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Preface.

When I came to live in Rugby in 1968 I joined a Local
History Study Group qtithe Percival Guildhouse under the leadership
of kirs G.Elackburn end’ with the intention of pubtlishing o definitive
history of Rugby. I had no previous special interest in history;
but I had 2 childhood iqtéres$ in Tailways (not locomotives) and I
jumped at the chance to fill =2 vacéécy in the team for someone to study
railways, roads and canals. I became totally absorbed in the exciteme
of research: and the frusﬁration of diécovering more and mMOTre unanswere
questions, My childhood interest had matured end I found that I had
become the Hon. Secretary of fhe.Percival'Guildhouse.

ﬁnfortunately lirs. BLlackburn's group had been too ambitious
and no publication resulted. . _

For two years 1 reseérched and collated as much information
as I could. The deunting task of editing this into a readable form
was compounded by personsl difficulties at the time and it has taken
a further ten years to complete the work,

To ease the task of t&ping I have chosen to write source
references into the text rather than to use page notes. The chapters
have feally been written as self-contained articles. I have quoted
from nineteenth century sources quite freely and confess a soft spotd
for the quaint language of that time.

The chapters about the "London & Birmingham Railway", the
Battle of the Gauges, and Turnpike Roads were first published in
"Rugby - Aspects of the Past" and its companion volule by the successox
Local Higtory Study Group again at the Percivel Guildhouse but under
the leadership of Mx R.J.Davies. Without the encouragement of those

putlications I might not have had the courage %o complete my task.

Peter E, Elliott.

"Furlong', January 1982.

©) e

This book is the copyright property of Peter E. Ellioti: 1982.
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THE DEVELOPMENT OF TRANSPORT IN RUGBY.

Chapter 1.
THE ROADS AND STREETS OF RUGEY.

Introduciion.

Rugby is bvoxed-in and by-passed by major trunlk road; and
by the trunk routes of previous generations. To the north and east
we ﬁave the former Roman Watling Street and the 1/li6 motorway system;
to the south we have the former coaching road through Dunchurch (the
A45) and the 145 motorway; to the west we have the ancient Fosse Way
and the M69 notorway. It is possible to by-pass Rugby in almost as
many directions by main road as it was possible to reach Rugby by
train. The main roads shunned the town with the same vigour with which
the railways were attracted, The canel, like the main roads, happens
to.ﬁa;s near, and to almost encircle the town, witnout naving an
infldgﬁée upon it. However, Rugby is 2lso at the hub of az seven-
spoké"radial system of minor roads. Its foundation as a small market
fbwn arose from these roads: and these will be the principal subject

of this chepter.
Early History

Qur present research has revealed only references to journeys
throﬁgh or near Rugby rather than to the roads upon wiich those
journeys were made, The first reference is strictly speaking not
wifhin the scope of the "seven radial roads" out as it is our first
welésk o be excused. The account of the "Zarby Run" by l.E,Hoxan
in the Rugby Advertiser of 18th April, 1882 describes the "former
turnpike road from lorthampton to Dunchurch" (now Ashlawn Road):-

o "Mong this road, westward on 20th August, 1642, the Zarl
of Essex, the Lord General of the Zarliementery forces uwarched

from iorthempton to a rendezvous on Dunsmore Heath, about 2 miles

westwards (from where the Barby Run crosses this turnpike road) ne:
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the lodge entrance to Bilton Grange. He was accompanied by the Earl
of Stamford, Col, Cholmley and Col, Hampdenl .....e AmMongst the forces
were many troops of horses -and eighteen field pieces; the latter were
in general of very small bore',

The next reference (Wait P271) concerns Hillmorton Road
and Lawford Road seses "In Jdne 1690, King William ITIX passed through
Hillmorton on his march to Ireland, and on that occasion it is said
that three thousand carts laden .... passed along the high road to
Coventry."

Britannia Depicta.

Our first factual evidence of the state of roads in or
near Rugby comes from "Britannia' e book of road maps published by a -
John Ogilby in 1675 and re-printed in "Britannia Depicta™ in 1720.

It is from this latter volume that our research is bhased. The maps
were in strip form at a scale of 1 inch to the mile - they showed only
the route and principal lendmarks, junctions and "the directions of
turnings and backward turnings to be avoided"., These maps were the
first in which the unit of 1760 yards as eaqual (o one mile was used
as a standard throughout - until then the distance called one mile
varied between users,

The most significant fact to emerge, for this writer, from
Britannia Depicta is that in the seventeenth and eighteenth centuries
the Watling Sireet (the present AS5) was not shown as a through route.
This was guite a surprise bvecause the Watling Street had become quite
an important boundary - between Alfred's Saxons and the Danes; and it
is not crossed by a single Parish boundary - and it is also virtually
a straight line. It is possible thét Ogilby simply chose to ignore
it, but more likely that the route through Dunchurch had more inns zand
was more hospitable.

The "road from Cambridge to Coventry" is shown and takes
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a line from z crossing of the Watling Street at Watford Gap, through
Kilsby, along Kilsby Road to Hillmorton, past "heath on both sides",

past "common fields on both sides" and through Rugby (shown as a
simple cross-road }), through more "common fields on both sides",
"enter a lane" at a point opposite the church in Hewbold, past.
tinclosures" a2t Church Lawford and Bredford (sic), through Brinklow,

past Comb Park (sic), Bingley (éic) and into Coventry.

The "Road from London to Holyhead" is shown from Towcester,

Daventry, through arable land to the south-east of Dunchurch, through
Dugchurch, past a backward turning marked "to Northampton" (this must
bé;ﬁorthampton Lane), across a hazard three miles in diameter called
Dunsmore Heath and on through Coventry, Coleshill and Lichfield. The
afher routes follow courses much as expected - Coventry to Leicester
along the present A46, Oxford to Coventry along the present A423, and
Nortﬁampton to Leicester along the present A50. No route is shown

through Rugby in a north/south direction.

Stage Coaches and Carriers.

The great coaching era lasted only from about 1790 to
1840 - having been made possible by the improvement in roads that
rwere pioneered by Telford and llacadam, and been brought to an end by
competition from the railways. Trhe stage coach, however, continued
té serve, much as motor omnibuses do ( ? 1975) today for the feeder
services from villages to the towns until the early twentieth century.

| Bloxam records that at the time of the construction of

the Iondon and Birmingham Railway in 1838 there were 16 coaches
per day each way between London and Birmingham and passing through
Dunchurch. The Dun Cow znd the Bull Inns served the travellers and
there were 20 pairs of post horses kept in Dunchurch.

An exciting account of Tom Brown's journey from London %o
Rugby in the early 1830's tells of conditions on the roads, in the lnns

and on the coach. This writer recommends 2ll readers to the account
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and offers here only two paragraphs that tell of Rugby and its coach
services.

"lom and his father had arrived in town (1) from Berk-
shire the day before, and finding, on enquiry, that the Birm-
ingham coaches which rTan from the city did not pass through Rugby
but deposited their passengers at Dunchurch, a village three
miles distent on the main road, where sald passengers had
to wait for the Oxford and Leicester coach in the evening, or
take a post-chaise -~ had resolved that Tom should travel down
by the Tally-ho, which diverged from the main road (2) and |
passed through Rugby itself. And as the Tally-ho was an earijm
coach, they had driven out to the Peacock (3) %o be on the road."

The Tally-ho left at 3.00am and reached Rughy at midday —

nine hours of discomfort - cold and dark at first, no heating,

poor sugpension and plenty of drzughts | Accidents to coaches at“
this period were frequent and horrific - caused by wheels cominé.;ff,
coaches turning over after hitting pot-holes, znd also frequently )
oy the zlcohol consumed by drivers to make the ride bearable.
Tom rides with the guard and in reply to Tom's question
as to what sort of place Rugby is the guard replies:-
"Werry out-o!-~the-way place, sir; no paving to streets
nor no lighting. 'lMazin' big horse and cattle fair in autumn.;
lasts a week - just over now. Takes town a week 1o clean aftfer
it. FPairish hunting country, But slow place, sir, slow place:
o0ff the main road, you see - only tnree coaches a day, and one®
on tem a tTwo-0ss wan, more like 2 hearse nor & coach - Regulator -
comes from Oxford. Young genl'm'n at school calls her Pig and
Whistle, and zoes up %o college by her (six miles an hour) when

they goes to enter. Ielong to school, sir 2"

(1) ~ ie Iondon; (2) - ie for Lelcester; (3) the Inn from which
Tally-ho left,



Thomas Hughes, the author, was at the school at this time
and his description of other aspects of Rugby is true and so we have
no reason to doubt that this record is other than authentic. Tom's
coach is recorded as travelling round "Dezadman's Corner'" and down
High Street rather than Sheep Street, to the Spread Eagle Inn - the
. coach stopping place immediately to the west of the present clock
tower,

The number and the names of coaches serving Rugby varied
with the fortunes of the *times and the operators - it was by no means
a once-and-for-all pattern that endured for seventy years., Relerences
can be found in a number of places to coaches serving Rugby but a
catalogue would have to list them year by year to convey a true
picture. A "Directory of Stage Coach Services in 1836" by Alan
Bates records a service by W.Smith & Co (Ticence No 10037) making
a single jourmey to Daventry and back on llonday to Saturday for 4
ingide 2nd 5 outside passengers; and similarly a single journey
between Leicester and Southam by J.Briggs & Co (Licence Ho 6956)
Monday to Saturday again for 4 inside and 5 6utside passengers.

The opening of the London & Birmingham Railwaj'brought
a temporary influx of coaches to perform a shuttle service until the
ralilway was opened throughout — it also ended a coaching era and brought
8 need for more feeder services. The railway company had its own
coaching department, The "Pimes Coach" left the Bath Eotel in
Leamington daily (except Sunday) at 10.30/10.45 am for Rugby to
cormmect with trains to the north - and returned at 1.25pm. The fare
was in 1841 6/0d. for inside passengers and 3/04. for those outside.
Connections to the south from Leamington were by the "Eagle Coach" to
Weedon.

The transport of parcels and merchandise was handled by
carriers - about 30 of these are listed in Tait's Almanack 1870/79
starting from various inans in Rugby to numerous destinations and

percutations of destinations.



The Streets of the Town.

The earliest azccount that we have of the streets of Rughby
is a personal reminiscence by Bloxam (P77 Rugby School & Neighbourhood)
of hig early school days in 1813, "the streets were in a state of
darkness, for Rugby was not then lighted, and the footpaths in the
streets not flagged. Everythiné, in fact, was in very primitive

condition."

Simms (P8) reports that an "Overseer of Highways" was
appointed by the Vestry Meeting. Of 9% miles of roads within the
Parisgh itself only three-quarvers of a mile was paved by 1845.

The next account is from 1848 (Revort to the General Boarg
of Health by Mr George Thomas Clark dated 28th February 1849).

Clauses 8l 1o 83 are reproduced below:-
(81) "The streets are very ill paved, and many of them not paved
at all, not having been "taken to" or "adopted" from the builders
by the parish. In the parish there are about 1€,309 yards of
highway, of which about 1,467 yards only are pitched., and a
large portion are in very bad state. The paving, or rather
pitching, employed is of two kinds, one composed of the ordinary
pebiles of the district, laid in gravel or sand and rammed fast.
Where the road is not macadamised this "random pitching" is
common, and it is also extensively used for footways. It is
difficult to clezn, liable to settle into holes, and mos%t
unpleasant to walk upon. There is a better description of
paving in use for footways, formed of small squared blocks of
Warwickshire syenite. A part of High Street =2nd possibly of
one or two other streets, is flagged, or has a band of flags
in the centre of a pitched footway.
(82) 1If, from reasons of ecomomy, this random pitching ve
unavoidable for the carriageways, still the footways should be
either wholly flagged, or be at least laid down in squared
syen;te blocks, or perhaps the "block bricks'" from llunezton zand

Chilvers Coton would be cheaper zand bvetier than eivher.



(83) The average amnual sum granted for highway rates during
the last four years has been £517/5/1d; a large sum, and a proof,
taken in conjunction with the existing condition of the highways,
that they might be better and more economically managed."

The report goes on to say that the town is "wholly 1li+t by
gas" — there being 75 street lamps in single rows ab&ut 180 feet
apart. Gas lights had been introduced on 29th December 1838 and
variously described as not being 1it on nights of full moon, 4 days
before or 2 days after, or in other places as being "lit for eight
of the twelve months or 200 nights", The lights were extended to
Railway Terrace in 1851,

The state of the streets seems not to have been perfect !
The Rugby Advertiser of 8th November 1850 reported that the excavations
to the streets caused vy gas, sewerage and water pipes has caused the
streets to be "in a most disagreeable state with dirt and mud".

The Advertiser of 1lth HMay 1850 reported that the Rev E.Elmhirst A
had come to Rugby and had broken a spring in his carriage. He did not
take any action against the Board of Health "for the disgraceful

way in which they kept the roads" as they had only recently been
constituted and he wished to throw no obstacle in their way.

The Board had in fact appointed a Surveyor of Roads (Rugby Advertiser
25%h May 1850) "to supervise watering roads, cleansing roads,
Tecording labourers employed, see that names of streets are kept
legible, keep thorou_hfares open on liarket Days and Cheese Fairs",

The naming of streets and the numbering of houses was also completed
in 1850 (Rugby Advertiser 14 Sept and 12 Oct) by the Board of Health,
the numbers having been painted on the doors by the official and
described as "ugly things in shape'. An azctivity that has ceased to
be necessary since horses were replaced by motor vehicles was politely
called "scraping" or "“scavenging". This wzzs let out by auction, witn
the wetering of roads to keep down the dust, to local contractors; =a

typical example (Advertiser 19 July 1851) being "that Hr Thomas
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Carr's tender be accepted at £6,15.0d and his offer to do the day work
by man, horse and cart at 5/2d. per day be accepted". Lerb stones,
and bollards to prevent carriages cutting corners, were introduced in
1850 - kerb stones to ve "fixed and rammed" at lid. per y=rd run,
The Rugby Advertiser of 3Srd July 1852 reports a decision
that a highway rate of 6d. in the pound should be made instead

of paying for the roads out of the Generzl Rate. The accounts were

presented:-

For taking up, relaying and lMacadami sing

Sheep St and llarket Place £100- 0=0
Extra stone for ditto £ 73-15-0
Labour and carting for ditto & 75- 0-0 ~
Stone for other highways in the district £120- 0=0
Labour for ditto £160-10-0
Cartage for ditto £ 36- 0-0
Scavenging £ 60-10-~0
Watering £ 30~ 0~0 =
Repairing Workmens' <tools £ 25= 0=0

£680=15~0d.

The stone for the roads came from Hertshill guarries by
canal. The cartage was regularly put out to tender -~ a2 price
of 2/3d. per ton Ybeing typical in 1850.. A mystery exists
here, for the present writer, because the stone was to be
delivered either to Rugby Wharf or All QOaks Wharf, Rugby
Wharf still exists but there is no sign of an All Oaxs Wharf !
A copse called All Oaks exists near Brinklow but this seems toc

fer away to be involved with road repairs in the streets of

ugboy.
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The State of the Barly Roads.

The Ro.ans, and even Eritons before them, had laid dovm
and engineered some trunk routes - but no organisation existed to
meintain them, Yhere no formal road had been engineered the "road"
simply became an accepted "route" —.there were no hedges and the
"route" was often very wide as each traveller chose a line, through
or around the morass, that seemed Yo him to offer the least resistance.
We have no evidence other than that this is how the roads that
radiate from Rugby came into eXistence.

Probably the first attempt to contain the spread of these
roads during wet weather came in 1773 with the local Enclosure Act
ﬁhich gtated that the new occupiers of land ha& to set out "Publick
and private roads or ways through the new inclosures .... 50ft broad
at least between the ditches, except bridle and footways, which roads
shall be repaired by and at the expense of the Parish of Rughy ee.."
The Act also contained clauses about not encroaching on roads and
about permitting young hedges to grow. So, the traditionally narrow
roads of Britain came about since, and not before, roads bhecaume
properly engineered.

The proper construction of roads, pioneered by Thomas Telford
and John Loudon Macadam, began at the end of the eighteenth century.
Until then the method of repairing deep ruts was to plough the sides
in or to £ill them with large stones = larger stones for larger ruts.
The waggon wheels pushed the stones aside, or if they rode on top
of them would slip off sideways and the ruts returned., Telford and
kcAdam's greatest contribution wes perheps not in the skill of their
engineering but in persuading the turnpilkte trusts that it wzas worthwhile
to malte a decent road. Their methods differed in principle - Telford
fevouring large foundations and licAdam favouring a "flexible" road
in which all the stones to a deptk of 10", laid on top of the s0il,
were less than 2" in dianeter. With gocd drzinage at the sides
these stones soon "worked" to nroduce & weternroof surface, The

weterproof surface would not then rut or bve damaged by frost. The
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average cost of converting a road by the McAdam method was about
one shilling per yard run or £388 per mile,

Rugby may have been 50 years behind the times in its
technology, as we can offer no other explanation, but the Rughy

Advertiser of 6th July 1850 reports that "directions for road making,
drawn up by lir Macadanm were referred to the Highway Committee" !

The Turnpike Roads.

Four Turnpike Trusts had their hezdquarters in Rugby and
held joint meetings in the George Hotel - in the Market Place 1o the
south-east of the present clock tower, The Trusts were non-profit
making - the pert of their duty that was discharged-with the greates%
efficiency ! Their purpose was to manage the road, its repzir, and
the collection of tolls on the basis of capitel borrowed from various
authorities and individuals. It is quite sgsignificant, as an indicatio
of the status of Rugby relative to the surrounding towns, that the
finanecial interests for five out of seven radial roads from Rughby
was held in Rugby rather than at the distant end. Qur present
researches cannot establish whether the Lawford Road route to Coventry
(the route described by Ogilby in 1674) was ever turnpiked or if it
was an "unmade" bridle track, A search of the Coventry Standard
has revealed no references, similar to references in the Rugby Advert-
ider for the other Trusts, for a Trust for the road. %e have
evidence that Ashlawn Road and the road to Northampton was turnpiked
but have not sought to find where the financial interest was held or
whether the route was through Kilsby as in Ogilby's time or through
Crick as the present 4428,

The collection of tolls was '"let" annuslly %0 the highest
bidder - the purchaser then being responsible and having the incentive

for collecting the tolls to cover his investment and to make a profit.
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The Rugby & Iutterworth Turnpike Trust.

The Rugby & Iutterworth Turnpike Irust was the first to
be established, by an Act of Parliament in 1785 (25GeorgelIl). The
road, in spite of its name, was between = junction with the pregent
Ashlavm Road near Dunchurch and right through town to the Glbbet
Corner on the Watling Street. In terms of present street -names
this includes all Dunchurch Road, round the corner at the School
(Deadman's Corner), along part of Lawrence Sherriff Street, along
High Street, through Market Place, along North Street, Evreux Way
and Newbold Road, over the bridge at the Avon Mill, along Lelcester
Road and 014 Leicester Road past where the present agueduct crosses
overhead (this was opened in 1834), east into BErownsover Road and
over the River Swift and what then was the canal (the original line
of canal was opened in 1772), past Brownsover Hall and then by the
winding route (recently re-built and straightened in conjuncition with
the M6 Motorway) to "Tutterworth Hard" or the Gibbet Corner on the
Watling Street. The detour of the road a short distance up the
valley of the River Swift, together with the much longer detour of
the origimal canal suggests that the direct line was probably quite
marshy. Newcomers to Rugby (including the present writer) may like
to be reminded that the present direct line of the dual carriageway
between its junction with the 014 Lelcester Road and Frownsover Road is
a recent "green field" by-pass dating from 1960.

Toll Gates were,located at "Bilton Fields" near the junction

(Satusloary’s foslaa.t) -

of the present Bawnmore Roadﬁand a second gate was located north of
town at various plzces during its life. It seems t0 have originally
been in Horth Street near the Saracen's Head Inn and called "Rugby
Gaté", then in Newbold Road where John Street now is (shown in this
position on the Giffney map of 1833) and finelly just opposite Rughy
Wharf, A further gete is shown on the Giffney map at the carzal
crossing near Erownscver HIall.

The oridge over fthoe River Avon at Avon 1ill was not the
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respondioility of the Trust. Lawrence Sherriff is reputed to have

given a grant in 1558 towards its maintenance. Articles in the Rugby

Advertiser of 27th Hovember 1852 confirm that the bridge was not

the responsibility of the Trust =znd =2lso that a bequest by a 'r Richard
FPosterd of-20gns a year had been made for the maintenance of this

bridge and the "long bridée between Hewbold and Lawford". The

Rugby Advertiser of 1l2th llovember 1870 reports ".... @ great improvement

on the Rugby & Iutterworth by widening of the bridge over the Avon at

Rugby Mill". The old bridge was 16' wide - the new one 26' wide

including a 4' footpath on the Erovmsover side and one of 2' on the

other side. The bend into Srovmsover koad was improved from 5' to 50!

radius.,. The contractor was a Mr John Bromsgrove and the engincer a

lir Henry Fowler (presumably not the Sir Henry Fowler).

The RBugby & Warwick Turnnike Trugt.

The Rugby & Warwick Turnpike Trust was established only
in 1818 (58GeorgeIll) and included what is now Warwick Street
from the School, Bilton Road and right through Princethorpe and
Cubbington to Leamington. There were tollgates at these two places
and also south of Cawsion, and finally "Bilton Gate" that disappeared
and reappeared during its life. Bloxam recalls that in 1813 (ie five
years before the Act of Parliament) the junction of the roads to
Eilton and Dunchurch "had turnpike getes set up on each road,
forming barriers at which vlackmail was levied on those travelling
in carriages or on horseback, those on foot teing exemnt." The Giffney
map of 1833 shows only one gate and this well beyond Cawsion about
half a mile from the Blue Boar. Incidentvally, the bend in the road,
where it passes under the railway line, existed before the railway
end was not caused vy the railwey !

On 3rd October 1846 the Rugby Adveriiser revorts that
"a correspondent informs us that it is in contemplation to erect

a2 Toll Gate petween Eugby and Bilton, and suggests that g visit of
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the renowned "Rebecca" would not be unacceptable to the lieges in such
2 case. We recollect that the removal of the gate from the road
leading to Bilton gave very grezst satisfaction to the Inhabitants

of the town some ten or twelve years ago, and hope that there will

be no revival of the heartbrezkings and blckerings that its existence
then gave rise to'f, From shortly after this time the letting of
tolls is advertised annually at Bilton Gate and Cawston Gate;
implying that the gate was built and that the next gate was moved

closer ©o Rugby.

The Rugby & Market Harborough Turnpike Road.

The third road is variously called the Rugoy & llarket
Herborough, the Rugby & Harborough, the Rugby & North Kilworth and
the Rugby & Kilworth, It was establis%%ed 2s a Trust in 1801
(41GeorgeIIl) and in fact went only as far as North Kilworth on the
way to llarket Herborough. It started at the Graziers Arms Inn
(now—the Sguirrel Inn) and passed through Clifton-upon-Dunsmore K
and several villages before maiing a junction with the.turnpike
road between Lutterworth and MNarket Harboroﬁgh.

Toll gates existed on the Rugby side of Cliffon and at
south Kilworth. It has not yet proved possible to find the scale
of charges at gates - 211 contemporary documents assume that the
reader is only too well aware of them - but 1t seems that in
1852 it was a2 shilling for a cart drawn by two horses and loaded
with coal, and in 1830 it was 64 for a men on horseback at Clifvon

Gate.

The Rughby & Hinckley Turnpike Trust.

The date of the formation of the fourth Trust is not
knovm - its existence is only certain because of advertisements over
almost 50 yeers for stone to repair it and for the sale of the rights

To collect tolls. The Road started near the Avon i1l at a junction
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with the Rugby & Iutterworth Road and passed through Newbold-on-

Avon, Pailton, Wolvey, Three Pots and Sketchley with toll gates atb
each of these places - the Newbold Gate being on the Rugby side of +the

village just before the junction with the road to Lrownsover,

The Albolition of the Turnpike Roads.

The four Trusts based on Rughby worked in association with

each other and held Annual Meetings at the same time as each other,

In 1859 a joint appointment was made for a surveyor to all four

roads = no salary is mentioned but the man appointed was a Yorkshireman.
Between 1873 and 1875 the Rughby & ILutterworth, Rughy & llariket
Harborough and the Rugby & Hinckley Trusts formed a joint Trust - but
details are scanty and it is not known what became of the Rughby &
Warwick road.

The precarious state of the Trusts can be gauged from a
meeting of the Rugby & Market Harborough Turnpike Trust on 15th October
1855 when under an Act of 1851 they were to apply to "extinguish the
arrears of interest amounting to £317-8-6d. on the debt due to the
Prust together with arrears in interest of £388-17-6d. which were
added to the debt in 1823 and 1841 and alsc to reduce the rate of
interest on the remsining debt of £1,119-3-4d. Ifrom 4% to 334",

The formal end of the Trusts started at a meeting of the
Warwickshire Chamber of Agriculture on 28th January 1870 at which
it was proposed by a2 lMr Wilmot that if Trusts were to be abolisghed
then they should all be abolished at the same time and thelir debts
be paid half from the County Rate and half from the Consolida%ed Fund.
Suggestions were also made for a form of Road Fund Tax on all vehicles
in the County but for the licences to be valid in any County. The
County would take over main roads and the parishes would tzke over
other roads.

The abolition of tolls, on the lst lovember 18373, was unol

worthy of a comment in the Rugby Advertiser although the auction of



18

tools, implements and materials belonging to the Trusts was announced
but only by virtue of advertisements, The materials included gates,
chaing, bars, gate-posts and tables of tolls (what this writer would
give to see one of these tahles of tolls !'). The tools included
wheel barrows, spades and hammers., The buyers had to take possession
by noon on lst November and to remove the gates and fill the holes
within two weeks. 0f the gates nearest Rugby the auction realised
£12-3-0d. at Newbold-on-Avon Toll House, £38-8-0d. at Rugby Gate Toll
House (near Rugby Wharf), £7-0-0d. at Bilton Field Toll House and
£26-6-6d. at the Clifton Gate Toll House.

Proposed Flectric Tramways for Rugby.

Unfortunately, the next development of interest was a non-
event, The Rugby Advertiser of 8th November, 1902 carries the foll-
owing article under the headline as above:- R

"In our advertisement columns will be found an official
notice of intention to apply to the Light Railway Commissioners
for powers to construct electric tramways in the parishes of
Rugby, Bilton and Hillmorfon,

"Phe proposed railway will run from the I & NW station
up Railway Terrace, Albert Street and along Church Street, encirc
the Clock Tower on the north side, and then through the karket
Place, Sheep Street and by way of Warwick Street as far as
Addison Road, New Eilton. Another line will start from the top
of Regent Street and pass along Church Street, Clifton Road and
Whitehall Road and Hillmorton Road by the Great Central Station
to the far end of Upper Street in Hillmorton. There will be a
branch from near Whitehall Road to the Spoil EBank and an eliern-
ative route is shown to ftraverse the upper part of Railway
Terrace above the junction with Albert Street. The station for
the generzting plant will be near the Great Ceniral Station and

about two acres of land on the east side will be acquired for
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the purpose.”

The lines would have been 3ft 6ins gauge and single track
with only short sections of double track for passing; there would have
been reversals at the top of Albert Street towards Clifton Road and
at Whitehall Road towards Hillmorton. The costs were estimeted at
£40,000 to £50,000 although the deposited plans at the County Record
Office show an itemised breakdown that totals exactly £33,001 for the
track only. It was estimated that the system would contribute about
£1,000 each year to the Council by way of rates. Certain corners,
particularly Deadusan's Corner at the School, would have been widened;
as has happened since for the 'Gyratory System'. The private promot-—
ers were serious and the order permitting the construction was confirm-
ed by the Eoard of Trade on 2nd April, 1904, but was never commenced.
The Council was divided about the possitle benefits and tried to compel
the tramway company to purchase electric power from the Council's own
new generators; they had just failed o gain the co-operation of the
independent Rugby School Power Company in a similar hid, The scheme
did not proceed: the promoters, llessrs Pritchard Green & Co of Birming-
ham probably being discouraged by the concessions demanded by the

Council znd having similarly failed at Bromgsgrove, Redditch, Watford
and Canterbury.

Fosterd's Bridge Charity.

A charity ©o repair tridges over the River A4von at Rughby
and Newbold-on=-Avon wag founded in 1558 under the will of Richard
Fosterd, a one time resident of Vewbold who had moved to Frankwon,
The yearly rent from his house and lands, after the death of his wife,
was to be divided equally with one half being used o maintain the
bridge in what is now Newbold Road and the other half being used to
maintain the footbridge between Newbold and Long Lawford. By the
will, and for the next three hundred years, the charity was administered
by four aen - "two from Rugby and two from llewbold, znd ordasined that

vhen any of these should die the others snould tate some honest man
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into his place'.

The regulation of Charities from the middle of the nine-
teenth century, by the establisghment of the Charity Commissioners,
permitted the charity to be modified and in 1503 the ridge over the
river on the "Elack Path' from the 'Wooden Bridge'! over the railway .
was added to its responsikilities. Fosterd's house had beconme a
public house, the Friendly Inn, by that time. Some land was sold
in 1938 and the property itself was sold during the Second World "ar;
the income since then being derived entirely from investments. In
195# the scope of the charity was further increased to include any
public bridge over the River Avon in the Borough of Rughby. For about
ten years, and until the new bridge was opened in Parkfield Road in
1971, the charity provided and meintained the footbridges at that
crossing - the road bridge being narrow and liable to flooding. Today
(1983} the charity restricts itself to meinteining the foothridges
at the Black Path, between Newbold and Long Lawford, and at the ILittle
Lawford ford.

The capital value of the investments held by the charity
is currently about £3,500 with a repair fund of gbout the same value
re~invesgted, The work undertaken currently is limited to painting,

repairs to handrails and repairs to footboards.

The Twentieth Century.

The first substantial change in the appearence of the roads
and streets of Rugby for almost a hundred years, since the introduction
of llacadamised surfaces, was with the introduction of tarred surface
dressings and later 'tar—bound ilacadam! (tarmac) as pneumatic tyres
came into use and started plucking the stones from the 'water-tound
wacadam!', The first tarred surfaces provably came at the time of the
Prst VWorld War and by 1932, the date of the eariiest remaining records

at the Town Hell, most of tkhe main roads had been tarred. Granite
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'setts' and cobbles could still be seen at the gutters and forming
footways at junctions across what had previously been muddy llacadam.
lost minor roads in 1932, Main Street at Bilton, parts of Hilton
Road and parts of Lower Hillmorton Road, remained water-bound iiacadam.
Roads in the new nousing estates were gtill being constructed on this
principle although concrete had become a possible alternative. The
first concrete btridge in Rugby was built in about 1910 over the River
Avon for Boughton Road and is due for replacement in 1983. In lay
1934 a new road roller was purchased as "the existing steam roller
had been in use for over 30 years'. The last steam roller to work
in the town was owned by Messrs Galliford and was used on the const-
ruction of Corporation Street in 1958.

The process that had initiated the change in The appearance
of the roads also brought an immense growth in trafific and the first
substantial change in the pattern of roads through Rugby with the
construction of a western bypass to be called "Corporation Street.
Congestion in Sheep Street, High Street, larket Place and North Street
(altnough the latter was not a principal shopping street then), had
become chronic and something had to be done, The first proposals,
in 1950, had been for a road leading from Bilton Road and heading
directly towards the site of the proposed new Town Hall; possibly
the planners had in mind a boulevard lending dignity to the town
and its new civic building. This was not to bve so: a slight dog-leg
was introduced and the first carriageway of the present Corporation
Street was opened in 1958 heading directly into Hewbold Road and with
a very clinicel aspect.

The new works at Corporation Street were accompanied by
traffic management schemesg, improvements and changes elsewhere, The
firgt traffic lights were introduced to Rughy at the Figh 3Ztreet %o

Lawrence Sheriff Street juanction in 1953/54. The Jewbtold Road

tridge cver the River Avon was strengtinened in 1955. That previously
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had been a hump-bagked bridge over the canal on Crick Road at Hill-
morton was replaced in 1960 at a cost of £35,291-16-0d. 4 contract
to the same specification hzd been awarded in April 1939 for £7,995-19-¢
but work did not proceed due to the war. Regent Place was extended
through Chestanut Field to Park Road in April 1959. The rosd under

the railway btridge in Newbold Road was lowered by 27t in 1965 - the
northern part of the bridge itself being replaced by Eritish Rail

in February 1983. Partly due to changing boundaries but more so

due to residential development the mileage of roads for which the
Rugby Borough and its predecessor have been responsible for maintenance
has increased from 54,86 in 193%4, 61,47 in 1947, 70.92 in 1957, 83.89
in 1967 and 123%.04 miles in 1982, The boundary for this responsib-
ili+ty remzins much the same in spite of the enlargement of the Borough
to include the former Rugby Rural District in April 1974.

The roads of Rugby had to fit into a national paitern and
in 1923 the linistry of Transport allocated route numbers to a2ll
principal roads in the country. The routes designated by the new
system formed g coutinuance of those that had first been established
by the Turnpike Trusts. In 1970 the changed use of routes was
formally recognised and Bilton Road (ex~24427 Market Harborough to
Coventry route) became the 44071, the Clifton Road (also ex—-4427)
became the B5414 and the road to Southam from the Cocx Robin Corner
onwards (ex-B4100, the previous end of the Rugby & Lutterworth Turn-
pike Road) became a continuation of the A426 through from Leicester
and Lutterworth.

Not all proposals have mgtured; some have lingered fox
vears before maturing and some cannot yet be assumed to be finally
digposed of, In liarch 1959 the Zorough Council decided to defer
"for the time being'" proposals to widen the tunnel under the railwey
to 1ill Road. Three proposals were cotisidered:-— 1) for a separate
pedestrian subway a%t £78,000, 2) to widen the northern end west side

oaly at £36,00C and 3) to widen the northern end both sides at
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£46,500 —- compensation and gpproach works would have cost extra.
The proposals were considered again later that year when, after
discussions with British Railways, it was established that there
would be savings if the work was done woile the tridge was being
strengthened in conjunction with rzilway electrification. On the
4th Decenmber that year the Eorough confirmed its decision not to
proceed with the proposals. In retrospect we can see what a bad
mi staike that was. fraffic lights were introduced, as a substitute,
in 1960/61. hindsight, however, does not help us to see in a more
favourable light the proposals in 1963 by an independent consultant,
Dr Thomas Sharp, in which, for a fee of £2,000, he proposed to restore
life to the town centre by re-introducing through traffic to High
Street and Sheep Street: this objective was to be achieved by knocking
down the School and replacing it with a dual carriageway road across
the Close! Really! Dual carriageways have continued to grip the minds
of planners such that the 'Horthern Distributor Rozd' in 1967, a
proposal that lingered and caused blight along its proposed route
for many years before being laid to rest, would have carved z dual
carriageway road from Evreux Way to llurray Road with a roundzbout in
Chegtnut Field at the top of Pari Road. Pogether with widening
of liurray Road, Whitehall Road and Eillmorton Road, what was eveatually
to become the Warwick Street Gyratory System, and Corporastion Street,
This would have completed an inner ring road round Rugby.

