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A STUDY OF ROAD TRANSPORT DEVELOPMENT DURING THE INDUSTRIAL
REVOLUTION: SOUTHERN HAMPSHIRE, 1750-1850
by Michael John Freeman

The road transport developments in Britain during the period 1750-1850

have long been recognised as a vital element in the Industrial Revolution,
yet, paradoxically, there have beeﬁ few scholarly and detailed examinations
of the nature and significance of these developments. A wide variety of
sources 1s drawn upon = Parliamentary records, turnpike trust documentation,
newspapers and directories, principal among them, while considerable use is
made of graph theory as an aid to describing and analysing the region's
developing transport system. Road transport in Southern Hampshire during
the earlier eighteenth century was at a point of crisis: roads were in a
poor condition, the mechanisms for maintaining them were ineffective and
inadequate, and as a result, traffic expansion was much impeded. The solu-
tion came with the widespread adoption of the turnpike concept from 1750.
By the 1770s, a comprehensiye and well-integrated system of turnpike roads
was in existence and development continued up to 1841. Under the auspices
of the region's turnpike trusts, far greater funds were devoted to road
maintenance than ever before, and concerted efforts were made to stream-
line the road system through widening, construction of 'cut-offs' and
lowering of hills. The significance of these various changes 1s clearly
reflected in the remarkable growth of traffic during the period, especially
in the public transport sector. The traffic expansion was accompanied by
a considerable improvement in rates of travel, often at no great advance
in costs in relative terms. Viewed as a whole, such transport developments
formed a highly important permissive, and at times positive, force in the
movement towards greater regional urbanisation, in regional agricultural
expansion and improvement, and in the decline of traditional industries

and crafts. Preliminary comparison with the Yorkshire West Riding suggests

that the experience of Southern Hampshire was more than repeated in the

developing industrial regions.
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INTRODUCTION

The improvements in inland transport that occurred in Britain
between the 1750s and the 1830s have long been recognised by economic
1 Mathias,

discussing the role of inland transport during the period, notes ithat

historians as a vital element in the Industrial Revolution.

'industrialisation could proceed only with the development of invest-
ment and innovation in transport keeping pace with investment and inno-

vation in produ.ction'u2 In a similar discussion, Hartwell states that

'in 1830, Britain was producing three quarters of Europe's mined coal,
half of Europe's cotton goods and iron, and most of Europe's steam
, engines., Without improved communications, there would have been a
limit to the size of markets for these growing industries, a generally
higher cost structure, and wider disparity between the developﬁent of
| different parts of the ;:ountry'.3 The two main elements involved in
such transport improvements were the canals and the turnpike roads.
During the past 50 or so years, the canals have attracted (and still
continue to attract) the attention of numerous scholars, both geogra=-
phers and historians. For example, the history of British canals has
been carefully reconstructed by Hadfield in his series of well=known

regional surveys,a*whilst'more detailed work is to be found amongst

the many regional and local monographs on British inland waterways

1 The term 'Industrial Revolution' is used in this thesis to refer to

the fundamental technological and organisational changes that occurred
in British industry between 1750 and 1830, and equally as important,

the impact that these changes made upon the overall development of the
British economy during the period,

2 P. Mathias, The First Industrial Nation: An Economic History of
Britain, 1700-1914, (London, 1969), 106

> R.M, Hartwell, 'The Industrial Revolution in England', Historical

Association Pamphlett No. 58, (1963), 17

4 See, for example, C., Hadfield, The Canals of Southern England,
(London, 1955): The Canals of the East Midlands, (London, 1966);
The Canals of South Wales and the Border, (London, 1960)., The same

author has also written a valuable introduction to the history of
canals in Britain in British Canals, (London, 1950)




1

available in both published and unpublished form.™ In direct contrast,

and as chapter one shows, a surprisingly limited amount of scholarly
research, particularly of a geographical nature, has been done on the
turnpike roads, while even less attention has been paid to the traffic

passing over them. As a result, there is little information upon which

to assess the precise contribution of road transport in the period.

Its importancé, on the other hand, is undoubted. As late as the 1830s,
for instance, few areas of Britain possessed a dense network of canals.
Indeed, in some parts, there was little alternative to road transport

and even where water transport was available, turnpike roads performed

an essential complementary function.
The primary aim of the thesis is to explore the possibilities open
for reconstructing the country's developing road transport system during

the period of the Industrial Revolution. The exploration is carried out

within the context of SouthernHampshire2 and stresses the highly dy-

namic quality of road transport development over the period from 1750 to
1850, The selection of a primarily agricultural region like Southern
Hampshire as the area for study might be considered by some as unusual
or even illogical. In several respects, however, the region was quite
typical ‘of the time, For instance, there were many other parts of the

country where agriculture constituted the dominant form of economic

activity. In addition, Southern Hampshire in the eighteenth century

For selected bibliographies of such work, see W.,T. Jackman,

The Development of Transportation in Modern England, (2nd edition,
London, 1962), xiv-xxiv and 750-89; H.J. Dyos & D.H. Aldcroft,
British Transport: an economic survey from the seventeenth centu

to the twentieth, (Leicester, 1969), 404-5 and 411-412; P.S. Bagwell,

The Transport Revolution from 1770, (London, 1974), 420-2, For the

Hampshire area, see for example, E., Course, 'The Itchen Navigation',
Proc. Hants Field Club, 24, (1967), 113-26; E. Welch, 'The Bankrupt

