Archivist of the British and Foreign Schools’ Society
Archives Centre, West London Institute of Higher
Education; Revd Professor H W Marratt, BA BD MTh,
lately Assistant Principal, West London Institute of Higher
Education; and Veronica Banting, Branch Librarian,
Wolverton Library.

1. J Ryder and H Silver, Modern English Society, 1970,
31

2. Ibid, 32–3; A Smailes, The Geography of Towns,
1953, 7

3. J Simmons, The Railway in Town and Country, 1986,
175–8; K Hudson, ‘The Early Years of the Railway
Community in Swindon’, Transport History 1, 1968,
130–52; D E C Eversley, ‘The Great Western Railway
Works, Swindon’ Victoria County History, Wiltshire,
iv, 1959, 207–19; D E C Eversley, ‘The Great Western
Railway and the Swindon Works in the Great
Depression’, University of Birmingham Historical
Journal 5, 1957, 167–90; B J Turton, ‘The Railway
Town: a Problem in Industrial Planning’, Town
Planning Review  22, 1961–2, 97–115; B J Turton,
‘The British Railway Industry: a Study in Economic
Geography’, Tijds Econ Soc G, July–August 1967,
194–5; B J Turton, ‘The Railway Towns of Southern
England’, Transport History 2, 1969, 105-35

4. B J Turton, ‘Derby and Railway Modernisation’, E.
Midland Geographer 10, 1958, 46–7; B J Turton,
‘Industry and Transport in Derby’, East Midland
Geographer 14, 1960, 3–10; J Simmons, op cit. (note
3), 178–80;  E C Vollans, ‘Derby: a Railway Town
and Regional Centre’, Trans Inst British Geographers
15, 1949, 91–112; J D Standen, The Social, Economic
and Political Development of Derby, 1959,
unpublished MA thesis, University of Leeds

5. W H Challoner, Social and Economic Development
of Crewe 1780–1923, 1950

6. P S Richards, ‘The Influence of Railways on the
Growth of Wolverton’, Recs Bucks 17, 1962, 115–
26; J Simmons, op.cit. (note 3), 172–3; M Courtman,

Wolverton: a Study in Urban Geography, 1968,
unpublished MPhil Thesis, University of London; M
Reed, The Buckinghamshire Landscape, 1971; P S
Richards, ‘Wolverton: Buckinghamshire: a biblio-
graphic note on a railway town’, Transport History,
June 1971, 216–8; J French ‘Wolverton: a Magnet
for Migrants 1837-1861’, Recs Bucks 28, 1986, 138–
147; W West, The Trainmakers 1838–1981: the story
of Wolverton Works, 1982

7. H Orlans, Stevenage, 1952, 81; cited by Ryder and
Silver, op cit (note 1), 201

8. J H Nicholson, New Communities in Britain, 1961;
cited by Ryder and Silver, op cit (note 1), 201

9. Minutes of the Board of Directors of the London and
Birmingham Railway Company; Public Record Office
(British Transport Archive)

10. Ibid, 20 December 1839
11. Ibid, 28 August 1840
12. Ibid,  11 June 1841
13. Ibid, 9 July 1841
14. Ibid, 11 June 1841.
15. Ibid, 9 July 1841
16. Ibid, 11 June 1841
17. P S Richards, ‘A Note on the Early Life of Robert

Benson Dockray’, Journal of the Railway & Canal
Historical Society, November 1988, 305–8

18. Minutes of the Board, 10 September 1841
19. Ibid, 10 June 1842; P S Richards, ‘The Railway

Company’s Schools at Wolverton’, Recs of Bucks 20/
4, 1978, 676–7

20. Minutes of the Board, 12 February 1846.
21. Ibid, 10 June 1842
22. P S Richards, ‘Methodists and the Railway: the Story

of Wolverton’, Proceedings of the Wesley Historical
Society, February 1969, 20–4; reprinted in RCHS
Journal, March 2001, 500–504

23. Minutes of the Board, 14 May 1841
24. Ibid, 10 March 1843.
25. Ibid, 9 September 1842
26. E A Grigg, In Railway Service: the History of

Bletchley Branch of the National Union of
Railwaymen, NUR, undated, 12.



120

Correspondence

Thornycroft
May I please be permitted to point out an error
three lines from the bottom of page 65 of the
March RCHS Journal.  The word ‘Thorneycroft’,
with an ‘e’, is wrong, and should be ‘Thornycroft’
without the ‘e’.  This is a widespread error,
certainly not confined to only the RCHS.  I have
seen it in many hundreds of different places over
the past fifty years or more, and it always annoys
me, and I have had to write what seems like
hundreds of letters to hundreds of different authors
and publishers complaining about it.  Sometimes I
feel that almost the only people to get it right are
the trade directories and the Company’s own
advertisements and sales brochures.

The reason for this widespread error is that in
modern times there was for many years a
prominent politician, Peter Thorneycroft, who
quite rightly received frequent mentions in all the
mass-circulation daily newspapers, correctly with
an ‘e’, and further back in time there was a famous
British soldier, Alexander Thorneycroft (1859–
1912), with an ‘e’, who served in the Zulu War and
the Boer War and became a Major-General in
1909.  However, for anything in the world of
transport , either by land or by sea, would RCHS
members please note that we do not need the ‘e’.

In our own sphere of activity John Isaac
Thornycroft, without the ‘e’, was born in Rome in
1843 and educated at Glasgow University.  When
still only 17 years old he built a 36ft long steam
launch called Nautilus in his father’s studio at
Kensington.  His father, Thomas Thornycroft, was
a famous sculptor who made the plaster-of-Paris
original of the statue of Boadicea and her chariot
which still stands today at the west end of West-
minster Bridge and appears in the background of
many photographs of electric tramcars.  John
Isaac’s brother, born 1850, who was later knighted
as Sir William Hamo Thornycroft, also became a
famous sculptor.

John Isaac himself, when still only 21, opened a
shipbuilding yard on the Thames at Church Wharf,
Chiswick Mall, in 1864.  Here he soon specialised
in high-speed steam launches, and, later, torpedo
boats and torpedo-boat destroyers.  He also built
the first-ever torpedo boat ordered by the British
Admiralty, and he introduced many new ideas,
including the turbine propeller, water-tube boilers,

etc.  He was knighted in 1902, as Sir John, wrote
many Papers for the Transactions of the British
Association, and lived to the age of 85 in 1928.
As Thornycroft boats increased in size it became
increasingly difficult to negotiate the bridges
downstream and out to sea, so the main business
was moved from Chiswick to Southampton in
1909, and today nothing remains to be seen,
although some smaller shipbuilding was still
carried on at Chiswick until about 1922.

Meanwhile he had started building steam-
powered road vehicles in 1895, and formed the
Thornycroft Steam Wagon Company.  This soon
led to early experiments with the new internal
combustion engines.  The firm of John I Thorny-
croft & Co Ltd was registered on 22 May 1901 to
develop the shipbuilding side, and this later
absorbed the wagon company, which brings us
back to the pile of empty milk churns on your page
65.  A large new factory was built to make the road
vehicles at Basingstoke, Hampshire, and in due
course marine engines were built in smaller
premises at Reading, Berkshire.  During the 1920
to 1930 period Thornycroft was one of the most
important British manufacturers of bus and coach
chassis, also van and lorry chassis.  This continued
until 1939, but in much smaller quantities as
production of military vehicles became more and
more important.

There were still two descendants of the Thorny-
croft family (Sir John E and Lt-Com J W, both
without the ‘e’ ) among the five directors of the
company until well after the war, and Captain G E
T Eyston, the famous racing motorist, joined them.
The head office of the company was for many
years at Thornycroft House, Smith Square, West-
minster, until it was taken over in 1961 by the
Assocated Equipment Co Ltd, and production,
such as it was, transferred to Southall.  Manufac-
ture of all the ordinary types of vehicle to Thorny-
croft’s own designs very soon ceased, but special
purpose vehicles for airfield and cross-country
desert operation continued to be made at Basing-
stoke until about 1972, whilst shipbuilding and
ship repair continued to flourish at Southampton
and was eventually combined with the Vosper
group of companies.

John Gillham
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The Peak Forest Railway 1795–1928
I take note of the two letters respecting the above
article of mine on pages 640–1 of the November
2001 Journal.