Mlany events have nzppened and some are listed below:-

1. Corporation Street opened for the first through
traffic on a single carriageway on 20%th ilay, 1958. Vest Street to
whica it linited was re-named as part of Corporation Street on 22ad
suly, 1958,

2. 1 south of {rick and the i45 totorways opened 2ad

Zlovemier, 1559,
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3. Leicester Road (0ld Brownsover Bypass) first carriageway
in use 14th August 1960.
4. Ditto second carriageway 1lOth November, 1960; total
project cost £215,000,
5. Ml north of Crick opened on lgt October, 1964.
6, Boughton Road Extension and Canal Bridge opened 3rd
December, 1964; total project cost about £40,000. |
Te Corporaﬁion Street second carriageway put to use in
about August of 1965.
8. Bus Priority Scheme with no other through traffic at
the Market Place, Sheep Street and High St 'neck' 15th September, 1969.
9; M6 Catthorpe to Ansty section opened 15th Hovember, 1971
10, Parkfield Road new River Avon utridge opened lst
December, 1971. Diveuwder —R\Y ~ vy who Rl ovmﬂ:au( use 1T Sept 62
11, ERlue Boar Flyqver opened 29th June, 1972 at a total
project cost of £272,000,
12, Warwick Street Gyratory System (first gyrations)
18th December, 1980.
13, Complete pedestrianisation of Sheep Street and High
Street (in theory) from 3rd August, 1981.
l4. Butlers Leap to Mill Road link opened lst March, 1982,
15, Town Hall roundabout (first circulations) 15th April, 198

I6. C‘tqov\. Ry fomolollgw:f( . - ) l’&}cf/@,l;_
C: b 2 ‘me\{‘ou Rr-l/ Len-.e;“‘qr 'Ri youdlabodd ( ‘Fu'sir Curc_> iy /I\ / ¥y
1% Tesco

Ao M Rocddosd (Bl cird)  zef3f5e
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Chapter Two.

PUBLIC ROAD TRANSPORT IN RUGEY.

liore than any other chapter in this book, this chapter
hzs depended on the memories and recollections of various individuals
rather than being based on written records. Puture historians may
discover records unavailable to this author and may re-write parts
of the account. The author looks forward to this.

The first public road transport in Rugby probably started
when the railways arrived in 1338. According to the Francis White
@& Co. Directory of 1850: "Omni buses from the Eagle otel, calling at
tie principal [otels and Inns, meet every train to and from. Samuel
Grew, agent", Thig arraﬁgement lasted throughout the second half
of the last century and continued into this, The omnibus was of
course horse drawn, probably by two horses and it was probably
replaced at least once during this lengthy -pericd; they were more
durable than their internzl combustion successors although Thelr
horses were not —-—- g working life of less than five years veing
typical.

With the establishment of industry in Rugby the need for
public trangport increased, and when between the wars the petrol
engine geained supremacy, various local entrepreneurs obtained licences
to cperate services from the outskirts of the town into the town
cenire. Until the 1930 Transport Act the local autnorities nad
issued licences but without any central direction of policy. This
changed with the Act and inspection of vehiclesg, drivers and coaduc-
tors reduced the scope for one-man initiatives that had given Rughby
tiie following fare stage services:-—

1, Zatchelor & Son - ilsby, Zerby and Eillmorion 1o Rugby.

The service was founded by 'iimble' Jack Eatchelor with a horsedravn
ke

carriage. Lt a2 later date, vevween ihe wars, ne bought two petrcl

tuses, one a 20=geater lorrig and the cther a 29-zeater Sedford.
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Father drove and son took fares. The town centre bus stand was in
Clifton Road opposite lloultrie Road between trees which then grew
beside the road. After the Second Vorld War he purchased two 32-
seater Dennis Lancet buses from the iinistry of Defence, These
vehicles were purchased by the Rugby Co-overative Society when the
business was sold to them in 1948.

2. Rugby Co—opnerztive Society - Kilsby, Barby and Hill-

morton to Rughby. The Co-op operated this service from 1948 until
it was sold to Lloyds on 9th May, 1959.

5. looreg - EBilton to Rugby. Stand in Warwick Street.
Taken over by the "Midland Red" in about 193%5/36.

4, Petit and Round - Long Lawford to Rugby. Two separate
operators each with one bus, Stand in Warwick Street. Taken over
by the "lMidlsnd Red" in about 1934.

from the early 1920!'s.

5. Lewis's - Pailton to Rugby (/. Operated !'jointly' with
Middland Red" who extended their service to ilonks Kirby and Stretton
under Fosse. There was much 'chasing' to pick up passengers before

the rival service, Lewis's dropped out in about 1933.

6., "Red Rambler" - Dunchurch to Rughby. Operated by Reg

Prior and his wife until about 1930/31. The name is reminiscent

of stage coach practice. Chwson Rawbley — Bus Cadre +o Poode 14,
7. ZFred Gee - Clifton and Swinford to Rughy. One bus

operated by the owner and his wife, The "Midland Red" started a

parallel and co-operating service until ir Gee sold out to llessrs

Woods of Wigston in the 1960's; the stage licence was relinguished

immediately and the '"lMidland Red" had the route to itself.

8, lNycliffe liotors - Lutterworth to Rugby. ‘ Operated

bty the Richerdson brothers to a stand at the pers gate in North
Street. The .service wes ta<en over by the "lMidland Red" in 1946/47.

9. George lorris -~ ew BEilton to Lodge Plugs. A one~man

C:erator. Upon his retirement Geoff Amos of Daventry tought his
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One and only vehicle.

10. Kilsby lotors - Operated for a short time doing

contract work and private hire. Sold to Taylors of Long Buckby
who also took over KW Services of Daventry. Thi s now operates
under the name of Geoff Amos Ltd.

11l. Rowland Coaches - Operated by two brothers who started

the Bagington service and a Weymouth holiday service, together with
private hire work, using three ccaches, 29, 32 and 33-seater Bedfords.
Eventually sold to the Rugby Co-operztive Society in 1955 and then to
Lloyds in 1859.

12. J.Lloyd & Son Ltd - fare stage service Kilsby, Barby

and Hillmorton to Rugby. Although a Nuneaton company, they took
over this service as related gbove, and continue to operate it today
as their only fare stage service in Rugby. liuch of the company's
contract work is so regular that the distinction with fare stage
operation is blurred. Rugby operations were first based in West
Leys and included 211 the schools services in the EHugby area under
contract to the Warwickshire County Council; workers services from
the Overslade Hostel in Rugby to the re-vuilding of Coventry after
the war under contract to Vimpey; three coaches daily to Bristol
Siddeley, now Rolls Royce, in Coventry; six coaches daily to llelton
Road, Leicester, and New Parks, Leicester; and morning, lunch and
evening services frdm Overslade Hostel and Coton House to the B.T.H.
There was never a stage service o Nuneaton probably because the
rail service was adequate.

On 9th May, 1959 J.ILloyd & Son Ltd toox over the Rugby
Co=operative Society bus and coacﬂfoperaxions and premises in
Reilway Terrace. They still operate the barby, Kilsby and Hillmorton
sexrvice but since 25th April, 1981 heave modified i+t to incorporate

the Ashlawn estate and Daventry services when the "iidland Red"

withdrew from those routes. The viorkers' service to Rolls Royce at
*
6 coaches and 1 s/d bus — none lasted more then 12 months with Zloyc



Parkside and Ansty is now operated as a.staée service from
Hillmorton, Rughby, Hewbold, Bilton and Dunchurch. llow trading as
"Tloyds of Nuneaton!" since selling the Railway Terrace premises in
1972 and first moving to Leicester Road and then Craven Eoad.

13, Cotton's Coaches - HBilton. Private hire and contract

work but no stage carriage licences.

Dominating the story of the pioneer services is the "iidland
Red", (actually the "Birmingham & }idland lotor Omnibug Co Ltd.",
registered on 26th Hovember, 1904) who first served Rugby in atout
1920 with Leamington btased buses. Gradually, and following the
creation of the Traffic Commissioners by the 1930 Transport Act, it
took over the licences of the independent operators, took on their
staff sometimes, and substituved its own vehicles. It is doubtful
if it ever had a formzl agreement with the Rugby Council to operate
the town services. This had normglly been necessary when a town
council had opersted its own services initially and had nanded them
over to an independent operator: but this did not apply to Rughby.
Hovwever, "ilidland Red" certainly paid rent for its stands. Tke
first "llidland Red" garage in Rugby opened on 9th March, 1826 in
Railway Terrace on the east side between larket Street and Spring
Street in premises taken over from Rushall Traasport and eventually
handed on to Lloyds of Nuneaton., It housee\la buses and additional
premises were obtalned for 4 or 5 buses in ilovember 1932 in Dobson's
Yard lower down Railway Terrace behind the o0ld Police Station.

The pattern of services established by the small independent
operators, in which they all Terminated at the fown centre, was
broken in abtout 1930 by the "lidland Red" with a through service
(fare 1d. between terminii) between Croop Hill, Clifton and Hewton.
Thig was followed in abtout 1934 with 2 service between Long Lawford
and the Ashlawn estzte. Additionel services vewlteen Zouthfields

" end Fastlands %o the town centre came in 1933,
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The "lidland Red" had made its debut in Rugby with fcountry!
rather than 'town' services from and to Leamington and Coveniry
between 1920 and 1923. this service expanded to taree routes to
Coventry (Dunchurcﬁ, Brinklow and Pailton) together with routes to
Daventry, Northampton and Larket Herborough ian about 1925. DBy the
1930t s there was a half-hourly service to Coventry starting at 6.05anm
and augmented to a guarter-hourly service on Saturdays; the round
trip taking two hours and needing 8 or 9 vehicles to maintain it. The
premier route operated from Rugby however, from 1932 until 1974, was
the cross country 'X96!' service. The best vehicles in the garage
were allocated Yo this prestige turn which left Rughby at 07.35 and
proceeded via Horthampton (08.36/09.00), Rugby Coventry, Birmingham
and Wolwverhampton to Shrewsbury (14.12/15.,08) before returning along
the game route to Northampton (20.18/20.45) and a final leg %o
Coventry arriving at 22.28. The vehicle then returned to Rugby
as the 586 service.

The "Midland Red'" had a policy of picking up and setting
down where needed rather than only at formal stons. There were no
bus stops along Hillmorton Road until after the war. The company
also operated an extensive ﬁarcels and newspaper service with agents
in each village - the conductors could even be relied upon to post
a letter in town before the last collection! The crews were each
provided with a cast brass "scotch" to put vehind a wheel when parited
on g hill; building bricxs often had fto substitute when they.had
driven o%f leaving it behind and until another scotch was 'recovered'.
The crews were z2lso provided with an ex-WD 1914/18 war horse nosebag
full of clinker for frosty mornings, and a shovel for snowy days.
From 1932 until 1940 special buses were operated on londays from
North Filworth, Daventry via Welton and Ashby St Ledgers, Hapion
via Southam and Yelvertoft via Liltourne for farmers. Reil tickets
could be used on the "iidland Red" services when the rall service

did not operste — perticulerly from larket Zarborough on Sundays.
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The "idland Red" also operated several tours of which
the most popular was the Sunday afternoon and evening 'illystery
Tour' of about 30 miles, costing a shilling (5p) and which could
be relied upon to end up a2t a country pub. Ten to twelve vehicles
sometimes ran, each setting off when loaded and with the crews paid
only for the hours worked which could sometimes be only three.

The second "ilidland Red" garage, but on the present site
right at the bottom of Railway Terrace, was opened for 30 vehicles
on 8th November, 1934 and extended for 42 vehicles in ilay 1938.
Until 1934 the "iidland Red" at Rugby had two open touring coaches
and on the opening of the new garage recieved its first allocation
of covered coaches, eventually having six of these available for
day trips to the seaside and for private hire. Even on day trips
there were two 'coachmen' on each vehicle; the senior of the two,
as on all services, being the conductor.

The greatest contribution to the life of Rugby was,

- however, the works services. The development of the town could
not have progressed without these. Some workers journeyed out

of +town to Coventry, to Wolston (Bluemels) and to Daventiry; other
workers arrived from all the villages and from the outskirts for
Willans VWorks, B.T.H. and Lodge Plugs. There was also a gervice
from Jdew Bilton to the Symington corset faptory in Spring Street.
Abvout 30 buses were involved in éﬁ;igaeg§§£§§ before the war; the
first leaving Rugby at 5.30am for the first departures from West
Eaddon and Daventry. The traditional Rugby long lunch time during
which men returned home for lunch rather than use the works canteen,
required 14 bus services uaking three pezk periods and split shifts
("taree timers") for the crews - 5.30/6.3C to 9.,00am; 1l.45a1 %o
2.,20pn znd 4,20 to 6.30/7.000Hm, Outside these times half the
fleet stood idle. Torks faresg stopped at 9.00am and most worxer
tickets so0ld were 'returans' ziving the evening coaductor a fairly

gasy ride.



The Second World Var was a testing time for the "lMidland
Red" as works services had to be maintained. in more difficult cond-
itions with extended hours and blackout. Interior lights were
painted black and made the conductors task exceptionally difficult.
1940 saw women being used as conductors and it saw 15 buses from
Rugby being requisitioned, complete with drivers, and sent to
Salisbury Plain on standby for an evacuation. In the event they
were not used and returned after two months, with very frustrated
drivers, to proper work in the town. The fleet also tock part in
the partial evacuation of Coventry during the bonting. Services to
Coventry terminated at the Craven Arms, Binley, during raids and
their aftermath. The service to Rootes at Coventry, for sircraft
workers, took 15 buses for each of the two l2-hour shifts each day.
The last local deperture to the garage was at 9.00pm. To cope with
the additionzl work the garage was extended to accomodate up to 54
vehicles in Janbary 1942 although the fleet actually numbered 43
at that time,

Por most of the period from 1944 to 1552 there were over
a hundred drivers and a2 hundred conductors on the payroll fo operate
52 buses and 6 coaches. Rugby always seemed to be the last in
the allocation of new vehicles and had to make do with 'hand-me-downs!'
The post-war buses were of the underfloor engine type, but until 1958
Rughy continued to operate six pre-war types with a 'half-cab' in
which the driver sat in solitude beside the engline, Legislation
limited vehicle size to 27ft long by 7ft 6ins wide (8.230um by 2.286m).
This was a handy size to operate in housing estates. However, the

single deck

legislation changed in 1950 to permit/vehicles 30ft long by 8ft wide
(9.144m by 2.438m). Some Vehicles were lengthened to fake advantage
of the new regulations; seating capacity increased from 44 to 49 or
55 and the difficulty of manoeuvring in housing estates increased

preoportionately. Until this time "iidland Red" had guccessfully
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designed and built most of its own well liked and unique vehicles

at its own works in Birmingham, The unigicress, however, carried

a penalty in the need for sgpare parts and the flexibility of transfer
of vehicles within the new National Bus Company and led to their
early phasing out of sgervice. Demand to meet the new regulations
compelled the company to tuy from outside guppliers and in the early
1960's Rughy received two dual-purpose 36ft Leyland Leopard vehicles
for the X96 service. These were to be the first of many such
Leylend Leopards with a great variety of bodies on almost identical
chasgis. The next development, the introduction of 30ft T7-seater
Daimler (ilater Leyland) 'Fleetline' double deckers, had to wait for
the opening of the new (present) garage in ilarch 1967 with additional
headroon, The new garage could accomodzate a2 theoretical 73 36f%
4S~geater seloon vehicles; it introduced mechanised cleaning to
Rugby and provided vastly improved facilities for the staff. The
double deckers first took over the R96 service to Abbotts Parnm and
subsequently the R77 Hillmorton to Eilton, the R80 Overslade Estate
service, the R84 Shakespeazre Gardens service, the R76 Long ILawford
to Hillmorton service and the 589 Coventry via Dunchurch service.
They were only a partiel blessing: although they were well liked by
The crews, the routes were toco short from the town centre, where
there was virtually a complete change of passengers, to allow the
conductor to collect the fares adequately; also, the existence of
low bridges at the railway station, Cawston and on the roads to
Nérthampton and Church Lawford limited flexibility needed by the
Planners to operate such a varied service. The doulble deciers
lasted until 1975, although in decreasing numbers, and since then
have continued tc visit Rugby from other garages. The ultinate
soluvion ajpeared in 1974 witk the arrival of the 1llm long TLeyland
Hationzl capable of taling a standing load of 73 nassengers and

capaile of goilng through the M1l Road Tuniel.
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The Planners had a difficult time, but 1969/70 was also
a difficult time for "Midland Red" as a whole at Rugby with public
esteenm a2t a low ebb due to fare increases, industrizl unrest among
the crews (partly in protest against fare increases) and indifferent
naintenance reducing the fleet availability below minimum requirements.
fassengers degerted in large numbers and accelerated the demige of
the double deckers.

Vehicles and attitudes changed but the pattern of services
established during the war lasted until the late 1950's. There
were not quite so many works services but this was more than offset
by services to the new Overslade and Glebe estates and the first
stege of the Abtotts FParm estate. Another new group of services
was crezted to replace the railwaey branch lines as they closed under
the Beeching axe. Prior to this rail tickets had been accepted
on "lidland Red" buses as the rail services declined, particularly
on Sundays. The new services, subsidised until 19683, started in
1959 with the 561 to Leamington as a straight ‘replacement rail
service' and not competing directly with the existing 571 service,
this was followed in the New Year of 1962 by the Leicester "lidland"
line replacement, the lMarket Harbtorcugh line in 1966 by a joint
service with "United Counties', the "Great Central" southwsrds in
1966 with a service to Woodford Ealse operated by "KW Services ILtd."
and northwards with a limited stop service to Leicester in 1969.

The railway operating philosophy did not easily translate into bus
Terms and the services were allowed to die after a suitable period
of respect. lieanwhile, back in the town itself, services were
extended plece by piece as Shakespeare Gardens, Hillside, Voodlands,
Admirals and Erownsover estates each developed; z new bhridge over
the cenel in Eoughton Road being a pre-requisite to the latter.

4 change in tThe pattern of services came with the intro-

duction of one-man-operztion (C-i—-0) in 1963, first on country
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services and then on town services, until the process was complete
in 1680. While there had been a conductor on the bug one of his
duties had been to guide the driver, using a winistle to signal, while
reverging at terminii. With one-men-operation znd to aveid this
necessity, most of the routes were modified to link with each other
in circular through routes. Routes also kad to be modified as the
town centre developed. By 1965 Corporaiion Street had achieved its
present dual carriageway form. and shops began to appear in
North Street. Prior to this, and together with all through traffic,
buses had to use Sheep Street and High Street, cope with a Saturday
market around the Clock Tower, and operate both directions along
Regent Street. In 1969 a bus priority scheme was introduced at
the ilarket Place/Sheep Street/High Street neck and other through
traffic was not allowed. Complete pedestrianisation of this area
followed in 1981. Bus stops have been shuffled around several
timesg and in the sad absence of a Bus Station have been spread all
over the town.

A decline in the use of buses started in the 1960's when
the motor car began to compete seriously for the works and social
trafiic. At the same time television led to the demise of cinenas
and reduced much evening ftravel, A run-down started and continued
t0 gain momentum, However, an important change of attitude towards
public trensport came with the 1972 Locel Government Act which from
April 1974 required the non-metropolitan county councils to promote
the provision of a co~ordinated and efficient public passenger trang-
port system to meet the needs of their counties. T the request
of the Warwickshire County Council the "Iidland Red" arranged a
Viaerieting Analysgis Project' (i.4.P.) for each of the operating
garages in the County to identify which of its routes were viable
and the level of 'revenue suppgort! (subsidy) that would be needed

to susteain different levels of service, This was to provide the
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basis for a political decision on what subsidy would be appropriate.

Rugby garage was the last in the County to be analysed with !on-bus?
and 'at-home' surveys starting on 21st November, 1977 and lasting
Two weeks. The gestation period was until October 1980 and the
report itself was not made public. The County Council undertook

its own ‘on-bus' and 'road-side! surveys in November 1930 to 'tune'
the l.A.P. report for changes since the original survey and consiéied
the matter on 12th ilarch, 1981. In generzal terms the conclusion
was that due to the overhead costs of the extensive garage at Ruglby
the services could not be contracted to a point where they would be
viable without subgidy. The level of service recommended would
have needed a subsidy of £145,000 out of a total fund for the entire
County of £300,000, The report was referred back to the "lidland
Red" with a request for further savings. The route to Leamington
was abandoned completely, tiat to Braunston and Daveniry was handed
to "Geoff Amos", that to Coventry via Ryton was handed to "Eaterprise',
and that to Southam handed to "Catferalls'. Town services were also
trimmed from 25th 4pril, 1981 and included the abandonment of the Soubh-
fields Estate service. The County Council renewed its graat to the
"lidland Red" but without identifying a specific subsidy for the
Rugby services. The first systematic study of the bus services
in the area had thus been completed and it isg pleasing to note <that
since k.A.P. there has heen 2 modest expansion of services as locsal
lnitiative is again able to express itself,

In addition to the local town =nd country serviceg, "lidlaad
Red" at Rugby had élso played its part in the national express net-
work of services including the "G" service to London zlong the A5
hefore the motﬁrway onened, to Cheltenham, =nd sumier services 1o
Llandudno, Great Yarmouth, Zournemouth, Skegness and ilablethorpe.
These services were ceded to "National Travel", z subsidiary of the
"Wational Zus Company" in 1969, tut now (1583) the trend is firmly

vack to local initietive and flexdbility ©o locally perceived needs.
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Routes came and went but fares always had to be collected
and accounted for by the conductor. A waytill had to be maintained
during each journey and a conductor was able to tell if he had an
overiding passenger. Until 1938 the "iidland Red" conductors in
Rugby carried a rack of tickets of each price and used a bell punch

to clip them for date and stage. Shillings were initielly endorsed
on the ticket by a separate punch with a meter, This punch was Very
awkward-to-manage and could also be operated by a mischieviously
minded passenger so that the conductor had to justify the shortfall
in his takings. Rugby was one of the earliest garages to adopt

the Clayton-Harris 'Verometer' into which the fare and other details
were set with buttons, a handle pulled across and a ticket printed
which was then torn off a long roll of paper. The fares were
metered automatically. The system was improved over the years

znd was used throughout the war while other garages sitill used the
bell puach and rack, Although the other garages changed To Vercmete
in 1947/49 they then éhanged egein quite quickly to the wmore modern

' Setright Speed' machines leaving Rugby to be almost the last to make

this change in 1957. Risging fares had made the change a mattier of
urgency. In 1971 the '£.5.d.' machines were replaced by decimal
'Setright Speed Insert' machines. The fares recorded by these

have also been subject to increases: Coventry to Rugby was 4/10d.
(24p) in 1970, 26p in 1973 and £1.15 in 1983.

'"he human needs of the crews were no lesgs important than
the needs of vehicles and equipment, The "iidland Red" crews at
Rugby were divided into four formally recognised 'Sectlons' for the
purposes of sharing the different duty rotas equally within the
Section: 1. Coachman's Section - 6 pairs

2. Express Section - 6 palrs; X96 service, Lutterworth

end Daventry

3, 014 llensg' Section - country services
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4, llain Section - town services and reliefs.
The lain Section did the donkey work on town and works services
end did relief duties for the higher Sections - but the higher
Sections did not reciprocate with relief duties on lower Sections.
A fifth Section started in 1963 with One-ian-Operaftion (0-i=0) initiall;
on country and schools services but eventually, during 1980, absorb-
ing all other Sections into itself.

The "Midland Red" establishment a2t Rugby began to slim in the
early 1960's with 49 buses and 2 coaches in service, but only 70
drivers and 70 conductors: the complete establishment is given in
the Appendices. Social life at the garage had included an active
and successful ambulance team and a football team which had achieved
the distinction of being pictured on a 'Ardath' cigarette card in
1935/36. The Sports and Social Pund blossomed into a Social Club
at Ecster 1965 with premises including a canteen, a new luxury for
the crews, in Gas Street. The new Garage, opened in 1967, had a
canteen of its own and the Social Club moved at Christmas 1971 to
premeises in Regent Street and in July 1977 to its present premises
above the Patic Coffee Bar in Church Street. )

Canteens were all very well for the crews but not for the

vehicles. The o0ld garage had two inspection pits; the new one has
an extensive service bay with five pits and i.0.T. Testing facilitieé
used by a2ll loczl operztors. Other tiran deily servicing, maintenance
at Rugby was by unit replacement in which a2ll major tasks were sent
to the Central Vorks at Edgbaston. Until the arrival at Lhugby in
1956 of S14 buses built by "iidland Red", followed by the Leyland
Hationals, zll buses had a chassis znd with the aid of a towing
bar couwld tow feiled vehicles home. The new method of consgtruction
did not permit this and the first attempt to overco.e the problen
at Rugby made rather an iacongruous sight when a Land Rover was

put to towing-ia duties. This was followed by an ex-\".D. Zumber
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2-ton truck with a thirsty 6 mpg Rolls Royce engine. In turn
this was Followed by a cut-down double decker and the present (1983)
ecut-down but exceptionally smart Leyland Plaxton coach,

In early 1983 the estzblishment is 21 buses including
2 dual purpose venicles and 4 coaches with a total of 39 0-ii0
drivers: again, the complete establishment is listed in the Appendices.
Eowever, expansion is changing this every month, The fleet conmprises
Leylend Nationals of several minor variations and Leyland Leopards
with a variety of bodies from buses to coaches,

The "lidland Red" built vehicles were fine indeed and
had been innovative in their time, but the need to standardise
throughout the "National Bus Company", of which more shortly,
gspelled their early demise, Rugby had the distinction of operating
the very last of these, type S23 lNo., 5930, and gave it a splendid
commemerative final run to Leamington on 28th February, 1981. Rughy
also has the distinction of having the last type 521, lo. 5878, to
be built in preservation by the lidland Red (Rughy) Transport
Enthusiasts Association,

Although the "lMidland Red" still dominates the bus scene
in Rughy there is healthy co-operation with verious independent
Ooperators: "Lloyds" still operate the Kilsby and Barby service and
have added the Ashlawn Estate to its route, "Geoff Amos" still
Operates the Daventry Service, but "Enterprise" of Coventry who
ook over the Ryton service have handed it back to "idland Red",
end “"Catterslls" have hed ta abendon tre service to Southam. A
noteworthy development is the "Lillbourne Community Bus" - a mini-bus
operated with assistance from "United Counties" and driven by
volunteers.

As a result of the 1568 Trensport Act tThe "Firmingham &
wddland lLotor Omnibus Co. Ltd." bvecame part of the "¥etionzl Tus

Company" on lst January, 1969; and tae "West hidlands Passenger
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Transport Executive" wesg formed on the 1st October, 1969, After
the "iddland Red" activities in Zirmingham were trzansferred +to

the 7.i.2.T.E. on 3rd December, 1973, leaving the ".idland Red"
literally decentralised like a mint with a kole in it, the company
changed its name on 29th llerch, 1974 fto the "iidland Red Cmnibus
Co, Ltd.". On 5th September, 1981, Further decentrzlisztion,

but in the more normal sense of the word, took place znd the "iHdland
Red" split into five independeni operating compenies. "Liddland
Red (South) Ltd." was formed with adminisiration from the garage at
Rughy and controlling services in Rugby, lluneaton, Lezmington,
Stratford, Banbury and Pool lMeadow in Coventry. The extensive
garage that had heen such a liatility at the time of HM.A., P, less
than a year earlier has become z valusble asset to The new and
enterprising compsauny. The Registered 0ffice of the new company,
for legal purposes, is actually at the "United Counties" offices in

Northampton,
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Chapter 3. 42
The Oxford Canal at Rugby.

Rugby had become a smzll markKet town ovecause of tae
convergence of roads from Coventry, Northampton, Einckley, Leicester
and Werwick, These roads, before the establishement of turnpike
trusts 2t the end of the eighteenth century, were 1little more than
commonly recognised routes between the towns at thelr extremities.

A complete revolution in transport came about when canals were opened.
The "Oxford Canal Havigation' passed near Rugby. It must have made a3
least some difference to the quality of 1life in the town -- the
evailability of cheap coal probably being the most significant

agpect of this. However, the canal did not cause any change in the
nature of the town —— it remained a fairly sm2ll market town. The
cenel passed by Rugby without leaving its mark,

The "0xford Cangl Navigation", from Coventry to Oxford, was
authorised on 21st April 1769 (9 Geo IIT cgp 70), despite objections
from the Avon Havigation that it would deprive them of their trade,
by civic initiative from both Coventry and Oxford and by the financial
backing of the clerics and academics of Oxford. The principal
motivation was coal -~ one party wanted to sell it and the other to
buy it.

The engineer was James Brindley, the most distinguished
canal engineer of his time; a man who had virtuslly no education and
certainly no engineering training, Ee worked by intuivion, It would
appear that his tongue was coarse and his manners crude. He judged
success by results rather than subtlety. He built cansls that were
were desperstely needed and when they were needed; he should be judged
by this rether than the lack of subtlety he showed in following the
304 foot combour on its circuitous route between Coventry and Hillmerton
His technique involved the minimum of earth moving 2long the line of
canzl; tne ezrth was moved from the higher to the lower side of the
line leaving a trough between, The trough was then lined or "puddled"

with local clay to maite it waberproof.
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Apart from the revolution in transport there was also a
revoluticn in agriculture teking place at the same time. The infamous
"Enclosure Acts" had to be individually applied for by the landowners
of each district and in the Rugby area required that between lst Augusgt
1773 end 10th Cctober 1773 the land be divided from the traditional
fields of gitrips into the new fields with occupation to be taken
within twelve months. The canal reached Rugby during that very same
year. It cut through fthe traditional girips with impunity -- the
remains of severed strips can still be seen in many places. The
places where 014 field boundaries were severed can 2lso be detected
but the- plan of new fields recognised the existence of the cenal from
the outset. As many of the fields were named after events in the
Ngpoleonic wars 25 yvears later we can conjecture that the changeover
hzd not been as rapid as it should have been.

Congtruction of the canal started at Longford aear Coventry.
Brindley was in frequent dispute both with the Oxford Cansl Company
and the Coventry Canal Company of which he was also the engineer
because of his infrequent attendance to direct work personally. Somehow
an error wes made in the levels of the two canals. The Oxford was
6% inches higher than the Coventry —- one of the most enduring of
engineering errors of =2ll time. A small stop lock at Hawkesbury
has been needed for more than 200 years now to accommodate it. The
canzl was built from one end section by section and filled with weter
to check the level and surveying —— it is sald that Brindley got drunk
prior to each filling operation in case an error was discovered.
Erindley died, however, on 27th September, 1772 when the canal had

and a year before it reached Aillmorton in 1773,
Oonly reached Brinxlowijv He was succeeded by Samuel Simlock, but
by then the circuitous route had been decided upon.

20 winding was the route of the canal up the Swiit and
Avon valleys that the Rev, W.0.Vait in his book "Rugby: Past =nd
resent" recells:-

Meevee 1t was a comuon saying that = canzl boat starting
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from Tewbold at six-o=clock in the morning would not be out
0of reach of the sound of the iewbold clock strilding six in
the evening when travelling towards Hillmorton".
Sv Botolph's church at ilewbold sat inconveniently on
Erindley's contour with o steep slope down to the Avon on tihe east
side and a substantizl hill on the west side. A tunusel of 125 yerds
in length and 12% feet wide was built to the west of the church. The
earth above the roof was so shallow that part of the caurchyard
cannot be used. We presume that the church guthorities, desgpite
congicerable influence in Oxford, would not countenzsnce a cutting.
The southern portal was a2t a point now in the midale of the presens
(1981) B4112 road opposite the gate to the church. The tunnel is
said +o0 have had 2 towpath through it but this aust have been a
wocden platform and probably tihe horses wzlked over the top 0 rejoin
thelr barges at the other end. Pgeilities were gvailable at
Tewbold for boatmen to get overnight lodgings.
The canzl guickly became part of the nationzl assets.
% was not cpened throughout its 91 miles to Oxford uatil 1750 -~
twenty years in the building. In 1785 there was a proposal to mzke
he River Swift navigable from Cosford to Lutterworth. The canal
wound its way up to Cosford bhefore it crossed the Swift and the
extra works o reach Lutterworth, particularliy if flesh locis nad
veen used, would have been relatively small, Iowever, the propossls
did not mature. The canal crosced the Swift on 2 low but suovstential
earth aqueduct; there was a second low earth aqueduct over the River
Avon beyond Clifton and three locks at Eillmorton. A wind driven
punp was installed at Hilloorton in 1739 to return weter to the summit
pound =nd gvoid wastaoge. This was replaced by a stezm oump in the
1820's, liake-un water for the lower pound was, and svill is, taien

from the Swift 2% Cosford without the need for pumping., In 1332
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for £650, Three years earlier a wharfinger was zppointed at
Billmorton on his giving a security of £100 for the faithful discharge
of his duty. On lith April 1841 the linutes Eoolk records that £200
was pald as permanent compensation to "the owners and occupiers of
Land adjoining the River Swift for the damage +they have sustained
bty the divergions of water tuerefrom for the use of the canal',

In 1799 there were proposals for linking the "Lincolnshire
& Northamptonshire Union Canal" with the "Grand Junction" (EBraunston
to the River Thames at 3rentford) by a new canal to be called the
"Grand Union Canal"; this was not the same company as the present day
"Grand Union'", although this company includeg the former. The planned
route in 13802 included a tunnel at Crick and az junction at iorton.
Fowever, to avoid tie Crick tunnel considergtion was given in 1803
to joining the "Oxford Canal" Ifirst at Cosford and then at Hillmorton;
but the Crick route survived.