Canal: Southampton and Salisbury, 1795-1808', Southampton Papers No. 35,
(1966)., Details of some of the unpublished work are to be found in a

series of articles, 'Transport History in University Theses',
published in the J. Transport Hist., viz. 4, (1960), 161-73; 7, (1965),
54=-6; 2, (1974), 234-8

Z The term Southern Hampshire 1is normally accepted as referring to the
region between the South Downs and the coast, centred on the Hampshire
Basin, In this thesis, however, the term is used to refer to a some-
what larger region, extending northward to include the areas around
the towns of Andover and Alton., During the eighteenth and early nine-
teenth centuries, these were economically orientated toward the
coastal region rather than to Basingstoke and the Thames Valley as
they tend to be today. The Isle of Wight, it should be noted, is
excluded altogether.,

-2 -
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possessed a significant measure of small-scale, generally rurally-

based industrial activity, and this pattern was again very much a
familiar one in other regions of Britain., Moreover, one effect of
the Industrial Revolution, mediated through improved transport
systems, was the almost countrywide destruction of such local indus—
trial enterprise, a change in which Southern Hampshire shared as much

as any of its counterparts.

Just as various aspects of Southern Hampshire's economic geogra=-
phy evolved over the course of the later eighteenth and early nine-
teenth centuries, so its road transport system evolved too. The bulk
of the thesis 1s concerned with this theme, or more precisely, with
reconstructing, describing and analysing the changing nature of the
system as represented by its chief components = the turnpike roads,
the stage-coach and the carrier services. Considerable problems exist,
however, in the realm of sources and methodology and these are dis-
cussed in detail in chapters two and three respectively. Since the
focus of the study is the road transport system, no concerted attempt
1s made to explore the relationship between transport development and
geographic change. The broad outlines of this relationship, though,

are discussed in chapter ten, the conclusion.



CHAPTER ONE
REVIEW OF THE LITERATURE

1.1) National studies

=

The road transport developments of the In&ﬁétrial Revolution
period have featured in many of the general works published on thé
history of British transport. The most comprehensive of these treat-
ments is still Jackman's exhaustive and scholarly work, first published
in 1916, but reprinted in 1962 with a valuable bibliographical intro-
duction by W.H. Chaloner.1 The appendices Jackman includes on the

changing cost and speed of coach travel between 1750 and 1830,2 and on

the changing cost of the land carriage of goods over the same period,3

are particularly useful in assessing, in some kind of quantitative
manner, the significance of the transport improvements effected during
the periods A less detailed, though more up-to-date, examination is
that by Dyos and Aldcroft, published in 1969.4 This work is especlally
valuable for its extensive bibliography. The most recent treatment of
the subject, however, is that by Bagwell, published in 1974.5 In com
parison with Jackman's work, Bagwell's contribution is somewhat brief.
Nevertheless, he does make a concerted attempt to chart, within a
quantitative framework, the rise and decline of the public coach and
‘carrier systems between 1790 and 1850 by examining changes in such

facilities at ten of the country's leading urban centres.6 In addition,

1 W.T. Jackman, The Development of Transportation in Modern England,
(2nd edition, London, 1962; |
2

W.T., Jackman, op., cit., 683=715

3 Ibidl 9 716-23

4 H.J. Dyos & D,H, Aldcroft, British Transport: An economic survey from
the seventeenth century to the twentieth, (Leicester, 1969)

) P,S. Bagwell, The Transport Revolution from 1770, (London, 1974)

6 P.S, Bagwell, op. cit., 44, 56



like Dyos and Aldcroft, Bagwell includes a useful and wide-ranging

bibliography. Numerous other authors of general works on the history

of British transport have touched upon the subject of the road trans-

port developments of the period.1 However, the majority of these

studies are essentially superficial in their treatments; few are the

. product of research on primary sources.,

' The study of road transport developments during the Industrial -

Revolution has not just been confined to transport historians alone.
Economic and social historians have also shown rather more than pass-
ing interest in the subject, Ashton, for example, makes reference to
road transport developments in his well-known text on the economic

history of the eighteenth century,2 while Mathias includes a similar

contribution in The First Industrial Nation.3 Amongst the literature

of social history, perhaps the most useful account is a chapter by

Beales entitled 'Travel and Communications', forming part of a two-
volume work on Johnson's England.é

Turning from these more general works to look at studies that
deal specifically with the road transport developments of the period,

the neglect that the subject has suffered becomes readily apparent.
The only work to have examined this theme explicitly is that by
Copeland, published in_1968.5 The first appearance of this book

aroused great expectations among economic and transport historians,

but as Chaloner pointed out in his review',6 it 1s not the definitive

See for example, C,E.R. Sherrington, A Hundred Years of Inland
Transgort; 1830-1933, (London, 1934); C.I. Savage & T.C. Barker,

An Economic History of Transport, (London, 1975)

2 T.S. Ashton, Economic History of England:rThe Eighteenth Cenéugx,

(London, 1955), 63-90

3 P, Mathias, The First Industrial Nation: An Economic History of
Britain, 1700-1914, (London, 1969), 106-20

4 H.,L. Beales, 'Travel and Communication', in A.S. Turberville, (ed.),

Johnson's England, I, (Oxford, 1933), 125-59

> J. Copeland, Roads and their traffic, 1750-1850, (Newton Abbot, 1968)

6 W.H., Chaloner, Book review: J. Copeland, Roads and their traffic,

1750-1850, Econ. Hist. Rev., 23, (1970), 190-1




3

‘'work on the subject. It 1is true that the author has succeeded in

bringing together a great deal of scattered information, and the result
does add significantly to our knowledge of the subject, but as Chaloner
remarked, Copeland failed to get down to the hard but vital work of

trying to estimate the volume and nature of the traffic using the major

roads, or to chart the chronology of regional turnpike expahsion.1 The

value of the book is further diminished by the almost complete absence
of maps.