The term ‘tramway’ when used to describe the
Peak Forest Railway was first used in the Great
Central Railway Journal, volume 1, 1905, pages
122–3 and 148–9, by Mr George Taylor.  In the
March/April 1944 issue of the Railway Magazine
there is a short article headed ‘Dram Roads’ by
Kenneth Brown which gives a summary of the first
use of the term in the House of Commons.  An
extract of the Standing Order states, ‘Ways or
Roads Commonly called Railways or Dram
Roads’.  In the article it also mentions, ‘The use of
TRAM or DRAM, in the “Cambrian” of the 12
April 1806 and the 2 May 1807, as synonymous
terms will be noticed.’  ‘Dram’ is rare being as a
matter of fact the Welsh pronunciation of ‘tram’.
This latter statement is quoted from page 94 of C F
Dendy Marshall, A History of British Railways
Down to The Year 1830 (published 1938).  Dendy
Marshall in his above book mentions ‘Rail-way’ or
‘Railway’ when describing the Peak Forest Canal
Company (PFCC) line (pages 42, 43, 45–6, 49 and
178).  M J T Lewis in his Early Wooden Railways
gives a definition of railway on page 1; as it goes
on for some pages I will not quote it here.

The Act 34 George III cap 26 of 28 March 1794
on page 359 states, ‘... and a Communication by
Railways or Stone Roads ...’, and the PFCC used
this term — railway — during the period of its
operations (1794–1846).

The writer apologises to Mr David Stirling and
to any other members who may have misunder-
stood my remarks.  I used the term ‘railway’ as a
mark of respect to the Peak Forest Canal Company
who only used the term ‘railway’ when referring to
their Bugsworth to Dove Hole railway between
1795 to 1846 in all the Company Proceedings (as
did Outram when referring to any of his track).

The society referred to by Mr Ian Edgar was
mentioned in an oblique way, as reference to the
final sentence and the note 21 will confirm.

‘Useless junk’ if it is below water level and
submerged in mud was considered as such in 1928.
It is only now that such items are considered of
interest and restoration.

The date 1993 is the date of my revised draw-
ings made from my originals dated 1972 and as no
really new facts have come to light since that date,

the drawings are correct.
During my time at Bugsworth (1961–1982), a

period before and during the early years of restora-
tion, the only item brought up was mud, which was
dumped, drained, dried and disposed of by the
truck load; any item that was recovered was cover-
ed in clay, mud and rust.  It was difficult to extract
any items due to the amount of mud being brought
up and any item may have been either a branch or
a piece of iron!  A member, however, did appeal
for items to be looked for.  The idea of workers
putting aside ‘bits’ for beer money — in the basin,
in the mud! — I find a figment of the imagination.

There are more than three types of sleeper
blocks, pedestalls etc, but between 1794 and 1833
there were only three sleeper blocks that showed
the features illustrated due to the non-use of
pedestalls during this period.

It was my intention in the article to keep detail to
the minimum.  I could have mentioned the many
different types of iron spikes, pedestalls and the
different types of plate rail used with sleeper
blocks, but that would have made the article just
that much more yawn-provoking!

‘South Wharf / Crane Wharf’ are recent terms
for the correctly named ‘General / Stone Wharf’,
which are taken from early printed documents and
the proceedings.

I could go on, but enough is enough without
decrying the effort to sustain and to rehabilitate a
feature that is unusual in showing what has been
developed from a simple turning-basin into that
left as redundant in 1924, until abandonment in
1928.

As Christopher Wren’s epitaph states in St
Paul’s, London, ‘If you seek his monument, look
about you’, so with Bugsworth! — look about you!

Brian Lamb

Railway anthologies
Martin Barnes’s review of P J G Ransom’s
anthology Two Centuries of Train Travel (March
2002, page 59) includes a reference to ‘early
anthologies such as Robbins’.  I have never done a
railway anthology — nor as far as I know has any
other author with the same surname.  Mr Barnes is
too far away (New Zealand) for easy correspond-
ence at present; but I think your readers should
know of my disavowal.  My guess is that he was
referring to my old friend Jack Simmons.

Michael Robbins
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The Gresley Family
As a student since boyhood of the Gresley family
(the baronetcy is now sadly extinct) I would be
grateful if any member of the Society could help me
on two historical aspects.  First, the Gresley Motto,
Meliore Fide quam Fortuna, which is translated in
family documents as ‘More Faithful than Fortunate’.
However, even my limited knowl-edge of Latin tells
me this may not be the best translation, and a friend
has suggested that ‘Better Faithful than Fortunate’
or even ‘Faith is Better than Fortune’ are more correct
translations.  Can any Latin scholar among us offer
an opinion?  Also, is the phrase a quotation from
some elegaic poem, perhaps by Horace or Catullus?

The second problem is more difficult.  I would
very much like to know the whereabouts of the
Drakelowe Bible, which is frequently referred to in
the classic history of the Gresley family compiled
in 1899 by Falconer Madan, The Gresleys of
Drakelowe, Drakelowe (in Derbyshire) having
been the seat of the family for several hundred
years until it was sold in 1933.  Christies’ cata-
logue of the sale of the contents lists a number of
Bibles, but none specifically described as the
‘Drakelowe Bible’.  It is not in the possession of
any family descendants, nor is it in the County
Archives, the Bodleian or the V &A, where other
Gresley treasures can be found.  Enquiries through
Notes and Queries and the BBC Antiques Road
Show experts have not brought out any clues.  So I
wonder whether any member of the Society could
throw any light on the whereabouts of the Drake-
lowe Bible, or offer any further possible leads to
follow.

Geoffrey Hughes

The London Underground and the
National Railways
Gordon Hafter’s article (RCHS Journal, March
2002) stirred two memories for me.  The first
would be from 1946–47, when I was working in
London, and I recall the steam that used to burst
from the gratings in the traffic islands in the Mary-
lebone Road when a loco-hauled freight was using
the Circle Line.

The second is more serious, and dates from my
experience as a Costing Officer at the Liverpool
Street HQ of the Eastern Region in the 1960s.  It
concerns the line out to Upminster, where the LT

tracks lay either side of those of BR.  Track main-
tenance was carried out by Eastern Region engi-
neering on behalf of LT, and to LT requirements,
and we used to wonder at the markedly stronger
ballast for the LT lines, where the trains were
lighter and slower compared with our own ballast,
where our trains were heavier and faster.

I have often wondered whether the British
Transport Costing Service, which did so much to
improve the management of the railways, was
permitted to enter the citadel of 55 Broadway.  I
know its offer of help was turned down flat by the
‘Tilling Group’ managers, who were responsible
for the nationalised bus companies.

John Hibbs

The Clinker Lecture (1999)
It is a paradox, that whilst some criticised BR for
closing lines, others criticised them for not doing
so!  Mr Hibbs says [letter: November 2001, page
641] that ‘many lines could have been closed at
any time from the 1930’s.’  If ‘could’ is replaced
by ‘should’, he is right.

That the Great Eastern used buses at the start of
the century is not relevant to the issue between the
Wars.   Railways were denied powers in the 1921
Act to operate road transport, by a Government
Committee, which, I suspect, was to pre-empt
closures.  Even when a reluctant Government con-
ceded road powers in the 1928 Act, they imposed
operational limits which did not apply to any road
operator.

From 1923 to 1939, the Railway Rates Tribunal
— a court of law — conducted annual reviews to
establish that railways were efficient, and at each
one was satisfied.  The 1939 Review included a
record of the modest scale of closures over the
past eleven years. Achieving economies from
closures by pre-war companies was a two stage
operation.  The short term included wages, running
costs and track maintenance.  The long term
involved abandonment of the line — to save
formation, drainage, fencing, bridge and tunnel
maintenance costs — requiring an Act of Parlia-
ment.

Ministers and civil servants feared closure of
lines needed in war if Government did not concede
the Square Deal demanded by pre-war railways.
My book Square Deal Denied reveals Government
had no intention of giving them the same freedom
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Navigation on the River Severn
John Marshall’s letter in the RCHS Journal for
November 20011 regarding the problems of
navigating downstream with an unpowered vessel
is very interesting. The replies from Stuart
Chrystall and Michael Handford in the March
2002 Journal2,3 are both helpful but there are other
references, including first-hand accounts, which
Mr Marshall may find useful.

There is a good discussion on methods of
propelling an unpowered, sail-less vessel in Eric
McKee’s Working Boats of Britain4. He points out
that no problem arises with a vessel drifting at the
same speed as the current provided that, when
necessary, it can be steered or stopped. To steer, as
has been pointed out in the Journal, the vessel
must be moving relative to the water, that is, either
faster or slower.

McKee lists three ways of speeding up a drifting
vessel: poling, rowing with sweeps and ‘tracking’
(towing from the shore), and one way of slowing it
down: dragging ‘ground tackle’ of some sort along
the bed of the waterway.