Por the firgt eleven years gfter its completion to Oxford
the "Oxford Canal" formed part of the shortest route between London
and Dirmingham with a substantial projortion of the nation's trade
Passing Rughy —— just as it was again to with the opening of .hre
"London & Birmingham" and "ilidland Counties" railways in the next
DPnase of the transport revolution. Thig was alsc the start of the
stage coach era and the ascencency of Dunchurch a&s z coaching halt,
fugby could now receive coal from Coventry and umzil snd manufactured
goods from London and sBirmingham —-- the quelity of life was indeed
improving. dowever, in Illoveaber 1800 the "Grand Junction Canal
Company" opened its line to London from Erzunston znd diveried much
of the traffic from the southern half of the "Oxford": = short
while later the "farwick & Hapton Canal" diverted the Biriaingham
traffic away and this no longer passed Hugby. The cenal prospered
however and due to 2 period of severe inflesiion following the llanoleoni
wars paid e weximwa dividend of 33%7 from 182:¢ to 1826, v this

sezle tioe the "Coventry Cenal" was paying = dividend of 509,
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Before the "Oxford"™ hzd been built, according to a

more recent writer, Charles LEadfield, a survey by Robert Whitwortn
nad proposed a level route of 152 miles from Gogford Green %o

Hillmorton and instructions to the engineer had been for the canal

to be set out "in as Strait a Line as the Ground will permit!.
Brindley, however, set out a line of 264 miles, and criticism of

this was not withheld. The prospect of railway competition sgpurred
the company to shorten its winding line. liistakes were not repeated;
2 survey was carried out by Sir llarc Brunel, and then a second survey
oy Sir Cherles Vignoies —— the latter survey was dated 8th October,
1828 and was deposited with the County authorities in Hovember of

that year. The canal as we Xnow it today is shown —— from the Falls
Eridge on the road to Earborough Magnz the new line traverses the

new (present) Newbold Tunnel and rejoins the old line just before

what the survey calls Perkin's Bridge (see mep, the Ordnance Survey
maps give the name "Perkin's" to znother bridge) which remsined from
the original line, oy & short cutting at Newbold Eill with water level
50t 11" below previous ground level and proceeding through a cutting
at Periin's Hill with water level 30! 10" below previous ground level
(the old line had been where the the present Newbold quarries are)

and proceeding over the new Swift Agqueduct with tiie bottom of the
canal 20'above the river water level and then the Avon pgqueduct with
the bottom of the canzl 17' S" above the river water level. The
sinutes Book on 1llth ?ebruary; 1829 records that the Company éeal was
to be fixed to the petition for a Bill to shorten the line of the
northern part of the canal "in conformity with the order of the General
weeting in Januery last". &500 was advanced for expenses.

The Act of Pariizuent was obtained in 1831 (10 Geo IV cap 48);
the estimated cost bveing £131,877 (the final cost was £167,172). The
Act stipulated that reduced tolls would be charged but vaoat they would
be calculated on the basis of tie originel milezge of the cansl. The

same year, oa l1l2th January, the Company voted £1000 for checking the
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survey of the "London & Birumingham Railwey", Work started, again in
The same year, with resident engineer John Ferguson under the Company's
engineer Frederick Wood with congultant Tilliam Cubitt (Wood wes the
surveyor of the map of Rugby hanging in the Rugby Library). The
aqueducts over the 0ld Leicester Road and over the River Swilt were
cast iron structures with Telford's influence showing, that over the
Avon was a skew three-zrch rick structure, the new tunnel is 250
yards long, of immense proporiions and with an almost unique feature
0of a2 tow-path on either side. The reconstructed parts of the canal
can be easily identified by the huge stone slabs foruming protecticon
ageinst erosion at water level by the wash from boats. The graceful
cast iron towpath bridges which cross the abandoned arms of the canal
were alsc provided at this time. The [inuteg Eook records on
19th February, 1834 an order for a stoppage from the evening of the
4%th lay until the evening of the 13th "for completing and opening
the impfovements". The canal had to be zt least partizlly drained
and the temporzry dams removed and the bed made waterprocf below
them and then the canal re-filled. The total mileage was reduced
by almost 14 miles, most of this being near Rugby.

The old tunnel was abandoned; its northern portal can
5till be seen (it is a "listed building" with the distinction of
not being shown on Ordnance Survey mzps) just to the west of ST
Botolph's Church and the first twenty odd yards of the tunnel zre
in a remarksbly good and dry condition.

Even after the arrivel of the "London & Blrmingham
Railway" in 1838 the traffic on the canagl continued Tc increzse
although the toll was much less for each bhoat, Employment on the
canal offered scope for the independent minded and was always mbqé ¥
more attrzctive than employment on the railways for some people and

they were willing %o cut tolls to the level necessery 0 secure

ousiness, The influence of the canzl on Rugby vecame even less
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as cozl now srrived by rail. In 1840 the increased traffic justified
the doubling of the tbhree locks at Hillmorton., Running sand was
encountered, as in the Kilsby tunnel, and caused great difiiculty.
In 1842 20,859 boats passed through the locks. The locks were
provided vwith experimental iron gates and in 1887 were the subject
of a further experiment: to conserve water "side ponds" were frequently
used t0 hold the "top half" of g lockful of water from 2 descending
boat to be used as the "vottom half" of the lockful needed for the
next ascending boat. At Hillmorton a veriation of this was to have
a2 "paddle" between The two side by side locks and to use the second
lock as the gide pond to the first and fo then reverse the roles
for the next pair of boats. The disadvantage was that ascending end
descending boats had to be available at just the right time; and the
fime taken for the equalisation of levels at the half way and empty
lock stages was twice that for a staightforward lock. The experiment
was not popular and.was not an operational success. The choice of
Hillmorton for these experiments was probably because of thelr nearness
to +the canal Engineer's Office above the lowest of the locks, The
facilities at the offices included a "dry dock" and a "gauging office"
to ensure that freeboard regulations were complied with and the correct
toll charged, The Minutes Book, on 13th June, 1832 suggested that
"in consequence of the shortening of tiie Line a more convenient
location for the residence of the Agent be found than at Dunchurch',
An annual event contrasting sharply with the normal life

on the canal was the tour along the length of the canzl by the "Survey
Party" in a special barge. There is some evidence that matters of
engineering concern were considered by the party; but these were of
a secondary nature. The carefully maintained "Survey Eook" records
details such as the salmon at a certain inn was superior to the yeer
before tut the wine inferior. There was a traditional stop on the
third day of the survey, on the return from Hawfesbury, in the Swif?t

Valley vwhen the party dined aboard thelr vessel instezsd of ashore.
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ilon gastronomic reporting is limited to such informaztive pieces as
on 10th July, 1877 "inspecticn of new engine =t Hillmorton"; 6th
July 1880 "new engine at Hillmorton has not been required tvo work
since its erection owing to the good supply of water" and "viewed
railway woriks" on the way to Dunchurch for tea in the evening. We
also learn that there were three swing or draw bridges between Ilewbold
and Hillmorton.

The canal was not a common subject of news in the Rughby
Advertiser. The trustees of the turnpike roads, however, frequently
advertised for the transport of stone from Hartshill to "All Oaks
Wharf" but the present author cannot establish this location —
perhaps it was part of the Rugby Wharf itself. The readers of the
Rugby Adveriiser became quite agitated over the Canal Boats Act 1377
concerning tie registering of voats as dwellings for the purpose of
deciding where the childrens' education should take place and regulatin
tihe number of people living in a single room —-— this was limited to
husband, wife, girls under 12 and boys under 14 years old —— but there
didn't zppesr to be a limit on the total number of these. The Rughby
Advertiser of 23rd August, 1879 reported that only 44 out of at least
60C or 700 hoats requiring registration at Rugby had so fer done so
with a consequence that "the poor childrens' education would be
neglected for another year". Satisfaction was noted that other
pPlaces were worse Than Rugby.

Another topic to catch the imagination of the Rugby
Advertiser was the steam tug "Pioneer". A‘}eport on 18th August,
18360 said that three days beforehand an experiment had been conducted
by the iloira Colliery Co on the canal with e steam tug "Pioneer" of
7 H,P, and twin screws. The twin psronellers were contra-rotating
end viere described as being "an entirely new principle" to prevent
wash from paddles affecting tke cenel tanis. "pPioneer' could take
four loaded boats at 3 mph and 5 mph vhen empty; alvthough 3 mph was

the meximum permissible as there was opposition from the canal Company.
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The test run passed Rugby wharf at 3pm and reached Braunston at 9pum.
The article hints that it would be possible to fit two further propeller:
at the bows and suggests tue need for a spealking tube from the helmsman
"o the driver at the bow'". The credit for the experiment is due
to lir James Harrison, an ex-resident of Rughy, and now manager &%t
iloira Colliery, The éeveral coal merchanis of Rugby are well pleased
as the prospective haulage charge from lioira to Rugby is 1/14 per ton.
On 12th January, 1861 the Rughy Advertiser reported that "Pioneer" was
25 tons burden, 75 ft long, 7 £t wide and drawing 21 £t (yes! that's
what it said) and could draw 600 tons at 4 mph 2t a cost 30% less than
the railways; curiously , the propellers are described as a "waggle
tail", The 21 ft draught is presumably inches: but the length !

The relationship of the "Oxford Canal' with the railways
was not relaxed. Perhaps the happiest was with the "Midland'" where
there was not a conflict of interest —— the "iidland" established a
coal wharf on the main Rugby wharf to assist with the local distribution
of coal to outlets that they otherwise would not have had, Access -
was achieved by a steep incline and via a small turntable. With other
lines it was not guite zs happy, the [inutes Book on 135th December,
1848 records £880,15.0d being received from llessrs Brassey & Co,
contractor on the "Trent Valley kailway" "for the banks of the canal
used for support of the railway". (The "Trent Valley" had opened in
1847 with a stretch beside the "Oxford" at Brinklow; so this was either
a late or disputed payment or for widening work). A serious.rift
with the "London & North Western Railway' occurred in 1877 when in
reprisal For discrimination in railway controlled canal rates else-
where the "Oxford" refused to allow the "London & Iorth Westera" to
take engine water at fewbold and mainiained this attitude until 1896
when the railway a25reed to pay 3d. per 1,000 zallong for a minimum of
12C,00C gallons z day. The construction of the "Greatd Central
trought further ovusiness —- the contractor received materials Irom

tie canel at Cnley. At Zrownsover, where tihe new line crossed ine
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"oxford". the latter was alrezdy on an embankment and extensive
temporary timber staginé was needed, "Cylinders" or piles were
gunk 30 ft deep on either side of the embenkment to avoid damage
to the canal. A Temporary cast iron trough was laid in the canal
cauging g restriction to traffic but effectively forming an aquaduct
while the work proceeded. The railway company had to psy the "Oxford"
£10 for every hour that traffic was étopped with £10 per hour additiona
if the stoppage was of longer durzstion than 3 days or if i+t wes
avoidable. £l was paid for every 1,000 cu ft of water lost.

The cenal was a finencial success for the first generation
of investors. The dividend climbed every year from an initial 2%,
albeit through periods of high inflation, until it pesked in 1824/6
at 33%¥t. The set-back caused by the loss of traffic to the "Grand
Junction" znd the "Warwick & apton" in 1800 was offset by increazsed
traffic and compensation tolls (2/9d. per ton of coal) paid by the
diverted traffic. The next set-back was the copening of the "¥idland
Counties Railway" in 1840 and the despatch of coal from Leicestershire
and Derbyshire to London starting in 1846. Toll rates guickly dropne
from 5/11d. to 2/7d. for a ton of coal from Longford to Oxford. The
dividend slumped to 7¢%; taldings which had risen from £18,478 in 1791/3
to a maximum of £90,446 in 1827/29 fell to £26,312 in 1853, The
remainder of the century and the first half of the next was a period
of strugzle but not crisis — finance was by defzult on maintenance.
520,000 tons were cerried in 1838 and 482,000 in 1868, |

The "Oxford Canal Navigation" changed its name to the "OxIoz
Canzl Co" on 28th March, 1935 and, by the initials OCH or OCC, provided
us with a ready meens of deciding whether canal side objects are post ¢
pre-1935. The canal was nationslised on lst January, 1948, Commercial
traffic has now (1981) virtually ceased and such that remains is moTre
of a labour of love. The use of the canal for pleasure purposes 1is
inereazing —— but its traditional relationsyip with Rugby reuzing -—
its nice to have it there but it doesn't get in the way and it hasn's

and still doesn't affect the commerce 0f tne tTown,
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THE RATLWAYS OF RUGBY = AN INTRODUCTIQN.

During the first half of this century it was possible to
arrive in Rugby by train from any of nine dJifferent directions. The
reasons for this assemblage at Rugby are guite forviuitous and can be
found in the geography of the area - particularly the location of
the Watford Gap - a natural approach cutting to a ridge of hills
that extends from the Cotswolds to Iincolnshire. The "magic of
the Watford Gap" had first attracted the Romans and the Watling Street,
then the canal vuilders and the 0ld Grand Union Canal, then the railmay
builders and the London & Birmingham Railway and finally thne motor-
way builders and the Kl Motorway. Today a1l these routes, within
yards of each other, are still in use and a very sizable portion of
the trade of the Nation crosses the Watiord Gap. So the Gap
determined the direction of approach from the sputh of the first
railway towards Rugby. Having crossed the ridge the railway then
had to swing sharply westwards towards its destination at Birwmingham.
The initial plans would have involved very heavy earthworks along
a route sligutly to the south of the town. These plansg were modified
to taxe the line in a wide sweep to the north of town and round the
"igh ground" on which Rugby stznds instead of through it. The sweep
to the north then resulted in an even sharper swing westward - and
even a barely perceptible swing back to the south on the way. The
decision to take the line round the north of town was the mosgt historic
decision in tﬁe history of Rughby. The "sharp bend" made it the
obvious springboard for further lines to the north of tae country.

The junction that was made here changed tne whole pattern of developrent
of Rugby and is the largest single Treason why Rugby grew and its near
neighbours did not.

With +the benefit of hindsight Robert Stephenson, the
enginger of the London & Eirminhgem Railws , sald in a letiter to
Szmual Smiles in 1857:-

"Pew people have any nobtion how completely the whole
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systen of our railways has been influenced by the bend north-

wards at Rugby. ssase Scarcely a single line %o the north
of that point would have been made as it now is, but for the
determination I then formed as to the direction in which the
railway should be coastructed."

The key word in the previous paragraph is prgbably
"hindsight", but nevertheless we can be certain that the decision
on the northerly sweep round town had implications on the whole
railway network of the country, including even the Great VWestern

Railway - possibly even also the choice of gauge of major railways

throughout the world as we shall see, For = while Rugby Juanction

was the most important junction in the country. Eut now we must

study the origins and construction of the various railways that
comprised the junction.

A mystery remains: since the first publication of this
chapter as an article in "Rugby -~ Aspects of the Past", it has been
suggested to the present author that the "Watford Gap" is not a
éeographical feature at all but is the "gap'" in the line of the
Watling Street where it deviagtes from the original line and detours

through Kilsby., 1t bhas also been suggested that a farm at that
location gave its name to the area - but what gave the name to the

farm 7
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Chapter 5. 56

THE LONDON & BIRMINGHAM RAILWAY .

The launching of a successful Company to promote a
railway from Iondon fo Birmingham was preceeded by skirmishing
that is delightfully described by John Britton in his account of
the building of the railway which accompanied J.C.Bourne's famous
drawings that were published in 1839:-
"The success of the Liverpool and Manchester Railway
gave an impetus to speculation in similar undertakings; and
a line between ILONDON and BIRMINGHAM was too promising an object
t0 be neglected by solicitors, engineers, surveyors and other
adventurers. We have been told that, so early as the year
1823, a Company was actually formed with this object in view, -~
thaet shares were issued, and an unsuccessful application made
to Parlisment for an Act. It is at all events certain, that,
in consequence of a resolution, dated January 1824, and emanating
from such body, Sir John Rennie devoted much time and attention
to a survey of the country between London and Birmingham; and,
in April 1826, prepared a report, advocating in strong terms
a line of railway to pass near Oxford and Banbury. Mr Francis
Giles subsequently made another survey and recommended a
different route through Coventry: in the year 1829, prospectuses
were issued, and rival companies established, for carrylng into
effect these two competing lines. After much expense had
been incurred by both parties, it was deemed expedient to
combine their efforts; and that desirable object was effected
in the .autumn of the year 1830."
The colourful language of this extract sets the scene
of the period, Stage coaches were then at their genith - dashing
night and day with vivid colours, legendary names and exciting
noises between equally legendary inns and along the new roads of

Telford and llacadanm. The zip of the stage coaches contrasted with
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the ponderous movement of freight - typically taking three days
by canal from Birmingham to London at a rate of about £4 per ton
depending on volume, The roads and canals had given experieice
to engineers but no other works of anything like the magnitude of
the nroposed railway.had ever been undertaken — to those "adventurers"
who had the vision and the courage to create the railway we must
raise our hats with deep respect. We must also set the scene by
remembering that desperate poverty was the inescapable lot of the
majority of people in the land. The industrial revolution was by
now producing its slums and its dirt. Children laboured in mills
and mines. The gentry lived gquite seperate lives, with courteous
manners in large houses, with servants and silks to ensure their
comfort. They ruled the land and controlled commerce by intuition
and rule of thumb, and they provided the basis of the new joint
committee to promote a2 railway from Birmingham to London.

The Joint Committee, based on Eirmingham, was formed on
11th September, 1830 and a week later had gmployed George and Robert
Stephenson (father and son) to advise on the two routes and to prepare
a more detailed survey for Parliamentry purposes. Robert Stephenson
undertook this work on his own, although all report were jointly
presented with his father's signature added. He quickly decided in
favour of the Giles route, with small variation at South Mimms,
because of tunnelling required at Oxford and the possibility of
flooding by the River Thames along the Rennie route. By 30th
November, 1830, that is only eleven weeks later, plans of the proposals
had been deposited with the Quarter Sessions of the Counties along
the route. This was no mean feat a2s the plans were 211 hand
draughted and coloured, et a scale of four inches to the nile and show
Tields, roads znd property in a band about one third of a mile on
elther side of the proposed line, 4 "Book of Reference' accompanies
the plans and lists the owners a.d occupiers of zll proverty shovn

on the plan, It seems that Stephenson must have used much material
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that Gileg had prepared.

The route of the proposed line through Rugby was from
a crossing over the canal at the southernmost of the three locks
at Hillmorton, along the line of what is now Lower Hillmorton Road
to Boundaxy Road, across Cromwell Road and the Recreation Ground,
along Oak Street south of the School Close (but not actually touching
any of the property of the School at that time) , across Bilton Road
at Sow Brook and re-joining the present line at Church Lawford. The
plans do not show where the station would have been and indeed the
final plans passed right through the Parliamentry process without it
being noticed that the stations were not shown or included 1n the
bill of quantities. When sanctions were sought for further monies
to correct this, recriminations were made that the Engineer had done
it on purpose to get the project under way - recriminations that
are not unheard of on large projects today !

The Minutes Book of the Iondon & Birmingham Railway
Committee records that on 3rd December, 1830 a letter from a lir
Wratislaw, a Rugby Solicitor, of 27th November, 1830 was read "cceese
complaining of the line of railway near Rugby School." No copy of
thig letter can be traced. The matter was referred to the Survey
Committee who replied on 7th December, 1830 that they were ".... ROSH
anwious to meet the wishes of your client as to the line which affects
their interests ...s." By mutual agreement Robert Stephenson visited
Rugby and reported to the Management Commitiee on 7th January, 1831
that he had agreed to ".... the alteration of the line over leriden
Ridge at Rugby'. Although obviously an error exists. there can
be no doubt that this was the historic decision that has been referred
0 ezrlier, There is doubt, with such a glaring mistake, vhat he
foresaw the strategic importance of tie bend northwards that he had
just zuthorised and to which ne later referred in his letter to
Samual Smiles.

The map on page 59 shows the contours of the land around
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Rugby. The first proposal would have entailed an approach from
Kilsby slightly to the east of the present line - thus it would have
been at a slightly higher elevation, just as the Northampton line
(which was built much later) is today. Then z viaduct or a very high
embankment would have taken it across the canal and into a deep
cutting through Rugby. Probably Stephenson reviged the line more
$0 avoid these two hazards than to appease the School. His new line
skirted round the high ground -~ the gradient falls gently right
through Rugby. Almost certeinly it would have had to rise again
if it had tezken the original line - with a steep drop towards Church
Lawford. Imagine for a moment if that line hed been build -
Hillmorton may have become the junction and development may.have
taizen place there;with Rugby as a quaint suburb of Hillmorton. The
existence of a cutting through the middle of present day Rugby
would probaibly have discouraged development there at all, Returning
from speculation to facts: the revisged plans were deposited with the
Quarter Sessions on 30th November, 1831 and show the proposed line
as it is today.

The prospectus for the London & Birmingham Railway offered

the following as inducements to potential investors:-

"First, the opening of new and distent sources of supply
of provisions to the metropolis; Second, Easy, cheap and expeditic
travelling; Third, The repid and economical interchange of
the great articles of consumption and of commerce, both internal
end externzl; and Lastly, The connexion by railways, of London
with Liverpool, the rich pastures of the centre of England,
and the grestest manufacturing districts; and, through tie portd
of Liverpool, to afford a most expeditious coumunication with
Ireland.”

The Company, anticinating opnosition, delayed their

application from the 1831 parlizmentry session and then, according

o John Britton in 1835:-
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"All the plans and estimates being matured, = Bill was
introduced into, and passed the House of Commons; though not
without much opposition on the part of certain dissentient
landholders; and the opposition was so much increased in the
House of Lords, that it was thrown out in committee, on the
10th of July, 1832, upon the motion of Lord Erownlow,.

With the commencement ¢f the session of 1833, the

Managing Committee renewed their application to Parliament; and
so successful had been their negotiations in the interval, that
the opposition, though it still existed, was no longer powerful
enough %o defeat, and scarcely to delay, the success of the
measure; for, on the third of May, that year, The London and
Birmingham Railway Act received the royal assent. These
preliminary proceedings cost the Company the enormous sum

of 72,8681.18s.104d."

It would appear that & good proportion of this money had
been spent on ensuring that the negotiations were successful; intrigue
end corruption being so blatent that J.A.Francis, a contemporary
historian, was incensed to write at length condemuing them - and
certainly he cannot be accused of evangelical ardour in his other

writings!

The Act being secured, the construction of the railway
was achieved by letting smaller contracts for sections of the line.
The Rugby contract extended from "about 8 statute chains on the south-
east of the fence of the road from Banbury to ILutterworth", ie the
northern portal of the Kilsby Tumnel, for about 5% miles and
"terminating at about 6} statute chains on the north-west of the
fence of the road from Dunchurch to Iutterworth™" ie including the
site of the first station at Rugby on the west of Newbold Road. The
Iong Lawford contrzct extended from this point to "the north-west
side of the road leading from Church Lawford %o thé Blue Boar®,

The Rugby contract was the more difficult - the long embankaent
through Lillmorton "crosses a bog, the black peat of which rests

on the lias clay and is about six feet thick™. Spoil from the
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{ilsby Tunnel was used in this embank@®ent but "ballast and logs had

to be used before firm foundations were established". A heavy

cutting (and hence the first spoil bank - later removed) was required

where Clifton Road crosses the line. A further embankment, the
then ornate ilewbold Road Bridge (how are the mighty fallen ') and
the Rugby station were the other features of the contract. It is
relevant to pause at this point and to draw a picture in the mind's
gye of the embankment at the place where the present statior is and
as the embankment locked when it wes first built. The line was then
only double track and ran through open countryside with fields on
either side; Rugby being half a mile %o the south, across those
fields, and on a hill, It must have looked like any rural stretch
of embankment. The actual line that the ewbankment took was at
what 1s now the northern boundary of the present railway, What a
change to its present appearance | A contemporary description of
the scene will be given later but it is essential, while thinidng
of the construction of the line, to erase thoughts of its present
layout.

The Rugby contract was let in November 1835, the actual
contract wag dated 12th March 1836, to a lr Samuel Eemming for
£59,283, llothing is knowvn of Mr Heamming or of his backgrouand or
if he faced any competition in winning his contract. It was usual
practice to appoint local men., this being before the age of the
contracting "giliants" such as Brassey, and it does not seem unreasonable
to suppose that Mr Heumming had at least had experience of the re-
building of the Oxford Canal during the previous six years. Ir
Hemming ran into difficulties, probably due to rising cost of labouxr
and materials rather than particular engineering difficulties, and
surrendered his contract in October 1837. Inflation played havoc
with cost estimates even then, and cost estimetes were sometimes, o
be Very kind, of the most rudimentary form, Work was then supervised

directly'by the Coumpany end were finally completed at a cost of
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£93,3584 . Mr Hemming was also the contractor for the Brandon
contract and the viaduct over the River Avon at Wolston; failing
on the first of these but succeeding on the second. The ILong
Lawford contract was let to llessrs W & J Simmons in February 1835,
the document itself being dated 6th April 1836, for £20,330 and
was completed successfully but at a revised price of £25,893.

In the middle of 1838 Robert Stephenson reported to the
Directors on the state of contracts and includes the following:-

"The Rugby contract, having been given up into the hands

of the Company, is now proceeding under the direction of the
engineers, A considerable proportion of the excavations,
enbankments and permanent road is already executed, and there
now remains two excavations to complete; one of them at the
north end of Kilsby Tunnel, containing 143,000 yds - the other
near Rugby conteining 102,000 yds. The quantity to be conveyed
from each to the Hillmorton embankment is about 60,000 yds,
which will occupy four months, making the period for completing
this contract extend to July, and to this we may add one month
for the permanent road, making it the beginning, or say the
middle, of August".

The summary at the end of the report makes an overall
comment that the Rughby contract was in a forward state and was
favourably situated. Comnletion was expected at the same time
as Kilsby Tunnel (400yds of tunnelling remained) and as the Long
Buckby contract.

In 1823 the estimate for a single track railway had been
£6,000 per mile. The Iondon & Birmingham Railway Act of 1833
was based on a price of £21,756 per mile. The line was completed
at a cost of £50,000 per mile. By contrast, the Kl in 1959 cost
£750,000 per mile and the 16 in 1372 cost £2,100,000 per mile. There
is nothing new in the escalation of cost on large ploneering projects i

We know little of tne disrupition and disturbances that
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must have been caused in Rugby by the navvies working on the

construction of the railways. The Rugby Advertiser did not start
until 1846 - some eight years after the first line opened., The
other local newspapers from Leamington and Coventry seem almost to
hnave kept a conspiracy of silence on the subject. It is a great
disappointment that Thomas Hughes in "Tom Brown's Schooldays" did
not record the events on the railway - Tom returned by train for

Dr Arnold's funeral to "the station he knew so well" and yet had
arrived at the school from London by stage coach, We can but
guess that the native population, only Jjust recovering from the
effects of the re-construction of the Oxford Canal, were apalled
and shocked by the invasion of hard drinking navvies to spend their
earnings. Some no doubt exploited the situation - some 10 doubt
locked up their daughters ! Bloxam, a Rugby historian, reminisces
about stocks '"nmear the prison in 9, Dunchurch Road" where "navvies,
who little respected the decencies of civilised society, were here
confined and derisively termed 'children in the wood' ", The 'gin
incident' is creditew to numerous sources, and probzbly was repeated
by navvies as they moved along the line, but F.B.,Head in 1849
attributes it to Hillmorton where one of the landladies boasted,
once too often, that navvies never got the betvter of ner. One
navvy sought to purchase half a gallon of gin to "top-up" his one
gallon earthenware botile, The bottle, however, was half full of
water at the start of the transaction. Ee contrived to allow the
gin to be put into his bottle vefore disputing the price that was
being asked. The negotiations deadlocked and were only settled by
the landlady removing half a gallon of what she thought was neat gin.
The navvy retired with half a gallon of dilute gin.

Ve mey now perhaps Treturn to the contemporary descripiion
of the railway that has been mentioned earlier. The idea of the
railway captured the imagination of The country and tioere was no
shortege of entrepeneurs willing %o cash in with souvenirs and in

particular "guides" to the railway so that prospective travellers
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should fully appreciate that they were cloge to places of interest

and in particular that they were close to, or even passing through,

the grounds of the nobility. This extract from James W, Wyld's
Guidebook describes the scene as we leave the Hillmorton embaniment

and aporoach what is now the Clifton Road bridge:—
"We now pass.beneath a finely constructed bridge of three
arcnes and enter a short cutting, in which occurs one bridge,
a little beyond which is seen an opening in the bank of the

cutting where it is proposed to conjoin the Midland Counties

* About sixty yards from

and Iondon & Birmingham Railroad.
e this point of junction we pass beneath a small bridge;x{/and
proceed for a short distance elevated over the surrounding

country, which here presents a2 most pleasing and diversified

appearance. On our right is seen the long green embankment

of the Coventry and Oxford Canal, with its handsome brick agueduct

of three arches ..... We now pass beneath another small bridge,
on which the horseroad is carried for the accomodation of
agriculturists and others engaged in the surrounding fields,
and, continuing our onward course for & short distance, glightly

veering to the left, cross the turnpike road from Rughy to

Lutterworth by a handsome brick viaduct in the Elizabethan gtyle."

The "handsome brick viaduct" is of course the Newbold Road
bridge of todéy. fhat it was once handsome Trequires effort and
concentration to imegine but another guidebook of the time, by
Thomas Roscoe describes it as follows:-

"The bridge which crosses the Lutterwortih road is an
elegant structure, erected in the style of architecture of

the reign c¢f Queeen Eleizabeth, It consists of a2 flat gothic

Page Hotes.
* This is of course not where the junction was to be. It
could perhaps have been the spoilbank. It was 10 years before tThe

junction of the Marxet Harborough line wes to be at that point,
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arch of cast iron, with ornamental spandrils abutting upon

octangular towers of brick, with buttresses between them, and
the whole is surmounted with a parzpet wall standing upon & bold
stone moulding, which is carried through the whole length of

the btridge. It is a2 beautiful specimen of workmenship; but

the effect would probably have been heightened if pinnacles

had been placed on the tops of the btuttresses, thereby breaking
the long line of parapet wall at that part which, in some degree
at present offends the eye: the extra coét would not have heen
great, especially as it is reported that the Trustees of Rugby
School, - which stands not far distant, contributed £1000 towards
its erection, in order fo preserve the style of architechture

0f their own foundation,"

The contract plans for the bridge describe it as in the

Gothic architecturzl style with cast iron beams of 24 f{ centre sgpan.

The facing was to be "best polished Rugby white brick", A later

historian, H.Lodge in 1512, reports that an examination of the

School records had been made and no trace of the £1000 was found.

The station was on the western side of Newbold Road - at what

is now called "0ld Statlon Square" and H.Lodge records that in 1908

kKinder:-

people still remembered it as a "mere shed". Roscoe, in 1839, was)

"This building is erected in the Swiss style, with a
large prdjecting roof, and is arranged so as to afford accomodation
to passengers both arriving and departing. The booking offices '
are on the ground floor, and a staircase leads to the waiting
rooms above on the level of the railway, to gain which a large
covered enclosure is passed under, while parfties wishing to
leave the rzilway descend from the line by z separate staircase

30 that confusion is avoided."®

L letter in the Rugby Advertiser of 2nd November 1878

wonders why the station was ever moved from what appeared to be 2

much bvetter location in Newbold Road. An zuthentic sounding reply
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under a pen-name on 9th November refers to the first station as '"a
little hut'". It also refers to dreadful coaching accidents at the
corner at the bottom of North Street during the coach shuttle service
while the Kilsby Tunnel was being completed. |

The difference of terminology between "a little hut" and a

"building in the swiss style'" cannot be fully resolved. The station
was abandoned in 1840 and was probably removed when the "Rugby & Leam-
ington™ was built{ in 1847. Francis Whishaw, in 1842, but obviously
writing of the origingl station, and ignoring aesthetic considerations,
degscribes the building as follows:-

"The station at Rugby is situate on ﬁhe west side of the
reilway, which at this place is on an embankment. The station-
houge is set back from the railway asbout 30 feet, with a fore-
court intervening zbout 34 feet in width. The building is 24
feet in front, and 31 feet & inches in depth. On the upper
floor, which is on a level with the fore-court, is a spacious
wailiting room, the descent from which to the hooking-office helow
is by a flight of twenty steps. The police-ingpectors' house is
contiguous to the offices; and the conveniences are placed in
the cellars underneath the fore-court.

"The passengers leaving by a train pass through the booking-
office and up the stairs into the waiting-room, and from thence
across the fore-court to the platform; while those arriving
leave the station by a flight of nineteen wooden steps, 6 feet
in width, and on the right side of the forecourt. N

" The station platform is of wood, 8 feet 10 inches wide;

and between the two ways is a second platform ¢f wood, 2 feet
9 inches wide, and 7 inches high above the rails, The whole

width of way from the platform to the top of the slope on the

opposite side is 26 feet 5 inches.
"The stationary engine-house is on the Opposive gside of

the way; and besides the engine and boiler-rooms, there are
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under the same roof the porters' lodge, oil-room, é&c.

"The pumping-engine has a 6-inch cylinder and 2-feet stroke:
The usuzal working pressure is about 34 1bs. The water is
derived from the river Avon, and let into a large tank built
for the purpose.