A rather greater amount of research has gone into individual
aspects of the road transport developments of the period. Turnpike

roads, for example, have formed the main subject of two books of con-
2

siderable academic standing. The first, by the Webbs,” was published in

1913, and although it deals with roads from the Middle Ages until the
early twentieth century, by far the greater part is devoted to an exam~
ination of turnpikes. In common with Jackman's almost contemporary
study,3 1t bears the stamp of detailed and painstakihg research over a
number of years, and this is especially apparent in the comprehensive
lists of notes and references that append each chapter. However, the
work of the Webbs on turnpikes has recently been supplemented, and in
some respects superseded, by that of A.lbert.4 In a study of the
Turnpike Road System of Engiand, Albert fairly convincingly demonstrates
that roads were not turnpiked in a scattered and random manner, as the
Webbs have led economic historians to believe., He showed, instead, that
the turnpike system developed in an economically rational manner. The
major roads, particularly those radiating from London, were the first to
be turnpiked, while the secondary and cross roads followed later. To -
the main section on the development of the turnpike system, Albert adds

a series of useful discussions on various other aspects of turnpikes,

l-W;H. Chaloner, op. cit., 191

2 S. & B, Webb, The Story of the King's Highway, (London, 1913)

W.T, J&Ckman, OE- Cit-
A '

We. Albert, The Turnpike Road System in England, 1663-1840, |
(Cambridge, 1972)



1

‘including trust administration and trust road repair.” However, a major

omission is the failure to include a series of maps showing the spatial
and chronological pattern of turnpike development for England as a
whole. The absence of even a map to show the extent of the turnpike
system, at its peak, in 1840, is hard to excuse. A further drawback of
the book, and one that the author himself acknowledges, is that in
attempting to present a nationwide survey, much important regional
detail has been lost and many factual errors thereby encouraged. If the
details on Hampshire turnpikes included in the appendices are in any way
representative, the overall volume of error must be considerable.
Albert's work has since been extended by Pawson, in a study which

examines turnpike road development in England and Wales within the
general framework of diffusion theory.2 A major advantage of this par-
ticular study is the valuable series of maps that it contains showing

the spatial and chronological pattern of turnpike development up to
17/0. The development pattern after 1770, though, still awaits carto-
graphic reconstruction,

The work of the Webbs, Albert and Pawson, apart, many other
writers on British roads have given some attention to turnpikes, though
more usually under the general heading of 'coaching roads'.3 However,

little of this work is of any value to the serious student, and some of
it contains alarming factual errors., On a slightly different level, the

Amateur Historian (now the Local Historian) has from time to time pub-

lished some brief but useful articles on turnpikes. Probably the best

4

of these is that by Cossons, which draws attention to a surprising

1 A useful critique of some of these later chapters is provided by

G.R., Hawke, Book review: W, Albert, The Turnpike Road System in England,
1663-1840, Econ, Hist. Rev., 26, (1973), 156~7

2 E.J. Pawson, '"The Development of the Turnpike Road System in the
Eighteenth Century', (unpubl., D.Phil thesis, Univ. of Oxford, 1975).
See also E.,J. Pawson, 'The Turnpike Trusts of the Eighteenth Century:
a study of Innovation and Diffusion', Univ. of Oxford, Sch. of Geogr.
Res. Pap. 14, (1975)

3 See for example, G. Boumphrey, British Roads, (London, 1939);
C.H. Hartmann, The Story of Roads, (London, 1927); L.A.G. Strong,
The Rolling Road, (London, 1956)

4 A. Cossons, 'Misconceptions about Turnpikes', Amateur Historian, 5,
(1962), 39-43, See also E.C.W, French, 'Turnpike Trusts', Amateur

Historian, 2, (1954), 4-7; G, Pennethorne, 'Payment on the Road',
Amateur Historian, 1, (1953), 102-6
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number of inaccuracies amongst the literature of the subject. Finally,

two further items deserve mention, The first, a work by Searle, pub-

lished in 1930,1

interesting anecdotes and profusely illustrated, but of limited aca-
2

represents a kind of turnpike miscellany, full of

demic value. The second, a work compiled by Smith,” is more recent and

much shorter, and reproduces in facsimile a selection of the wide range
of documentary sources which are available for the period. The work |
also includes reproductions of an interesting collection of contempor-
ary illustrations by W.,H. Pyne, and these are accompanied by a text

written at about the same time,

A second aspect of the road transport developments of the period

to have attracted writers' attention is the subject of coaching.