Colin Green’s recent book on the trow, Severn
Traders5, contains a wide range of contemporary
illustrations showing what was actually done on
the Severn and its tributaries and neighbouring
rivers such as the Warwickshire Avon, the Teme,
the Wye and the Bristol Avon. Two illustrations
are particularly helpful:
• On page 145 Colin reproduces a 1575 map of
Shrewsbury. At the top of the map, near the Welsh
Bridge, a raft is being poled downstream; at the
bottom, just downstream of the English Bridge, a
single-masted vessel is being tracked upstream by
four bow-hauliers while behind them is a small
boat being paddled by two men.
• Jumping forward two and a quarter centuries to
1804 brings us to the magnificent ‘Tewkesbury
picture’ reproduced on pages 140 and 141. This
large painting (which hangs in the Council
Chamber of Tewkesbury Town Council) represents
the wharves at Tewkesbury on the morning of 21
Apri1 1804. It shows a trow being bow-hauled,
assisted by poling, a Severn punt being paddled,
and a second trow being poled into its berth. So
again we have poling and tracking.

Bewdley Bridge was referred to by Mr Marshall,
and on page 62 Colin Green has an illustration of
Bewdley from Nash’s History of Worcestershire

as their competitors.  Hence they played ‘pass the
parcel’ until war came and they could sequestrate
railways without paying a penny.  Government
retained total control of railways up to nationali-
sation. Closures were a non runner.

He asks what barriers there were to closures
prior to 1962.  These are set out in my book The
Railway Closure Controversy.  Barriers to closures
being implemented quicker by railway manage-
ment included politicians, Transport Users Consul-
tative Committees, Courts of Law (at least two
cases went to the Appeal Court), ex-civil servants
and other newcomers running the British Transport
Commission (BTC), and objectors who included
agriculture and industry which were subsidised in
the very areas in which they expected railways to
be profitable on the crumbs they put on rail in bad
winters!

The BTC, dominated by bureaucrats from the
civil service and non-railway sources, created
delays by calling for more information when initial
studies showed that a line was a financial disaster.
The BTC insisted that local authorities be
informed before closure and then unwisely agreed
to put proposals to Consultative Committees,
although there was no requirement to do so in the
Transport Acts.  This increased the workload of
nine part-time Area Committees — dominated by
people from outside railways — who proceeded to
flex their muscles and compel BR to hang onto to
dead wood which could only be funded at the cost
of lower wages or less investment on main lines.
This procedure delayed closures by an average 9–
10 months, many were up to three years, and two
cases took ten years!  Even closures which
attracted no objections were delayed by the
direction to publicise proposed closures and
alternative bus services and await several weeks to
learn if there were objections.  The BTC — not
career railway managers — suspended closures to
experiment with railbuses, which proved to be a
very costly error.  In 1961, Beeching pointed out
that of fifteen on the BTC, only two were profes-
sional railwaymen — a situation which he argued
should be reversed.

Ted Gibbins

[Letter reduced in length by Editor]
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showing a trow with its mast lowered being poled
down-river, having apparently just shot Bewdley
Bridge.  The use of sweeps on trows is shown, for
example on pages 34 and 56.

It seems clear that both poling and rowing with
sweeps were used to maintain steerage way on
trows travelling downstream.

Mr Marshall wonders whether trows used their
sails when navigating the inland parts of the
Severn.

There are so many drawings and paintings
showing trows far inland with their sails set that I
think there can be no doubt that they sailed
whenever possible. A skim through Colin Green’s
book will reveal many examples of this and the
Monmouth Museum’s collection of drawings and
paintings show a similar situation on the Wye.

Slowing a vessel by dragging an object over the
river bed seems to have been called ‘dredging’ or
‘drudging’. There are first-hand accounts of this
being used in tidal river channels in the 1920s in
Eglinton’s Last of the Sailing Coasters6 and to
navigate the ex-trading ketch Irene on the Thames
in the 1970s in Leslie Morrish’s Good Night
Irene7. Colin Green refers to this technique in
chapter 8 of his book, using similar sources to
Michael Handford, and McKee describes how the
big unpowered ‘Bridgwater barges’ used this as
one method of navigating up and down the tidal
waters of the River Parrett.

However, these were all for short journeys. From
the behaviour of English narrow boats my guess is
that a trading vessel on a long river voyage would
regard ‘time as money’ and only slow itself down
in exceptional circumstances. If this guess were
correct, then the intermittent use of poling or
sweeps to give steerage way as and when needed
would have been the norm.

There is a good eye-witness account describing
bow-hauliers pulling a Wye barge past a bridge
with no towpath beneath it. (Wye barges were very
similar to the up-river Severn trows. [Green p19 or
Watkins8 pp24–28]) The source seems little known
and is hard to find so I will quote it at length.

In his Monmouth School in the 50s and 60s9,
written in the late nineteenth century, K M Pitt, a
master at the school, has a section describing the
traffic on the Wye in the mid-nineteenth century.
He wrote:

... there were many barges ... of good dimensions,

drawing but little water.  These were fitted with a
tall mast, which could be lowered...  High up on the
mast was a block, through which the tow-rope was
run, the spare rope being coiled on the stern
decking near the captain who steered.  Coming
upstream, the barge was towed by five or six men,
each had a leather breast-strap with a small harness
rope which he could attach to the tow-rope. ... An
iron pulley wheel was fixed on the wall of the
bridge [Monmouth Bridge], facing down-stream, to
be used by those boats which were going to the
quay above the bridge.  When the men got upon the
bridge, by the stone steps provided for the purpose,
they passed the rope over this pulley and proceeded
along the bridge towards the town. When the barge
came almost to the bridge the Captain had some
sharp work.  At a shout each man slipped his
breast-band clear of the rope, the tow was hauled in
with haste, the mast lowered, and the barge with
plenty of weigh on her entered the arch.  As her
bow appeared above bridge a rope was dropped
aboard and attached to her, men running with the
other end to the causeway on the upper side
keeping up sufficient weigh to allow her to slant to
her berth to be moored.  The men then came across
in a boat.
I think this is fairly clear. Looking upstream, in

the direction the barge was travelling, the town and
quays are on your left and the ‘causeway on the
upper side’ is the right hand bank above the
bridge.  The tow rope was very long — this is seen
in a photograph showing barges at Monmouth with
the tow rope stretched out on the bank10.

There is no suggestion here of mooring and
floating a rope down through the bridge. Instead,
the emphasis is on ‘sharp work’, ‘running’ and
keeping the boat moving ‘with plenty of weigh on
her’. That sounds like the practical boatman to me!

Angus Watkins

1. J Marshall, RCHS Journal, November 2001, 639
2. S Chrystall, RCHS Journal, March 2002, 53
3. M Handford, RCHS Journal, March 2002, 54
4. E McKee, Working Boats of Britain, 1983, 130–9
5. C Green, Severn Traders, 1999
6. E Eglinton, Last of the Sailing Coasters, 1982, 16,

81
7. L Morrish, Good Night Irene, 1985, 67, 149
8. A Watkins, ‘The Up-River Trow’, Model Ship-

wright, No113, 2001, 24–32
9. K M Pitt, Monmouth School in the 50s and 60s,

typescript: Monmouth Museum
10. A Helme, Monmouth and the River Wye, 1989, 40
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Reviews

A Biographical Dictionary of Civil Engineers in Great Britain and Ireland, volume 1: 1500–
1830 — edited by A. W. Skempton et al
xliii+897pp, 234x156mm, 44 portraits, 9 other illustrations, 6pp engineers’ signatures, hardback, Thomas Telford
Publishing, 1 Heron Quay, London E14 4JD, 2002, ISBN 0 7277 2939 X, £95.00

This volume contains about one thousand biographi-
cal notices of those who played a significant role in
civil engineering in this country and had established
their professional status before 1830. British-born
civil engineers working overseas are also included.
About 40 per cent were involved at some time in
river navigation or canal schemes and 10 per cent in
railways. Engineers whose work continued beyond
1830 have not been treated uniformly: in some cases
a complete biography is provided; in others very few
details are provided after 1830 and the rest of their
career will presumably be picked up in the next
volume.

The authors have skilfully adapted themselves to
the disciplines that this type of work requires.  Their
articles are at the same time detailed, succinct and
interesting to read, while the lists of archival and
published sources at the end of each article indicate
the thoroughness of the research.  Each one deals
comprehensively with its subject’s civil engineering
work and typically includes lists of his reports and
publications as well as his works.