"At a distance from the station of about a quarter of a
mile is a locomotive engine~house which will hold three engines
and tenders, The persons employed at this station are, one
ticket-collector, one inspector, four police, five porters,
one stationary engine-man, three engine-drivers, two firemen,
two smiths, one stoker, three fitters, two cleaners, two coke-men
and two carpenters. There is 2150 a carriage-shed at this
station,"

A description of the features beside the line would not be
comple?e without a complementary description of the track itself. The
appearance of the line was not at all like that of today; the rails were
of cast iron, in 5 yard lengths, were "spiked" to stone blocks 2 foot
square and 1 foot thick, and were "fish bellied" in shape. The "fish
belly refers to tue web of their "T" section; this increased fo a maxdim-
.um at the centre point between the fixing points on the stone blocks.
The general appearance was of a ftramroad rather than a modern railway.
In the stations the marskalling of trains, and unfortunately the very
frequent replacement of defective carriages was performed with the aid
of miniature turntables and.tracks at right angles to the main running
tracks, A carriage could be speedily moved onto a parallel track
without shunting the entire train,

The investment in the railway was about double that authorise
by the first act of Parliament end investors were naturally enough
anxious for a return on their capital. The Company was a2lso shrewed
enough %o realise that the forthcoming coronation of Queen Victoria,
on 28th June, 1838, would provide opportunities that should not be

lightly missed. The Xilsby Tunnel however, and various sections on
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either side of it, were behind schedule and could not be completed

on time. The "Grand Junction Railway'", incorporzted on the same day
as the "London & fﬂrmingham, from Birmingham towards Liverpool and
Manchester, had opened on 4th July, 1837. Not to be outdone, the
Company opened two separate sections of their line on 9th April, 1838
from London to Denbigh Hall (where the present A5 road passes

under the railway just north of Bletchley) and from Rugby to

Birmingham, Coaches provided a shuttle service via Dunchurch,

the present A45 road and the present A5 road to and from Denbigh
Hall, The Coventry Standard of 20th April 1838 records that on
the opening day "The Wonder" coach beat the first train from London
to Birmingham by 20 minutes. The entire journey by train from
London %o Birmingham was accomplished. at an average speed of 20
miles per hour - the transfer from train to coaches taking 20 minutes.
The coaches were hired from Messrs Horne & Chaplin at £7-14-64 per
coach per double journey of 74 miles and required a total of 700
horses to keep the operation going. The normal fares, by coach,
from Rugby to Denbigh Hall were 12/6d. First Class and 9/0d. Second
Class. During the week before the coronation the local population

capitalised on the situation and every waggon, cart, donkey chaise

and horsdrawn omnibus were pressed into service at 1/0d. per mile.
Seats on coaches were £4 for inside passengers and £2-10-0d. for
outside passengers; and cases were reported of "seats remalning
unavailable for offers of £10-0-04."

The problem in the Kilsby Tunnel was one of apalling
bad luck. Trial borings had not revealed the existence of a bed
of wet sand along the proposed line of tunnel. If the line had
been offset in either direction or if it had been a little lower
there may never have arisen any major civil engineering problem,
However, the bed of wet sand extended for about 400 yards (the tunnel

ig 2,423 yards long) and only at the very top part, above the springing
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of the arch, of the cross section of the bore, The gradient of

the line in the tunnel is 1 in 870 falling towards Rugby and
consequently considerable pumping was required at the southern end.
The story of the tunnel is graphically tocld in 2 number of places
and summarised in the next chapter. Statistics are presented in
the guidebooks of the time so as to create awe and wonder in the

mind of the reader - if all the bricks were put end to end ee..ee

The humblest of armchair travellers must have revelled in such
knowledge. The last of these bricks was put into place (in the
tunnel thet is, not on the way to the moon !) on 20th June 1838.
The first goods train went through the tunnel on 24th June 1838, four
days before the coronation, but it was 17th September 1838 before
inspections were complete and the line was opened for passenger
traffic throughout the full length,. Because of the danger of
landslips on the newly completed earthworks there was a speed
limi+t of 15 miles per hour between Rugby and Denbigh Hall, and no
train movements after dark, until 1844 at which time the earthworks
were declared secure.

Before moving to the next phase of railway development
in Rugby we can record that when the line was opened the fare from
Rugby to Euston was 24/0da, First Class and 16/6d4. Second Class; from
Rugby to Birmingham was 7/0d. First Class and 4/6d. Second Class.
0f the opening of the line Dr Arnold commented "I rejoice To see
it and to think that feudality is gone for ever; it is so great a
blessing to think that any one evil is really extinct"., Bloxam
commented that the new railway "czused a perceptible increase of
boys at the school", The Rughby Advertiser in 1874 looked back
and noted that at one time the trade from the school was the
livelihood of Rugby but now "the ready cash customers of railway
servants and the Civil Service and other Kindred Associations have

shrunk this trade to insignificance".
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The "London & Birmingham Railway" brought the Industrial
Revolution fto Rugby: quite peacefully the abolition of poverty in
Rugby was to begin. Rugby did not suffer from industrial slums
or from children woriing in mines; but poverty was still the lot of
most of the population - living on the breadline - damp cottages with
mud floors - drazughty doors and windows - cold well water and
insanitary toilets - turnip and potato diet - empty stomachs -
rags for clothes - the misery of being born, living and dying in
squalor - exploitation of labour - saving to get married - emigrating
To America - it was little more than just existing. These were the
features of life for the majority at that time. This was the back-
ground to the arrival ofi the railway. The arrival of that railway
started the process that put an end to universal poveriy. This is

what Dr Arnold focresaw — what foresight !
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The ¥Kil gsby Tunnel.

A few miles south of Rugby the "London & Birminghem Railway"
climbs the Watford Gap alongside the Roman Watling Street and the 01d
Grand Union Canal. It was later to be joined by the motorway il at
this location. A low ridge of hills forming the watershed df England
lies across all of these routes. The rzilway pierces the ridge by
the Kilsby Tunnel, A tunnel could not be avoided -- there were
already canal tunnels at Crick and Brzunston -- but its story is one
of bad luck and a band of wet running quicksand. Strictly spesking,
being outside Rughy, the story of the tunnel should not find a place
in this account; but so exciting is the drams of its congtruction
that those few miles are gquite sufficient excuse to make reference
to it here.

The humen drama is superbly told by L.T.C.Rolt in "George
and Robert Stephenson" on pages 238 to 247. The reader is recomnended
to that account —— while we shall herein limit ourselves to statistics
and such detzils as are necessary for completeness. Rolt himself
sunmarises the planning stages of the tunnel in another of his books:

The Crick canal tunnel ... "was originally planned on a line to
the west of Crick village, but in sinking the shafts guicksands
were encountered and Bevaﬁpwisely decided to abandon the works
and to drive the tunnel on a new zalignment passing to the east
of the village. As his own letters revezl, Robert Stephenson
planned to tunnel through this ridge on Bevan's originel line,
but on hearing of the canal builder's experience, thought it
prudent to switch to a new alignment for his railwzy tunnel
nezrer Kilsby. Had he also heard of Jessop's encounter with
quickgands at Erszunston, still further to the south, he might
have Dbeen less sanguine of tke success of this avoiding sction."

A contemporary story of fhe tunnel, and the source materiai
for several other versions is given in e namphlet by Lieut Peter

Lecount —- described on the title page as 'one of the engineers on

® ie the engineer.
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The line who has been engaged on the railway since its comuenceunent:-

"Another instance, in which difficulties of no ordinary
magnitude were encountered, was at the Kilsby Tunnel, about six
miles on the London side of the Rugby Station. Thais tuanel is
about 2,400 yards long, and was originally intended to Dbe chiefly
ouilt eighteen inches thick; but it was found necessary to increase
this, in wost cases, to tuenty-seven inches; and tue whole has
been built in either Roman or metallic cement.

The woris were coui.enced about the midale of June, 1835,
by J.lowell and Sons, contractors; but such serious difficultles
viere met with, at an early stage of tue proceedings, that they
gave up their contract on the 12th of lizrch, 1836, znd nearly
the whole had to be perforied by tThe Railvay Compzny. Previous
to the coumencenent of the works, trial shafts were sunk in geveral
parts of the line of the tunnel, in order that the nature of the
material through which it would have to pass might be ascertained,
and it was found to be generally lias shale, with 2 few beds of
rock, in some places dry, in others containing considerzable
quantities of water.

In sinking the second working shaft, it was found that a
bed of sand and gravel, containing a great quantity of water, lay
over part of the tunnel, and this was such z perfect quicksand,
that it was iapossible to sink through it in the ordinary way.

By repeated borings, in various directions near thisg part of the
tunnel, the sand was discovered to be very extensive, and %o be

in shape like a flat-bottomed basin, cropning ocut on one side of
the hill, Lhe trial shafts had accidentzlly been sunk on each

cide of this basin, so thaet it had entirely escaped notice until
vie sincing of the working shaft,

.r Stephenson was led to suppose that tle water might be
duaped out, and thet under tie sand thus drained the Tunnel aight

Ve driven with comparative facility; this nroved to be The case,
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but the expense was of course enormous. Engines for pumping

were erected, and snafts sunk a little out of the line of the

tunnel. These shafts were carried through the sand by means

of wooden tubbing, and from them, headings were driven into the
quicksand to allow the water to flow with freedonm 1o the pumps.
The pumping was continued nearly nine months before the sand was
sufficiently dry to adwmit of tumnelling, and during a congiderzble
portion of that time the water pumped out was two tThousand gallons
per minute.

When the sand beczme sufficiently dry to =2llow the working
shafts %0 be sunk in the ordinary manner, headings were driven
to each of them from the pumping shafts at the level of the
bottom of the tunnel, by which means the water was prevented, not
only from rising in the shafts, but in the tunnel, where the work
was going on.

The quicksand extendﬁ over about 450 yards of the length
of the tumnel, and its bottom dips to about six feet below the
arch, Great care was required, during all the time of getting
through this part, that the sand did not run, it being in some
Places so fine that great quantities would slip through a very
small crevice, It has heen effected, however, with only one
run of importance. _

In May, 1836, one of the large ventilating shafts was
commenced, and completed in about twelve months. This saaft is
sixzty feet in diazmeter in the clear, and 132 feet deep; the walls
are perpendicular, and three feet thicik turoughout, the bricks
being laid in Roman ceument,. The second ventilating suaft is
not go deep by thirty feet. These immense shafts were all ouilt
from the top downwards, by excavating for small portions of the
wall at a2 tine, for six to twelve feet in length, and ten feet dec

in Yovember, 1836, 2 lerge collection of water bursi

guddenly into the tunnel, in a part where there were no pumvs;
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of course it rose very rapidly, and, in order to prevent the
ground being loosened by it at the far end, where it was excavated,
a rather novel mode of building the brickwork was resorted to, as
the getting in of the bricixwork was the only thing that would

save it. This uwethod was by for&ing a large raft, and on this

the men and their materials were floated into the tunnel, and

with considerable difficulty and danger performed thelr task.

A1l the iupediments were at last conquered, and the tunnel
finished in October, 1838; but, of course, the expenses were
increased %o a very great extent. The work was let for £99,000,
and it has cost more than £320,000, or upwards of £133 per yard.

To give some idea of the magnitude of this work:- There are
tidirty million bricks used in it, which, at ten hours for a
working day, if a man counted fifty in a minute, would take one
thousand days to get through them all. There is abkove a million
bricks in the deepest ventilating shaft, and its weight is 4,034
tons.

The weight of the whole tunnel 1s 118,620 tons; or it would
freight four hundred ordinery mercanant ships, of about three
bundred tons each; and if these bricks were laid end to end,
they would reach 4,260 miles."

The effect of the entire operation upon the village of
£ilsby was profound; F.Z.Head in his account of railwey operating
oractice in 1849 a2lso records:-

"Besides the 1,250 labourers employed in the coanstruction
of the tunnel, a2 proportionate nuzber of suttlers and victuallers
of all descriptions concentrated upon the village of Hilsby., In
several houses Tiaere lodged in eacihn room sixteen navvies, and
as Tthere were four beds in each gpartment, two navvies wvere

constantly ia each; the Two squads of eight nen as alternssely

Coanging places with each other in their veds as in their work,
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Such was the demand for lodging that it was, as we have
stated, found necessary to construct a large village over the
tunnel for the accomodation of the workmen, and, as they generally
allowed themselves three meat meals a-day, it has been asserted
that more beef was eaten in Kilsby during the congtruction of

the tunnel than had previously been consumed there since the
Deluge."

C.A.Markham, in 'The Iron Roads of Northamptonshire! records:-
"On 24+th April, 1837 there was rioting at Kilsby by

the navvies engaged on the railway works. They released

prisoners from the local lock-up, and military were despatched

from Weedon to quell the disturbance."

Turning again from the human effect of the work back to
material considerations: when running sand was not being dealt with
the spoil from the tunnel was a blue lias limestone containing
numerous shells and small fossils whlich decay to a more clay-like
substance when exposed to air, Much of the spoll was used in the
embankment at Hillmorton, At the peak of the work period 1,250 men
and 200 horses were employed. 1,800 gallons of water were pumped out
for every uinute of the day and night by 13 steam engines for eight
months. The tunnel is 2,423 yards long, 24 feet wide by 22 feet
high (the "London & Birmingham" loading gauge was 16 ft 6 inches) above
the rails, and the gradient 1 in 870 falling towards Rughby. The
last brick was put in place on 21st June according to Rolt, or 20th
June according to the Coventry Standard that week ——— although it
seems another "last brick" was found to be put in on 28th June, 1838,
Coronation Day, according to a railway gulde of the time and to records

kept at the station.
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Chapter 7,

RUGBY AND THE RATLWAY GAUGE.

In 1845 a Royal Commicssion considered whether the gauge of
our railways should be standardised at 4'38%" or at 7' 0", Rugby was
unwittingly at the very cerntre of the controversy and iV is interesting
to speculate as to khow the financial viability of railways throughout
the world today might be different if the decision of that Royal
Comwi ssion hed been to recommend the troad gauge (7' O" - or 7! O
t0 be very exact) rather than the narrow (4' 83%"),

Por the first proper railweys in the north-east of England,
and for the London & Birmingham Railwaf through Rughby, the Stephensonsg
chose the gauge 4' 83" for purely historical reasons, For the Great
Testern Railway the flamboyant and individualistic Isamberd Brunel chose
the gauge of 7' 0" from considerstions of gtability at speed together
with notions of grandeur. All went well.until the two gystems began
to expand and came into contact with each other. The Great Western'
planned in 1344, and obtained an Act on 4th August 1845, for a railway
from Oxford to Rugby on the brozd gauge. Quite vicious company
politics were taling place and the ‘Grand Junction Railweyr(from
Brmingham to a junction with the"LiVerpool & lianchester Railway")
was at the tiwe sulking because it had been out manceurvred by the
"London & Birminghem Reilway for the control of the projected Trent
Valley Railwa§ from Rughy to Stafford. This would heve enahled the
traffic to the north to bypass much of their main line and would have
damaged their influence and interests. Partly as a self-nrotective
mezsure, but wore probzably as a calculated Kachiavellian maioeuvre,
the Grand Junction shamelessly and deliberately erploited the Oxford
& Rughy“pr0posals by adviging thelr shareholders that if the Great
Westerﬁ'were to extend their provosed line from Rugby vo Tolverhamoton
then the Grand Junction Railwaj.would consider leying broad zauge tracic
onvards to Livernool and ilanchester,

It was zgainst thisg bacikground that the Royal Commission
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started to work., It is doubtful if 2 document of national importance
has ever, before or since, contained quite so many references to Rugby.
Hypotheticel cases were expounded to illustrate the evils; and then
re-expounded to illustrate how trivial was fthe proviem of changing
pessengers and goods from trains of one gauge to trains ol the other.
One of the methods of transferring coal between trains was by confalner-
igsstion -—= or the quaint phrase then coined was "oy puitting into boxes™.

In evidence to the Conmission Hobert Stephenson described

now ne felt the gystem of changing boxes would work:-—

"e will imagine ourselves to be at Rughy, and the two lines
are drawn up parellel and opposite each other, Ve comuence by
moving tne leading box on the line onto the waggon of the other
iine, which must be empty. We will suppose on the other line
a series of empty frames, if {the train is 100 waggons long, and
each waggon 4 yards, thet is 400 yards, This leading waggol as
soon as it has got tue transfer wade nust be dragsed away vy horse
or some other operation 400 yards along the line. Then the next
Irame requires to be brought up to the next full box; the wagsgon
requires of courge to be moved precisely the same distance, minus
the length of ithe waggon at the fer end, and this ooerauion has
to go on wagson by waggon," ("}“I‘Lh 2:;‘ fr

Stephenson goes on to show how a man and a horse would

walx 100 uiles during this nrocedure.
Land was purchased at Ruguy to build the transfer yards -
a new vassenger station was planned as reported in the Hresg:-

"he offices will be built ir the form of a crescent,
divided into compertments, each of which will bvear the name of
the Company to whom it belongs, so that all coafusion will De
avoided, as all the pessenger vill have to do wihen he zgets outb
of the carriage, suprosing he has come Irom London and wishes to

" go on to Hewcastle, will be to cast his eye around the seuwi-
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circles, and look at the names of the lines inscribed over the
Tespective offices. The luggage™ department will have no
connection with the passenger traffie, the warehouses, sheds,

&c, being built at the bacx of the offices, wnilgst the luzzage
trains will pass vetween the two ranges of duildings, and thus
avoid that appearance of confusion and danger that now exists

in front of the stations... . As wight be expected, Rughby, from
the foregoing circunstances, iastead of being one of the uost
retired places in the country, presents every procpect of
becoming second only to Birmingham in importance.™

The engineer Charles Vignoles, in evidence to the Royal
Comiission, permits us to glance at his opinion of Rugby when ian
answer to a2 question he says that traffic to Zugby is equal to traffic
from Rugby "otherwise why do you go to Rugby?". The impertinence.

In the event, it was 21l a non-event! The 'Grand Junction
Railwaf left the‘breat Westerﬁ at the altar and had a shot gun
Darriasge with the London & Birminghaﬁrinsﬁead. The Oxford &

Rugoy Railwaf’was diverted to REirmingham Snow Hili, the oroad gauge
did not come to Rugby, and that particular station was abandoned.
The Royzl Commission decided in favour of ihe narrow gauge.

This chapter in Rugby's history could have had a different
outcome - if tze broad genge HAD reached Rughby then it might have
been just sufficient to tip the scales in favour of the vroad gauge
at the Royal Comnmission, Uith Zritain's railways using the broad
gauge and with British en ineers building railways throughout the
world it is wrobeble that many of these too would have used the

broad gauge.

¥ -
i.e. freight,
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Chzpter 8.

THE RUGBY & LEAMINGTON RAITWAY,

The railwzy age bejan in tie 1830's and by the mid-184p'g
had caught the public imagination to such an extent that uaco-
ordinsted schemes and projects were veing prepared by ftre hundreds:
the "rallway wania'. Two of the products of the mania to be
successfully complebed were the "Rughby & xarket Ezarborough Railway"
and tie "Rugby & Leamington Railway" - the pathways to completion
differed gquite remsrzably: tae foruer was methodically prouoted Uy
the "London & Birmingham Railway": the latter was promoted oy local
enterprige o satisfy local pride and needs and its story is rich
with tne atuwosphere of the reilway uzenia. The "Rughy & Harket
Harborough" ovtained its act of incorporation on 18th June, 1846
and opened on 2%th April, 1850; the "Rugby & Leamington" obtained
its act of incorporation on 13th August, 1846 =z2nd opened on 1lst

- ierch, 1851.

The gtory of the "Rugby & Leamington Railway" gtarts with
“he opening of the "London & Eirmingham Relilway" through Rugby and
the forumation at Leamington of the "London, Birmingham and ijorth
ridlend Coaching Department" to provide stage coaches to made
connections with trains to London at Teedon, end with trains o
Leicester and north at Rugby. The "fimes Coach" lelft the Iath
Fotel, Leamington daily (excepnt Sunaay) at 10.30am for Rugly; the
return coach left Rugby at 1.25pum. The fere in 1841 was 6/04.
(50p) for iunside passengers aud 3/04, for outside passengers. The
ﬁRising sun’ and the "Eegle Coach" went to Weedon, '"The Railway"
to Coventry, tue "Star Coach" o Torcester and the "Sovereign"
211 the way to London. Thege zrr-agements lasted uatil 9th
December, 1844 vhen a railwey was opened frou Leauington .o the

cain line at Coventry. e coach 1o Hugby continued tc run although
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a reil service, talking 12 hours, was advertised but making no mention
tuat it was via Coventry. Even as the Leanington tc Coventry line
was Delng prepared for Parliement in 1842 zdditional schemes were
veing sug. ested for lines to Rugby end to Hampton-in-Arden from

Leamington.

A circular, dated 4th September 1845, was distributed and

four days later in the house of a ir William Harris in Rughby a
Provisional Comnumititee with Sir Grey Skipworth, bart. as Chairuan
was forumed to vromote a railway to Leamington: it was resolved that
an approach Dbe wade to the "London ¢ Zirningham" with view to their
leasing the line when it was completed. The depuvation attended
Euston Square on 12th Sentember, 1845 and reported to a meeting in
Le Bagle Lotel(sic) in FRusby on 15tn September,l8645 that the "London
& Hrmingham" had sgreed to put a director onto the Committee of
iiznazement, It was resolved that Robert Stephenson be asked to

be the engineer. Thus far all had proceeded quickly and smootnly,
but it seems that either a rival scheme was in the 2ir or a doulle
zoproach had been made to Lord John Scott of Dunchurch (vwhose statue
can ve seen there) that led to confusion. The Committee either
tried to enlist his reluctant support for their scheme as opposed

t0 any other, or his reply confused the issue oy sugsesting that

a better offer was to be_had el sewhere, They concluded tuat his
Lordship bhad confused "opposing!" with "non-absenting' and amﬁity

was restored but not without a resolution that settletients with
other landowners should "not exceed that already agreed upon with

Lord Jolmn Scott".

The initial sroposels from the "London & Zirmingiem", also
Geted 12th September, 1345, aanticipated tiat tiie line would Ye woried

by the "London ¢ Eirmingham" under a lease in pervetuity at a reat

of &4¢p.a,., o cogt of construction, plus nelf tue profits o ve
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di stributed to the shareholders with an optvicn of converting their
shares to "London & Lirminghesm" ghares. The “London ¢ Birminghaa®
would nouinate 3 of the 9 members of the Commitiee of ilanagement,
Cn 1&th Harch, 1846 a request was put to the "London & Eirmingham!
that as estimates were row £450,000 instezd of £300,000 would they
pleage take up half instead of one third of tle shares as extra
money was needed To ma=e an extension to the "Werwici & London
Railway" !'sbould that Company get its Actt, owever, by 16th July,
1846 (the date upon wikich the ILoandon & Birmingham" acelgeoated with
others to form the "London & Horth Western Railway") the estimates
were reduced %o £360,000 to be divided £186,740 to generzl subscribers
gid £173,260 to the "London & Eirmingham®, Ingtead of reducing the

number of shares the value was reduced from £20 for each skare to £16.

On 13th August, 1846 the "Rugby & Learington Reilway
Company" Act received its Royel assent — under section 58 of the Act
it could lease itself in perpetuity to the "Tondon & Eirmingham"

and under section 44 it could sell itself to the "London & Zirminghanm"

A happy Comuittee wet o021 22nd August, 1846 and resolved
that Sir Grey sSkipworth's offer'of hig family cresgst for use in the
Company seal be taken up - the crest to be surrounded by the words
"Rugby and Leamington Kailway Company'., A sample is included in the
.inutes Eook, The seue ueeting heard it reported that the expenses
of getting the Act were £13,126 =nd that the "London & Horth Vestern
Railﬁay", ag successor to the "London & Zirmingham', hnad offered %o
buy out their Company at £125% of the proportion of sheres Thas

rad been paid up. The Directors agreed to recommend tuis.

A ueeting of sharekolders in the EBajle IHotel on 17th Cciober

1346 zgreed to send the conveyances for tne sale to tiie "London &

Jorth Vestern" for tne cgreed price of £71,371-6-~Cd. and it was
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resolved to give the Directors authority to sign the conveyance
when the money was paid into the bank., At the final toard iieeting
on 1L7th Hovember, 15406 it was resolved "that the comuon seals of
the Company be affixed to the conveyances to the "London & North
Western.Railway Company™ in persuance of the resolution proposed at
the last meeting of shareholders on 17th October last ....". dad.
s0 the independent existence of the "Rugby & Leamingfon Hailway"

Ccame to an end hefore the first sod had been Turned.

A very complete account of the construction of the "Rugby
& Leamington™ ig given in the Leamington Courier of 22nd February,
1351 - just prior %o the opening, The mein contract had been let
in 1347 for £260,0CC, there being 31 tenders from which %0 c¢hoose,
0 a Lkr G.Knight whose previous experience it geems was a2s a ovricik-
layer on the "Birmingham Station®. Somze of the bridges were let
&g specizl contracts, T.,E.Dudley in his "Compleie History of
Royel Leamington Spa" reports that Robert Stephenson was the engineer;
but it is more probable that the engineer was lir Edward Di:on, the
LY engineer for vranch lines acting under Robert Stephenson., The

Regiaent Engineer was a i V,Y,Doyne.

The line is 15 miles a2nd 8 chains long and although it was
built as 2 single track tue initial engineering anticipated the
eventual need for double track and provision wes nade for a width
of 53 feet at formation level. There zre no tunnels on the line
but originally tiere were 35 bridges, of which 14 were "occupation"
oridges to a2llow farmers zccess To their lend, and also 5 viaducts
vith a total of 67 arches. Of the bridges, 13 were oricks in
mortar, § were bricks in cement, © were cast iron, 2 were wood,

1 of wood and iren, 3 of boiler plstes and one of wrought iron
lattice viork. The esrthworsis were unade through very hard red

marl excest for a2 streteh between the second and sixtn wiles from
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Eugvuy where a mixture of hlue and yellow liag were encountered.
The cutting at Dunningham Hill was 247,360 cubic yards and that
at Offchurch #ill was 211,254 cubic yerds. There were taree gtretche:
of a maximum zradient of 1 in 100 (the "London & Hrmingham" had
been built to 2 maxdimum of 1 in 3500 and the famousg Shep Fell line
ig 1l in 74), the first at 8% miles from Rugby, llarton to Hunningham
Hill; the second from Offchurch to Radford and the third in Leamington
itself,

The most important engineering features of the line were
the tridge carrying the roed from Bascote over the railway at
Hunningham, and the bridge carrying the rcilway over the road
in the centre of Leamington. The article in the Lezmington Courier
gives consideraltle detail of tiiese two works and describes the loading
and deflection tests. The first of tie bridges was bullt by iessrs
Smith, Smith and Jones of Leamington for £35,000 and had =2 spexn of
150 Teet, was of wrought iron lattice work, and was 54 feef avove
the railas, The second was built by a Fr John EZart zud was of lattice
wood-work covered with an iron roof. The two fabricated wood
girders were 150 feet long, 17 feet deep and 23 Leet wide, and were
"sut over'" on 23rd September, 1850 to regt on piers of Derbyshire

grenite 25 feet high and 139 feet 9 inches span wetween pilers.

o particular engineering difficulties were encountered,
but the line was two years lete in completing because of the crash
in confidence in reilways which swept the country in the late 1840's
at the end of %ie "railwzsy mania. The Leaiiington Courier says
that only two azctive yezrs of work had been done. Zuilic meetings
in both hugbty and Leamington to urge the "London ¢ Horth Vestern®
to complete the line 25 it was "iajurous to the towns of TLeazuington

and Terwicz®" not to do so,
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The formal onening of the line to sassenger traffic on
lst ilarch, 1851 (=2lwost a year after the "Rugby & llarket Harborough')
was preceeded by the customary privete inspeciion trip by the
Directors train, This left Lesmington at 12.00 noon and returned
from Rugby at 2.00pm wihere a banguet was held in the Hegent Hotel,
Coptain Huish of the LNV tacing the Chair himself, and the virtues
of all present were fully extolled. A more toisterous dinner
was held at the same time, but in the Angel Tnn, for 220 workmen
- among the vast quantities of food being consumed was & baron of
veef weighing 216 1lb, 200 galloas of ale and 12 1b of tobacco was

"puffed in pipes of every iwaginable length".

At the time of opening there were five trainsg each day,
taing %0 to 35 minutes <o complete the journey and carrying "mixed"
traffiec, The intermediate stations were built latfer, ilzrton in 1852,
Eirdingbtury in 1853 and Dunchurch on 2nd October, 1871 (at "a poiggefe
the Coventry Turnpike Road crosses the Rugby aad Leamingvon Hatlway,
rear Thurlaston, and avout a mile and a half from Dunchurch"), An
accident report on 5th iiarch, 1859 implies that electric telegraph
was in use 2t that time. The Rugby Advertiser of 17th February, 1383
comments, "The worz of doubling the Rugby and Leamington Railway
betveen the latter nlace and llarton has been comienced aund, it is
expected, will De compleie by August. The line will then be

Goulle throughout, and as soon as the 1oo3 between lenilworth aad
Beriswell is coumpleted severzl express traing daily will probvauly
run from Ccirminghsm via Leamington and Rugiy for London"., This
wishfull thinking never materielised | In February 193¢ npush-pull
operation was tried witk the driver of the stean engine, while in
the "push' mode, riding in the carriage and not on the engine.
Diesel amultinle-units were in uze wihen jasseilger traifiic was with-

drawn fro£%15th June, 1959. The line is now (1579) reduced o single

traci znd cut short at Cffehurch where a reversal wust be azade onto

¥
See next pege.
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the "Ezsgt & West Junction Railway", itself truncated, to the cement®

viorss at Southam, The Dunchurch freight depot was closed on 3rd Octobe
1964,

The history of the "Rughy & Leaminzgton Railway" is a
classical example of the history of nurerous branch lines throughout
the country - from promotion, the engineering features, the
construction, the opening, the traffic and the final decline to
its truncated form as an extended private siding. The higtory
mgy take an unusual twist if new coal measures are exploited at

Southam and prosperity beyond the dreams of 1845 descends on the

line.
Clesed ‘E:“an;\wa e & %JY;‘ “e ™ 198/ W luu\
the Jut\ A ' bolocced “ "Lt wmavemeal o“ COo.\ ldy

m:‘ awk the K“L‘I\?' -Po\r'Haw-l Cemj G 3{-:“5(1""(
-{‘o foack L\a.u‘aJe,

Page llote from previous page: The last train was the 7.54pm from

Rugty on Saturday 13th June 1959 hauled by locomotive No 41227,
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Chapter 9,

TEE RUGBY & MARKET FARPOROUGH RATTWAY.

The introduction to the previous chapter describes the
"railway mania' and how many ill-conceived railways were promoted.
The railways of the mania were mainly the sleepy branch lines featured
in plays and novels; and by and large have gince been closed on the
basis of "last to come: first to go. The "Rugby & Market Harborough"
and the "Rugby & Leamington" were both products of the mania and
provide such an interesting comparison that it is worth repeating
some of the detail in this chapter.

The "Rugby & Market Harborough" obtained its act on 18th
June, 1846 and was the brainchild of "London & Birmingham" planning
at Euston Square. The "Rugby & Leamington", on the other hand,
Obtained its act on 13th August, 1846 and was promoted locally to

satisfy local needs, ambitions and pride.

It was quite comumon practice for the larger railway
companies to encourage loczl initiative to promote local lines
end then to buy out the goodwill, plans, Parliamentry Act, and any
assets at a premium. This procedure ensured that local people
Gealt with local people, provided the necessary human resources,
attracted local capitzl, won local support and pride and spread the
risk —— the larger company simply leaving the smaller one in the
lurch if they had not devised a viable scheme. The promoters,
knowing that the larger coumpany would buy out their scheme at a
Premium depending upon its worth, loozed upon the exercise as a
short term investment needing energetic work to get it under way.
Ve cannot determine why the "London & RBirmingham" did not adont
this procedure for the "Rugby & Marzet Earborough Railway" while
at the same time they did for the "Rugby & Leamington'. They
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appointed a director to the local commitiee for the latter but for
the former their own employees simply got on with the business of
promoting, planning, and negotiating for the purchase of land.

The "Rugby & liarket Harborough'" was only part of a
railway from Rugby to Stamford in Lincolnshire -- the whole project
being promoted in two parts for adminigtrestive convenience to reduce
the risk of total failure in Parliament if one part was unacceptable.
The cost of re-promoting the acceptable part was saved and work
could get under way. In the event it was not Parliament that
caused delay but the "crash" of the railway mania in the late 1840's
when speculators lost confidence and realised that railways were
being oversubscribed. Both the i.arket Harborough and the Leamington
lines suffered such delays and public meetings were held o urge
them %o completion; the "London & North Western Railway" by then
being the parent body and source of funds for both lines.

The unethod of promotion of the "Rugby & llarket Earborough!
meant that no separate liinutes BooX wes kent to record the tribulations
and intrigues of the early days. The Act vwizs obtained on 18th June,
1846 =z month before the formation of the "London & North Western"
and we learn from 2 snippet in the Rugby Advertiger of 29th Felruary,
1896 (end this is the complete article) that "The iarket Harbvorough
line was, according to an old diary, commenced on 17th lay, 1847".

Ve grasp at such crumbs of information. A more conteiporary accouunt,
in $he Rugby Advertiser of 2und October, 1847 records:

"Sugpengion of works on the Stamnford and Rugby Reilway -

The works on the above line froua Rugby to Great Bowden, have
been stopped in consequence of a disagreement between lr
Earton, the contractor, and the resdident engineers, The
Conipany have seized upon the whole of the contracters 'plant',
alleging he is not procecsding fast enough withn the works, A

deuiand to 'put on 100 waggons, 500 tons of temporary rails, and
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500 men in seven days' not having been complied with, the
above proceeding was the result."

A short tiwme later the Rugby Advertiser again reports a
suspension of work because of a dispute befween the contractor and
tie regiaent engineer.

We cannot deterumine if lir Barton was replaced or if the
following extract from "I'he Rzilway Navviesg" Wy Terry Coleman refers
to another stretch of line when it describes 2 Joseph Firbank, who
was t0 become one of the more famous conitractors: "He survived tue
panic of the mid 1840's, then lost nearly everything on the Rughby
to llarket Harborough contract in 1848 but zgain recovered and went
from profit to profit s.ee...” A Hiography of Firbank by F.llacDermot
in 1887 does not mention this incident or indeed any involvement
on this line,

The line was built as a single track but with provision
for doubling at a later date —— it was not in fact doubled throughout
uatil 22nd July, 1873, The Rugby Advertiser records on 1ll+th iiay,
15850 that the line was partially opened on 27th April, 1850, "as
far as Harbro'..." for a special directors train; the scene being
described:

"As the train approached its degtination the scene becane
animzted in the extreme; thousands of people exercising their
lungs to the utmost to give a2 hearty welcome to the first train.,”

The zuests partook of a "cold collation" before the return trip.

fhe line opened for generzl traffic on 29th April, 1850 with three
passenger trains z day in each direction, the line was opened through-
out in June 1850 with the first timetables beiné published in the
husby Advertiser on 8th June, 1850,

The line was opened with the 'up' direction being towards
rmugby but this was reversed at soze stage, prohably wihea tie "Ilyover!"

was built in the early 1830's to bring trains from Ilariet artorough
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into the 'down' side of the Rugby Fidland station with minimum
conflict with the paths of main line trains. The thirteen-arch
brick viaduct over the Oxford CZnal comprised spans of 25 feet

and supported on piers up to 45 feet high to the top of the parapet
and curves ftowards a high level junction with the new line from
Northampton., It is not certain when the new viaduct was brought
into use but it was probably on the same date as the opening of the

third station, 5th July, 1885 as described in chapter 13%,

A separate booking office in the o0ld Midland buildings
on the up-side handled tickets for Market Harborough and beyond until
the 1930!s.