Indeed, of all that has been written on the various aspects of road

transport development during the Industrial Revolution, coaching has

proved to be by far the most popular, Thus, Albert, in the preface to
his book on the Turnpike Road System in England, is led to state: ‘As
it is felt that little new information can be added at this stage to

the already voluminous literature on coaching, this subject has not

3

been dealt with in this study'.,”~ However, by far the greater part of

this literature is of an intensely romantic and antiquarian kind, much

of it written towards the end of the nineteenth century, and of limited

. . 4 . .
interest to the serious scholar, The two main exceptions are the

works by Harper and by Nimrod (C.J. Apperley).5 While Harper's work

liM. Searle, Turnpikes and Toll=-bars, (London, 1930)

2 P, Smith, The Turnpike Age, (Luton, 1970)

> W, Albert, op. cit., vii-viii

4 The output of the 'romantic school' was quite remarkable, and no
attempt is made here to provide an exhaustive list of such work.
However, the following selection is fairly representative: E. Corbett,

An 01d Coachman's Chatter, (London, 1890); T. Cross, The Autobiography
of a Stage Coachman, (London, 1861); S. Harris, The Coaching Age,

London, 1885): W.P. Lennox, Coaching, (London, 1876); W.0. Tristram,

Coaching Days and Coaching Ways, (London, 1903)
5

C.G., Harper, Stage-coach and Mail in days of yore, (London, 1903);
Nimrod (C.J. Apperley), The Chace, the Turf and the Road, (London, 1837)



bears all the hallmarks of the romantic antiquarianism so typical of its
age, several of the chapters are sufficiently informative and useful to
warrant more than.a cursory glance. Nimrod's work is rather different
in that it was written much earlier, during the height of the coaching
age, and contains much illuminating first-~hand information about the
organisation and economics of coach operations, absent in much of the
later work, In addition, it incorporates an amusing but telling 1llus-
tration of the extent of the improvements that were made in coach travel
during the 50 or so years between the 1780s and the 1830s,

Among the more modern work, the best introduction to the history of
coaching 1s probably that by Bovill, published in 1959.1 This 1s use~-
fully supplemented in a later work by the:same author, which:appeared in
1962.2 Mail=-coach operations have received detailed examination by

Vale.3 A much shorter and less detailed study of the same theme has

been made by Kay.4 Margetson provides a very readable account of coach-

ing in the period, and in fact covers considerably more ground than the

sub-title of the.book suggests,swhile a particularly useful selection

of notes on coach travel has been assembled by Hart.6 The three most

recent works on the subject of coaching, however, are those by Bates,

the Andersons and Mbuntfield.7 Bates' work is exactly what its title

l E.W. Bovill, The England of Nimrod and Surtees, 1815-54, (London,
1959)

2 E.W. Bovill, English Countﬁz Life, 1780-1830, (London, 1962)
, ,

E. Vale, The Mail=coach Men of the late Eighteenth Century,
(London, 1960) g

4 F.G., Kay, Royal Mail - the story of the Posts in England from the
time of Edward IVth to the present day, (London, 1951)

S. Margetson, Journey by Stages = some account of the people who
travelled by Stage—-coach and Mail in the years between 1660 and 1840,

London, 1967

0 H.W. Hart, 'Some Notes on Coach Travel, 1750-1848', J., Transport
Hist., 4, (1960), 146-60

A, Bates, Directory of Stage-coach Services, 1836, (Newton Abbot,

1969): R.C. & J.M. Anderson, Quicksilver = A Hundred Years of Coaching,
1750-1850, (Newton Abbot, 1973); D, Mountfield, The Coaching Age,

(London, 1976)



suggests, a stage=-coach directory, or as the publisher's note describes
it, 'The Bradshaw of the height of the stage~coach era'. There is
little to be said about the basic work itself. Instead, the main criti-
cism lies in the appalling lack of explanatory and background informa-
tion offered in the mere 17 lines of introduction. In particular, the
list of sources that were used in the directory's compilation is vague,
and no attempt is made to place the work in its correct historical con-
text, The work by the Andersons must, like Copeland's book of some
five years earlier,1 have aroused many expectations. Again, though, it
1s far from being the definitive work on the subject., To be fair, the
authors have drawn together a great deal of useful material to make a
most readable book, and it will undoubtedly replace much that was
written on the subject towards the end of the last century. Unfortu-
nately, however, the work is cast in the same romantic vein that is so
characteristic of the later nineteenth century authors., No attempt is
made to estimate, even in crude numerical terms, the size and scope of
the coaching business, or to chart the way in which it developed over
time, Some of the amusing anecdotes and lengthy quotations could well
have been sacrificed to make way for analyses of this kind. This would

have increased the depth of the book significantly, without prejudicing
its overall appeal. Mountfield's work follows closely the pattern set

by the Andersons. It is cast in the same nineteenth century romantic
tradition and adds little to existing knowledge.

One aspect of road transport developments during the Industrial
Revolution that has received remarkably little attention in any form 1is

.the subject of carriers. The practice of operating regular waggon ser-

vices for the carriage of goods between Britain's towns dates back to
° With the

expansion of internal trade which accompanied the upsurge in economic

the early seventeenth century, and possibly even earlier,

activity during the Industrial Revolution, the frequency and regularity
of these services increased markedly. By the early nineteenth century,
carriers closely rivalled stage-coaches in terms of the range and
efficiency of the facilities that they offered, Despite their undoubted
economic significance, though, few attempts have been made to study the

nature or importance of carrier operations, or the way they developed

1 J. Copeland, op. cit.

2 See for example, J, Taylor, The Carriers' Cosmographie, (London, 1637)
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over time, The Pickford Company records have inspired two useful

articles, one by Halfpenny and one by Turnbull,1 although both are

really little more than business histories. The complex question of

the cost of the transport of goods by land has been examined in

articles by Willan andpAlbert,z'while the land transport of goods

during Tudor and Stuart times is dealt with by Crofts.3 These works
apart, the only remaining references to carrier operations are con-
tained in studies concerning the production and distribution of indus-

trial goods.4

1,11i) Regional and local studies

!