This was a formative period for the profession.
The term ‘civil engineer’ did not appear until 1763,
the Society of Civil Engineers was not founded until
1771 and the Institution of Civil Engineers until
1818.  The dictionary therefore includes not just the
professional civil engineers and public works con-
tractors, but also others who made an important
contribution in the earlier centuries, such as the
gentleman amateurs, the land surveyors and the
tradesman-contractors.  So Huntingdon Beaumont

(c1560–1624), gentleman adventurer and builder of
the first English wooden railway, is here, as well as
John Trew (fl 1563–88), the first British professional
civil engineer and engineer of the Exeter Canal;
Ralph Wood (1664–1730), stonemason and builder
of the Causey Arch, as well as the Pinkerton family
(fl 1760–1840), the earliest of the large public works
contractors.

There is an introductory overview of the develop-
ment of civil engineering practice by Professor Sir
Alec Skempton, the doyen of civil engineering
historians, together with a chronological list of all
336 major civil engineering works undertaken in this
country during these years.  An appendix on wages,
costs, salaries and inflation is an improvement on
previous attempts to make sense of historical
monetary values for the modern reader.  These fea-
tures not only help to put the individual biographical
articles in context, but are themselves very useful
reference sources.  Finally, there is an index of places.
All this adds up to a truly monumental work of refer-
ence and an appropriate memorial to the late Profes-
sor Skempton, who led the project nearly to the end.
The price is high, even for 940 pages, but this is a
work of major importance, particularly for members
who are seriously interested in canal history.

Authors are now being sought for the second
volume, which will, of course, have more of a railway
bias.  Anyone who would like to be involved is invited
to contact Mike Chrimes, the Librarian at the Institu-
tion of Civil Engineers.

GRAHAME BOYES

The Dockers’ Umbrella: A Tribute to Liverpool’s Famous Overhead Railway
— Liverpool Echo
28pp, copious illustrations of railway, docks and shipping, Supplement to Liverpool Echo of 25 February 2002, Liverpool
Daily Post & Echo Ltd, P O Box 48, Old Hall Street, Liverpool, L69 3EB, £1.00

Few railways of which so little remains are so well
remembered as the Liverpool Overhead Railway,
1893–1956.  Its history is well documented in books,
one by a former general manager and engineer.  This

Supplement benefits from having been written by
journalists who have concentrated on many fascinat-
ing human aspects.  They present a broad picture of
the Overhead in the context of the Port of Liverpool
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and events in the long years since closure.  I travelled
the Overhead occasionally during 1942–45 when
Liverpool was the headquarters of the fight against
the German U-boats in the Battle of the Atlantic.
From the windows of first and third compartments

(never comfortable for the three coach trains were
always crowded) passengers could watch merchant
ships and their warship escorts safely in port after
Atlantic battles and preparing to sail back into them.

REX CHRISTIANSEN

Australian Railway Routes 1854–2000 — Howard Quinlan & John R Newland
78pp, A4, maps, Australian Railway History Society, 67 Renwick Street, Redfern, New South Wales 2016, Australia,
2001, A$29.95

This recently-published book is highly recommended
to anyone interested in the history of railways ‘down
under’.  It lists the opening date, closing date (it
happens there too) and gauge of every railway in the
Commonwealth of Australia.  Most importantly for
Australia, it also lists the changes of gauge.  Preserved
railways are also listed.  The maps cover the whole
system, both state and private lines, but they are very
diagrammatic and need to be supplemented either
by local knowledge or the relevant railway atlas.

Since 1995, it has been possible to travel from one
state capital to any other without a break of gauge.
This ends (more or less) 140 years of intercolonial
rivalry and mismanagement.  New construction is
still going on down there.  Building of the 1,470 km
standard gauge line from Alice Springs to Darwin,
scheduled to open in 2003, will realise a dream of
the last hundred years.  At the other extreme, two
new narrow gauge lines in Perth, totalling about 70
km, are expected to open in 2005.

ARTHUR BARNETT

More has been written about the London, Tilbury &
Southend Railway (LTS) and its locomotives than
about most lines and the author explains how this
book came to be written.  Working on the Derby
collection of Midland and LMS locomotive drawings
held by the National Railway Museum (NRM), he
found that this included material on the LTS
locomotives which had not been published.  It seemed
reasonable to provide some historical background
and this has been done with special reference to
Board of Trade Inspecting Officers’ Reports and the
use of Midland Railway diagrams.

The book is divided into two parts.  Part One, the
Railway System, includes Historical Background,
Some Aspects of the Line Described, and the Traffic
Worked.  The third section is particularly valuable
including not only passenger and freight services but
also details of engine and carriage workings.  Part
Two, the Locomotives, must be the definitive account
of LTS locomotives, including those of LTS design
built to the order of the Midland and LMS companies.

The book is dedicated to the late Kenneth Leech
who not only lived to be a 100 years old but was also
a premium apprentice to Whitelegg at Plaistow

The London, Tilbury & Southend Railway and its Locomotives — RJ Essery
176pp, A4, 224 photographs, 46 figures, 3 maps, hardback, Oxford Publishing Co, Ian Allan Mail Order Dept, 4 Watling
Drive, Hinckley LE10 3EY, 2002, ISBN 0 86093 561 2, £24.99

Works before the Midland takeover of 1912.  The
author, who was clearly in touch with Kenneth, is
much kinder about the Midland influence on LTS
locomotives.  He includes the Inspecting Officer’s
Report on LTS semi-automatic signalling installa-
tions which were more advanced than the subsequent
Midland’s contribution to traffic control.  The
detailed description of Fenchurch Street Station is
based on the Railway Magazine article of 1919 which
indicates what it was like in the latter days of the
LTS.

The book is very well produced and outstanding
features are the photographs and drawings which will
be of special value to modellers.  Although a
proportion, including that used for the picture on the
dust cover, have been used before, many, including
that of Seabroke’s Brewery at Grays, are new.  Good
use has been made of the NRM collection but the
work of such photographers as Ken Nunn, Henry
Casserley and John Edgington are all included.  The
Tilbury line is fortunate in that one whose first love
is the Midland has made such a useful contribution
to its history. EDWIN COURSE
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Even if we didn’t know it, we would say this was
written by a good journalist.  It takes a man who has
made his living from his use of words to write an
engaging tale.  When that skill is combined with
knowledge, the result is usually a fascinating book.
As is to be expected, this latest work from Rex
Christiansen is exactly that.  Just the right amount of
anecdote and ephemera bring the detailed text and
captions alive.

It is mainly concerned with the Great Western route
from its northern outpost in Birkenhead, through
Chester and Shrewsbury and on southwards.  A
classic cross-country line that one can now appreciate
fully only as ‘a view from the past’.  Passengers who
chose to take this slow but scenic route from Liver-
pool actually started by ship — a ferry ’cross the
Mersey.  Along the way they encountered junctions
with fascinating branch lines and byways which are
adequately covered in the book.

Photographs are excellent and well reproduced,
limited only by the quality of the originals.  How
one wishes the ‘snapper’ who took a fuzzy interior
view of the Cambrian’s works fitting shop had more

Chester and North Wales Border Railways: A View From the Past — Rex Christiansen
96pp, 1 map, 50 illustrations, hardback, Ian Allan, 2001, ISBN 0 7110 2816 8, £10.99

skill or a better camera!
There is, however, one serious omission which is

to be laid at the publisher’s door. That is the dearth
of maps.  Why do modern railway books seem to
ignore the value of sketch maps?  After all they can
devote space, as in this case, to an excellent chronol-
ogy and bibliography.  This book includes just one
map, by the look of it a pre-war one from the GWR
public timetable.  Not only does it not show junctions
but it does not differentiate between separate stations
in the same location; for instance at Chester and
Shrewsbury.  As the author acknowledges in his bibli-
ography, maps can be the best source for reviving
memories.  They can also add immeasurably to
putting photographs into context.  As it is, Christian-
sen’s book is best read with a good atlas alongside
but constant cross-reference is awkward and an
irritation.

Nonetheless, Chester and North Wales Border
Railways is a valuable addition to any serious railway
historian’s bookshelf.  And it’s a very good read to
boot. BRIAN WESLEY

Was the Stockton & Darlington really ‘First in the
World’?  In this detailed and handsomely-produced
account of the company up to its absorption into the
NER in 1863 Dr Wall puts up a good case for the
defence.

He argues convincingly that the S&D laid down
the ground rules of railway operation that were to
last for the next 170 years (largely by making them
up as they went along), in particular by the early
recognition of the fatal consequences of divorcing
infrastructure from operating functions.  Less
convincing is Darlington as the first ‘railway town’:
prima facie Shildon would seem better qualified.  In
his Introduction, the author promises discussion of
their respective claims later, but fails to do so.