In addition to local traffic on the line there was
also through traffic to the east coast. The rival "Midlang™ line
via Nuneaton offered better forwarding facilities and this traffic
was never of great significance.. A station was opened at Clifton
Ii111 in November 1864 2nd closed on 6th April 1953. The new viaduct
and the lines to just beyond Clifton Mill performed an ioportant
final duty during the electrification of the main line to Iondon
when;during 1965 Rugby vias a temporary changeover point bLetween K
diesel and electric trazction, and locomotives could run around this
loop to change between the 'up! aund 'down' lines vwithout conflicting
with the movement of the trains on the main line that they ha@ either
Just hauled or vere about to haul.

Passenger trains were withdrawn from the route on 6th June,
1966 and the tracks were lifted in 1868, apart from the section
between the main lines and Clifton ¥ill vhich survived z little

longer as widings for the electric traction denot.



Chap'b er 10,
A RATTWAY NORTH FROM RUGEY,

The first reilwsy through Lugby was the "London &
Birminghan' which approached from the south east and swung sharply
westwards towards Birmingham where, in 1838, it met the "Grand
Junction Railway" and provided both travellers and freight with a
route to ILiverpool, ienchester and uveyond. A glence 2t a map
showed tha+t this was a circuitous route and that a short cut

2.8 posgible. This exemplified the contemporary attitude Towards
railway development - there was no overall policy or plan aund each
new line was a piecemeal addition to exploit a gap that had been
revealed in the system. Ia this case the obvious gap was between
Rugby and Stafford following the line of the River Trent for much of
the way. The junction crezted when the gap was closed brought an
importance to Rugby that had a profound influence on the development

of the 'tOWIl.

In 1836 Joseph Locke produced plans on behalf of tie
HGrand Junction Railway" for a railway between Rughby and Stafford
that would have been remarkably similar to the line that was
eventually ovuilt. It was rare for 2 new railway project to odtain
Parliamentry asproval on first try and this was not an excention.
Phe "Imrmingham & Dervy Rallway" were next to try: while their line
between those cities was still under construction they had second
thouskts snd in January 1837 sought to prouote the "Tamworth & Rugby
dailway" by eovandoning their line from Tamworth wesiward and diveriting
it soutuwards. Iy August it was revorted "tiiat the propesal had
encountered such severe onwnogition that 1t had oveen vdtudrawn',
The o)position no coubt came frow the '"iidland Counties Railway"

to the east and the "Grand Junctior Railway" to the west: To say
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nothing of the lanaowners along the line. The nistorian F,S.

Willizms couuients: "failing this the directors had decided to

Legia without delay the rauwpton (ie Haupton-in-Arden) branch of
their line, uy means of which they would Te brought near o Rugby
and have thelr course oper to ihe south", Their azction was not
completely without justification as the "iidland Counties Railway"
nad just broxen their half of a pact not to build a braacn to
Pinxton if the "Biruwingham & Derby Railway" did not build the
Lampton branch. The new line was promoted as the "Stonebridge
Railway" end with the act secured was inmediately absorbed into
tke parent company which now beczme the "Birmingham & Derby Junction
Railway". The line to Dirminghsn was delayed as resources were
diverted to the branch sucih that it opened on 12th August, 1839
alnost a year before the "kMidland Counties" line to Rugby. ior

that year it was tie only route to the south Iirom Derby and enjoyed
no coupetition: tuae complet?on of the "Midland Counties™" line through
Leicester to FKugby destroyed the monopoly and the subsequent price
cutting war almost destroyed both companies until tﬁey ﬁerged and

became two of the constituent companies in the "lidland Railway".

Phe next proposal for = railwsy norih from Rugby had very
gimilar origins tc the previous sgcaeme, The "Grand Juncition Eailvay"
froc Lirmingham made a "I" junction with tle "Iiverpool & Menchester
hzilway" =t Newton-le-Viillows: the "Lanchester & Eirmingham Railway"
nad been promoted, notwithstending its name, to build a line from
Lanchester to Norton Eridge on the "Grand Junction" just norin of
Stafford and to cut off the corner zt Newton. In 1658 the
", anchester & Firuinghau", like the "Siridingham & Derby", turned
tleir eyes further soutii and grew in aubition, Their plans vwere
altered end lodged with Zarliacent to include a 627 uile "Stoue
¢t Aoy deilway. fhe protests were Trepeated: this tize with

such veheuence that in 1839 not only were the Hughby proposals turown
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out but so were those for Jorton Zridge and 21l <that reusined

wag & foreshortened line to a junction in the widéle of nowvhere
at a nlace that was to become Crewe - a turn of events having quite
& regemblance to tiose associated with the arrival of the "Trent

Valley" junction at hugby. -

3y encouraging local apromoters the "Grand Junctioa®
effectively moved bec. towards the ring in 1340 with a nroposal
for a 4%% mile "Stzfford & Rugby Rsilway'. The support of Sir
aobert Peel was gained - he wes the mewber of PQarliiament for
Tagworth but nov Prime (dnigter at the tiue, Copogition remained:
tiae "London & Birminghan' offered £20,000 for tize schene to be

avandoned, The Wll feiled in 1841.

So many plans have beer made fcr a railway along he
valley of the River Trent that it is difficult to zive crecdit to
the right nerson - it was a very ezsy line to engineer - but Joseph
Locie, the unsung engineer to tihe "Grand Junction Railway'" probally
did most of the detailed wori. Copies of the plaug wiere nrobably
Two-2~0enny by the time an independent couwpany was Jormed in 18473
to lodge plans with Parlicument in tovember 1844 Ifor the "Trent
Vzlley Railway", The "London & Birminghem" not only dropped their
opposition to the scheme but supported the new venture to the tune
of £277,730. The "Grand Junction" tought a2 stake of £250,000 and
supoort also caiie from the the M"iancnester ¢ Hirmiagham". The new
coupany hed as its Secretary a oright young chap called Edward V.
vatiins who vas destined to lead the "ilancnester, Livernool ¢
Sheffield Raillway" (whose name later changed to the "Great Central")

for its soutuwerd e:pansion through Rugby at ti:e end of tue century.

The nsronoced line passed over 2 very level terrain,

ideal reilway couniry., wita few Ieavures o digilnsuisk 1t - Derhaps
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{the ornate tunnel portals at Shugborough veing worthy of menwion.
iilore negatively the line distinguishes itseli by passing a2t very
inconvenlent distance from Tamworth and Lichiield, Through traffic we
expected to predominate but there were also consideralle populations
at Tamworth, Iichfield end Nuneston; coal at Atherstone and stone
at Hartshill to provide additional sources of revenue. An exceptionall
large nuuber of level crossings were included in the plans and these
were opposed, on grounds of safety, by the landowners. Diplomacy
von the day and it was suggested that bridge earthworis would take
up agricultural land; and that for the convenience of locel
travellers stations would be located next to wost crossings; and
then of course trains would be travelling slowly or stopping at

the stations. Loczl omposition was thus overcome.

The "Prent Valley Railway" Act received Royal Assent
on Zlst July, 1845 but only at a total promotionsl cost in excess
of +the finel cost of the woriks theuselves. The Act provided for
a capital of &£1,250,000 in £20 shares and a loan capital of £416,666;
it also provided for tie line to be leased to the "London & oirmingham
"Grand Junction" and "ianchester and zirmingham" or to any one of
these. The "Prent Valley" was well awere that it held the Trump:
it was still independent and its ambition extended only to the
finanecial interests of tiie shareholders. The "London & Dirmingham!
were quickly off the mark with successful overtures - and cash to
back them up — and afranged to lease the "Ireat Valley". The "Grand
Junction", who had spent a great deal wore than the "London o
Eirmingham" on promoting the line thought that they were about to
be outsmarted and deprived of their just reward. The result was
a hrief courtship with the "Great Western Railway" and proposals
for +the broad gauge to reach northwerds., 4 frightened "London &
dirmingham" thought wore deeply - end then vogether with the "Grand

Junction” and tue "hanchester & Zirminghem" they boucht out the
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"prent Valley" on lith April, 1846 - the three Companies amalgamated

on 16th July, 1846 to form the "London & iiorth Western Railway" on
terms favourable to the "Grand Junction'. It had not been a

clean race but the rightful winner had reached the true winning post.

The Priume idnister, Sir RKobert Peel, cut the first sod
for the new line an 13th Hovember, 1345 at Camel Close, half a mile
frou Tamworth. Phe contractor for the entire line was Thomas
Srassey and this was his first major association with Robert
Stephenson - Brassey was to becole a countractor of international
gtature with mutual respect between and a close working relzationship
with Stephenson, Locke, Brunel and otaer engineers; but on this
occasion he was in association with a kr lacienzie and a T John
Stephenson (no relation to Lobert). A second contract, in 1847,
for the stations slong the line was awardea to Brassey alone. The
lateness of the second contract demonstrates the relative importance
of +through to local traffic and the sincerity of promises to land
owners about level crossings. nobert Steprenson was nominally
in charge but Thomas Gooch (degtined for fzame on the GVWR) and
George sidder were resident engineers. ‘"he smoothness with which
+the contracts were let and executed demonstrates how contracting
nad Geveloped from the hit-end-miss of the "London & Birmingham

Zailwey" into a precise and methodical business.

The date for opening the new line had been set for 26th
June, 1847 when a2 cast iron btridge over the river Dee designed by
Eobert Stephenson had collapsed with loss of life T0 passengers.
A public outery nad followed and Steplienson was implicated on a
char_ e of criminal negligeace. e use of cast iron was novel
to this application and it Goes seem thatv intuition ratioer than
exzperience, calculation or test played 2 large »nart in tie design

of the girders. The "Ifrent Vallevy HAailway" had six cast iron
& o
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"bridges of a similar but smaller type but in this case further
intuition had increased the strength of the girders by 409 to 100%%
Stephenson was cleared of criuminal charges when Zrunel btlinded the
Comnission of Fnquiry with science and supported Stephenson's honour,
Yhe Commission report ".... benove the Company to traverse these
bridges with caution, until the Commission, by its labours, shall
have proved them free of hazard'. The public opening of the line
was delayed, out to demonstrate the complete confidence taat the
Coupany had in their engineer the official opening went anead on

the date that had been arranged.

The official opening ceremonies are reyorted in detail
in the Rugby Advertiser of Jrd July, 1347. A special train, with
Rovert Stephenson aboard, errived late at Rughy, from Luston Square,
as a brand new locomotive had been ellocated and a bearing.had over-
heated., Trains from the Midland Railway", with Ceorge Ludson and
George Stephenson (Robert's father) avoard; and a train from
birmingham were weiting at Rusby and proceeded in coavoy aloag tae
new line to Tamworth where trains from Liverpool esnd Ilanchester
were waiting. The guests were welcomed by Sir Robert Peel; a
dinner was ".... served in a counodious tent near the station™ and
speeches heard by 1,300 persons. It was pronounced that the new
line would ".... diminish any impediwent that might still exdist to
unite the seonles of this country in the bonds of good feelings
with their aneighbours +...". The speeches were very patriotic

and are reported in detail in the Rugby Advertiser.

leanwhile, the cast iron bridges that were under susgpicion
were being serutinised both by the Company end by arucialr engineers
in letters to the Tines, Leavy tect trains were hauled over then

at 60 miles ner hour. A wood floor was laid below the ballast to
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reduce the ris< of the brittle cast iron failing due to 2 de-railed

train. All fears wer'e OVercome. The bridgses were all replaced

vhen the line was widened,

Phe line was opened to gener=l traffic by the "London &
iortia Yestern Railway" oa 30th llovember, 1847 using locomotives
from their Jorthern (Crewe) Division, This involved considerable
locouwotive changing at Rughy. Initially there were seven tralns
each way each day with three each way on Sundays. The Royal liail
was carried along the line from the day after the opening and on the

the use of
day upon which|Greenwich mean tiue becaae stendard tonroughout the
"London & North Western Hailway": until then clocks in Rugby had
been set to a true midday tiie by the sun; 4 minutes, 45 seconds

behind Fuston and 2 miautes, 30 seconds ahead of zirmingham.

The "Preat Velley Railway" brought true junction benefits
to Kugby. -~ The "iidland Reilway" juaction was always couatrolled
remotely from Derby. Gew employment was created and a new class
of worker evolved. It must have been very much li:ie the zrrival
of a new international airport is to our present generation. Lhe
good znd the evil of regular employment ond shnift working wmust have
been debated aunch in the public nkouses. mith 1little doubt the
Mrent Valley" junction chenged the fortunes of LRugby relative
t0 its neighbours and with 1ittle doubt the distinct beand westwards
in the "London ¢ Zirmingham Railway" enabled the junction to be

made at Rugby.



Chapter 11.
THE MIDLAND COUNTIES RAITWAY AT RUGHY.

he "idland Counties Kedilvey" wes ti-e cecond railway
$0 Treach Rugby. It errived Zroi bLeyond Lelicegter, croczed tlie
TLeicester Hoad =zud Siver ivon on the eleven—arc. viaduct aad joined
tiie "London ¢ rcirmingham Railway® wiere the latter, after arriving
fron London, swings sharply vestwards towerds draingheu. Ia
contrast o tie "Loadon ¢ .druin nem® fthe "kRidland Counties' was
conceived to cerry coal rziher tien to corry passengers and iznufacture
sooda. Things went wrong ia the course of its fulfiluent and it did
1ot serve either the intended destinationg or the intended purmose.
It is closed now; but it is not forjzotten; Tecause it was the
Midland Counties" that really nut Zugvy on tiie aj,.

Yhe gtory of the ".idlend Counties Lailwey" starts ia
the valley of the kiver EBrewash, a sicll river floving -soutiwerds
frow Pinston in lottinghamcshire to join the Hilver Treat near Long
Eeton betvieen Nottingkhen and Derby. The cocl.agters of tie Zreviash

3

Valley Lad 2 bitter rivalry with their opjosive nuwnbers of the
Coalville arez in Leicestercnire, The advaniage nad owung several
tilieg frou one larty to the other and the "Midlaand Counties Rellway"
vuas the tool conceived to regain thne adventage for the Erewssh 2arty.
e coalzasters of the FErevicsh Valley and Coalville wota
viewed the city of Leicester as a valualle ueriet Cor their coal.

A cansl had beea built frou the Zrewasih:, usging the flver Soar ia
using inclined plateways or tramways in two places,

sart, to Leicester =ad with a trzach canal%Frocsing Chariwood ~orest
towerds tlie Coelville .Lines, Tl g nowinslly pui tie twoe Jarties

onto equel footing until disaster strucs affer only one jear of
0serovion of tle Cheravood Poregt Ceiel, in 175S, when "a very deed
oo rosid end dicastrous thew, the entaniients

0f ot tlie reservoir and the ceoasl vere Lrolexr down, and .uch

+*
"Tebuilt 1800 but dismantled 1804.
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X stored in 1800 but not put to_use
oroperty wag degtroyed. The worﬁs were partislly lekﬁ é%dbln 1838,

an Act was obtained to zuthorise the zbandonment of the line and the

sale of the land®, The adventage was then with the Erewash party.
The Coalville perty enlisted the support of George Stephenson, who
took a very successful finaacial interegt in a coalmine at Snibson,
and the "Leicester & Swannington Railway" was opened on 17th July,
1852 —— retausing the advantage for Coelville.

Cozl taken by the railwey was now "less then 10/0d. per
ton" and the Erewash party needed "g reduction of 3/6d. on every ion
of coals delivered at Leicester". Attempts were made to reduce
tolls on the canal, but 2 more radicel solution was needed; so cuck
go that a month later, on 16tk August, 1832, = meeting at Easiwood
Tesolved that "that there reumzins no other plan for their adoption
than to attempt to lay a railway from these collieries to the town
of Leicester". william Jessop, a one-time pupil of George Steplhenson,
was appointed to survey a line from Pinxton to Lelcester.

Thus the first proposals for the railway that was eventually
to make Rugby into the most important junetion in the country did not
even consider making a line further south than Leicester - it was
only to be, like the "Leicester & Swammington", a local affslr,
However, we muct not forget that the "London & Birmingham" Act had
been rejected by Parliazment in July 1832, just prior to the decision
to proceed with the ":idlend Counties", and that the "London & |
H.ormingham" Act was not cecured until Hay 1833. The promoters
of the new line were still pioneers in a new field of enterprise
end it i9 no disgrece that thelr vision was restricted.

The contemmorery transport situstion was that for "haber-
dasihery" frou London to Leicester cogt "£2-15-0d. a ton by cansl;
50&. a hundredweight by weggon; snd a penny a pound by coach',

Yhe equivelents pexr ton sre L5 Uy weg.on cnd I8-6-8a. by coeaek,

Zouert Stepliengon in evidence vefore the louse of Tords in June 1832
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gaid that the coach time from Leicester to London was 11 hours and
that this would be reduced to 6% hours when the rail connection from
Rugby to London was availaltle. The cost would be reduced from
£2-~2-0d, to £1-1=0d. 2t the same time. In fact, six years later,
the first class rail fare from Rugby to London was £1-4-04.

While Jessop wag establisking contacts in London, prior to
putting a Bill before Parliament for the Erewagh Velley line, he net
people who did have a greater vision,and he then advised, in early
1833, against malfing a premature proposal. George Rennie, also
from the Stephenson school, was employed to assist Jegsop, to confirm
the injitial plans, and to extend them to Rugby. The route was
very easy from Pinxton to Leicester but thereafter, as the engineers
reported, "the line from Leicester to Rugby, tﬁough passing through
a more varied and irregular country", could be made without "any
difficulty which could not be overcome at comparatively moderate
cosgt", Levised plans were lodged with Parliauent and tke various
local authorities in November 1833.

It wes announced that the projected line was "intended
t0 connect the towns of Leicester, ilottingham and Derby, with each .
other, and with Iondon: =z junction for the latter object being designed
with the 'London & Zirmingham Rallway' nezr Rugby". It was also
announced that "the works north of Lelcester might, it wes thought,
be completed within two years from the passing of the Act, and the
portion between Leicester and Rugby would be ready by the time the
London esnd EH.rmingham line was opened".

Financisl preparations had been inesdequate, however, and
the gubscribed shareholding was insufficient to justify the application
The plans were withdrawn and the project put into zbeyance for another
year, The year was not wected; Charles Vignoles was now employed
to prepare further plauns for Zarliawentry purposes "as though no

other engineer had been engzged on it" and "to find out the very
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begt 1ine to join the London znd mirmingharm Rallway". Hig report in

Janusry 1836 uzde higher estimates for the line in generzl and

Trecommended that "a tunnel, which it had been intended to make
between Rugby and Leicester, should be avoided, and thet other
naterial improvements should be effected".
lleanwhile an important new twist for the possible future dev-
elopment of Rugby had emerged during Zlovember 1835. Ilorthampton put a
sugzestion forward "to alter the course of the projected 'liidland
Counties' line so that it pass through Horthampton instead of Ruglby".
They undertook to raise the additional capital on behall of the
railway Company. NHorthampton logt again; they had, after initial
opposition, realised the full implications and striven to have the
"London & Birmingham" pass through Northampton. They were informed
that all the plans and documents were prepared and that it was too
lzte to contemplate a change. The Northampton lobhby did not give
up and had a clause added to the Parlizumentry Zill preventing the
start of the Rugby to Leicester gection until further consideration
nad been given to the line via Fortheupton,
Phe next hlow to the project is recorded by F,S.VWillians
thus;- Mihe Midland Counties Eill survived the ordeal
of the Bouge of Couzons, only, however, 1o encounter more
sesrching hostility in 'another place'. The Erewash Valley
projectors of the undertakiag had, to thelr sorrow, to learn
that for great coazl-masters, as well ag for comuon mortals,
there is .any a slip 'twixt the cup and the lip,  Powerful
foes were in the field. "he iidland Counties line hzd been
originated with the avowed intention of breasking up canal
@onopoly, and the local canzl interests were not unready for
any Teprisal....es.s. Ad thus it cane to pass that the 1dland
Counties Fill becaue law winug the portion that was zost dear
to tie hearts of tue original projectors of thie Coupany; Zinusg

that very part which they nad fondly hoped would have restored
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Phelr languishing fortunes by opening = cheap and expeditious
route from their pits to Leicester and the south", .
on 2lst June, 18%6 with a line

The Act did come %o pags [({[ truncated in the north and
extended in the south with a possitle diversion even further south.
fhe line thus forumed a large "Y" with Derby and Hottingham on the
arug and Rugby =t the bottou of the gstem, In the original plan the
Erewash Valley line would have changed the "Y" into a trident and the
sten would have been ghorter., As far as Rugby was concerned the
line was for a number of years to carry all rail traffic to the East
id)lands and lortheast and maie Rugby Tfor that time into the most
important junction in the country. A1 traffic to the north came
through Rugby Junction on its way to Eirmingham, lianchester, Tiver-
pool znd beyond on the "London ¢ Birminghem" or to Leicester, Hott-
ingham, Derby and beyond on the 1idland Counties . Indeed the very
first through carriage from Carligle to London passed through Rugby
Junction on lst September, 1846 but coming from the "lidland Counties"
line and a tortucus journey via Hewcastle-uponrn-Tyne,

The Northampton proposals seem to have come %o nothing
for by the end of 1837 nearly =ll the contracts had been let. "The
contract for the Leicester and Rugby portion was confided to i
tackintosh, who had been only 2 few years previously a genger or
gub-coniractor in Scotland" but who was now "supposed to be worth
£1,000,000 of money", The ™ow" in the last Quotation probaoly refers
to the time of writing, 1876, of F.S.Williams, the previous author,
rather than a2t tie commencement of the "lidland Counties" line, The
first brick was lzid on the Avon viaduct at Rugby on 13th June, 1838
- gix days before vhe last brick was leid in the {ilsby Tunael and
three months before the complete opening of the "London & Ei.rminghan
Railwey",

The second Annual ileeting of the Colpany received a report

including:-
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"The cutting at Leire Hill, between Leicester
end Rugby was the most serious earthwork on the line and here,
to facilitate his operations, the contractor had erected a
ateam engine, and had made an inclined plane from the cutting
to an embankment where the meterial was to be deposited, the
plane descending in the direction of the ebanki.entv, st an
engle just sufficient to enable the waggons to run down with
their burdens %o the plane of their destination. The empties
vere drawn back by an engine. The building of tlLe Avon Vieduct,
consisting of eleven arches of fifty feet span, had been
comuenced,end, despite unusual delays, erising from the
severity of tkhe weather in the early pert of the yeer, would,
it wag anticipated, be completed by the winter".
The "London & Birmingham" station was just off the Newbold
Road znd on an embankment; it was not possille to make the junction
with the "iidlend Counties" so that this station could be rstained,
4 completely new site was chosen zbout half z mile to the east
{directly at the bottom of what is now Railwey Terrace but for a
while was Station Road) where there was neither cutting nor emvenk-
uent, Railway Terrace was built to provide access to the new statior
and wag fenced on either side withi sleepers (these must have been
from the contractor's 'temporary way' as opposed to the 'perzenent
way' wiere they were not yet likely to be lifetine expired) such
25 to make it "about o mile long, and it is very much like z tumnel
witk the top off. The only thing you see in it is dust which is
never out of your eyes”. Other contemporzry corregpondence in
the éugby Advertiser indicates that it was a2 mud-beth when it was
not a cust-howl. Railway Terrace receined railway property until
the end of the century and the sleepers were not replaced by zn iron
Tence until 1891. Unfortunately very little l1s known about the

gtetion itself —-— it lzgted for only two ryears before it wes revuilt.
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It was built entirely at tie cost of the Midland Compeny end it is
not certzin when the "London ¢ Birminghsn" sterted using it. The
midland Counties"” opened the section of their line northwerds from
zugby on 30th June, 1840 and soutkwerds towards HRugby on the following
day using a temporary terminus at Rugby Wharf.

If the "¥idland Counties®” had not initially wanted a
connection to London they certainly knew, when the line opened, where
their future lay. Their first problem was an intenge price-cutting
wer with the "Birminghenm & Derby Junction Reilwey" for tle traffic
between London end Derby. The other Company had, on 12th August,
1839, zlmost a yesr before the "kidland Counties" line was opened
to Rugty, deviously opened a line Ifrom Derby to a junction with the
"Tondon & Firmingham' at Hampton-in-Arden, The“uidland Counties
line wzs some ten miles shorter but even so they nad to fight tooth
and neil for the traffic. Prices were cut well below cogt and a
legal batile was entered into. The merger of the two Companies into
the "Midlaznd Reilway", on 10th jiay, 1844, resolved the issue in
favour of tue direct line to Rugby.

Praffic did not egtablish itself as quickly on tie "iidland
Counties" as it hed on the “London & Birmingham" and the firsy
dividend was only 4¢ compzred to 107 on the "London & Elrmingham',
Some of the canszls had sterted with much higher dividends, often
Tising to 50¢, end on the Ouford Canal holding at 267 even after
10 years of competition with the railways. The line, unlixe the
"Tondon ¢ sirmingham" had been built within the estimates butb extra
money hed to be raised im.edistely for remedial work, The lack of
instant success was clesrly due 10 the line being conceived to carry
coel from the Erewash Velley, but not reaching the Erewash Valley,
end kaving to fight for passenger trade to = destination that it
had not been intended %o reackh, An extension of the line was

ooened into the Erewash Velley was opened in 1847 —— tut by this tiae
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the canzl had cut its prices to meintain trade anyway. The
"Jeicester & Swamnington", the original reason for the "iidland
Counties" being conceived, was also zbsorbed into the "lHidland
Railway", in 1845, and cozl traffic was allowed southwards from
it over the "lidland Countiés" lines to Rughy and southwards.

The carrizge of cozl trafiic underlineg the different
outlooiks of the promoters of the "llidland" lines and the "London &
Birminghanm", The arrival of the first consignment of coal took
the "London & Eirmingham" by surprise, and even with disgust, so
that one indiznant official was izpelled to comment that They would
be asked to carry dung next, George Stephenson is alleged to have
replied that when that official travelled by rail then the Company

did carry dung, Reluctantly the "Ioandon & Birmingham" began
. to accept coal traffic —- provided that it was covered by terpauwlins.
The first consigument was not despatched until July 1845 and was
degtined only as far as Welton, The "liidland Railway" established
a coal wharf at Rugby to permit local distribution by canal.
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Chapter 1l2.
THE MIDLAND RAITL™AY AND RUGBY,

?he "™iidland Reilway" was born on 10th Ly, 1844 by
auzlganation of the "Wortn .idland", "Eidland Counties" and "Iirm-

-~

inzhan & Derby Junction railways. "une Leicester & Swannington®
joined a little later. Other lines were abgorbed and from thesge
loczal railways. emerged a major national railway. 2ut m@ajor national
rzilweys wust have their own aain line and capital was being poured
into this long after other mzin lines were well estaulished. . The
"iidlend", lixe the "4idland Counties", was beset by troubles from
the outset lixe the original hard luck gtory. It quickly went into a
gelf-inflicted financial crisis which was followed by the heavy
capital expenditure over several decades and an inexplicable falilure
to spnatch the glamour from the Y"Londoa & Horth Western" ia spite of
technical acnievements and developuents second to none, Ruzby was
its all iuportant southern exireme for many years and the junction
there was the busiest in the country. The junction, as an outpost
of the "Midland" system, was operated by 'remote control' from Derby
so that it did not have the saue influence on the development of
Rugby tnat the "Trent Valley" junction had. The "lidland", which had
nevertheless put Rugby on the national nap, was reduced to a branch
line at Rugby when its own main line was completed to London.

The "Midland", lice tie iandividuel couwpenies from which
it was forued, fougat to survive in its first jears cnd in a strange
and teuporary, alliance with the "London & Zortn Western" successiully
oppoged, in 1846, proposals for en East Coast rouve to ihe north.
"his secured for Rugby a temporary reprieve for its steius as fhe
juaction for the north of In, lcond and Lecotlend, After strug_ling
frou crisic to crigis it secued tiiat & saviour bwd Dbeen found in a

new Chezirmngn -- Gycoon George ludson, 'the Railway ing'. Zudson,
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however, overnlayed his financial bhand and chzrged certalin running
expenses to the capital zccount. His exposure, in 184€¢, when it

seemed that everything that could hit the "Midland" had aliready

done so, precipitated e financizl crisis that rocked the Compeny,

the nationts financizl ingtitutions, =nd the nation's confidence

in reilway investament, The 'railwey mania' was over, The ensuing
crigis affected Rugby with the dismissal of a driver, a fireman, two
fitters and two cleaners, and also the cencellation of plans to
enlarge the turntable by four feet.

If we now turn frowm looking at how national eveuts in the
Miigland! affected Rugby and consider how Rugby affected the "Iidland"
we learn that congestion on tue new reilways soon vecame chronicy
delays on the "London & Hirmingham" being the worst because it
carried such a lot more traflic. F.S,.7illiams records tkre situation
ags— "Lany complzints had been uade that the only

accesg for ".idland" pagsengers to London was by the circuitous
and uacertain route of Hugby -- uncertain because ithe arrangements
for the meeting of trains so frequently broke down., One genile-
men, for instance, declzred at 2 public meeting at Teicester

that he had three tises in succession been detained three hours

at Eugby; and it was declared that many persons 'hated the neme

of Rugby'."

Later tizn this, and indicaéing that {the "London & Birm-
ingham" (which bhad by tuen become the "London & Horth Western Reil-—
wey) had overcome their reservations about undignified coal traffic,
Williamg a2lso reporis:—

"In fect, in 1862, the "iddland" Co.pany paid
the..... "London and lortih Testern" no less than £1¢5,000 for
traffic by Rugby; and suck was the overcrowded state of that
coupany's line, tkat, tiough they had laid a third pair of rails

for fifty miles for the up trains, froo Eletckley to London,
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they were unavle to =zccomodate the traffic. €l one occasion
they suddenly gave notice that they could not convey the mineral
traffic from the "lidland" systewz: and the coal trains accumulated

at Rugby till they were five miles long, to the infinite

annoyance of the sellers in the field, and the buyers in London
who were devending on the arrival of the coal for thersupply
of their customers. The embarrascsment of the "iidland" Company,
too, may be imagined when they received such messages as, —'"Stop
all coals from Sutterley Colliery for Acton, Hammersuivth, and
new, for three days, as Willesden sidings are blocked up.”
"Phe 'Jorth London' zre tlocked with Ponlar coals for all
dealers, Camnden camnot receive any more from Poplar.!" "You
must stop the whole till London is clezr." “Rugby is blocked
s0 ag not to be able to shunt any more." Cauden and the 'North
London' are blocked with coals."
The up trains (to London) were heavy and slow but the down line coal
traihs were empity and could clear more quiclkly.

It is not surprising that the "Midland" looked for
elternative routes south., An 4ct was Obtained on Sth dJuly, 1847
for a line from Leicester to Hitchin on the "Great Northern Railway".
The chosen 'host! line wes itgelf crowded at the southern end and
was lulktewarm to the propossls veing folsted upon it. The Act was
relinguished three years later and, in 1852, a trief courtshipn
followed with both the "Great Northern" and tlLe “London & Horth
Western" during which omalgamations were discussed. Thege caue to
nothing and the Hitchin prozosals were revived by an Act of 4th
August 1853 and tue new line ovened on 3th loy, 1856, viith runming
powers into London.

The route milezge from Leicecter to London was the saue
on the new rcuve as tie old. TLhere vas, however, for more traific

than could be naadled by only two routes into London, The established
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route via Rugby was congidered to be the lesser cf tvwo evils and
in 1862 80% of the "liidland" traffic to London still pzssed along
it, On lst October, 1868, the “iidland Rallway" opened their own
route to London and a new mzin line terminal at 3t Zancras.
Tmmediztely the status of . he ex-"iHidland Counties” line between
Rugby and Leicester fell to that of a country uranch line,

Towards tue end of the nineteenth century the line was
offered to the "ilznchester Sheffield & Lincolnshire" ("Great Central™)
for their London extension, The offer was declined: nartly through
pride as the new line was to embody all that had veen learnt in
seventy yeers of railuay engineering and %o uce part of one of the
very earliest railways would hardly have created ftie desired image;
and partly because the connections at Rugby, on the level, would
have created operating difficulties or expensive flyovers. It is
nard to imagine them more expensive than the massive woriks that
were built for the "Manchester Sheffield and Liacolnshire" a short
while later.

Hajor repairs were completed {o the Avon viaduct 1in
September 1529. Passenger traffic, and goods facilities from
Leicester to Rugby Whari, were withdrawn on lst Jenuary, 1962f
The rails were lifted the same year, Indignity followed: the
cutting at Newbold being filled by a domestlc refuse tin between
the years 1969 to 1971.

We can but speculate on what might have been the fate
of the "¥idland" line if either the "lianchester Sheffield and
Lincolnshire" offer had been taken up or tie closure uad been
delayed until the decision to cibse the "Great Central™ had been
taiten, Perhsps today we would still have a railway, electrified
even, froa Kugby to Lelcegter ! Augby would have nad a great zsset.

*_, . . . .
Ine lasgt train, a special with 200 enthusgiasgts aboard, was on
Saturday 30th December, 1961.
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THE TONDON & NORTH WESTERN RATTWAY AT RUGBY,

The stories of most of the railways in this account vegin
with dreamers turning their schemes firstly into nlans to ouvtein
finanecial and Parliamentry backing; and secondly into the reality
of tunnels, embankments, stations and rolling stock to change the
way of life of whole communities and of families. The "Tondon &

North Western Railway", however, came about by amalgamation of existing
reilweys in circumstances already related and about which the priancipals
could not have been proud -- in the way that the entrepreneurs of the
"London & EBirmingham" before them could have been. Eowever, the
"London & Norvh Western" dominated the railway scene in Rugby from
1846 to 1923 —— the longest and most statle period of railway life
in the <own.