In any discipline, national studies invariably bring numerous
drawbacks. The wider the area which a study embraces, the greater
the incidence of factual error. In addition, the study of a subject
at a national scale must inevitably dull, and in some cases obscure
or even misrepresent, the rich fabric of regional and local detail
which frequently exists. Thus, researchers in many disciplines have
been drawn to the regional and local study as a means of avoiding
such problems, and valuable work has been done at this level. This
is true in the context of road transport developments in Britain dur-
ing the Industrial Revolution, although it should be streséed that
disciples of the 'romantic school'! have still found the regional and

local study as effective an outlet for their enthusiasm as the

national study.

1 E. Halfpenny, 'Pickfords: Expansion and Crisis in the early 19th
century', Business Hist,, 1, (1958), 115-25; G.L. Turnbull, 'The
Railway Revolution and the Carriers' response: Messrs., Pickford & Co.,
1830-50', Transport Hist., 2, (1969), 48-71; see also G,L. Turnbull,
'Pickfords 1750~1920: A Study in the Development of Transportation',
(unpubl, Ph,D, thesis, Univ. of Glasgow, 1972)

2 T.S. Willan, 'The Justices of the Peace and the Rates of Land
Carriage, 1692-1827', J. Transport Hist., 5, (1962), 197-204;
W. Albert, 'The Justices' Rates for Land Carriage, 1748-1827,
recongsidered', Transport Hist., 1, (1968), 105-29

3 J. Crofts, Packhorse, Waggon and Post: Land Carriage and

Communications under the Tudors and Stuarts, (London, 1967)

4 See for example, R.,A., Lewis, 'Transport for Eighteenth Century

Ironworks'!, Economica, 18, (1951), 278-84: T.S. Ashton, Iron and Steel
in the Industrial Revolution, (Manchester, 1924)
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Few authors of regional and local works have examined, as a whole,

1

the subject of road transport developments during the period.  Instead,

far greater attention has been focused on certain of its individual
aspects within a regional or local context. The turnpike roads, in
particular, have drawn considerable interest, though more frequently
amongst historians than geographers. The best regional study to have

been published on turnpikes is undoubtedly that by Cossons on the

2

Nottinghamshire turnpike roads, which appeared in 1934.” In this work,

the author offers a great deal of useful information about the estab-
lishment of turnpikes at the national scale, and about the machinery
involved in their operation, At the same time, these details are care-
fully illustrated through a case-study of the development of the
Nottinghamshire turnpike system. Some helpful information is also
included about sources, clearly in the hope of stimulating further work
on the subject. In additign, the study incorporates a number of com—

- prehensive appendices. Perhaps the most significant point about
Cossons's work, however, is the value that he attaches to the collec=-
tion of information about toll receipts as a means of working out the
details of the progress of the Industrial Revolution. The same author

has made several similar studies for Warwickshire, Norfolk and
Northamptonshire,3 but none of these meet up to the standard of that on

Nottinghamshire. The turnpike roads of Lancashire have been examined
in an article by Tupling.4 This particular work, though, lacks a

reasonable selection of maps, and the surviving primary source materials

A useful regional study covering just the nineteenth century is that

by Williams - L,A. Williams, Road Transport in Cumbria in the Nineteenth
Century, (London, 1975)

2 A, Cossons, 'The Turnpike'Roads of Nottinghamshire', Historical

Association Pamphlett No., 97, (1934)

A. Cossons, 'Warwickshire Turnpikes', Trans. B'ham. Arch. Soc., 64,
(1941-2), 53-100; A. Cossons, 'The Turnpike Roads of Norfolk!, Norfolk
Archaeology, 30, (1947-52), 189-212; A, Cossons, 'The Turnpike Roads of
Northamptonshire with the Soke of Peterborough', Northants Past and
Present, 1, (1950), 29-46

4 G.H., Tupling, 'The Turnpike Trusts of Lancashire', Memoirs and
Proceedings of the Manchester Literary and Philosophical Soc., 94,

1953), 39-62
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are given only superficial treatment. The Lancashire turnpikes have
received further attention in a paper by Harrison,1 which although
written almost a century ago, contains a surprisingly well-executed
map. The turnpike roads of the Cotswolds are given brief mention in

a chapter on transport included in a recent new survey of that area by

the Hadfields,zwhile the development of roads (including turnpikes)

in Surrey and Sussex is dealt with in an article by Fuller3 and consti-
tutes one of the few studies of the subject to have appeared in the
geographical literature. Examination of turnpike roads at the regional
level has also proved a relatively popular topic for higher degree
theses, though the majority of these have concentrated upon adminis-
trative rather than geographical aspects.4 Much of the remaining work
is rather too local in character or too amateur in approach to be of
any real academic value. Nevertheless, there are a number of excep-

tions to this general rule, the best of which are perhaps Copeland's

article on an Essex Turnpike Gate,5 Payne's study of a South London

turnpike trust,6 and Austen's paper on a turnpike in—Sussex.7 Finally,

1 W. Harrison, "The Development of the Turnpike System in Lancashire and

Cheshire', Trans. Lancashire and Cheshire Antiquarian Soc., 4, (1886),
80-92

2 C. Cox, C, Hadfield, & D, Bick, 'Transport', in C., & AM. Hadfield,
(eds.), The Cotswolds: a new study, (Newton Abbot, 1973), 139-77