Although well-illustrated, the book suffers from a
lack of maps.  The system map (page iv) is difficult
to interpret: ‘subsequent extensions’ and ‘other lines’
are hard to distinguish (especially in N E Yorkshire)
and the pecked line symbol (closed by 1863?)
unexplained.  The  complex western and eastern

First in the World: The Stockton & Darlington Railway — John Wall
xi+212pp, 243x170mm, 41 b&w and 17 colour illustrations, 2 maps, hardback, Sutton Publishing, Phoenix Mill,
Thrupp, Stroud GL5 2BU, 2001, ISBN 0 7509 2729 1, £19.99

extremities of the network — Bishop Auckland /
Shildon and Teesside — deserve detailed plans, but
the most serious omission in this respect is
Darlington.  The substantial discussion of its railway,
economic and social history leaves any reader
without access to Barber’s 1970 article in Transport
History geographically at a loss.

There are signs of hasty proof-reading: too many
19th century dates appear as 19xx and ‘Wolferton’
as a railway town (p.154) could mislead the unwary.
More seriously, many direct quotations (from primary
and secondary sources) are unreferenced.

As a concise general history of the S&D, the book
is recommended. However, historical geographers
should note that the final chapter — ‘Heritage’ — is
largely devoted to rolling stock: Semmens’ 1975
booklet Exploring the Stockton & Darlington
Railway (supplemented by later NERA Tour Notes)
remains the best guide for passengers, motorists and
walkers. TONY KIRBY
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This is a well-produced book of the high standard to
be expected from Ian Allan, with good, clear maps
and photographs and a very readable text.  The book
charts the growth of the network serving and feeding
Teesside.  The story begins, inevitably with the
Stockton & Darlington, and continues with the
struggle between it and its rival, the Clarence
Railway.  The development of the port of Hartlepool
with the Stockton & Hartlepool Railway then follows,
then the emergence of the North Eastern Railway
and the development of North–South routes.  There
is an interesting chapter on the Great Depression,
followed by one on the post-war decline of the
network, but not a lot on the period after about 1960.

There are one or two misprints in the text but
nothing serious. However the main map seems to
contain a major error, in that the line from Darlington
to Eaglescliffe is shown as ‘D&BCR-1825’ (Darling-
ton & Barnard Castle Railway), which cannot be
correct.  While on the subject of abbreviations, it
would have been useful to have a key to them on the
maps for the benefit of those not familiar with the

Teesside Railways: A View from the Past — Norman Hill
96pp, 235x172mm, 170 photographs, 5 maps, hardback, Ian Allan, 2001, ISBN 0 7110 2803 6, £15.99

area or the intricacies of its railway history or the
many small companies in the area.  The title of the
book is misleading, as the area covered extends well
beyond ‘Teesside’ to include Hartlepool, Ferryhill
and Bishop Auckland.  These areas had great
importance for Teesside, but are hardly part of it.
By contrast, there is hardly any coverage of Saltburn,
Redcar, Eston Lackenby or Gisborough, which are
much closer to, or arguably part of Teesside.

The book is very sketchy when it comes to the more
recent periods, and does not mention, for instance,
the Middlesbrough Division or its HQ at Zetland
House at all.  The photographs are good and have a
wide coverage of the geographical, but contain too
many views of steam locos; a few more of social
history interest, such as photos of railway workers
would have been of benefit to the book.

But on the whole this is a good introduction to the
history of the railways of the area covered —
Teesside and the south of County Durham.

WARWICK BURTON

Our member, David Geldard, who is currently
Chairman of the Transport Ticket Society, has
produced this truly comprehensive study of North
London Railway (NLR) tickets.  It is also a detailed
history of NLR passenger services.  The company
issued some 20 million tickets per year, of which
2% were uncollected, which perhaps explains the
number that still exist.  Before the LNWR took over,
the tickets were printed in a variety of colours with
overprinted station numbers to facilitate easy
recognition by inspectors and collectors.  These and
other changes of style are related by the author to

Edmondson Tickets of the North London Railway and Associated Companies
— D G Geldard
75pp, A4, 364 illustrations of tickets (42 in colour), 2 maps, paperback, Transport Ticket Society, S. Skeavington, Sales
Officer, 9 Breckbank, Forest Town, Mansfield NG19 0PZ, 2001, ISBN 0 903209 49 7, £10.50

the development of services over the NLR and
associated companies.

Although tickets are undoubtedly a specialist field
of study, they can sometimes help the general
historian — for example in dating station name
changes: and think of the excitement that would
follow the discovery of a dated ticket as a treasured
souvenir of a last day trip on the Cambeltown &
Machrihanish Light!  For anyone interested in the
NLR, its services and its tickets, this volume really
must be the last word on the subject.

STEPHEN BRAGG

This book is the third in a trilogy by John Binding
concerning Brunel, the others being Brunel’s Cornish
Viaducts and Brunel’s Albert Bridge.  It is concerned

Brunel’s Bristol Temple Meads — John Binding
160pp, 251x200 mm, 92 photographs, 40 line drawings, plans etc, hardback, Oxford Publishing Co (Ian Allan), 2001,
ISBN 0 86093 563 9, £24.99

with all aspects of the design and construction of the
Bristol terminus of the Great Western Railway
(GWR).  The first three chapters deal concisely with
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This handsome book is accurately subtitled
‘London’s Underground Railway in the life of the
Capital’.  Its scope is much wider than the usual
railway history whilst retaining much of the detail of
line openings, changes of management structure and
the like.  Its sweep of history is complete — from
the preliminary noises which led to nothing but which
began in 1852 to the recent noises from Ken Living-
stone which might also lead to nothing.

The main players are well brought to life by the
accounts of their activities — the great men including
Forbes, Watkin, Yerkes, Stanley (Lord Ashfield) and
Pick.  The genesis and development of all the routes
and their services are covered fully.  It is the material

Underground to Everywhere — Stephen Halliday
230pp, 244x170mm, 89 pictures, 14 in colour, 6 maps, hardback, Sutton Publishing, Phoenix Mill, Thrupp, Stroud
GL5 2BU, 2001, ISBN 0 7509 2585 X, £19.99 (£17.99 including p&p if ordered via the publisher’s website)

on peripheral subjects which justifies the subtitle.
The reaction of the people to the arrival of the under-
ground railways and its effect on their lives is fully
described.  The Metroland phenomenon is analysed.
The use of the deep tubes for shelter and manufac-
turing during the Second World War is covered.
Perhaps it is the quantity, detail and relevance of the
peripheral material which most distinguishes this
book from other histories of the Underground.

Halliday’s style is very readable whilst including
a considerable quantity of factual data and statistics.
Sources are referenced throughout and there is a full
bibliography and index.  Altogether a very creditable
addition to the literature. MARTIN BARNES

the birth of the GWR, selection of the Bristol site
and the approaches.

The book explains how, with no example to follow,
Brunel drew up a scheme for a terminal building in
three sections.  The first was a passenger train shed
covered by a timber roof of 72ft span with no
intermediate supports.  The second was a locomotive
servicing section with facilities for disposing of ash
through holes into carts positioned beneath.  The third
was a four-storey masonry office block with a gothic
‘Tudor Revival’ frontage on Bath Parade including
an elevated water tank to supply the locomotives.
To reduce the apparent roof span, Brunel applied
decoration in the form of brackets with no structural
function.  It is still mistakenly described as a ‘hammer
beam roof’.

Hard on the heels of the GWR came the 7ft gauge

Bristol & Exeter Railway (B&ER) terminating at a
right angle to the GWR station.  The Bristol &
Gloucester Railway, again 7ft gauge, arrived into
Temple Meads station in 1844.  By a crafty move
this became part of the Midland Railway which later
adopted standard gauge to complete a through line
from Birmingham to Bristol.  This brought further
complications to the track layout.  These problems,
the connection with the B&ER, the goods shed and
the Bristol Harbour Railway are dealt with clearly
and concisely with the aid of several maps.