Firstly we shall recell the princpal dates and local

protagonista:-

Railway Date of Act, Date Opened.
London & EFirminghanm 3rd May, 1833 17th September, 183C
Trent Valley 21st July, 1845 30th November, 1847
Rugby & lMarket Harborough 18th June, 1846 27th April, 1850
Rugby & Leamington 13th Aug, 1846  1st Larch, 1851
(iddland Reilway 10th liay, 1844 Amalgamation)

London & Morth Vestern 16th July, 1846 Amelgamation,

The principel constituent companies of the "London & Noxrth
Western" hed already been subject to preliminary mergers and zbsorptions
and were:-—

The Tondon & Hirzingham

The Grand Junction (includaing the Livernool ¢ lianchester)

The lanchester & zZirmingham
The nearly complete "Irent Valley" was already joiantly owned by the

™

"Grand Junction" and the "London & Zirminghem"; wiile the latter was

itself promoting the "Rugby & llarscet Hartorough'" and was encourzging
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the "Rugby & Leamington'" with view to taking it over when the Act
wag achieved. The scene was cer‘tainly‘(‘bidier as far as the names
of companies was concerned. s
The first event of significance was the officlal opening
0f the "Trent Valley" on >rd July, 1847.and in practice, due to problem:
with cast iron btridges, on 30th Hovember, 1847. The following day
the use of Grenwich liean Time bhecame sgtandard throughout the "London
& North Western" system instead of local time at each longitude ——
midday thus became later as one travelled westwards. The traveller
had to put his watch 4 minutes 45 seconds back when going to Euston
or 2 minutes 30 seconds forward when going to Birmingham, Another
change of significance was in the Rule Zook, Section IX, "Reguwlations
for Policemen and Pointsmen" which gained an addendum to Rule 9:-
"WOTE: The Trent Valley is hencefortn to be considered the
MAIN Line, and the Rugby & Birmingham ..... the Branch,"
The Rule Book, Section IV, "Regulations for Enginemen",
Rule 60 read:-
"60. Enginemen proceeding to the Trent Valley Line are to
open their Whistles once when they arrive within a gquarter of a
mile of the Junctions at Stafford and Rughy, moftion with their
hand, or nand-lamp, as a signal to the man gt the Junction Points
and must invariably slacken gpeed to FIVE miles an hour. Engines
to or from Eirmingham are to give TWO CLEAR WHISTLES, with an
interval between them, on zgpproaching the Junctions, The
slackening of speed is especially enjoined on the Enginemen
from Birmingham in case a Train to or from the Trent Valley being
in the act of crossing."

For the next forty years until the construction of the
Horthampton Loon there was almost continually some work in hand on
widening, aoubling tracks, adding sidings and passing loops and
adapting station buildings. The "London & HNorth Western " was an

increasingly important public corporation in the life of the nation
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and built up an image on the assumed title "The Premier Line",
Public corporationsg such as tne "London & North VWestern" were still
comparative rarities and were distinguished by a Parliazmentry
requirement that obliged them to prove that there would be a
resultant good to the nation as a whole, in adaition to the financial
gain to the promoters; and in refurn accepting the right within Acts
of Parliament to compulsorily purchase land it needed.

The early authoritarian attitude of the "London & North
Western" is shown in an incident in 1850 wien it had a disgpute with
the newly formed Rugby Local Board of Heazlth, The railway company,
without prior announcement or consultation built the first "wooden
bridge" over their lines for the footpath to Brownsover Hall at the
bottom of what is now Park Road. The dignity and feelings of the
Local Board of Health were wounded and they felt obliged to take a
gstance and to establish their status for all time. Until this time
the footpath had crossed the "London & North Western" on the level
and then went under the "Midland" lines in a short tunnel., (Readers
are asked to try to picture the gcene as 1t was then with separate
embankments each of which had only two peirs of lines,) Numerous
accidents had occurred and when in 1850 the "London & Horth Western"
were adding three more pairs of lines they erected the footbridge over
their lines at a princely sum of £260 and of a design that left much
To be desired -- there were large gaps between the footboards and
very steep steps. The Local Board of Health objected on the grounds
that the bridge was inconvenient and that it violated a right of way.
The matter was talken to the Coventry Assizes in August 185C on the
point of whether the Act of 1849 setting up the Local Board of Health.
superseded the Act of 1848 permitiing the reilway to build tke new
sidings. The railway won; but conceded that it must improve the bridge.
The reports of the incident aote that there were 200 train .ovements

gach dzy.
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The Rugby Advertiser of 30tk March, 1850 reached the
following conclugion over the inciden‘b&’ff e ST li?m{iis_ija

"Te cannot say what Rugby would be without the railway.

Heither can we tell what tkhe railwzsy would be without the
towns through which it passes, but we suppose mutuzally injurious
or beneficial to each other",

The Rugby Advertiser of 19th June, 1851 reports the
improvements to widen the bridge from five to six feet and to put
ramps in place of the steps:-

"The bridge is now more pleasing to the eye; has a gentle and
easy ascent instead of an abrupt rise of steps and .... if the

bridge were now continued over the Midland HRailway, so as ©o

avoid the rabhbit-hole to Erownsunder a great kore will be

done away wifth ...." (the underlined words were italics in
the original script).
We also have reports of "layabouts' causing an obstructicn by watching
trains from the footbridge!l
A new bridge (the present 1931 structure except that part
of it was raised ready to provide clearznce for electrification in
1964) was opened on 24th October, 1875 and is to this day known as
"the wooden bridge'. The reports of the opening refer to the old
footoridge as having been built piecemeal as the lines were widened
and that it retained traces of its origin by being "as straggling,
ugly eand inconvenient a structure as could be imagined", It had
been replaced by "= neat and substantizl structure that reflects great
credit ..." on 211 concerned., During the electrification work
part of the old tunnel was found fo be still intact and ia good
condition,
It is quite likely fhat vhe lazy "layabouts" who obstructed
the footbridge were looking for the verullion red locomotives of the
"TLondon & North Western" Southern Division based zt Wolverton =znd

the dark green locomotives of the Northern Division based at Crewe.
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Rugby was the changeover point for traffic from the Trent Valley
line and as tke stztion was then closer to the footbridge, and the
view ﬁot obscured by electrification equipment, a particularly good
view should have been obtained. The locomotives of the "lidland"
were red (crimson laxe) coloured and they too had to changeover at
Rugby for "London & ilorth Western" locomotives. (The latter were
standardised in 1873 to "black with a hint of red" or "blackberry".)
The "layebouts" on the footbridge would a2lso have seen a variety of
rolling stock —— all four-wheeled at tkhat time; the passenger stock
of the "London & North Western'" being vhite above their "walst" level
and "rich sepia trown with a2 hint of purple" below this line, that of
the "lidland" being crimson lake with greeﬁ*locomotives. Through
carriages from other companies would regularly be seen and would have
added to the spectacle of colour. The variety of goods and coal
wagsons was even more diverse in colour, quality, road-worthiness
and design than tae passenger stock — and frequent derailments would
add greatly to the interest from the footbridge. ("Layabouts" indeed})
Shunting and the frequent remcval of defective stock (with over-hot
bearings the most conmon cause) was achieved in the station by the use
of small turntables pushed round by hand so that by the use of a palr
of these, and a short set of rails at right angles to The running
rails, a coach or wagszon could be speedily transferred to the parallel
set of tracis and removed or replaced in the middle of a trein,
The "iMidland Counties" probatly had an engine shed on "their®
gide of the rsilwey from its opening and the "Trent Valley" had a
small shed just west of the "wooden bridge" (location 5 on the plan
on page 123); The first engine shed proner was an integral pert of the
second stetion (see the plan on page 165). H.TLodge recorded in 1908:;
Ho... in 1851 a second shed, to hold 25 engines was built
on fthe site now occunied by the waggon repair shons (locztion

4 on tne plan on page 123 near +$.e gas works, This was no douitt

See page 205 for further details..



116

enlarged when necessary and the sheds remained here until the
present one (location 20 on page 123) for 125 engines was opened
in 1878."

The Rugby Advertiser of 19th July, 1851 describes the
second shed as a gigantic building with separate compartments for
gach locomotive.

H,Lodge further records thét:-

"e.o the shunting yard was probably commenced zbout 1850
and has gradually grown since., For some years before the
present station was erected the up goods were dealt with =2t
what was known as South Bridge. This was an over-bridge close
to where the Great Centrzl viaduct now crosses, and at the time
of the alterations to the station g11 rights to it were bought
by the company and it was demolished."

The Rugby Advertiser of 12th June, 1875 reported in a

leading article that work was now in hand levelling an area for a

new (ie the third) engine shed and erecting shop. Earth from the
Spoil Bank was being used and the spade and barrow work is descri bed.
The contractor was Mr Mead of Leighton Buzzard; who was also the plate-
laying contractor between Bletchley and Rughby. Over £1,200 was
reported as being paid weekly in wages a2t Rugby Stztion.

The opening of the third shed is fully reported in the

Rugby Advertiser of 2nd ilaxrch, 1878, It compriged two very gpacious
ouildings, the roof df each being supported by 5 rows of iron columns
with 17 columns in each row —-— the columns being hollow to act as
water spouts. The roof pitches were slated on one side and glazed
on tke other. The sheds had 12 seis of rails; each set of which
could house 5 engines meking 60 engines per shed. A "great
improvement" over the o0ld sheds was an inverted wooden trough over
the rails to conduct smoke avay. Tacn set of rails was equipped
wvith full length insgpection pits and cleaning facilities. Other

facilities included extensive use of gas lights for night work, a
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high pressure water distribution gystem for cleaning, and a furnace
to dry sand for sanding greasy rails —— tThis eliaminated the need for
an unofficial and dangerous practice of drying sand in locomotive

smoke boxes,

"Between the two sheds is an onen spacé; down which three
lines of rails run into the fitting shop. This is a lofty
building at the nortih-west end of the sheds, about 120 feet
long and 40 feet wide, where such repairs as cannot be done
while an engine is standing in the sheds, are effected. The
outside lines are used for engines, the centre rails for running
wheels on. Overhead is a travelling crab, of a very powerful
description, worked by two men, the transverse beams of which
run on wheels , on the gside walls, and it is, therefore, capable
of traversing from end to end ... The facility with which it
can be worked is remarkable; an engine is brought in, and after the

various connection (rods), bolts &c., have been removed, it can be
lifted and propred up, clezxr of the wheels in about twenty minutes."

Wheel turning seems to have been a forte —— zll the machines

end the fan for the forge were driven from a single shaft by a
stationary verticel engine, Water was provided for the entire
complex from a large open reservoir taking rainwater via culverts
from the new buildings and supplying it via tnree "throw pumps" also
driven by the stationary engine — the rainfall was sufficient to
supply 211 the water needed without supplement from the pumping
engine at the 0ld Station. A new coaling stage was provided 200
yards south of the sheds. About 110 engines were reported to be
stabled at Rugby and 500 persons employed in the sheds requiring
£650 each weel in wages.

A further facility was provided, but this time to cater
for the human element; it was an Englnemans' Lodging Eouse for the
crews vwho Ffound theaselves in Hugby at the end of their shift,

There is ao evidence of this on later maps.
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"It is three storeys high, and the outside wells are about
16 inches thick, a2nd built hollow, so as to admit of a current
of air passing all round, and into the various rooms, by means
of air-grates.”
It had wessing and drying facilities, a matron's zpartment, 21 smail
separate sleeping rooms on the first floor and 42 on the second. It
had entry to the first floor by a ramp and was 1it by gas.
The Rugby Advertiser of 2nd Illovember, 1873 reports that
annoyance was being caused by engines signalling which siding in
the shed they wanted by codes on their whistles, Suggestions were
nade for an "electric system with one of the poles of the battery
talten to earth".
The "fitting shop" graduated to "repairing shops" and
"erecting shops" and as a branch of Crewe Works relieved the pregssure
| of work at Crewe. The Rugby Advetiser of 5tk November, 1892 records:-
[ "Phe New Repeiring Shops -~ The extensive London & North-
Western repairing shops at Rugby have been opened during the
past week, and already 30 men, including joiners, fitterg and
millwrights, have commenced work, but operations will not be
in full swing for ztout a month, when no fewer than z hundred
flen will have been drafted here, mainly from Crewve. In
addition to the powerful gas engine and the two travelling
cranes, there are in the workshops a dozen machines of verious

kinds",

Lodge's article in 19C8 also records:—
"There zre between 1300 and 1350 percsons euployed by the
L & HW Railway at Rugby. Towards this total the loco sheds

contribute 570 and the erecting shops 112",
Correspendence following the publication of Todge's exrticle

on 26%th Decenber, 1608, confirmed the figures for the numbers

enpleyed and reveslad that at thet time the number of engines

stebled at Rugby fluctusted between S0 and 100 and that Typicel

e re—
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"turns" or dizgrams of duty for locomotives were 685 miles three
times a2 week: "some of the best figures on the L & NW Railway".

Wiriting of the 1950's Mr P. Weston states:-

"Rugby shedritself comprises two bays; of which shed 1
with 12 roads is the running shed while shed 2 with 11 roads is
for light repairs. There are two wheel drops and a Keystone
gsand drier and a 55,000 gallon water tank that supplies the shed
with the necessary. In the commodious yard is a coaling plant
with two 150 ton bunkers, one for passenger and one for freight
which usually contains some briquettes, a 60,000 gallon watler
tank and a locomotive weighbridge; as well as the usual ash-pits;
whilst at the yard entrance, through the "Great Centrezl" bridge
1s a 60 £t turntable.

To the north of the running shed, and at a lower level,
is the locomotive repair shop (often referred %o locally as the
Erecting Shop — PEE) for intermediate repairs only, of which
ahout two per week are turned out. The largest engines tackled
are Class SMT 4-6-0's and Class 8 2-8-0's and many ex-LNWR O0=8-0's
are repaired here. There is a provision for wheel skimming but
no new tyres are fitted and apart from that most repairs can be
effected with the exception of changing boilers which i3 classed
as a major repair."

Until the year 1888, apart from a short spell in 1846, =211
trains stopped at Rugby for inspection and faking on water or changing
locomotives. The installation of water troughs in lxxf%at Newbeld
reduced the need for locomotives to stop at Rughby and thus permitted
more non-stop runs. 1888 was also the year that the "London & North
Western" locomotive stock became comron user and drivers ceased 4o
have their "own" locomotive: it was also the year that the company

started using the "fail safe" vacuum bralke.

Todge also records that the number of passenger trains per

day (211 routes and both directions) through Rugby rose from 14 in

#* between 1857 and 1888, 'fThe sheds were re-roofed in 1955.
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1839, 60 in 184§, 120 in 1881, 154 in 1890 and 210 in 1908; of which

40 did not stop. The best time to London in 1908 was 95 minutes.
One of the topographical features bequeathed by the "London
& North Western" to Rugby was an enormous signal gantry just on the
London side of the "Great Central' viaduct. It is variously reportet
as the largest or second largest such gantry in the country - the
rival being at York and it being difficult ‘o compare siructures of
different shapes ! It was certainly huge; it was built and main-
tained at the expense of the "Great Central” as part of the wayleave
agreement when the latter's new girder viaduct in 1897 would have
made a confused background o the existing signals. The whole gantr;
was duplicated so that the upper set of signal arms or "dolls" were
seen against a sky background above the new viaduct. It was built
at Crewe in 1896, it had forty four arms, was 60ft 3 inches high and
of overall width 86ft 3 inches. It was replaced by electric colour
light signalling in 1939, dismantled and rebuilt into four separate
gantries at Newbold, Rochdale West, Beeston South and Brewery Sidings.

Topographicel features and even delays in waiting rooms
have contributed to Rugby's railwey imege, but mercifully major
accidents have not, "inor" accidents were a way of 1life and the
Rugby Advertiser regularly reported horrific details of accidents
to railweymen in the course of their duties. The "London & North
Western" frequently had to put on specizl trains to rush the unfortuna-
victims to better facilities at Coventry and Birmingham, One of the
most spectacular accidents occurred on 5th April, 1856 when, according
to a manuscript extract of the Telegraph Office Log Book:-

"g boiler of a locomotive burst at Rugﬁy engine shed,
cauging greeat alarm for upwards of eight miles around - the
inhabitants of Lutterworth taking it for an earthquake., Mr
J.E.K. Connell, Loco. Supt. of the LNWR stated that the engine

was made to stand a pressure of 100 1lbs to the square inch, but
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Judging by the screws it had been screwed déwn to a pressure of
200 1bs at least, how much more he could not say. An engine
Cleaner was killed, his brains had been dashed completely out,
and the top of his head nearly severed. The engine was
completely destroyed, one piece weighing upwards of 3 cwt was
carried more than 200 yards, and a piece weighing 10 cwt was

cast 150 yards".

Some of the events in the story of the "Iondon & North
Western" are told as chapters in their own right elsewhere in this
account and a cross reference %6 them here i8 needed for completeness
but will avoid duplication. The opening of the "Trent Valley" in
1847 has been referred to earlier. The opening of the "Midlgnd's"
new route to St Pancras in 1868 and the temporary relief that this
brought to the congestion south of Rugby is told earlier. The
effective doubling of track capacity between Rugby and Euston was
completed in 1881 (a hundred years ago to the day as these present
words are being written) by the opening of the Northampton Loop. The
flying junctions south of Rugby are described in the story of the
Northampton Loop although they were only announced at the time of
the opening of the loop and are contractually associated with the
third station (the present one) opened in 1885 ——— the stories of all
these follow.

An era came to an end on lst January, 1923 when under the
provisions of the Railway Act 1921, following wartime control of the
railways by the Government, the Premier Line was "grouped" with
its rival, the "Midland Railway" and with numerous other companies
to form the "London,Midland and Scottlsh Rgilway". This had little

effect upon Rugby but is the closing point of this chapter.
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SITES OF RATTWAY BUTLDTNGS TN RUGEY. 124

lc
2.
3

4.
5.
6

T

3o

9.

10,
11,
lz.
13.
14.
15,
16,
17.
18.
19.
20.
21'
22,
23,
24,
2.
26.
27
8.
29«
3C.
L.
324
33.
34

350'

56,
3.

Site of first station 1838-40. Site of turntable.

Site of LNW water works and pumping engine.

ewbold Road hbridge.

Vaggon repair sheds. Site of second engine shed for 25 engines
Site of first engine shed.

Site of waggon repair shops

Site of water tank,

Pootbridge to Brownsover - the "wooden bridge".

G’OOdS yardo -

Site of turntable.

Cattle pens.

LAY Rly Goods Shed (opened 1881).

Site of Ilidland engine sned shown on maps of 1889 to 1925 but
Ditto. not 1939.
Site of turntable.

Site of buildings remaining from second station until 1966,
Site of Post O0ffice Sorting Office on 1914 map,

Site of Heservoir.

Third station (opened 1885).

Site of "third" engine sheds.

Site of Erecting Shedg opened 1892 — rebuilt as District Electri
Site of horse dock. Depot 1966.
Site of carriage sheds.

Zite of furntable.

Site of engine shed.

Locomotive Testing Station (opened 1948).

Great Central viaduct.

3ite of "Rughby Bedstead!" signal gaatry.

Site of turntable.

Rugby Central Stztion (opened 1898, closed to through traffic
Site of G.C., cattle pens. 1966),
G.C. Goods Shed,

G.C.Reservoir,

Ditto.

Site of G.C., cattle dock,

Site of G.C. pumping station.

Site of Enginemens' Lodging House.

LAYOUT OF SOUTHERN APPROACKES TO RUGEY.

Signal gentry.

Down iarket Harborough.

Up Horthampton Goods.

Up Horthampton.

Up Main,

Up larket Harborough.

Down Northampton,

Down liein.

Down Goods.

Up Market Harborough.

Clifton Road Junction Signal BOX. (closed 1939 when colour
light gignalling was installed).
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Chapter 14.

THE NORTHAMPTON LOOP.

Northempton has been exceptionally unlucky as far as ité
railwey conneciions are concerned. The "London & Hirmingham!
could not, for geographical reasons, pass via the town; and the
".idland Counties" decided nct Tto do so and instead to take the
cheapest route from Leicester to the existing "London & Zirmingham"
line at Rughby. ifforthemyton had & branch from the "London &
Hrmingham" wain line 2% EBlisworth from very ezrly deys -- but a
branch is always a branch and by definition does not provide main
line gervices. This situation was remedied by the building of a
loop line from the main line zt Roade, via orthawpton, to rejoin
the main 1ine at'Rugby. The loop was part of a2 more comprehensive
project including the quadrupling of track capzcity vetween Eletchley
and Rugby and the concépx of a Lkoop line gave two additional
adventages: it provided Northempton with a better service and it
avoided the need to double the Kilsby.Tunnel.

The construction of the line caused little comment at the
time, probably because it was, in the eyes if Rugby, an internal
"TLondon & North Vestern" affair to increazsge track capzscity. The
Rugby Advertiser on 2lst November, 1874 znnounced that the company
hed given notice if its iantention to egpply to Farliament Ifor
authorisation to ouild the line; and on 5th December, 1874 gave a
map "at great expense® of the proposed line. The Act received its
Royal Assent on the 29th June, 1875 but it was not until 2nd June,
1877 that the Rugby Advertiser announced that the "Loncon ¢ Iorth
Western" vwere inviting tenders for the construction of the new line,

The iines from Rugby to Horthampton and Horthesmpton to Roade
were separate Acts and separate contracts., The Amnual lleeting of the
"London ¢ (lorta estern", revorted in the dugby Advertiser of 25rd
February, 1878 heard the following:-

‘. 3 . - PR
Active operations are now in progress To convinue Tie
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tiie widening of the Reilway from Ele?chley to Roace aznd via
dorthampton to Rughy. Between Hletchley and llorthampton about
one-third of the total excavation of 1,560,000 cubic yzrds has
been renoved. 0f the 70 bridges, 22 are complete, and 23 in
course of construction; at the Tunnel (ie the one just south of
Horthampton - PHEE) near Dane's Camp (1144 yards in length) 176
yards are finished. Between Horthampton znd Rugby the land
igs fenced off, and the earthwork has comumenced."

An early application of mechanicegl power is reported in

the Rugby Advertiser of 15th June, 1878:-
"A STEAL NAVVY has at length been set to work on the new
reilway works nezr the Spoilbani, and the saving of labour
seems very great, The servicesg of a grezst many men have
been dispensed with, and tihere is a perceptble diminution in
the number of navvieg coming into the town to seek work,"
Following an incident in which the contractor's name had
aischievously been used in support of an application to sell liquor
at = navvies' camp the contractor for the new railwey, Lr Valver
Scott told magistrates that quite to the contrary he was "aoing all
I possibly can to hinder aay licences veing granted to premises
anywhere near our new railwzy work ...." as reported in the Rugby
Advertiser of Tth ZSeptember, 1878,

dorthampton is avout 125 feet lower ithan Foade and abtout
100 feet below Rugby. The new line nzd to descend at & rate of 1
in 200 or 26 feet per mile for most of tie six miles from Roade and
then ascend at 1 in 230 to the 50C yard tunnel =zvout one mile east
of the main Kilsby Tunnel., it 23% miles in length the loop is 2%
miles longer <than the ulezin line, There is a2 tunnel of over 1C00
yerds just south of ilorthampton but the most notavle feature,
Oongservable to passeager in treins, is the deep cutiting and Leavy

reteining wzll at Roade. A year a2fter the line vies opened

3

g

=]
~

wes a vad landglip and then another ten years later on 14th “ovedber,



127

1891; the latter costing £2,000 to repair and the line from Jorth-
ampton to Rocde not re-opening until 11th April, 1892, “he probtlem
was eventually resolved by erecting the heavy iron girders that we
see today.

The existing but misnamed "Crick" staztion on the main line
was renamed "Velton" and the four stations on the new line were named
"{ilsby & Crick", one mile north of ilsby village, "Long Buckby"
half a mile south of the village, "Althorp Park" and "Northamption
Castle™, "Church Erampion™ was opened later.

The Rugby Advertiser on 3Cth July, 1881, awzrded no more
status than the following to the item "The New ILine from Rughby to
Horthampton, it is expected, will be opened for mineral and goods
traffic on lionday next." Nothing wore is said until 13th August,
1881 when "We hear that the Government Inspector has now passed the
junction of the ﬁew line from Rugby to Northampton fo the main line

~—at Rugby". A further silence on the subject and on Saturday Srd
Decemnber, 1881 "The New Line from Rugby to llorthampton was opened
for passengers on Thursday morning, wien upwards of 80 passengers
travelled by the first train from Rugby. The new station at North-
ampton is not yet complete". The platforms were complete but rot the
facilities. There were said to0 be six passenger trains daily from
Rugby to Northampton and five in the reverse direction - alfthough ounly
four are shown on the timetable,

The Horthampton Herald published on tie same day zave little
more information:-

"The first train from Rugby arrived a2t the Jorthempton

Castle Station on Thursday sorning (ie l1st Deceuber, 1581) =t
nine o-clock. It congisted of an engine, two brzke vans, viree
carrizges and a trucx. Twenty one nassengers Ifrom Long Tuckby
end four from i[ilsby and Crick aslighted; and a few others
continued trelr journey. Sdéequent traing, noitwithsgtandin

tire unfevourabvle wecther, have been core lergely freignted; and
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at the three country stations the first day's arrival and depariu

of the 'iron horse' has awakened much gratified interest".
The line was in fact opened for goods throughout on lst
August, 188l1; for passengers from Rugby to Northampton on lst Decembe
1881; for passengers from Northampton to Roade on 3rd April, 1882
and for passengers from Roade to Bletchley on the new slow lines

on 31st July, 1882,

The first accident on the new line was reported by the

Rugby Advertiser on 20th August 1881: "O0ff The Line ~ On Saturday
evening last three waggons of a goods train, running on the Rughby
and Northampton Iine, were thrown off the metals near the junction
with the main line by something falling off underneath the wheels.
They were expeditiously replaced, and very trifling delay was
occasioned to passenger traffic," In fact, so many minor accidents
were reported on all lines together and so many waggons were smashed
t0 pieces that one wonders where they all came from,

The new loop line arrived from Northampton to join the

alignment of the main line at Hillmorton, but at a higher level
it then graduzlly fell to the level of the main line. This was

not to last for long. Before it had lost its shine there was to

be a complete remodelling of the southern approaches to Rugby
associated with the building of the new station. 1Indeed on the

same day as reporting the opening of the new line to Northampton

for passenger traffic the Rugby Advertiser reported that the "London
& North Western™ had made application to Parliazment and had deposited
plans with the parish clerk for "{wo further railways"; this being th
Tequired terminology for legal purposes. ILine No 1 was to be from a
junction with the second line zlong a viaduct 606 yards long and an
embankment 45 feet.abOVe Clifton Brook; through a 33 feet deep
cutting and joining the Stemford line at Clifton Lill Station.

Iine 2 was to be a "viaduet 730 yards long, to make a junction
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with the new Northampton line at Hillmorton, so that the down
trains on that line will pass over the main line instead of on the
level, (and so avoid a dangerous crossing) into the station. The
Clifton Road bridge will have to be raised two feet."

In practice the "new lines" meant that the down line from
Market Harborough was carried over the main up lines by a "flying
junction" and a diversion from north of Clifton Mill Station over
a 45 feet high (to the top of the paraspet) viaduct of thirteen 25
foot span brick arches. The new Northampton down line (towards
Rugby) was now made to climb back up 2 low brick viaduct of eixty-
five arches to a high level junction with the Market Harborough 1ine.-
The Clifton Road bridge was altered from three Wrick arches to a
girder bridge to give more headroom but, in the event, without
disturbing the level of the roadway. The delays to main-line
trains as they waited for local =nd goods trains to weave across

junctions in front of them were thus largely avoided. The coniractor

for these works was Messrs Dranfield & Smith whose Resident

Engineer was Mr F.D.Woodward. The new works were probably brought

into use in stages and were probably formally innaugurated on 5%h
July, 1885 on the same day as the opening of the down side of the
new station as related later in the story of the railway stations
of Rughby.

The additional capacity provided by the new line was
dependent upon the speed with which trains could gain access fto and
leave it; and the number of additional conflicting movements that
this created. The flying junctions south of Rugby reduced many
of the conflicting movements and an operating procedure had to be
employed for znother major problem — this was to route the down
Leicester empty cosl trains (ie returning from London) via the
Northzmpton Loop and the Horthampton to ilarket Harborough direct

line to avoid = movement that would have tzken them right across
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the remaining down lines and across all the up lines (see the map
on page 122) immediately north of the Rugby station to galn access
to the Leicester "Midland" branch, Up coal treins from Leicester
o London could run through Rugby without conflict with other
movements. -

Like other chapters we close on less happy aspects, Church
Brampton station closed on 16th May, 1931, Kilsby and Crick station
closed on 1lst February, 1960 and Althorp Park on 13th June, 1960.
4 frustrating search of both the Rugby Advertiser and the Northampton
Herald as, unfortunately, not revealed many of the details of the
construction of the Northampton Loop - not a happy position for the

author,
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Chavnter 15,

THE GREAT CENTRAT, RATLWAY AND RUGEY.

The "Great Central", or the "lancnester, Sneffield &
Lincolnsghire heilway" as it was when it reached Iugby, was a
provineial railway with a rather apt name for the territory it
served znd itk rather "widdle of the rozd" achievemnents and
nerformance, Eowever, in its new chairman, Sir Edward Watkin, in
1864, it led the field. This was a great maaager with greatb
aiibition and an even greater vision of an international railway
network, including a Chamnel Tumnel, with express trains running
from the north of England through to 2l1 continental destinations
of significance. One of the firgt of the necesgsary linits was to be
the "Tondon Extension’ through Eugby to a new teriinus at ilaryletone.
Ikhe rather provincial title of "anchester, Sheffield & Lincolnsiire"
was abandoned for the grandeur of the "Grezat Centrzl Railway". It
was said at the time that "M.S. & L.' gtood for "money sunk and logt",
and tLat "G.C." gtood for "gere coupletely". Tor Rugby that is alcso
the epilogue of the last main line to be built in Eritain.

The new line to London wzs to embody all that had been
learnt in the previous seventy years of railway engineering. The
Midland! offered o sell its little used line between Rugby and
Leicester to the new project; but such '"ueie-do-ond-zmend" vies not
so0d enough for tlie grand decign. Tie offer was declined. fhe
first attempt failed, in 1891, %o get an Act of Parlizuent for =z
completely neyw line,

After the initiazl feailure, an Act for the "..ancuester,
Sheffield ¢ Lincolnsixire! London IFxtension was obtained on 28th

..arch, 18935 for =z line that would have passed through Eillmorton
? L L]

rether than Rugby and that would nave crogsed the Iilliorton noad

~
e

i

about its junction with Asldavin noed., A deviaztion of 100 yards

on either side of %l.e line was allowved. o reduce tue riss of f-illure
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of the entire Act due to =z winor provles in part of it, the Act was
in fact for eleven separate rallways each ma<ing an end-on junction
with the next. e are concerned with "Keilway uHo 5" tarough Rugby.
A connecting spur vwas planned to the "London & Horth Testern" liarket
HZarborough branch at zbout the site of the Clifton iill station., The
Loczl soard of Health hzad requested that a liak be made to the LNWR
station. This would have required a curve of minimum radius 30 chains
and goiang “out beyond the Spoilbank", At tlhe seme time they opposed
the proposals vecauge their weter collecting mains at Barby Lane
would be disgturbed. Protective clauses were incorporated concerning
roads and drainage; coupensation of £5,000 was paid; the Local Foerd
of Eeelth dropped its oppesition, The distance to TLondon was to be
90 miles on the new railway compared to 82% on the LNVR, The preferred
site for the new station was in Clifton Road vut that nort of the line
was to be on a gradient of 1 in 176 and as legislation required that foi
sﬁfety during shunting stations should be on a level part of the line,
2 HEillmorton Road site was resorted to,

The following year, in 1894, a deviation Act wes obtained
to make the proposed line almost a mile closer to the centre of Rugby
2nd as it was then bullt and as the remainsg are Voday. The counecting
spur o the llarket Earborougi line was still shown bul never built.
The convract for the Rugﬁy section started just morth of tiie Oxford
Cenal endé extended imitizlly to Casrwelton out was lagter extended to
Voodford meicing 14 miles in all, The coatrzctor was ilessrs T.0liver
& Son of Forshem, -usasex with a contract price of £515,308. A
temporary rail link was iaade with the LIWR Daventry to Leamington
brancu line. The main depot was cbout three mileg south of the
"Central" station znd adjecent to the cansl whieh was used for vhe
transporv of uaterials. Vorkiag on the contract vere 2000 ien,
20 locomotives, 8 steam rnovvies znd 550 weggoas.

an

Tlie orisinel plans were for a three rather than four gpan



133

girder bridge over the (xford Canzl and thought wasg jiven to extend-
ing this right acrogss the [Kver Avon., A four gpan girder bridge
and separate tricu arch over the river vwere built in the event.

Yhe agreeuwent with the Oxford Canal was for a penalty of £10 to be
paid for every nour that traffic was stonped, with £10 per hour
additional if the stoppage was of longer duration than 3 days or if
it wasg avoidable, Z1 was to be peid for every 1000 cu ft of water
lost,

Tae wost nrominent feature of the works was their vast
sCale. They were enormous, The embznkizent between the canzl and
the LUWR 1ine:was 56 £t high and 280 ft wide at the base. 'The
viaduct over the LNWR lines was 385 yards long and 42 £t high af
wazi pum, The cutting throuzh Rugby was 12 miles long and 48 £t

deen at mazimum, The slope of the cutting and embaniient sides was

(B

in 3 as required by legislation to try to overcome the protlem of
landszlips that even then still troubled the earlier railways. Then
the Leight or depth vias less than 20 £t the requirement was eased to 1
in 2, The first sod was cut on 17th January 1855 - the Rugby
Advertiser reporting that "at ITutterworth rumour has it that a
certein well known tonsorial artist is to cut the first sod of the
neyw railway",.

A report in the Rugby Advertiser of lst Tebruary, 1396
on tue completion of tue first year of work on tie project states <hat
tne briciwork at fthe soutkern end of tie viaduct was alzost comdlete
with 1,770,000 bricss used so far and 120 tons of tie 660 toans of
steelwors =2lready in place. There were subsivaatial <Tewmporary
timber structures over tue LTI lines aznd temporary counnectlions 1o
these lines for the delivery of steel -~ the girders bkeing liited
by crane ana rivetted. Thie steelvor: was exlected to be counlete
by the sumier -— tue vigduet kad to ve comnieved first To ensule
Tae gnoil o be carried %o tuie Arches Lane eubaniweat, IThe foundations

*Levelled in 1981 to provide the Arcihies Lane Industrial Estate.
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of the southern abuticents to the Oxford Canal bridge werTe rejdorted
to be in place. fThe cutting through BUgbY hed 370,000 of the
1,329,000 cubic yerds already excavated by 3 large Ruston & Proctor
steam navvies. ..essrs Oliver & Son %“are quite sanguine of conpleting
the work" ready for autumn 18397 given suitable weather. Any difficulty,
it was entic¢ipated, would be in the Rughby cutting.