3 G.J. Fuller, 'Development of Roads in the Surrey, Sussex, Weald and
Coastlands, 1700-1900, Trans. Inst. Br. Geog., 19, (1953), 37-49

See for example, W.G. Dodds, 'The Turnpike Trusts of Northumberland',
(unpubl., M,A, thesis, Univ., of Durham, 1965); A.H.T. Lewis, 'The
Development and Administration of Roads in Carmarthenshire, 1763-1860°',
(unpubl., M.A, thesis, Univ, of Wales, 1968). Further items may be found
in the series of articles, 'Transport History in University Theses',

OE. Citi

> J. Copeland, 'An Essex Turnpike Gate', J. Transport Hist., 6, (1963),
87-94. Much of the material contained in this article is also included
in Copeland’'s later book, op. cit.,

6 P.L. Payne, 'The Bermondsey, Rotherhithe, and Deptford Turnpike
Trust, 1776-1810', J. Transport Hist., 2, (1956), 132-43

/ B. Austen, 'John Loudon McAdam and the Lewes to Eastbourne Turnpike',

Transport Hist., 7, (1974), 41-59
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1t 1s important to mention ‘that as far as the author is aware nothing
has been published on the turnpike roads of the Hampshire area, although
as might be expected, they do form the subject of passing comment in a
"number of books and articles which deal with the region.1 The only un-
published work of any note is that by Parry on the Southampton-
Winchester turnpike.2
While it is clear that relatively little scholastic research has
gone into the study of turnpike roads at the regional and local level,
by contrast, even less has been done on coaching. In fact, the only
work of any real value to have been published on this particular aspect
of road transport development during the Industrial Revolution at the
regional or local level is that by Dickinson on the West Riding of
Yorkshire, published in 1959.3

ing article, the author successfully reconstructs the pattern of stage-

In what was then intended as a pioneer-

coach activity in this part of Yorkshire in the decade immediately
prior to the advent of the railways, using a local directory and local
newspapers as sources. In his introduction, Dickinson observes that

~ public transport needs during the Industrial Revolution were largely
met by the canal and the stage-coach, and that the canal has received
far more thorough and systematic examination than the stage-coach,
Yet,\as the author further points out, there is much that can be learnt
about a region's economic life in reconstructing the pattern of stage-
coach activity. Despite the unquestionable value of such studies,
however, Dickinson's efforts failed to inspire any further published

work on the subject of comparable standing.4 In the unpublished field,

1 The most important of these is probably C. Cochrane, The Lost Roads
of Wessex, (Newton Abbot, 1969)

2 D.R. Parry, 'The Southampton-Winchester Turnpike', (unpubl. B.A.
thesis, Univ. of Southampton, 1959)

3 G.C. Dickinson, 'Stage-coach1services in the West Riding of Yorkshire
between 1830 and 1840', J. Transport Hist., 4, (1959), 1-12

4 Two recent articles by Heath and Kennett, for instance, fall a long
way short of the standard set by Dickinson - J.,E., Heath, 'Stage-coach
routes in 18th and 19th century Derbyshire', Derbyshire Miscellany, 5,
(1969-70), 172-3; D,H, Kennett, 'The Geography of Coaching in Nineteenth
Century Northamptonshire', Northants Past and Present, 5, (1974), 107-20



a number of higher degree theses have included reconstructions of re-
gional patterns of coaching activity, although these are usually only a

small part of a quite different and much wider problem. For example,
Caroe has reconstructed the pattern of coach movements in East Anglia
for the year 1839.1 Such a study clearly has some comparative value for
those examining coaching activity in other areas, but the discussion of
sources and the analysis of the pattern of movements are insufficiently
detailed to be of any real significance in the field as a whole.
Although very little serious work has been done on regional and
local aspects of coaching activity, there is much in print in the roman=-
tic tradition. Harper, probably the most prolific writer on coaching,
produced a whole series of books, about the turn of the century, on the
principal coaching roads of the country - on the Brighton Road2 and on
the Dover Road,3 to name two examples. Two works dealing with specific

regions as opposed to specific roads are those by Bradley andJamieson,4

both covering areas of Northern England. For the Hampshire region, a
number of works on local history make reference to coaching. For
example, Gates, in his History of Portsmouth,s includes a separate
chapter on the town's coach facilities. In addition, of course, there
is the inevitable volume by Harper,6 which for all its trivia, does
contain some valuable facts. Lastly, and demonstrating that the output

of the 'romantic school' is far from exhausted, two short articles on
local aspects of coaching have recently been published in the Hampshire

Magazine,7 the first of them characteristically titled 'Tan~-tivvy-tara!l
on the Portsmouth Road'!,

1L, Caroe, 'Urban Change in East Anglia in the Nineteenth Century',
(unpubl, Ph,D, thesis, Univ, of Cambridge, 1966)

2 C.G. Harper, The Brighton Road, (London, 1892)

3 C.G. Harper, The Dover Road, (London, 1895)

4 T. Bradley, The Old Coaching Days in Yorkshire, (Leeds, 1889);

M. Jamieson, Coaching Days in the North Country, (Newcastle, 1969)

> W.G. Gates, History of Portsmouth, (Portsmouth, 1900), 469-73

6 C.G. Harper, The Portsmouth Road, (London, 1895)

/ J.C, Marsh-Edwards, 'Tan-tivvy-tara!: on the Portsmouth Road',
Hampshire Magazine, 14, (1973), 49-50; M. Scott, '"Hampshire's Coaching