The numerous source references are listed at the
end.  There is a bibliography  and an index which
has limited itemisation.  For example ‘Brunel’
confronts us with a block of 36 page numbers.  The
book is well produced and packed with interesting
detail. JOHN MARSHALL

This collection of photographs from the 1950s and
1960s contains a short introduction followed by six
sections covering stations, motive power, rolling
stock, lineside equipment, track and civil engineer-
ing, finishing with a ‘miscellany’.  Although the
pictures have reproduced well, they are rather heavily
biased towards the author’s home area of Hunting-
don, and other ‘odd corners’ get only a limited

Odd Corners of the Eastern from the Days of Steam — Eric Sawford
vi+130pp, 262x190mm, 215 b&w photographs, hardback, Sutton Publishing Ltd, Phoenix Mill, Thrupp, Stroud GL5
2BU, 2001, ISBN 0 7509 2595 7, £19.99

showing. Subjects range from the hackneyed (A4s
at Kings Cross) to the unusual (a former NBR bogie
brake van).  Some of the captions are unhelpful (what
was the ‘London North Eastern Flier’?), several of
them quote rolling stock lettering incorrectly, and
dates and locations are often not given.  Overall, this
is a slightly mixed bag. GRAHAM BIRD
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This book forms the first half of a pair; it covers the
Glamorganshire Canal north of Pontypridd and the
Aberdare Canal, both of which have been mostly
unusable since the early 20th century.  The blurb
proposes that the second volume, to cover the Gla-
morganshire between Cardiff and Pontypridd, which
remained viable for much longer, is to appear in
summer 2003.  Despite the high price for a partial
volume, this will be very welcome, as it has been
produced to very high standards of research and
presentation.

This work is subtitled ‘Two Welsh Waterways and
their Industries’, and there is much here about the
industries served by the canals, including the modes
which succeeded the canal and the eventual decline
of coal mining, as well as the history of the canals
themselves.  There are copious photographs, few of
which show boats on the canal, but which set in

The Glamorganshire and Aberdare Canals, Volume 1: Merthyr Tydfil and Aberdare to
Pontypridd — Stephen Rowson & Ian L Wright
272pp, 290x220mm, numerous photographs, drawings & maps, hardback, Black Dwarf Publications, 47–49 High
Street, Lydney GL15 5DD, 2001, ISBN 0 9533028 9 X, £30.00

context what are now largely vanished landscapes in
the Taff and Cynon Valleys.

Much research has been based on the Canal
Company minute books, but more contemporary
material is provided by Ian L Wright’s photographs
from the 1940s and 1950s, and his very early
examples of what would today be described as oral
history.  An example is Mr Wright’s 1948 interview
with retired Aberdare Canal boatman Harry Watts,
who was born in 1879, and people born even earlier.
These produce a greater immediacy than a study
based entirely on documentation.

One minor criticism is the structure.  Separate
chapters cover different stretches of the canal and
such features as water supplies and bridges; the latter
includes the whole length south to Cardiff. However,
this may well be clarified by the promised second
volume. JOSEPH BOUGHEY

In closely spaced text, this elegant little book covers
the early history of the river, the chronology of the
several discrete periods of lock building, the lock
keepers, lock construction and lock usage to the
present day.  The author acknowledges F S Thacker’s
two-volume The Thames Highway of 1920.  He
justifies this new publication by using records and
engineers’ reports from surviving archives of the
successive administrative bodies of the Thames to
which Thacker does not appear to have had access.
The description of the lock-keepers’ changing
working conditions and their struggles for increased

The Thames Locks — John Kemplay
88pp, A5, 11 photographs, 12 hand-drawn coloured maps, hardback, Ronald Crowhurst, 5 West End Terrace, Chipping
Campden GL55 6AX, 2000, ISBN 0 9518964 1 5, £16.00 (post free)

pay make worthwhile reading.  Advances in lock
design and construction in the twentieth century are
ably described and illustrated by some well-chosen
official photographs.  John Kemplay keeps rigidly
to his subject.  This is not a book describing a boat
trip through Thames locks and excursions to riverside
churches and pubs.  At times one wishes there was
an anecdote or two and something on the river trade
but the author strays only once — to include his own
close-up 1957 photograph of revellers in Boulter’s
lock.  All in all, a scholarly essay which is unlikely
to be mistaken for a cruising guide.

STEPHEN ROWSON

In the mid-18th century the mine owners in the
Gwendraeth valley faced tremendous difficulties in
getting their coal to the sea using the inadequate roads
of the area, while the port of Kidwelly was also

The Burry Port & Gwendreath Valley Railway and its Antecedent Canals, Volume One: The
Canals — Raymond E Bowen
184pp, A5, 56 photographs, maps & plans, paperback, Oakwood Press, P O Box 13, Usk NP15 1YS, ISBN 0 85361
577 2, £12.95

problematic due to its difficult approach and
constantly changing channels.  The solution was to
be four canals, one of which included three inclined
planes, a number of tram-roads and two new ports,
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Pembrey and Burry Port, built over a period of about
a hundred years.  The main canal was still being
constructed at a time when other areas were embrac-
ing the advantages of the railway, although one of
the inclined planes may never have come into use.

The history of the canals of the area has been dealt
with in Hadfield’s Canals of South Wales and the
Border but this new book presents the story in much
greater detail and the author has trawled far and wide
in the search for sources.  One of the fascinating
aspects of the work is the information uncovered
about the characters involved in the various schemes
and we are introduced to a series of successful

entrepreneurs, incompetent managers, money
grabbing aristocrats and other rogues and scoundrels.

This is a well researched and clear account of a
convoluted story with later developments overlaying
those that have gone before. The book is up to the
usual Oakwood standard but a minor gripe is that
some of the plans reproduced have been reduced to
such an extent that they are rendered almost
indecipherable.

It is sad to report that the author died before the
book was completed and we have to thank his friend
and fellow researcher, Martin Connop Price, for
bringing this excellent book to fruition.

RICHARD COULTHURST

Lydney Docks — Neil Parkhouse
80pp, A5, 120 photographs, 9 diagrams, paperback, Black Dwarf Publications, 47–49 High Street, Lydney GL15 5DD,
2001, ISBN 1 903599 008, £7.50

This book is in a series ‘A glance back’ covering a
range of Forest of Dean titles.  Painstaking work has
brought together a fascinating collection of
photographs with a well researched history of this
important, small river Severn port.  The story com-
bines waterways, the sea, railways, tramways and
industry.  All aspects of the development and work
of the Docks are covered.  The book packs in
information at the cost of design — but who needs
white space anyway?

The format does not allow for an index or even an

introduction to the Chapters but it is easy to read
and the information is all there.  It relies on older
maps for illustration but perhaps an up to date plan
would have been useful to act as a guide to what is
there now.

An armchair reader may well be enthused to visit
this rich industrial area and even agree with the
book’s exhortation to protect what is left and hope
for the best from ever looming development
proposals. TONY CONDER

Most of Ireland’s airports began in the inter-war years
but Cork was to have a long wait.  It was not for
want of trying, and Michael Barry in his recent book
has taken the story back to 1928 when the Cork
Harbour Commissioners became interested in the
possibilities.  But the time was not right in spite of
Sir Alan Cobham’s subsequent recommendation.

Cork nearly achieved its aerial aspiration in 1939
when the Irish government agreed to part-fund an
airport at a site still to be chosen — but still nothing
happened.  A decade later, two businessmen in
frustration decided to develop the Cork Aero Club’s
aerodrome at Farmers Cross.  Several charters used
the new facilities from 1948 but Ballygarvan was

Cork Airport: An Aviation History — Michael Barry
326pp, A5, 166 photographs, 3 tables, hardback, Aer Rianta, Cork Airport, County Cork, Eire, 2001, ISBN 0 9540591,
£UK16.00

the site eventually selected in 1959.
The new airport was opened in 1961.  The first

airlines to use the new airport were Aer Lingus and
Cambrian Airways, the services including Cardiff,
Bristol, Heathrow and Dublin via Cork to Paris.  It
was interesting that CIE successfully complained to
the Irish Transport minister about the Dublin–Cork
air fare.

Michel Barry’s work is competent but as a history
it is a little disappointing.  It does not get into the
politics of the airport and there is too much detail
about some activities and some people — giving them
an exaggerated importance in the story.

JOHN KING
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Professor Channon’s essays cover a range of topics
that includes: the promotion of the Great Western
Railway; the Midland’s London extension; the
composition of the GWR board of directors and its
influence on the post-Grouping performance of the
company; a comparison of locomotive building
policies in Britain and USA and a study of labour
relations on the Pennsylvania Railroad.  Other
chapters link these themes through a discussion of
Alfred Chandler’s thesis that railways were the first
managerial enterprises and provided a model that
enabled other big businesses to follow.  Many features
of this model are found to be inapplicable in Britain,
where directors lacked engineering expertise and had
only a small financial interest in the company, and
so could shape neither organisation nor strategy.