A rather tenuous link between the first railways to
reach Rugby and the "Hanchester, Sheffield & Tincolunshire' London
Trtension was through a2 navvy William Palgate (a2lias Riley) who died
in Rugby in 1898 at the age of 80 after navvying for 62 years. The
Rugby Advertiser each week carried 1little iteuns such as ",....znother
drun<en NavvVy......iined 2g-64"., More seriously, on 4th September,
1397, they reported that eight boys had pleced a log on the rails
and "endangered the lives" of 20C-300 navvies on the train, the engine
had been damaged -- the boys were birched and fined froa 5/0d. to 20/0d.

The Rugby Advertiser on lat HMay, 1897 reported that
there was a progspect that work on the new sgstation "will be imnmediately
proceeded with", The proposed small engine shed was now o be atf
Woodford; probably because water supplies at Rugby were not adequate.
The contractor was reported to be concentrating on the tunnel at
Charwelton, the viaduct at Cateslby, "tipping the bank" between the
cengl and the LEWR lines, and the Rugby cutting. This latter was
reported to be '"no sinecure" —— much of this "now out and zttention
being devoted to the excavation of the 'grip' - 10 feet thick, which
forms the botiom of the cutiing". The girder bridge over the Oxford
Canal had been the subject of "hard and steady work" with much
temporary staging. Cylinders had been sunk 30 feet, tc avoid damage
o the canal, and then filled with bricks and concrete. The tunnel
at Charwelion "should bte complete this wonth" -- z record for 3000
verds of tumnel buildiag.

The "Lanchester, Sheffield ( Lincolnshire!" Zoexrd discussed
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RUGEY CEKTRAT STATION,

GROUND TPLAN OF BOOKING HALL AND OFFICES.
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on lst April, 1868 proposals to build z line from Rughby to Coventry
and Pirmingham along Stephenson's original line and three miles
shorter than the LIWR route. Hothing more was heard of this folly.

The new stztion, shown in the gketech, was typical of
those on the new route —— an island platform with access by stairs
frou a road bridge over the railway lines. Statistics are given
in the Appendices. The hooking office and other offices were at
road level. At first there were only two sets of reils although
excavation had been done for more and they had been shown on the
plans. Phe ouber sets of reils being added during the last war —
the up side being a passing loop butb the downside being only a siding.
The signal box was on the Rugby side betwesn the down main and the
siding at the southern end of the platfora, The goods yard covered
3 to 4 acres with a goods shed and a horse and carrizge dock. A
cattle dock was provided =t Bridge Street near the viaduct.

The enormous scale of the earthworks and viaduct at Rughy
were matched by 2n equslly enormous gignal gantry that the "kanchester,
Sheffield & ILincolnshire" were obliged to provide and maintain over
the LIWR tracks on the eastern side of the vizduct, The new viaduct
would have pregented a confusgsed baciground for the signals on the
existing gantry and the height of the "dolls" was almost doubled
and duplicate signel arms provided at a hnelght sufficient to give
a "sky" vaciground. The gantry, said to be the largest in the country,
was affectionately known as the "Rugby Bedsteazd!" andéd was removed in
1939 when colour light sigrals were introduced,

The "ianchester, Sheflield & Lincolnshire'" vecaize the
"Great Central™ on lgt August, 1897. The formal opening of the
London Extension too= place or 9th !'arch, 1859 but had been poorly
adverticed in Zugby and only 40 wo 50 people went to the gtation o
gee tie gpecials "in addition to the few vho were to travel by the

first (special) train’. The Rugby Advertiser printed photographs
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of the occasion but couplained bitterly of the poor quality of the
photo-block which had veen specially nrepared for them by = London
firm, Viewers on the platform were "impressed by tie comfort and
fittings" of the corridor coaches of the specials -- zlthough one
of the six coaches had been removed before reaching Rugby due to a
hot axlebox, The onening for passgengers took place on 15th liarch,
1899 with 5 up and 6 down stopping London trains daily together
with a loczl to Hottingham starting from Rughby. The journey to
Iondon took 2 hours 1 minute. Two dovn and 3 up traing aid not
stop at Rugby. The Sunday service was 2 up and 2 down trains.
L speed liuwit was observed until 50th June, 1895 when the earthworks
were declared safe,
part of

The "Great Central" becamq(the "Tondon llorth Dastern
Railwzay" on lgt January, 1923 and part of "British Railways" on
lat January, 1948. In spite of the line "embodying a1l that had hegn
learnt in fthe orevious seventy years of rzilway englneering" it was
not a financial success. The lagt wein line to zrrive was tie
first to go. The viaduct at Ruszby was in need of major repairs
and the route was closed south of Rugby on 5th September, 1966 and
torth of Rughy on 3rd llay, 1969. Within days of the closure the
neyw i6 motorway embaniment severed the line north of lugby and was
only temporarily re-opened to allow the track to ve liited in 1970.
The station was raved tue same yezr. “he viaduct has veenr removed
in stages up to 1981 and the embankument between the canal and the

dein line removed iu 1531, Cone Coupletely !

Pogtserist: Hot writien azs a final epitaph, but it might have veen;
Irom ™'he Great Ceatral Rallway Sheffield Victoria to Zanbury" by
dolin Levje.an:

"And gquive where augoy Cenvrsl 1s

Does only Busby zZrow.,"
= YUY
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Chapter 16,
THE DREALl RATTWAYS OF RUGHY.

Ruglby had more than a fzir snare of projected railwsy
schemes that failed to reacuh maturity —- they remained the unfulfilled
dreams of speculators and idcclists. The drezums were part of the
"rajilwey mania" — 2 surge of public belief that railways had
brought a whole new age to civilisation and that to participate
in the benefits of the new zge every town, village and hamlet had
to have ready access to a railway. New railway schemes were devised
with completely inadequate planning or finance in a gcramble to be
seen 1o have tie wisdom to recognise the new age and in a2 scramble
t0 invest in it. The "railwey mania'" proper lasted for about seven
vears from 1840 until the oversubscription was recognised and the
bubtle of confidence burst, Fortunes were lost. The mania
recovered in part and fbr the remzinder of the century there weas
2 gteady trickle of proposals to criss-cross the existing reilway
network with further lines. It ig significant that very few of
the lines built after 1850 reuein in exigstence todey —-- lazst to
come: Ifirst to go.

The first unfulfilled dreails councerning Rugby had in fact
greater than average substance and the dreazns of the promoters of
the "Tamworth & Rughby lailway" (1837), the "Stone & Rugﬁy Reilway"
(1838) and the "Stafford & Rugby Reilway" (1840) did eventually
coule to fruition as the "Irent Valley Railway" (1844) as related
in an earlier chapter, All four of these proposals recognised
and sought to exploit the long detour via Birmingham causec by tie
bend vestwerd in the "Loadon & ZEHrminghem Railway! at Rughby.

Projected railwesys ususlly took the name of the towms
zlong and 2% the extremes of iwhe line —- others that were planaed

to join exdsting railways took as part of their own title that of
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the other together with the suffix "junction®, Some of the Titles
viere quite cumbersome — imagine a Teader of the Rugby Advertiser
on lst January, 1843 contending with reports of proposals for extending
the "Rugby & Leamington” 1iﬁe to Warwick to make a junction with the
proposed "Coventry, Banbury & Oxford Junction zailway" which itself
would make a junction with the "Oxford & Rugby Railway". It continues
that the "Oxford & Rugby" was seeking extra time for the purchase of
land:; whether by design or omission is not clear but it does not add
t0 the readers confusion by uentioning that somewhere the gauge would
change from the narrow 4' 83" of the "London & Birminghanm" to the
7t O" broed gauge of the "Great Western".

The story of the broad gauge battle for Rugby is also
told elsewhere and only the salient points will be reveated in the
context of the dream that becaue s nightmare for the promoters of the
"Oxford ¢ Rugby Railwey". In fact as early as 1836 a "Horth & Scuth
Junction Railway" had been projected from Rugby through Oxford to
meet the "Great Western" and continue on to Bagingstoke, The
promoters were to learn that one did not enter the "Great Western"
empire without invitation: the.dream was fleeting. The "Oxford &
Rugby" was projected in 1844 as a broad gauge railway to give the
"Great Western" access to the north, A separate company was formed
for the purpose and the Act obtained on 4th August 1845 authorising
51 miles of railway that would have entered Rugby from the south much
as the "Great Central" was to 50 years later.

The "d}and Junetion" hed ziven encouragement in this and
nad suggested that if the "Oxford & Rughy" were to extend its line
to Wolverhzaupton then they would convert the "Grand Junction® to
the broad pgauge. If this had happened then the "London ¢ Blruingham"
vould nave bDeen deprived of access o the northwest., The evil

intention of the "Graad Junction" was achieved —- they virtually

-~

took over the "London ¢ Zirmingham'" and abandoned fueir false interest

in tone "Gxford & nugby". The latter had weanyhile been built towards
=]
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Ruzby as far as two miles norti of Fenny Conpton. An Acf of
Parliament lad to be obteined to divert it Vtowerds ctirmingham.
Cnly a quarter mile of the completed works could not ve used on
tne new route and the last 15% miles to Rugby via Southan were
finally =abandoned after expensive legislaticn during which the
"Tondon & Horth Western' waliciously exercised thelr rights by a
Board of Trade dairective on 25th July, 1846 and the CGauges Act of
15th August, 1846 to insist that narrow gauge rails be laid in
adaition to the broad zauge rails even though they had no intention
of peruititing them to be used. The diverted line to Eiruinghan
Snow ['ill, which became the "Birminghem & Oxford", was opened on
1lst October 1852. The "Oxford & Rugby" dream had not yetv finished
- but it was to be very fitful.

The next phase of the dream was the pnroposed "Rugby,
Southam & Banbury Junction Railway" provisionally registered with
a capital of &£70,000 to be igsued in.3,500 shares of £20 each. The
temporary offices were in Little Fark Street, Coventry and a
provisional list of directors was published, together with other
details, in the Rugby Advertiser of 4th December, 1852, The intended
line was less than seven miles from z junction on the "Rugby &
Leamington" near ifarton 1o a junction on the "Biruingham & Oxford"
about two miles south of Earbury. The survey was by lir Edward
Dixon, previously of the "London & North Western", and plans were
submitted to Parlizment on 30th Ioveiber, 1352, The intention of
the promoters was "to (1) oden a direct route from Rugby to Oxford,
(ii) to open new unarsets and help the distribution of Lelcesterghire,
Derbyshire and Erewash Valley coal into parts of Waerwicisiire nitherto
ungerved zud (iii) to assist the movement of blue lias limestone
from the Couthan zreaM. It wos caid that the coming of fthe railways
w0 tne east znd to the west of Soutihanm nad deprived it of its coach
services without tie substitution of an alternative into the towa

itself. It was claimed, out it is not clezr zow tre claiz yvould
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have been substantiated, that the new line would reduce the route
mileage from Rugby to Zanbury by 41 miles fro. 638 miles to 27 miles,
Perhzps the deuwise of the dream was because the other claims were as
vell Tounded as this -— we don't know.

The dreszuaers turned over in their sleen =2ud repeated the
drezn so that on 29th Septeuwber, 13560 tie huguy Advertiser couuented
tnat as the "Oxford & Rugby" had been shelved a new rallway, tae
WRugby & Oxzford Juaction Railway" was H>roposed at a cost of 230,0G0
for 7 miles "to provide a direct communication uvetween tile cozlliielas
and manufacturing districts of the iidlasnd and Jorthern Counties and
the maerkets and seaports of the souta coasth. The preliminary
prospectus suggested that the whole capital be raised in £10 shares
at a deposit of £1 per share. The line would save 18 miles over
the route from Rugby to Oxford and would be from a junction with tne
"Rugby & Leauington" at or near llarton Station, turough Long
Itchington and termingting at = junction vith "$he Biruingham and
Oxford wmixed gauge railway near the Farbury Station'. The apnlication
for the 3Bill was deposited with Parliament on 235rd December, 1860
ag <the "iarton ¢ Harbury Railway". A report of 7th Februery, 1861
states that "the standing orders of Parliauent were complied with'"
and the estiizted cost vas £70,000. The drean wes interrupted -—-—
we don't know why.

Tne dreas: 00k a whimsical turn as far as the title of
the next project was coczcerned — "The Coventry & Great Mestern end
Rugby & Great Uestern Junction Railway". It was the sewe as the
nrevious schiemes tut extended northwards to Coveutry. The llgyoxr
of Coventry wresided over a nmeeting in that city to "concider the
oronriety of prouoting the congtruction...." of a railwsy taat "would
¢ive the neonle of Coventiry thelr entitle.ent" -— o cecond route to
the copital that would brezu: the monojoly of tue "London (¢ Jlorvh

Tegtern", It would 2lso onen up new feeder connections with ftlue
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BGregt Vestern” from tie Derbtyshire and Leicestershire coalfields.
The cou..entary continued tuat tie existing "Rugby ¢ Leamington" was
single treck and steeply graded and its owners, he "Tondon & Horth
Festern" were "not felt to be anxious 10 develop such a feeder to
the "Grezt Vestern". The report, in the Rughy Advertiser of 14th
November, 1863, refers to "the 1846 scheme which fell through because
of LW objections" and also that "z few years ago" a deputation saw
the "Great Vestern" directors "but failing to obtain thelr pecuniary
assi stance, the scheme fell through". A company with offiices in
Southam was incorporated and £20,000 promised to promote the line,
for survey expenses and Parliamentry fees. Ihe line of the proposed
railwey was fo be from 2 junction with the "Great Western®" at
Eishops Itchington, 3 miles north of Fenny Compton, and running
turough Southam and ifarton (where tnere was to be a junction, as
before, with the "Rugby & Leamington" to give access to Rugby and
the north), Princethorpe, Ryton-on-Dunsmore and to Covenitry. ZPowers
would be taiken in the Act to make a juncvion vith the "Coveniry &«
Jluneaton Railway". The estiuated cost was £160,000 for a total
length of 17 miles. o steep gradients or engineering difficulties
were forseen and the line would not "interfere with any gentlemens!
seats or ornamental grounds'. Por legal reasons the line would
be built as three railways eack with its own Act of Parliament.
If insufficient capital was subscribed the line would sgtop snort
2t Southam - but we cannot say whether this was from the north or
The southl Only one week later there was a second report — that
tlie proposals had veen posiponed because the "Loudon & Horth Wegtera™
had promised "to strive t0 accomodate the public beltter than they
have hitherto done",

Tor twenby years there was no known new dresm of significance
until on 30th July, 1383 e public reeting heard of tiue neced Ior a
"Iug by & Cheltenham Rellway'. An zporozcl to the "iidland Railway"

had "nmot been wafevourable but had not been aefinite", It was also
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explained that it was not intended to antagonise the "Loundon &
orth Vestern" as the proposed line was on the western gide of
tlieir area. The line would "help towards continued prosperity of
Rugby by bringing £1,000 a weex in wages, and reducing the dependence
of the town on the "London & North Western" by cresting a huge
timber depot in the town". The line would be easy with only three
cuttings required in the first 30 miles. Further ueetings were
held, new supvort amnounced, and "only limited reservations were
expressed”., A letter in the Rugby Advertiser sug;ested a route
into Rugby at Eilluorton along the Oxford Canal and described how
the line would satisfy the need for a diversion around the Xilgby
tunnel when the "inevitable disaster caused its tlockage".

A conmittee was formed and the "Great Western" also
zpproached. &£500 was raised towards expensss, The proposed route
was Rugby, Southam, Earbury, Shipston-on-Stour, Lroadway, Tincheoube
and Cheltenham, The hoped for sources of trade were:—

(a) Stocstom - 100,000 tons of limestone each year

(b) Southam - "jonnage would be heavy" of grain, cattle
and loczal trade

(¢) Napton - large brick woris

(d) Harbury - large lime woriks and further works expected

(e) DBurton Hills and neighbourhood -~ ironstone

(£f) Tysoe - thickly populeted area

(g) Shipston -~ 30 villages within 6 miles

- (h) Sroadwey - market gerdens, orcherds and paper uill

with 3,000 tons each year

(i) Cheltenham - 15,000 vicitors each year.
Tn addition o these mure imvwortent industries would be tue general
trzde from 1350 villages on tize route. The line would reduce tae
digtance to Zrigtol by 40 miles and provide the shortest route wo
an Atlantic port. I+4 would generate imnortant through traffic to

Eristol and Gloucester in general trazde of grain, coal, cattle and
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tiaber, nzily landowiners were reported to be prepared to exchange

land for shares. A junction was proposed with fhe railway line
from Leamington to Horthampton; a station was proposed at Dunchurch;
and New Bilton, with an outhut of 1,000 tons of Tricks and linme
eack week, would benefit, so it was claimed; Thus indicating the
actual route proposed into Rughby. ;n article in the Rugby Advertiser
of 10th Hovember, 1883 comuents that '"no disadvantages whatsoever
could be envisaged". Hovwever, they imust have existed becauge the
dream was shattered and no further reference is found to the scheme.

Southam, as related, had nearly had a second station on
severél occasions - probably it would have been as inconvenient
aé the first and there is a2 hint of desgperation in the report in
the Rugby Advertiser of 26+%h January, 1883 tluat 2 ©vill had veen
lodged in Parliament for a coupany to promote a "larton, Southanm
& Stociton Tramroad" at a cost of £40,000. This drean was as
short lived as it was unazvitious |

In turning $o tramroads the purity of the drezi was
losgt; the slide becaime worse with the announcement of the "Rugby
& District Light Reilway" in the Hugby Advertiger of 29th Hovember,
1802, Yotice was givean "of intention to dresent application o
the Light Railway Commissioners under the Light Railweys Act of
1856 to authorise the promoters to comnstruct work and use the Light
Railways in the County of Warwick hereinafter described with all
proper stations sidings approaches and woris connected therewlill .o..'.
A networi of ueinly gingle track lines and heeding reversels is then
described and starting from the Midland Station with branckes %o
Lawford Zoad (beyond Addison Foad), Clifton Road (beyond South Street)
and Hillmoxrton hoad (to tiie Green). Detailed »nlans can be seen in
the County kecords Office at Warwicic. "The »rovoged railveys ere

21

intended to be congtructed on a gauge of 3' 6" or such other souge
eg g2y be suthorised by tlie Order end tie motive nower proncsed to

Ce used is electrical jowver sudlied zccording to a systen ajrroved
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by the Board of Trade supplementél by animal power or any other
mechanical power," A generating station and carriage sheds
covering two acres would be located to the east of the Central
Station. The cost would be £40,000 to £50,000 and would &ield

& rate of £1,000, The Rugby Urban Disgtrict Council Highway
Comrittee was not able to establish exactly who the promoters were;
They gave a guarded blessing but wanted a few changes, corners eased,
and suggested that the Council's own electricity supply be used.
They defined a minimum service ags "not less than 2 cars or trams
per hour between 9.0Cam and 7.00pm" (so much for the workers i).

It was noted that nowhere else in Great Britain was wayleave paid
for by the tramway company. The dream was suddenly interrupted and

not resumed,

The Church Rooms at Brinklow were the inspiration of a
dream in 1912 by the Parish Council of a branch railway from the "Great
Central" at Lubtterworth via Pailton, Brinklow and Rinley to Coventry.
Brinklow already had a station on the "Trent Valley" line and the
proposal highlights the importance of tranch railways to village life
during the first half of the twentieth century. A beautiful description
of the volume and variety of traffic at country stations in the vicinity
of Rugby can. be found in "Recollections of Country Station Life" by
Harry Aland (1980) to which the reader is recommended,  However, the
Brinklow dream progressed to the reality of a circular to the Lutterworth
lonks Kirby, Stretton under Fosse, Pailton and Binley Parish Councils
and to the Coventry City Council. A joint meeting was held on 25th
June 1912: Coventry were unable to attend zlthough they had initially
reacted favourably to the Rroposal. It weas decided "that the best
thing to do now would be to get the Coventry People to take it up..."
and ‘to approach the Coventry Chamber of Commerce. The dream was
interrupted; its demise is not recorded; probably the war intervened.
The circular is a typical crystallisation of such dreams and is

reproduced as such:~
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"Gentlemen,

The Brinklow Parish Council have for some time past been
considering the advisatility of securing. better razilway facilities
for the village.

The rapid growth of the City of Coventry is making felt the
want of a greater residential area for those employed in the
Town, and this should easily be secured in the surrounding
villages if the means of communication were adequate, it is
suggested that the Great Central Reailway management should be

approached with a2 view to the construction of a Branch Iine

of Railway from their main (line) at Lutterworth through
Pailton, Brinklow, Binley and to Coventry. This would open
up & lucrative Goods and Mineral trafiic, as at present,
Coventry is entirely dependent on one Railway, and there is
no competition. The proposed line would also tap the new coal
district in the neighbourhood ©f Rinley, it would secure to the
Villages mentioned communication with a good market for their
Produce, and at the same time the Passenger service should induce
an influx of that new life into the Villages which is so much
needed. ‘The Proposed Line is short, probably being only 15
or 16 miles in length, and so fer as we can see presents no
great engineering difficulty (and) consequently, need not be
expensive —— it would give this Council considerable satisfaction
if you would consider this matier, and we should be pleased
t0 receive your opinion upon it and any suggestions or assistance
you are willing to offer, as it concerns z considerable District
it is fThought advisable to ascertain the wishes of each Town
and Village affected, and should the undeniable advantages be
generally recognised, a Meeting of all those interested in
the Scheme could be arranged at a laiter date.
Yours feithfully é&c,

A.Pegg — Chairman, H.Newitt - Clerk.

March, 1912."



The dreaming was not confined to Rugby -- dreamers
el sewhere made plans involving Rugby as a destination. Some of
these progressed as far as depositing plans with the local authority
and are still stored in the County Records Office at Warwick —-— but
some of them did not even achieve a mention in the Rugby Advertiser
in spite of considerable sums having been spent on their promotion —-
these dreams are listed in the appendices but there is little doubt
that the list is not complete and other dreamns are forgotten or
waiting to be brought from the subconscious elsevhere, Some drezns
were about money and some dreams were just dreams about schemes.

Dreaming continues todgy: what if the "Midland" line was
still open to Leicester: what if = link had been built between the
"Great Central” and the "London & North Western: What if the "Rugby
& Leamington" carries the output of the south Warwickshire cozlfield:
what if it is re§tored through to Leamington: what if the "iidland®
was restored through to Leicester ?9? ah! what dreams. Today's
dreams are not of fortunes to be made but rather of the perfection
of ideals and the btringing about of an order from the chaos of other
. forms of transport. These ideals have attracted enthusiasts and

followers since the first flanged wheel rolled on a rail,
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THE RATLWAY STATTIONS OF RUGEY.

Rugby has at different times had thiee completely
different railway stations on the line to London Euston and one
on the line to London Marylebone. For many many years "Rugby"
meant only "a railway station" to several generations'of travellers.
Even more hours had been spent by those travellers waiting for
connections at Rughby, savouring the delights of the refreshment
rooms, and never putting a step outside the station, The distance
to the town centre has emphasised the isolation that the travellers
felt; as equally it has reduced the impact on the town plan of the
station,. Worlds apart. Before taking up residence here the present
author thought of the town by the name "Rugby Midland", as in the

timetable, for several years !

The first station was just to the west of the present
Newbold Road bridge. No signs remzin today except the name "0ld
-Station Square" on maps., It provided fairly modest facilities and
was complicated by being on an embankment -- this site being of
necessity adjacent to the principal road crogsing the line. Uniil the
completion of the railway through the Kilsby Tunnel it was the point
where Birmingham passengers joined or left the train for the coach
shuttle service to or from Hletchley where the railway to London
had alsc opened. This hectic period lasted from 9th April, 1838 to
17th September, 1838 when the tunnel was opened, Things then probahly
settled down a little with principal originating traffic being for
the stage coach to Leicester and beyond. This traffic too was
reduced on 12th August, 1839 when a railway route to Derby via
Hampton-in-Arden was opened —— leaving the awakening town, the School,

and the Leicester coach as the only originating customers,
Lieut. Lecount, in 1838, records that at this time each

porter received each year a green coloured uniform of two jackets, tTwo

corduroy trousers, two pairs of laced boots and one cap. This is
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perhaps a commentary upon the quality of clothing at +the time —— it

would see severe duty and each garment would probably be soaked by

the rain several times. Ezch employee had a distinct number,

A description of the first station can be found earlier in
the chapter abouf the "London & Birmingham Railway". It was probably
‘only ever regarded as a temporary structure as it was anticipaied
that due to the local topography the junction with the "Midland
Counties" would have to be about half a mile to the east. On 30th
June, 1840 the "Midland Counties" opened to Leicester and fraffic
transferred at about that time to a new station on a site at the
end of Railway Terrace — a new road specially built for the purpose.
According to a manuscript summary of the Rugby Telegraph Office ILog
Book the "Midland Countiegthad a temporary station a2t the north end
of the viaduct "for a few weeks until the completion of the junction
with the "London & Eﬁrmingham"f Probably there was then a transfer
by road to the station just off Newbold Road.

By 1851 the detailed survey of the town by Capt. Beatty
shows few signs of the old station —-- just cottages in 01d station
Squere, several pigsties, a pumping engine and a small wooden
platform on the up (northern) side. It is probatle that the earth-
works for the "Rugby & Leamington®™ branch junction had obliterated
the down side buildings. Of the cottages,Osbourne (1843) records:-
"owing to the difficulty of gaining lodgings for the servants of the
Company a number of wooden cottages were erected on the left of the
station™", These survived until 1875. The haphazard layout of
the pigsties indicates that a temporary camp for navvies had existed
to the north of the line. Of the pumping station Roscoe (1839)
records "close by the bridge on the east side (ie the northern side
at this point) of the railway is a lofty chimney belonging to the
pumping engine, which supplies the tank with water for locomotive
engines". The report of the General Board of EHealth in 1849 describes
the engine as an 8EP condensing engine. The demand being 31,000 cu ft

of water per day.
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The second station, about 2 half mile east (closer to London)
than its predecessor and 90 yards to the west of the present structure
was not an ordered development, Professor Simmons in "Rugby Junction'
(1969) refers to the "London & Birmingham" Minutes Book and says:

"Phe first proposal, in 18379, had been that the two
companies should own the new premises jointly; but this was
rejected by the London & Birmingham, In February 1840 that
company agreed that the new gtation ghould be built at the
expense of the Midland Counties and let at £100 a year for
a term of ninety-nine years to the London & Birmingham, which
should exercise the 'sole control! of its management snd receive
an annual payment for transacting the business of the Midland
Counties Company."

In the early days of joint operations between railway
companies the "London & Birmingham" and the "Nidland Counties" probably
eyed each other with suspicion and the station grew in phases as
required., It must have been still being built when it was brought
into use —-— hence doubt as to when the "London & Birmingham" started
uging it. Nevertheless with the establishment of the junction and
the handling of all traffic to the north, with locomotive changes for
all trains, it must have been a bugy place even if it was a hotch-potch
of inconvenient facilities. By 1848 an old Rugbeian, C.HE.Newnmarch,
recalled g return to Rugby:

"But when we at length stopped at the sgtation, a great
change was indeed perceptible. e remembered nothing of the
long range of buildings, with its engine houses and immense
establishment; when we left Rughby, 2 1little wooden station of
very modest dimensions was found sufficient for all the traffic
that then existed, whereas now we have a platform some hundred
feet in length, and even more accomodation is still required."”

The narrative continues to describe the much loved "Regulator'" (the

"Pig") ~— a ctagecoach of nostalgic memory, but having only <wo horses,
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and how it was eclipsed during the shuttle before the completion of
the Xilsby Tunnel.
The community life oﬁ the railway was now evident and
the "London & Birmingham" Minute No 1237 of 27th karch, 1840 records:
"Resolved - That permission be granted for the use of
the waiting room 2t Rugby for the performance of Divine Service
on Sundays and that the Chairman and Deputy Chairman be requested

to give the necessary directions herein",.

Early writings about railways ignored the bvlenishes and
one of the first notes of discord was in the London Illustrated
News of 30th December, 1848:

"A Reading Room (has been) set up at Rugby Station
adjoining the Midlands shed on the up side to which passengers
may obtain access by peayment of 1d., +... t0 rezad newspapers,
journals and periodicals .... 2 much pleasanter occupation than
walking up and down the long dull cold platform at this inclement
season for those pergons who are obliged tc do so two or three
hours bvefore they can proceed on their journey, as is the case
since the alteration in time of running the trains along the

different lines that join at this station."

The platforms were very low and required "quite an acrobatic
feat to climb in and out of the carriages™. A nuch guoted 1efter in
the Hugby Advertiser of 2nd October, 1847 frem a visitor to Rugby
complaing of the sleepiness ol the town and perhaps with a little
literary licence describes:

' "a long metellic roofed piazza and platforus; its
legiong of corduroyed porters; its lebrinth of interlacing

lines of rails; and its dozens of splutiering, hissing engines....’
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The road to the station is then described:

"gbout a mile long, and is very much like a tunnel with
the top off, The only thing you see in it is dust which is
never out of your eyeg."

Railway Terrace was then fenced on either side with 0ld sleepers
as 1t ran glumost through open counfry to the station. In 1891 the
"Rugby Town & Trade Improvement Associztion' asked for the sleeper
fence to be repaired and the "London & North Western" offered to
subgtitute an iron fence,

A detailed plan of the second station taxen from the Beatty
Survey of 1851 by a lir E.Lodge in 1912 and reproduced herein (as a
tribute to the work of lr Lodgg'in compiling and binding the sets of
the Rugby Advertiser now in the Public Library -- including copying
out by hand the missing issues -— advertisements and a2ll) shows a
truly.immense establi shement. The up side had a canopy over the
platform and a bay for the iidland local trains. The 1little circles
are mini-turntables for the sorting of and removal of defective
waggons and carriages. The narrow platforms outside the main station
vere for the collection of tickets. It was virtuzlly on the level
with no excavation down to where the present entrance is. The report,
also much quoted, by Mr G.T.Clark in 1849 for the General Board of
Health states that about 450 persons live in 89 houses about the
reilway station and this was slightly less than the density in other
parts of Rugby which was 5.7 persons per house.

The prospect of the arrival of the T7'0O" gauge of the
"0xford & Rugby" brought proposals for the station to cope with the
transfer of passengers, lugsage and freight from trains of one gauge
to the other., The story of the "Battle of the Gauges", the influence
of Rugby and the proposals for the station has been toid earlier, The
death knell of the "Oxford & Rugby" was sounded on 16th July, 1846 when
the "London & North Western" was forred by amalgemation of cther lines
to obstruct its progress. Te conclude that the implications of this

¥ jir TLodge, & traffic manager at the Midland Station, died 3rd May 1932
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unhappy episode were not generally realised when on lst August, 1846
the Rugby Advertiser commentved that the station "is at présent very
considerzble" and that when the "Trent Valley"™ and "Oxford & Rugby"
lines are completed it will be of even greater importance, especially
with the change of gauge. Seven acres of land were reported to have
been bought for extensions, A furtner article on 5t%h December, 1846
states that there is no need to describe the present sftation as it is
well known to all the readers ! However, it continues to state that
reilweys would soon be radiating in seven directions from Rugby, the
present station would be inadeguate, and consequently:

"nearly 13 acres of additional land (would be) purchased
at the beck and adjoining the present station, whilst the latfer
will be pulled down and an extensive one built on its site and
adjoining ground. The front will be in the form of a crescent
«.ees the passengers instead of crossing the line will welk
safely underneath the railwey by means of a tunnel, or over i%
through & gallery thrown from one side of the station to the other.

Was this the seed of the idea resulting in the present tunnel entrance
but built 40 years later ? An additional line of rails was to be
provided for the transit of freight and there were to be separate
booking offices for the different companies. The number of main line
pPassenger trains using the station at the time was 15 up and 14 dovn
on the "Iondon & Horta Western; and 11 up and 10 down on the "lidland".
A nap of "the new station together with the adjoining fields"
was given in the Rugby Advertiser of 1lst Januery, 1848 and is also
reproduced Lerein, It does not show any sign of the "Oxford & Rugby"
although its diversion to Birmingham did not commence until 1849.
Proposgals for a bridge over tiie platforms are "confirmed"
in the Rugby Advertiser of 3rd Hovember, 1849, The Beatty Survey of
1851 does not show such = bridge obut it 1s probable that one was
built at avout that time. Diecemezl work continued and the Rugby

Advertiser of 11th lay, 1250 reports that considerable changes had
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occurred at the station during the previous fortnight with increased
accomodation for horses, cattle and stock being brought into use:

Mo effect this a2 number of buildings south of the
stetion, adjoining the reailway yard, and extending nearly o
the junction of the Rugby and Stamford Railway with the London
and Horth Western Railway, have been pulled down znd a large
space thus obtained, which forms a most convenient and roomy
dock for the reception of cattle prior to loading or unloading;
whil st the 'landing' place is also most admirably adapted to the
purposes intended."
Mystery surrounds the next phase of the development of the
second station, The Rugby Advertiser of 24th April, 1852 reportis:
"1e understand that Messrs Braunston & Guyther of
Birmingham have obtained a contract for a portion of the work
at our station. ..... We are told that £10,000 was the price.
There will be a great deal of glass and iron used in the
congtruction of the building."
There had been 16 competitors for the work but it is not clear what
it would have involw}eda The price is too much for the overtridge
mentioned earlier. The mystery deepens when we examine plans for
an entire new station re-drawn earlier this century from the original
and annotated:

"Paken from drawings of proposed alterations prepared
for the lidland Railway by John Sanders, Architect, and dafed
16th August, 1852, Although on 25th September, 1852, = contract
was signed with J.E.Hall as contractor, the work was never
carried out and it must be assumed that the bullding to be seen
today (ie earlier this century) is the one erected circa 1840
when the Midland Counties extended its line from Leicestér to
Rugby."