~ Days', Hampshire Magazine, 15, (1975), 39-40
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The aspect of road transport developments during the Industrial

'

Revolution period to have received the least attention of all at the
regional and local level is carrier activity. As far as the author is
aware, no detailed regional or local studies, either published or un-
published, have been made of carriers during the period 1750 to 1850,
despite their undoubted importance in the economic expansion of the
country;at the time, Willan highlights-this omission in his recent
study of the trading activities of Abraham Dent, a Kirkby Stephen
shopkeeper in the eighteenth century;1 He shows that Dent's supplies
came from many different parts of the country, from as far away as
Norwich and London, suggesting the existence of a relatively well-
developed transport system. The principal figure in that system was
the carrier, a figure which, according to Willan, has been strangely
neglected. However, whilst there have been no detailed regional or
local studies of carriers during the Industrial Revolution period, it
should be mentioned that some attention has been given to the examina-
tion of regional and local patterns of carrier activity in the second
half of the nineteenth century. Everitt, for example, has made a
specific study of the role of the village carrier in Leicestershire in
the later Victorian period.2 In addition, a number of authors have
examined regional patterns of carrier activity in the second half of
the nineteenth century, as a means. of delineating spheres of urban
iﬁfluence.Bj Similarly, Caroe, in her work on urban change in East

4 reconstructs the pattern of carrier

activity in the area for the years 1839, 1846 and 1869-70, but as

Anglia in the nineteenth century,

1 T.S. Willan, An Eighteenth Century Shopkeeper = Abraham Dent of
Kirkby Stephen, (Manchester, 1970)
2

AM, Everitt, "Town and Country in Victorian Leicestershire: The
Role of the Village Carrier', in A.M. Everitt, (ed.) Perspectives in

English Urban History, (London, 1973), 213-240., See also A, Greening,

Nineteenth Century Country Carriers in North Wiltshire', Wilts, Arch.
& Nat, Hist. Mag., 66, (1971), 162-76; A.M. Everitt, *Country Carriers
in the Nineteenth Century; J. Transport Hist., 3, (1976), 179-202

3 See for example, H. Carter, 'Urban grades and spheres of influence

in South-West Wales: an historical consideration', Scott. Geogr. Mag.,
71, (1955), 43-563 P.,R. Odell, '"Urban spheres of influence in

Leicestershire in the mid-nineteenth century', Geogrl. Stud., 4,”(1957),
30-45

4 L. Caroe, op. cit,



T

mentioned earlier, these reconstructions are merely part of a much
broader discussion, and carrying in itself is not treated in any great
depth. The attention given to carrier activity in the second half of
the nineteenth century, however, highlights further the neglect of the .
subject over the 100 years preceding. This is despite the more sig-
nificant role played by carriers in the national transport system dur-

ing the second half of the eighteenth and the early part of the nine-

-teenth centuries.

\

1l,iii) Summary and appraisal

The preceding discussion has demonstrated very clearly that remark-
ably little scholarly research has gone into the study of road trans-
port developments in Britain during the Industrial Revolution period.

At the national level, these developments have been accorded surpris-
ingly little attention. With the exception of the brief and often

superficial treatments of the subject contained in general works on the

history of British transport, only one book has been published that

1 though with no great degree of success.

examines this theme explicitly,
Of the different- aspects of road transport developments at the national
level, the turnpikes have proved the focus of the more valuable work,
notably that by Albert andPa'wson,2 although neither author makes any
attempt to examine or estimate the traffic using key roads. Coaching,
in contrast, has suffered from a surfeit of romantic and antiquarian
writing, and remarkably little work has been published which can be
considered to be of true value. Carrying, meanwhile, proves to have
been almost totally neglected, with but a handful of published articles

in existence of any kind. The picture at the regional and local level
is little different., Once again, the turnpikes have proved the focus

of the more valuable work, the best of which appeared in a paper pub-

3

lished over 40 years ago.” In the realm of coaching, Dickinson's

4

pioneer article on stage-coach services in the Yorkshire West Riding

1 J. Copeland, Roads and their Traffic ..., op. cit.

2 W. Albert, The Turnpike Road System ..., Op. cit.; E.J. Pawson, The
Development of the Turnpike Road System ..., Op. cit,

3
4

A, Cossons, The Turnpike Roads of Nottinghamshire ..., op. cit.

G.C. Dickinson, op. cit.
-17 =



remains the only really serious regional study of the subject. Finally,
detailed regional or local studies of carrier activity seem to be en-

tirely absent, in spite of the encouraging results of investigations on

carriers in a rather later period. .

The explanations for this neglect .are by no means clear, It 1is
clear, however, that the time for full re—-examination of the whole sub-
ject 1s long overdue, At present, one 1s faced with the curious paradox
whereby on the one hand economic historians are in close agreement about
the vital role played by inland transport developments during the
Industrial Revolution period, while on the other our knowledge and under-
standing of a major part of these developments is far from complete.
Recently, writers on British transport history in the Industrial
Revolution period have been criticised for failing to relate develop-
ments in transport to the process of economic change. Thompson, for
example, has asserted that 'the exact relationship between transport and

the growth of the economy is one of the least understood aspects of the

1 . . s
However, an essential pre-requisite to

British Industrial Revolution',
examination of this relationship 1s a full understanding of the trans-
port developments themselves, and in the case of road t;an5port this 1s
very much lacking. The present thesis cannot hope to remedy such.a.
basic omission. It can, though, serve to highlight it, and in so doing,
stimulate similar research on other regions of Britain. Only then will
it be possible to examine fully the relationship between transport

developments and the process of economic change during the Industrial

Revaolution.