The author is an economic historian interested in

Railways in Britain and the United States, 1830–1940: Studies in Economic and Business
History — Geoffrey Channon
xii+342pp, 234x156mm, 8 photographs, 10 maps, hardback, Ashgate, Croft Road, Aldershot GU11 3HR, 2001, ISBN
1 84014 253 7, £45.00

railways as business enterprises, hence his approach
differs from that of the technical historian with a
passing concern for the economic and financial
aspects of his studies.  The latter will learn much
about topics such as alternative forms of organisa-
tional structure and the crudity of nineteenth century
accounting methods; and he can follow up features
of particular interest through the excellent bibliog-
raphy.  However the going is not always easy, for
economists’ jargon such as ‘principal-agent and
transaction-cost analysis’ is taken for granted.

Although the book does not look like an expensive
production the price may limit its purchase to
specialist libraries.  The illustrations are confined to
eight portraits and the maps range from the trivial to
the overcomplicated.  Proof-reading could have been
much better. DENNIS HADLEY

This handsome, copiously-illustrated book, on coated
paper throughout, arrives a little late for the centenary
but is nevertheless a welcome addition to the
bibliotheca of London railway history.  Offering
nearly 500 pages about a mere 2,772 yards of isolated
railway, it must constitute something of a record.
Almost no sleeper is left unturned.

Benefiting as it does from hitherto unpublished
original research and a high level of accuracy, it
stands primarily as a reference work.  As such, it is
also pleasantly readable, with one qualification.  Its
layout rejects the numbering and separate listings of
sources usual in a work of this nature; instead, large
chunks of original documents sit amidst the main text,
sometimes left without critical assessment or
explanation and tending, as such insertions usually
do, to interrupt the narrative flow.  Noted honestly
by the author as ‘summarised’ or even ‘greatly
abbreviated’ when this has been done, their source
is always clear.  Elsewhere, such documents appear
paraphrased, becoming less recognisable, though the
source can usually be established fairly readily.  Such
treatment of original material occasionally leaves the

The Waterloo & City Railway
— John C Gilham
464pp, A5, 174 pictures, 56 maps, plans and diagrams, hardback, Oakwood Press, P O Box 13, Usk NP15 1YS, 2001,
ISBN 0 83561 544 6, £35.00

reader somewhat baffled, as on page 196, in a report
of the 1904 half-yearly shareholders’ meeting, which
includes a statement made at the meeting that in the
event of an accident, every driver, without communi-
cating with the generating station, could render
detraining of passengers safe by shutting off the
traction current ‘in a few seconds’, causing his and
all other trains to stop.  The reader is left without
any clue as to how this pretty trick was achieved or
even a cross reference to an explanation provided
elsewhere.

Whilst it is necessary to set the railway in context,
the treatment given to related public transport,
unfulfilled projects and enlargement of the main
Waterloo station seems over lavish.  But with these
generous side dishes, four appendices embracing
lengthy summaries of other original documents and
a listing of names and ages of known victims of the
1941 German bombing of Bank station and a very
thorough index, let no-one complain this weighty
tome is not value for money.

ALAN A JACKSON
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The series of photo albums produced by this
publisher is continued with two volumes covering
five Cornish branch lines, three of which retain a
passenger service.  The first one describes lines
diverging from the main line at Par and Chacewater,
the latter now being closed; and the second those
from Truro, Gwinear Road and St Erth, of which the
second named is closed.

The books have the usual format, an historical
background followed by a sequence of illustrations
from the main line along the branch.  The occasional
use of old postcard views stretches the time scale to
almost a century, from steam railmotors to class 153

Branch Lines to Newquay — Vic Mitchell & Keith Smith
96pp, 233x168mm, 120 photographs, 30 maps and diagrams, hardback, Middleton Press, Easebourne Lane, Midhurst
GU29 9AZ, 2001, ISBN 1 901706 71 0, £13.95

Branch Lines to Falmouth, Helston and St Ives — Vic Mitchell & Keith Smith
96pp, 233x168mm, 120 photographs, 25 maps and diagrams, hardback, Middleton Press, 2001, ISBN 1 901706 74 5,
£13.95

units, with numerous 45XX tanks in between.
Portions of large scale OS maps, gradient profiles,
extracts from timetables and outlines of specimen
tickets help to set the scene.  Smaller branches, such
as those to Newham Goods and Newquay harbour,
are also featured, as are Truro and St Blazey engine
sheds and Falmouth Dockyard.

The illustrations are generally well reproduced,
with only a few muddy ones.  The captions are usually
informative and dates are quoted for changes to the
scene depicted.  Subject matter includes station build-
ings, signal boxes and viaducts, as well as locomo-
tives, trains and DMUs. MICHAEL HALE

In the publisher’s established format, this is a picture
profile of the Newbury to Lambourn branch, opened
in 1898 by the Lambourn Valley Railway and sold
to the GWR in 1905.  After somewhat sparse back-
ground information the book comprises groups of
photographs taken at or around each station, starting
from Newbury.  Captions are brief but informative,
and are supplemented by reproduction 1:2500 maps,
tickets and timetables, and a gradient profile.  There
is no bibliography.

Branch Line to Lambourn — Vic Mitchell & Keith Smith in association with Kevin Robertson
96pp, 233x168mm, 120 b&w photographs, 16 maps, gradient profile, 8 facsimile tickets, 5 facsimile timetables, hardback,
Middleton Press, Easebourne Lane, Midhurst GU29 9AZ, 2001, ISBN 1 901706 70 2, £13.95

The pictures cover the lifetime of the railway,
although several are undated and views from the
1950s predominate.  Of particular value are numerous
photographs showing station buildings, both original
and GWR, the latter including a pre-cast concrete
variant of the standard ‘pagoda’ shelter at Newbury
West Fields.  Passenger services were steam-worked
in the early and final years, but in between GWR
railcars were the mainstay and there are several inter-
esting shots of them at work. TIM EDMONDS

This has the style and feel of a PR man’s version of
events.  Not that that hugely matters.  The book’s
real value is not now, but in 20 or 30 years when we
may be able to look on it as a primary source along-
side, hopefully, more critical independent studies.

There is a short historical introduction to the
system, which stretches from Southport in the north
to the Wirral peninsula in the south and has absorbed
two pioneer urban electrification schemes.  There-
after the text is often quite hard going without

Merseyrail Electrics: The Inside Story — T B Maund
96pp, 120 photographs, 9 maps, paperback, NBC Books, P O Box 1225, Sheffield S10 4YJ, 2001, ISBN 0 9531896 1
3, £14.75

knowledge of civil engineering.  The constant refer-
ences to the various construction companies, with
their full titles, would be irritating in a popular history.
There is however an extremely comprehensive and
well organised list of rolling stock, including main-
tenance and departmental vehicles.  Maps and time-
tables are well reproduced.  Overall, a useful if not
essential book for students of either Liverpool’s
railways or electrification schemes.

BRIAN WESLEY
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Largely single-tracked, radio-signalled and almost
devoid of freight, today’s ‘East Suffolk’ would
scarcely seem to qualify as an ‘Eastern Main Line’.
This book, which follows the usual Middleton Press
format, reminds us that once it was.

The well-captioned photographs stand up well to
the ‘magnifying glass’ test: devotees of track layouts,
rolling stock and railway architecture will be
delighted.  The line abounded in unusual civil engi-
neering features, such as the swinging platforms at
Halesworth, the milk-churn bridge at Beccles and
the two Waveney swing bridges (reconstructed in the

Eastern Main Lines: Saxmundham to Yarmouth — R Adderson & G Kenworthy
96pp, 233x168mm, 120 photographs, 19 maps, 1 diagram, hardback, Middleton Press, Easebourne Lane, Midhurst
GU29 2AZ, 2001, ISBN 1 901706 69 9, £13.95

1920s): a superb double-page spread of old and new
formations at St Olave’s is one of the highlights of
the book.  The authors note that the original intention
was to control the entire Haddiscoe / St Olave’s
complex from the new high-level signalbox: how, in
the 1920s, would this have been achieved?

Substantial investment continued into the 1950s:
the concluding photographs, of the reconstruction
and subsequent decline of Yarmouth South Town,
suggest that this may have been misdirected.

Highly recommended. TONY KIRBY

This book is another excellent offering from the
Oakwood Library of Railway History.  The author, a
lifelong railway enthusiast, was Resident Architect
during the rebuilding of Wemyss Bay station and has
in writing this book successfully filled another gap
in the history of transport on and beside the River
Clyde.  In separate chapters, the journey from
Glasgow to Wemyss Bay by rail and onward by ferry
to Rothesay on the Isle of Bute is described in detail,
as is the geography, geology and history of the area.
Other chapters cover the development of land
transport in the area, the building, maintenance and

Caley to the Coast or Rothesay by Wemyss Bay — A J C Clark
320pp, A5, 200 photographs, maps and author’s architectural plans, hardback, Oakwood Press, P O Box 13, Usk NP15
1YS, 2001, ISBN 0 85361 580 2, £25.00

management of the railway as well as descriptions
of the Clyde and it steamer and river traffic.