1 A, Thompson, The Dynamics of the Industrial Revolution, (London,
1973), 39 . '

\
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CHAPTER TWO
'SOURCES

The study of any aspect of a region's historical geography is
closely influenced by the nature of the sources. The type, range and
survival rates of source materials invariably have a strong condition-
ing effect on the form of study and on the approaches to analysis. In
addition, the reliability of source materials must be taken carefully
into account, as this has a direct bearing on any conclusions that may
eventually be drawn. The central concern of the present chapter is to
survey the type, range and survival rates of the source materials upon
which the major part of this thesis draws and to comment upon their
reliability., The aim is not oaly to assist the reader's understanding
of the form of study adopted and the approaches to analysis employed,
but also to offer some gulde-lines for future researchers in the field.

One of the distinguishipgmarks of studies in ﬁritish historical
geography in the past two decades has been the common tendency to rely
upon a single source. The tendency is epitomised in the work of Darby
and others on Domesday England1 and is reflected further, for example,
2 Whilst

there are often sound reasons for adopting such a line of investigation =

in studies by Baker, Sheail, Kain, and Phillips and Walton.,

particularly in the medieval period - there are many inherent dangers.
Historical sources, by thelr very nature, frequently impose interpreta-
tive restrictions, and to accentuate these through reliance upon a
single source is hard to justify. The present study, though admittedly
by no means the first, breaks well away from the single source tradition.
Instead, firm emphasis is placed on an eclectic approach to sources. In

no sense does this imply that aspects of the study have not been moulded

1 See for example, H.C, Darby & E.M.J. Campbell, The Domesday Geography
of South-east England, (Cambridge, 1962)

2 A.R,H, Baker, 'Evidence in the Nonarium Inquisitiones of contracting

arable lands in England during the early 14th century', Econ. Hist.
Rev., 19, (1966), 518-32; J. Sheail, 'The distribution of taxable

population and wealth in England during the early 16th century', Trans.

Inst, Br. Geog., 55, (1972), 111-25; R.J.P. Kain, 'Tithe surveys and
landownership', J. Hist. Geogr., 1, (1975), 39-48; A.D.M. Phillips &
J.R. Walton, 'The distribution of personal wealth in English towns in

the mid-nineteenth century', Trans. Inst. Br. Geog., 64, (1975), 35-48

- 19 -



T°z auord RS

v
' s 1 - * : T P r

SQH0D3IH .
,SH3Id3IIN-T170L S1NNO SILANIW

S3ILIAILIY
S.1SN4Y1 40

SAY0I23Y
AHVAINIWWNIO0A

._._ -
e

_ ‘sue|d S1OVHINOD _
‘aouapuodsaliod HIVd3H GYOH ST101
| ‘s19yonoA ‘6°s ANy 410

EERLER

ONDIVIN-AQVYOH

(dd'8 Ul pajuiid)
082 PM vBEIed
93818 JO AielRid8S
0] Slunodde 40
IUBWelRLS [eNUUY

£E8L WOH "Ssauisnq |e1sudn e

'$310el1lu0d Jiedas peol
pue bupjew-peoy'z
‘suoljone jjol ‘i

SIN3WISI1HIAQY

9ZL" ¢oH¢E 198d Ajnioyiny H3idVd4dSM3IN
0} sjunodde }o Aloimieis ..—-WDM..._.._- — S3ILIAILDYV
jepun pajlnuqgns
juswigle]s jenuuy ._Muo Muczooou ONISILYIAQY
$O S}oRANISQY m V._ _ n* _/_ Mn_ D-—- —

cZ8lL WU ‘SSaUISNG |BIBUID'E

| [ Jfm——— 51981309 Jredas peos
pue bupjew -peoyZ
‘suollone ol L

SINIW3ISI1H3IAQY
133HSAVYOH8

(dd'g ul paiund)
G560 vO1
39d jusweliey
0] s*unodoe
JO 1UdWae1Q

AHINIHOVIN
AHVININVITHVYd

40
sSdd003d

ANINVITHVYd

40
(S)LOV

INIANVITHVYd

oL
(SINOILIL3d

ol
L ]

_
!
_
_
_
_
_
_
_
_
_
_
_
_
_ 82894 }O %i9[)
“
_
_
_
_
_
_
_
_
|
_
_
_




by the dictates of the sources; it implies rather that subject and not

source has remained uppermost throughout investigations.

The survey is divided into three main sections: the first deals
with turnpikes and relates to chapters six and seven; the second deals
with stage-coaches and concerns chapter eight; the third deals with

carriers and concerns chapter nine.

2.1) TurnEikesl . .

Unquestionably the most significant feature about sources on' turn-
pikes 1s that all turnpike roads were administered by statutory auth-
orities, Each was established uﬁder separate Act of Parliament,2 and
from the early nineteenth century, the regulations governing their form
and running became progressively standardised.3 The result is that
sources on turnpikes exhibit a degree of uniformity which is somewhat
uncharacteristic in the normal run of historical evidence. The type
and range of sources are indicated in figure 2.1 and the following dis-

cussion is structured with this diagram in mind.

~

a) Parliamentary records (legislative)

Since a turnpike road and the body responsible for its administra-
tion = the turnpike trust = could be established only by Act of

Parliament, there is a wealth of documentation amongst Parliamentary

records.n The House of Lords Record Office holds full collections of

1 : :
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