There are several Appendices ranging from a
Chronology up to 1998 through the specification for
the building of the 1903 Wemyss Bay Station to A
Selection of Paddle Steamers and some other vessels
known to have visited Wemyss Bay.  There is a good
Bibliography and a comprehensive Index.  This book
should be of interest to the student of the transport
history of the River Clyde area, as well as to those
with a general interest in rail and passenger steamers.

RODNEY HARTLEY

This is a survey of the South Yorkshire coalfield in
two basic sections: a shortish general history, noting
the coal seams worked, the former colliery companies
involved and the effect of nationalisation; and quite
detailed profiles of each individual colliery, grouped
into chapters according to geographical area and the
period in which each mine came into operation.  Mr
Hill’s research is extensive and generally this is a
good introduction to the subject.  The transport
enthusiast may be a little disappointed.  The general
section on Transport (p18) is too brief; the individual
colliery profiles usually, though not always and again

The South Yorkshire Coalfield: A History and Development — Alan Hill
256pp, 248x170mm, 61 photographs, 16 maps and plans, paperback, Tempus Publishing, The Mill, Brimscombe Port,
Stroud GL5 2QG, 2001, ISBN 0 7524 1747 9, £17.99

briefly, indicate internal rail links and external
connections with waterways (where appropriate) and
railways.  It is useful to be reminded that where both
rail and water were available, the latter was at times
preferred, as a Denaby Main and Hatfield Main.
Wharnecliffe Silkstone Colliery was established on
Great Northern Railway land, though it was not of
course railway operated.  But for a south Yorkshire
railway/colliery interface we must refer to Arthur
Barnett’s classic study — listed in the extensive
Bibliography here, though the author’s name is
misspelt. PHILIP SCOWCROFT
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These two works, reflecting as they do almost a
century of change, form an interesting contrast.

The 1904 Railway Clearing House atlas is in simi-
lar format to the 1935 Atlas of London, reviewed in
March 2002.  Of particular interest is the depiction
of unfulfilled dreams such as the Padstow, Bedruthan
and Mawgan Railway and the Kelvedon–Coggeshall
branch. However the transition to book form has not
been entirely successful; the paler colours are often
very faint and the names of some stations are difficult
to decipher.  The list of abbreviations erroneously
states that ‘HB&WR’ stands for ‘Halifax [sic],

Atlas of England & Wales 1904 — Railway Clearing House
41pp maps + xxiii pp, 235x170mm, hardback, Ian Allan, 2001, ISBN 0 7110 2778 1, £14.99

Rail Atlas of Great Britain & Ireland — S K Baker
103pp maps + 25pp, 245x170mm, hardback, Oxford Publishing Co, 2001, ISBN 0 86093 553 1, £14.99

Barnsley and West Riding’, and the lack of ‘next
page’ indicators at the edge of each map is irritating.
But this modestly-priced reproduction will make the
map available to many who cannot aspire to the cost
of an original.

The Baker atlas is the latest update of a well-known
title, and its use of distinctive colours for different
types of line remains admirably clear.  However the
details of electrified lines in north London are slightly
inaccurate and it is a pity that county boundaries
(except those of conurbations) are no longer
indicated. GRAHAM BIRD

This booklet comprises a summary of the origins of
railways, notes on the Stockton & Darlington and
Liverpool & Manchester Railways, and a brief look
at what followed.  There are two pages on British
Railway Scripophily, a detailed bibliography, and an
index of business undertakings.

The German author is an expert in finance, so the
sections where he puts developments into the context
of financial history, and relates these directly to the

The Emergence of the Railway in Britain illustrated with Historic Bonds and Shares
— Udo Hielscher
32pp, 200x200mm, 32 facsimiles, 2 maps, 3 tables, paperback, International Bond & Share Society, P O Box 9, Tadworth,
Surrey KT20 7JU, 2001, ISBN 0 9511250 4 4, £5.95 (p&p £0.55)

facsimile documents, are particularly interesting.
Such details form the core of the book and could
usefully have been expanded at the expense of some
background detail.  The text has lost some clarity in
translation, but a more significant limitation is that
the facsimiles are too small.  One cannot appreciate
detail in the vignettes and some text is difficult, or
impossible, to read.  If ever a book deserved to be
produced in a large format, then this was it.

TIM EDMONDS

Scheduled to appear on an ‘occasional’ basis, this is
a sister publication to the Midland Record.  It contains
ten articles, almost all with a strong ‘Midland
Division’ flavour.  Three of these each examine a
selected design of LMS locomotive (the ‘Stanier’
0–4–4T), carriage and wagon; the remainder range
from the reminiscences of a Southwell engineman
to shorter pieces on Garsdale, Saltley, timetable and
poster boards, engine pits and firing tools. There are
some useful large-scale plans and drawings which

LMS Journal, preview issue — Bob Essery (Editor)
96pp, 274x215mm, 73 photographs, 2 maps, 39 plans & diagrams, paperback, Wild Swan Publications, 1–3 Hagbourne
Road, Didcot OX11 8DP, 2001, ISBN 1 874103 63 1, £11.95

will particularly appeal to modellers.
The standard of production and illustration is high

but the style of presentation is — perhaps deliberately
— somewhat ‘dated’.  The Journal will nevertheless
appeal to all with an interest in LMS matters, even
though some of the articles would have been equally
at home in the Midland Record; one hopes that the
inspiration for future issues will originate slightly
farther from Derby. GRAHAM BIRD
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There is such a paucity of published material on the
carriages of this pre-grouping company (this
publication brings the total to four) that any addition
is welcome.  The quality and rarity of the photo-
graphs, matched by the carriage plans and elevations,
make this a significant book in its own right, and the
L&NWR Society should be particularly proud of the
superb A3 layouts.  The text, however, does not quite
match the quality of the rest of the work.  Apart from
needless repetition, there are some careless contra-
dictions of fact.  As an example, F W Webb’s carriage
is said to have been unique in having had a radial

The London & North Western Railway Society Premier Portfolio No 15: London & North
Western Railway Thirty Foot One Inch Carriages — Philip A Millard
44pp, A4, 41 photographs (3 in colour), 11 diagrams in text and 10 pages of multiple diagrams of which 8 are on fold-
out A3 sheets, paperback, London & North Western Railway Society, 15 Park Road, Loughborough LE11 2ED, 2001,
ISBN 0 9515490 9 X, £6.95.

axle despite Mr Footner’s carriage being quoted as
also having had one.

This work results from important research on stock
of considerable significance in British carriage
history.  The five-compartment third class variant of
this design was the most numerous (827 built) in our
railway history and critical in allowing the L&NWR
to move on from the Moon era.  Equal importance is
given to more esoteric designs such as parcel sorting
vans and the Queen’s Fourgon Truck.  Hopefully fur-
ther volumes in this valuable series will soon follow.

WILLIAM FEATHERSTONE

No. 14: RAC 69/31A  (July 2001, page 582)
No. 15: RAC 131  (November 2001, page 638)

Sadly no identifications have been forthcoming for these two views.  Perhaps readers who like a challenge
could revisit these and see if there is some association with topography or architecture that might assist in
recognition.  Both were from Ray Cook’s collection, and I suspect that they were taken in north-west England,
which might narrow it down to Lancashire & Yorkshire, London & North Western or Midland Railway
origins.

No. 16: JGS 242  (March 2002, page 52)

More success with this view, and once more thanks are due to the indefatigable John Edgington.  The engine
is a London & North Western Railway 4-6-2T, ‘Superheater Tank’ built 1911–16, and it is standing with a
passenger train at the platform in Clapham, North Yorkshire.  Clapham station lay on the Midland Railway’s
‘Little’ North Western line from Skipton to Lancaster, at the junction with the Lune Valley line to the north.
This latter line was Midland owned as far as Ingleton where an end on junction was made with the London
& North Western Railway up to Tebay.  The train is probably bound for Tebay via the Ingleton route, and the
date between 1935–39.  The shed plate on the smokebox door was only fitted in this period.  This date ties
in with many other similar sized negatives in the J G Spence collection which were taken in the years before
the Second World War.

Stephen Duffell

From the RCHS Photographic Collection
Nos 14–16
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