This annotation is on the sheet concerned with the "up" side of the

station. A similar sheet exists for the "down" side and is clesrly
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related t0 an originel "London & North Western" drawing. Ve conclude
that the "Midland" was to take responsitility for the 'up' side, and
the "London & North Western'" for the !down'., The re-drawn plans are
Teproduced herein, The original 'up' side building facade (where
the present Postal Sorting Office is) remained even after the eventusl
rebuilding in 1885 =znd was sketched for E.Lodge in 1912 as page 16C,
We conclude that the Braunston & Guyther contract was alse withdrawn.
It would seem that the most important event in the nei
thirty years was the unintentional and prolonged interruption of a
journey by Charles Dickens and tie unfortunate encounters that he
had with the station and refreshnment room staffs. Ze caricatured
these in a magazine article entitled 'Huglby Junctionft a copy of which
is available in the Rugby Public Library, and gives an excellent if
libellous account of the day to day life on the station and the
happenings in the refreshment room with its five entrances, 60ft long
counter, stale buns and tea/coffee from the same urn. The Goods
lianager at the time wrote to 2 friend in 1866 saying:

"It isn't London; but mind you, Rugby is not to be
sheezed at ¢... although our refreshment rooms do not come up
to the wishes of cold, tired, ill-tempered and over-pampered
authors ..... nevertheless Rugby is a neat clean town with
good shops, and gentleuanly boys, and civil tradesmen, and
an excellent church choir which my daughter is about to join."

A '"non-event' of great importance to Rugby station was
the opening by the "Midland Reilwey" of its own through route 1o
St. Pancras in London on lst October, 1868. The "idland" line %o
Leicester immediately lost its status and effectively bvecame a wminor.
brench line, The importance of Rugby as a junction was reduced
slightly but a steady expansion of trede soon replaced the lost
treffic end tiue familiar congestion was restored.

The Rugby Advertiser of 12tk June, 13875 states that over
£1,200 is paid weekly in wages at Rugby station.

*see page 201,
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Until 1888 virtually every train stopped a2t Rughby for a
locomotive change, The piecemeal hotch-potch of the second station,
parts of which by 1882 were 42 years old, had become so unsatisfactory
that in February of that year, two months prior to the formal opening
of the new line via Northampton, the "London & North Western" allocated
£70,000 to rebuild it, This was a major event and was accompanied
by the construction of the flyovers to the south of the station as
related earlier in the chapter entitled "The Northampton Loop". The work
followed the rebuilding of the goods station and cattle sidings in
the two years previously and must have caused disruption to treffic
and inconvenience to passengers on 2 scale hard to imagine.

The new station was some 90 yards nearer London than its
predecessor and differed from it in every possible manner. This is
the station that we see today (1981) with its huge island platform
37 yards wide and 470 yards long with passenger access by a subway
and 211 the offices and facilities in a central tlock on the island.
The local trezins were to be accomodated in bays at either end of
the island, The platform was to be 1' 9" above the rgils —- this
being 6" higher than the then 'down' gide and 12" fto 14" zbove the
Then 'up' side. The platform height was limited in this way to
permit examination of carrisge wheels —— the work of reaising the

platforms to their present hneight did not commence unvil 2nd Pebruery,
1914, The work for the new station was to involve excavating a

13" deep cutting and building a huge retaining wall and a new road
leading down to the subway entrance and the path to Brownsover Iill.
An overall roof of two spans totalling 117' was to be provided.
Eowever, the feature that was to become most famous among railway
enthusiasts was the 'scissor' junction opposgite the middle of each
main platform -~ although normally = through road, the platform was
so long that many trezins could be accomodated in half its length

and could gain access or leave the nlatform over the 'scissor'! even

if the other half platform was occupied. An excellent article was
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pubtlished in the "lidland Times" of 24th January, 1883 and is
"appended to this account.

The opening of the third station was described by H.Lodge
in a further excellent article in the Rugby Advertiser on 26th
December, 1908 on the history of the "London & North Western Railway"
in Rugby:

"On 5th July, 1885 about 300 men were employed in
getting the points etc. altered in readiness for the first
ftrain to run into the new down side. After the mid-day
train had left the old down side, the next train due at Rugby
was the one from Market Harborough at 6.45pm. About 1500 people
assembled on the piatform to see it arrive and some 200 people
walked to Clifton Mill and joined the train there, The engine
was driven by Mr Cooke, Assist. Ioco. Superintendent, and
crowded upon the engine were Mr Trench the Resident Engineer,
Messrs Ellison, Butcher and other officials. On 10th April,
1886 the up side was brought into use and in June of the same
year the work was completed,"

The station opening had been celebrated on 3rd July, 1885
with a dance on the platform at which 2,000 persons were present.

The proceeds from the 6d. (2%p) admission charge were given to the
new St Cross Hospital; music was provided by the steam sheds band
suitably located in two trucks beside the platform.

At the time of opening of the new station more than 120
trains passed daily -- only one of which did not stop. In pezk
seasons goods or mineral trains were despatched every nine minutes
throughout the night; and coal trains from Lancashire, Yorkshire,

Leicestershire, Warwickshire and Cannock Chase were made up at Rugby.

The "Midland" activity was not imizediaitely swallowed by the
impressive new facilities and manuscript extracts from the Rughby

Telegraph Office Log Book for 12th November, 1908 record that:



"Mr Johnson, Midland Station Master, Rugby, left the
station. The whole of the station put under one Station
Master and the Midland Yard under a Yard Foreman, The
Midland Station Master's clerk put in the L & NW Station
Masters Office, and the Midland S“tatio.n Masters office (which
stood at the opposite end of the building containing the L & NW
Station Masters office) closed. All traffic messages dealt
with in the yard, and goods messages at the North Western goods
shed. Mr Walton being appointed joint agent. Passenger
messages dealt with (by) Mr Hodge. Most of the Midland
engines removed to Leicester.”

A further entry in April 1909 records that the Midland

engine sheds had been closed and all engines and men sent to

Leicester.

The "Midiand" retained a very low platform and parts of the
1840 buildings (see page 156). The platform was used within living
memory, access beling via the main entrance tunnel, but most traces

*
of the building were removed at the time of electrification in 1964
and the construction of the Postal Sorting Office in 1965.
The railway stations of Rugby include of course the "Rugby

Central" station on the line to Marylebone opened in 1899 and closed
in 1669, This too was of the island type but reached from a road
bridge above rather than a subway below. A description, plan and
sketch are given in the chapter "The Great Central Railway in Rugby".
The "Greast Central", or "London & North Eastern Railway" as it became
always had its own faithful supporters and provided a good aglternative
gservice to London and half = dozen through exzpresses a day to and from
Sheffield with services also to Bradford, York, Hull and Newcastle.
Perhaps the most valuable additional facllity was a service to
Southampton, BEristol and Cardiff via Cheltenham or Oxford rather than
a detour through Eirminghaem or London, '

* Dhe Midland office in the 0ld up-side building closed 8th liarch, 1930.
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Rugby has been lucky in its railway stations; the junction
status has ensured that the service to London and virtually =211
other parts of the coutry has been better than average for a town
of its size. Por the first half of this century, with the addition
of the Central station, even the West Country was readily accessible.
Regrettably this is not as true a2s it was but it is still impressive.
Happily the station has never dominated the town centre and the
contraction in services has not left a white elephant there, Rugby

has every reason to be grateful for this combination,

In postscript, some snippets do not readily fall into the
main narrative. Two such snippets are (i) that at the same time,
18th Pebruary, 1882, that the Minutes Book of the "London & North
Western Railway" records agreement to spend £70,000 on re-building
Rugby station, it records agreement to spend £30,000 on an hotel in
Rugby. The present author has found no further reference to this.
(ii) The Rugby Advertiser of 23rd July, 1881l records "The New Goods
Shed in Wood Street opened on Monday last and the old shed has been

closed",
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Chapter 18.

THE TLOCOMOTIVE TESTING STATION AT RUGBY.

Geographical reasons had led to the growth of junctions

at Rugby that in turn had led to the ascendance of Rugby as a rail-

way town, Rather simpler geographical reasons, being the point where

L.N.E.R, and L. M,S, main lines crossed, led to the location at Rugby

of the Locomotive Testing Station and the last major contribution by

the town to the development of railway transport in the country.

According to Mr D.R.Carling in a lecture to the Newcomel

Society on 22nd November, 1978:-

"eees the idea of a national locomotive testing station was
proposed by H.N.Gresley (Chief Mechanical Engineer of the L.N.E.R.)
ceess 10 1927 and again in 1931, 1934 and 1936, But the times
were not propitious, till in 1936 the London and North Eastern
and the London, lidlznd and Scottish Railways jointly decided to
build a festing station. The first Superintending Engineer
wag Mr R.C.Bond, responsible for the final design, In 1939 the
author (D.R.Carling) was appointed as his assistant, but did not
take up duty because of the war, whilst Mr Bond moved to more
urgent Work .se.ee Mr D.W.Sanford became Superintending Engineer
as the war neared its end, but his health gave way and the
author succeeded him as from lst January, 1948.

At that time the main building was roofed; the crane was in;
the machinery was being assembled; the preparation shed was
roofless; and the office was a bare shell. The official
inauguration was on 19th October, 1948. The locomotive approp-
riateley was A4 No 60007, "Sir Nigel Gresley" (Sir Nigel had
meaawhile died in 1941).

The Coventry Evening Telegraph of 20th October, 1948 reported
the opening of the £200,000 facility by iir Alfred Barnes, Hinister

of Transport:-
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"eeeo standing on a decorated platform overlooking the

main test bed Mr Barnes pulled a chord atizched to the whistle
of the famous locomotive, 'Sir Nigel Gresley', which was stand-

ing there.

"This was the signal to the crew and immediately the huge
wheels of the locomotive started turning. They gathered speed
until they were flying round on massive rollers at an equivalent
speed of 62 miles an hour, but without moving the locomotive a
fraction of an inch from its original position ..e.e

"After the 'Sir Nigel Gresley' had been ‘put through its
paces' the crew - Driver Ernest F. Noore of King's Cross Depot
(2 Royzl Train driver), and Fireman Leslie E. Goode, of Rughy
Depot - were presented to the linister, who also had other reil-
way representatives presented to him,

nPhe t'Sir Nigel Gresley' was then moved off the test bed
and taken alongside another famous locomotive — the 'Sir William
A, Stanier PRS' (Sir William was the former Chief illechanical
Engineer of the L.M.S. and was also present at the ceremony -~
PEE) which was standing outside the station with its crew
Driver A.d.Nicholls and Fireman A.C.Mace, both of Rugby."

The testing techniques, the successes and the failures

of the testing station are discussed in detail by Mr Carling in his
paper to the Newcomen Society. The plant is also described in that
paper but for our present purposes we will reproduce the contents
of the officizl explanatory leaflet issued by Eritish Railways:
"When the British Railways Locomotive Testing Station
at Rugby was opened by the iinister of Transport on October
19th, 1948, Sir Eustace idssenden, Chairman of the Reilway
Executive, described the occasion as 'an imporitant technical
event in the history of the British Railways'. He went on %o
express his confidence that the Testing Station would prove

tan invsluable asset in the further evolution of the stean
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locomotive, in the economical use of our coal resources for
railway purposes, and in maintaining our country's position
in the forefront of 1ocbmotive design and dévelopment.‘

"The orthodox testing of locomotives in this country has
hitherto mainly comprised the haulage of test trains: drawbar
pull and other performance features of the locomotive under test
being recorded in a dynamometer car coupled between the engine
and its train, It is 2lso possible, by means of special
braking units, to carry out 'constant speed tests' on the road,
in which the locomotive can be get to work at a constant indic-
ated horsepower and results observed. Much valuable information
has been gained from such tests, but operating schedules, signal
checks, curves, gradients and varied weather conditions make
it difficult to obtain strictly comparable data.

"The purpose of the Tegting Station is to enable locomotives
to be tested under running conditions (although actually stat-
ionary) and independently of weather and track condlitions; it
2lso has the great advantage that the apparatus can be closely
observed at first hand instead of remotely as 1s necessary on
the track.

"The Testing Station stands on a site of about 7% acres
adjacent to tke L.M.R. Hotive Power Depot at Rugby, and consists
of two buildings with rail and road approaches. The larger
building comprises the actual test house with preparation shed,
coal bunkers, and, above the boller room, foreman's oifice and
messroom; the smaller building nesrby contains the oifices and
chemical laboratory.

"The testing plant itself consists of seven pairs of rollers
which support the locomotive; up to five of these are driven by
the coupled wheels of the engine and ezsch pair is coupled to a
'Proude' hydraulic brake or dynesmometer designed for a maximum

speed equivalent to 130 m.p.h., The capacity of the whole plant
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is rated at 4,500 h.p. capable of being increased to 6,000 h.p.
1f required. Each roller will carry an axle load of 30 tons.

"Phe torque transmitted by each driving wheel of a loco-
motive under test is indicated by electrical means in the Control
Room as tractive effort at each axle, lleasurement of the power
of the locomotive is finally made at the drawbar by meens of an
Amgl er dynamometer. The pull exerted by the locomotive is '
shoyn on a gauge and automaticelly recorded on a chart; the
pull is exerted on a hydraulic cylinder mounted on a heavy
vertical steel jolst braced to the grillage which forms the basis
on which the whole plant is mounted. This grillage contains
about 60 tons of steel girders and is embedded in a concrete
block varying from 6 to 17 feet thick and weighing about 2,000
tons; to avoid damage by vibration to the building structure,
special steps were taken to avoid such vibrations.

"The main building of the Test House is 171 feet long by
66 feet 6 ins, wide. The adjacent Preparation Shed is 170 feet
long by 41 feet and has two tracks equipped with inspection pits,
and a 35 ton wheel drop. The Coal Bunker Annexe has six
12-ton bunkers fed from an adjacent track; coal ig drawn from
bottom doors in the bunkers and conveyed to the Test House by
a travelling hoist.

"The main Test House containg, in addition to the testing
plant, an internal two-storied brick building on the upper floor
of which is the Control Room where most of the recordings are
made. The room is sound-proofed and has double windows and
doors. Eere are situated the Amsler Recording Table, Control
Desk, and, on a panel, recording instruments for temperatures
of flue gases, inlet and exhaust steam, feed water, etc.; pressures
of boiler, steam chest and exhaust; vacua in smoke-box, firebox
and ashpan; and instruments for continuous analysis of the smokew

box gases.
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"As various locomotives have differing wheel spacing, the
roller units, brakes, drawbar and firing platform are all adjust-
able. The firing platform, which takes the place of a tender
while the locomotive is on the plani, supporis a coal bunker
and shovelling plate forming part of a recording weighing
machine so that the amount of coal supplied and fired can be
accurately known; water is also carefully measured and the
amount of exhaust steam used by any injector or feed-water

heater is metered.

"Phere is a small workshop at the rear of the Test House
where experimental fittings can be made and minor repairs
carried out.

"Phe Administration Building includes a drawing office
where any special fittings can be desgsigned and where all compil-
ation of results of tests, preparation of reports and proposals

for future tests are undertaken.”

Iife in the Testing Station during a test was full of

excitement. The noise must have been gquite fantastic; one has

only to stand near a steam engine drawing into a station and

extrapolate the noise to that at full speed in the confines of

a2 building and add to that a good measure of vibration to conclude

that it was not for fthe fazint hearted. Mr J.G,Click, former

Assistant Works Manager at Eastleigh on the "Southern Railway"

Tecalled some of his experience in part of an erticle in "Steam

World" November 1982 issue:-

"Tn 1951 I transferred to Rugby Test Plant. When No.
35022 'Holland-America Line' arrived there, it began showing
what it could do. 01l leakage was a worse problem than out
on the road —— it got onto the rollers and rﬁined many a test,
but the boiler never faltered.

"On one never-tobe-forgotten occasion, we were probing
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the steaming limit and had settled down to a rate of 44,000
pounds per hour. Unfortunately, a frightful slip brought
proceedings to an end too early to confirm what would have
been an all-time record at Rugby.

"Because it was the rule, we ran all the Rugby tests at
full regulator and at very short cut-offs, but at these short
cut=0ffs vibration was excessive. Sometimes, after a test was
over, and as a party piece to impress visitors, we left the
cut-off unchanged and, whilst tapping the regulator partly
closed, would release the load on the plant brakes and let
the speed up into the 90s.,

"Tike that the engine rode with perfect steadiness and
without the slightest trace of hammerblow. No other engine we
tested ever ran so well, It was an interesting vindication of
the Southern drivers, who usually drove on the regulator and in
that way instinctively got the best compromise between efficiency
and kindness to the machine.

"The test results were later compared with those obfained
from a 'Britannia' Pacific, and were used to support the case
for modifying O0.V.Bulleid's Pacifics. Some interesting facts
about thermic syphons, about brick arches and how not to re-
draught the loco were also found out!i "

Mr Carling, giving an impression that things could have
busier, summarised the achievements of the Testing Station:

", ,...(It) was used by 37 steam locomotives; the tests
included some cn the same engine before and after it was modified
while some engines were tested more than once, so the total
number of tests in eleven years could be counted as 46 (with
2152 ‘runs'), fo which may be added two gas turbines, one
electric, a diesel and a railcar. An unusual steam engine was
the B.R. Class 9 with Crosti boiler. (This incorporated a boiler

feed pre-heater leading to a curious arrangement with a chimney
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on ‘the side of the boiler just ahead of the firebox - the
jideg was not a success mainly due to corrosion by condensation
from cold smoke in the pre-heater — PHE.,) The Eﬁglish Electric
Company's gas turbine locomotive, labter GT3, came unfinished in
the *Tady Godiva' state — but she looked more attractive fully
clad ! This is believed to be one of the few occasions when
a test plant was used to get as much information as possilble
before a new design was finalised, Electric locomotive E200L
was used to investigate adhesion between ‘rails', more strictly
rollers, and for this a single axle running sufficed. As no
adequate electric power supply was available, gas turbine
locomotive No 18000 was used as a mobile generator just outside,
but did not itself run on the plant.
n ,... so ends the story, for B.R. had no further use for
such a Tacility. The last test was made in 1965, and the plant
(ie the machinery - PHE) was dismantled in 1970."
The building has continued in partiel use as a minor outpost
of the British Rail research unit at Derby for a variety of important
but undramatic ﬁrojects and for waggon repairs., The Testing Station

has ensured that the tradition in Rugby of knowledgeable enthusiasm

for steam locomotives has continued well into the next generation
and beyond. For a while the Testing Station partially restored the
importance of the town of Rugby to the national railway system; alas

it has again lapsed to the status of a remotely controlled junction.
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Chapter 19.

LATER DAYS AT RUGBY MIDLAND.

The "TLondon, Midland & Scottish" era at Rugby was dominated
by the war. Rugby was, for & junction of its importance, surprisingly
lucky with the bombing; the "Great Central' viaduct could have closed
two main lines for the price of one, The traffic increased consgid-—
erably; staff and equipment shortages, as elsewhere, led to long hours
being worked in poor conditions, The L.M.S. era came to an end on
lst January, 1948 with the nationalisation of virtually all the rail-
ways in the country, the formation of "British Razilways" and a bureau-
cratic addition of '(lidland)' to the station name.

One of Rugby's roles was in keeping the vital wartime
traffic moving and an indication of how difficult things must have
been during the war is given by the urgency with which the Rugby
Traffic Control Office was modernised in 1945, The Nuneaton and
Eletchley Offices were merged with the Rugby Office which then took
over control of all traffic between Roade Junction, Stafford, Coveniry,
Leamington and Market Harborough; 339 route miles in total including
Tl miles of the West Coast Main TLine. Six men controlled all train,
locomotive and stock movememts through 162 signalboxes and 36 stations
by telephone and telegraph messages. During the 1946 modernisation
362 miles of wiring were needed in the office on the first floor of
the buildings on Rugby Midland station.

In the immediate area of Rugby station were six signallkoxes,
all manually operzted but with the large levers, since 1939, operating
colour lights in most cases rather than the heavy linkages to semgphore
signals; the even heavier linkages to the points remained though.
Number 1., Eox at the London end of the platform had 185 levers, Number
2, Box with 27 levers on the down side and Number 3, Box with 28 levers
on the up side were of less strategic importance. Humber 4, Eox at
at the north end of the platform (z2lthough the station actually lies

east-west the terms north and south convey a better impression of

traffic flow and are used in this sense in railway jargon), with 84



177
levers, controlled all down traffic; Number 5., Box with 175 levers
controlled all traffic up arnd down and on the Leicester branch; Number
7. Box with 124 levers (Number 6. was taken out of service probably
in 1939) controlled up and down traffic on the Treant Valley lines,
the Birmingham line and the Leamington line.
According to Mr P.Weston in an excellent article in the

"Steam Railway" October and November 1981 issues (to which the reader
is thoroughly recommended and from which much of the following inform-
ation about the steam sheds is extracted) in 1950 the Rugby running
shed (2A5*had a stud of 106 locomotives - being so close to London
there were no "top link" locomotives for the principal passenger
expresses among them, The stud was made up of 6 compound 4-4-0's
for main line passenger duties; 43 4-6-0'sg for passenger, parcels
and semi-fitted freight duties; 7 2-6-4 tanks mainly for Leamington
and Leicester branch duties; 1 2-6-2 located at Seaton for Seaton-
Uppingham branch duties; 4 0-6-0's mainly for Merket Harborough branch
duties; 16 2-8-0's for through freight and mineral trains; 16 0-8-0's
for coal, empties and freight duties; 2 2-6=0's and 7 0=-6=0's for
shunt and {trip duties; and 4 shunting tanks,

Rugby shed (2A) had responsibility for Nuneaton (2B) with
75 locomotives, Warwick (2C) with 16 locomotives and Coventry (2D)
with 10 locomotives. lany of the locomotive duty rosters toox 3, 4,
and 5 days and they only returned home once per week.

Al though without top link express locomotives of her own,
Rugby did provide crew changes for a number of turns. On the freight
side also crews had to be changed: but also more frequently the loco-
motives themselves were changed. In the 1950's between 50 and 60
freight trains passed through Rugby each way each day. Most of these
stopped for water, examination (Rugby was just within the 85 mile
limit permitted between examinations from both London and Crewe)
and crew changes. The crews were divided into "linksg" according to

the category of duty they were quelified to undertaike and to share duty

The shed numbers were subject to severzl revisions see Page 203
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rotas within the link, and in 1950, accoding to lr Weston these were:-—
2— passenger links each with 12 crews
6- freight links each with 12 crews
1- freight link with 6 crews
1- shunting link with 12 crews
1- disposal link with 8 crews
l- shed link with 6 crews
1- control relief link with 7 crews (under the
jurisdiction of Traffic Control)
1- special link with 9 crews (reliefs for sick-
ness, holidays and special workings etc).
Moving on to the almost recent'past, Rughy was earmarked for
electrification from an early date and the first phase of the post-
war Kodernisation Plan had little effect on the town. The throughput
of traffic was expected io increase considerably with electrification
and one of the first new facilities was a new flyover nor%h of Rugby
t0 avoid 2 surface crossing of the up Birminghem line with the Trent
1 Vailey lines. Announced on 5th larch, 1957 the flyover was to cos?t
£870,000 and to be made of reinforced concrete — a material not
available when the southern flyovers had been built in 1881, The
up Birminghem trains were to have direct access to the main up fasi
and the up goods lines, but the flat junction was retained until nuch
later to allow the up HErmingham trains to gzin the up slow line
without crossing the path of a train on the up Trent Valley fast line.
The flyover was brought into use on 19th August, 19651
The next development had to walt until the new signalbox
and equipment was available. The first part of the new '"power sgignal
box" was commissioned on 14th September, 1964 and it became fully
operational on 27th September, 1964. I+¥ covered what at that time
was Tthe largesT ftrack mileage of any "British Railways" signalbox
and had the most extensive area to control of any in Westeran Eurcpe.

Its territory comprised 35 miles of the Vest Coasgt llain Line from

*'see pPage 202,



179

Castlethorpe fo Zrinklow; parts of the Northampton loop but excluding
the Northampton area itself; the Birmingham line nearly to Coventry;
and short lengths of the llarket Harborough and Leamington lines. This
totalled 59 route miles and 159 track miles. It replaced 22 mech-
enical signalboxes =znd, together with increases to the speed limit

on the fast lines through the station from 45 mph to 60 mph, 2llowed
the headway for following expresses running unchecked to be reduced
from 7 minutes to 3 minutes. The signalbox and its operation is
well described in "lModern Railways' February 1965 issue: it wes

supplied and installed by SGE (Signals) Lid.

Electrification was at 25kV S50Hz with overhead catenary.
The catenary was energised along the Trent Valley and into Rugby on
50th November, 1964. Diesel traction continued southwards for another
year and to ease the procedure for locomotive changing, the larket
Eerborough line was electrified as far as Clifton ill station to
permit electric locomotives from up trains to run on to Clifton Kill
and return to the opposite line along the viaduct over the golf course
and the flyover by Clifton Road to reach the main down lines. This
move avoided the alfternative of a double shunt from the up lines into
the south end bays to gain the down line; or the use of crossovers
at the extreme north end of the stztion from the up an down engine
line and right across the up goods, up fast and up slow lines to
reach the down lines. The catenary wes energised southwards on 8th
June, 1965 with full electric traction to Euston commencing on 3rd
January, 1966 and westward to Blrmingham on 2nd January, 1967.

Facilities at Rugby associzted with electrification include
an eleciric traction feeder station located where the Trent Velley and
Elrmingham lines divide. The single phage traction power supplies
ere provided at 25kV via two CEGE-ovned 18.75HVA 132:25kV transforuers
operating in parzllel. Under normal conditions the Rugby feeder

gtevion supplies traction power between Weedon and Church Bra:iwion
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to the south, Berkswell cn the Birmingham line and Nuneaton on the
Trent Valley to the north.

A further facilitfy associated with electrification is the

Flectric laintenance Depot. Initially, in 1965, called the District
Electric and Diesel Depot, the intention was to perform routine
inspection and minor repair of locomotives and multiple units between
their visits to the main works. This facility has proved to be
unecessary and the depot, with two 300 ft roads has performed a
variety of tasks before finding a specialist role in the maintenance
of "on track" machinery for ballast cleaning, tamping and other
gspecialist tasks for the entire district including Euston/Hampton-in-
Arden/Rugeley, St Pancras/Bedford and HMarylebone/Aylesbury. The
overhead line or catenary is also maintained from the Electric Main-
tenance Depot for routine and emergency purposes over an arez bounded
by Northampton and Weedon in the south and Canley and Tamworth in
the north, This covers 74 route miles or 210 electrified track
miles. The equipment to be maintained comprises approximately 1,700
structures, 200 tension lengths and 20 neutrzl sections. The
Maintenance Train at the heart of this orgenisation consists of
seven coaches and a drum carrier, the cocaches are equipped to carry
stores and tools and to provide messing facilities; one i1s equipped
as a generator van to power the internal lighting and the roof mounted
fluorescent lights. The Maintenance Train was replaced with a
similzr but rand new unit in 1982, inother function of the Electric
Maintenance Depot is carriage and waggon repairs, performed (1982) in
the two-Toad annexe to the former Stesm Locomotive Tegting Station
which is eguipped with a wheel drop and a 6 ton capacity gantry crene,

Attached to the Electric Illainenance Depot is an Electrical
Control Room, brought into use on 20th June, 1964, =nd which controls
and supervises the supply of electric trection nower at 25kV 50Ez ©o
lines bounded in the south by Weedon and Church Zrampton (just north

of Northampton) and to the north by Rugeley on the Trent Valley
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line and Queensville on the line via Birmingham, This constitutes
160 route miles covering the entire Eirmingham area including New
Street station and Bescot marshkalling yards. The Control Room is
continuously manned throughout the year 24 hours a day. The operator
can remotely open or close any circuit breaker or bus coupler switch
in the control area by operation of switches on a console 48 feet long.
He can also monitor local power supplies to signals and points and
he can contact by telephone gtaff at the lineside, stations, traific
control rooms, signal boxes, feeder stations, track section cabins
and adjacent Control Rooms at Willesden and Crewe — and even the CEGB.
ilany of these links are by direct line and are to be augmented shortly
(1982) by personal radios and radios in strategic vehicles and rolling
stock.

The name was trimmed to "British Rail" in January 1965,
and the work of Dr Beeching in trimming the branch lines has been
referred to earlier. The last locomotive Yo be overhauled in the
Erecting Shop was 0-8-0 48927 (2B) outshopped on 4th July, 1959. The
locomotive shed slowly faded until closure on 25th May, 1965 as steam
locomotives had been progressively banned from running '"under the
wire" and polluting the insulators, This last event changed the
relationship between Rugby and the railway and a great tradition was
broken, The "(Midland)" part of the name of the station was dropped
in the early 1970's: perhaps this symbolised the end of the special

relationship between railway and town.
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APPENDIX 1.

TEE NEW RATTLWAY STATION AT RUGBY.

Re-printed from "iidland Times", 24th January, 1883.

We should not like to say how long the prospect of a new
railway station at Rugby has been talked about, but for years past
it has been amongst one of the things that "were to be", and it has
from time to time formed one of the staple topics of conversation,
Tt would, doubtless, be a more difficult task to speculate upon the
time it has occupied the congideration of the reilway authorities --
the heads of departments and directors —-- how many plans and idezas
have been broached and designed, only to be consigned to forgetfulness.
One thing is certain -- that with increasing itraffic, the laying
down of =z third line on the Trent Valley railway, a double line of
rails on the Leamington and Stamford branches, and latterly the
opening of the new line to Northampton, the inefficiency of the present
passenger station must have been felt to be slowly but surely increasing.
Add to this the fact that éeveral other important stations on the
L. =znd N,V. system have been rebuilt and enmlarged on an improved plan,
and the necessity for doing something becomes much stronger. HNot
that the directors of the company have had their eyes closed to this
necessity. The erection of the new engine sheds some years since
and more recently of the new goods and waggon repairing sheds afford
erple evidence that, at least, the broad outlines of the future Rugby
station were settled. At the last zeneral meeting of the company
2 sum of £70,000 was voted for the erection of 2 new station, and
gince then many of the minor details have been decided upon. We are
now enabled through the kindness of ir L,Trench, tie company's
regsident engineer at Rugby, to give the ppblic a definite idea of what
the new station will be like,

We should imagine that 2lmost every one who has travelled

to or from Rugby within tke last twelve months must nave been aware

that erxrtensive works in conneciicn with <thie new station have been in



184

progress, and we may say that it will be probably as much unlike the
present one as that is unlike the one which preceded it near the
Newbold-road (which many in Rugby can still remember), or even more

so, as the platform on either side will be replaced by one huge
platform in the centre, which is termed an "Igland platform", 470 yards
(over a quarter mile) long, by nearly 37 yards (110 feet) wide. I%
will Teach from about its present north end as far towards London

as to be opposite the end of Cambridge-street, and on it will be placed
all the various offices, waiting-rooms, &c.; whilst trains will arrive
and depart from either side,

The work necessitated in the first instance, the lengthening
of the bridge under the railway, through which the road fto Brownsover
1111 passes, by 150 feet (sic) on the down side and a few feet on the
other, and widening i+t from 11 feet 6 inches %o 15 feet, the new portion
being 24 feet wide. This was in order to give room for the new platform
(of which we give a plan), with an increased number of lines on each
side of it and to a2fford room for the down-lines of the Stamford and
Northampton lines, which are to pass over the up main line by means of
a viaduct, and will terminate in a2 bay at the south end of the platform.
Messrs. Drengfield and Smith, of Sheffield, are the contractors, for the
general works and approaches, and Messrs. Parnell and Son for building
the station.

Railway-terrace will continue (to be) the principal approach to
the new station, though we imagine it is only a gquestion of time for
direct access to be gained from Oxford and Cambridge-streets, the
regidents of which ©ill then have to pass along Craven-street and by
the Cattle Market into Railway-terrace. The road at the bottom will
be brought forward by about its entire width, passing over the site
of the row of cottages that were pulled down atout a year ago; whilst
the present road by the 0ld goods sheds will be absorbed by the
permanent way, laid with metals, and bounded by a strong wall, start-

ing from a point opposite the new water tank at the bottom of Railway-
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terrace. The road, on turning out of the Terrace, will begin to

descend to about 135 feet below its present level, ending at a handsome
glagss~roofed entrance, 90 yards beyond the present one, From this a
subway will pass under the rails, and access to tﬁe platform will be
geined by two inclines of 1 in 10 (not steps), so that crossing the
rzils (which people are very fond of doing) and going over the bridge
(which is generally objected to) will therefore both be things of the past

On each side of the platform will be four pairs of rails,
two being for passenger and two for goods trzins. In the accompanying
plan only the former are shown. In the centre will be a scissor-like
arrzngement of cross lines (indicated by the large x), which it may be
seen, will enable trains to pass from one line to the other. ZFor
instance, supposing a train to have pulled up at the rear half of the
platform, a second could be brought on in front of it, and the two
either comnected or that behind could stert first. The arrangement
of the "bays" at either end of the platform will avoid the necessity of
the Midland Co's trains having to cross the L. and N.W. down lines upon
starting out of Rugby, as used formerly to be the case when they left
the latter Company's down platform, Of course there are numerous
sidings and other connections between the various pairs of reils that
not only would be difficult for us to show, but would perplex the
general reader,

The whole of the platform will be covered by a roof, which
will extend over one line of rails on each side. This will be an
izmense convenience, and an effectual protection zgainst the
eccentricities of our variable climate,.

The height of the present platform, especially on the up
side, is generally voted as being only abominable, but in the station
of the future there will be no room for complaint, as it will be simply
en ordinery step below the floor of tie carrizges. Its peight will bve

~

1ft. Sin. above the rails, or 6in, higher tian the present down gide,
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and 12 or 14in. above the level of the up side, whilst the paving
will overhang on each side sufficiently to allow anyone who may fall
down to roll out of the wzy of a passing train.

There is one very slight drawback to the new "island platform,
which is i1nseperable from it whilst other stations have double or
treble platforms, and that is, it will necessitate = constant locking
and unlocking of doors, zs passengers will enter and alight from fhe
carriages at the opposite side to that by which they joined or leave
the train elsewhere. This, however, is more than counterbalanced by
the greater security i1t will give to the lives and limbs of the public
generally.

Provigion for the loading of horses and cerriages will be
made upon the landing already constructed, which is opposite the North-
ampton and Stamford bay, on the down side., The two walls now being
built will be on either gside of a rozd leading down from it, between
the passenger and goods lines, under the latter of which it passes to
the glass covered entrance, The present horse landing on the Stamford
side will remain unaltered,

The down lines from the Stamford and Northampton hrznches
are, as.above stated, to be brought over the up lines. The former
will diverge just after passing the Clifton iiill Station and after
taking a sweep something like the bow of a large hand written s (S),
will pass under the Clifton-rozd between Clifton Vicarage and the
cottages known as Vicarage Hill, pass over the river Avon (sic) by means

of a viaduct, and then crossing the Horthampion up line, unite with
itg down line and then pass over the old up line to London on the
Hillworton side of the present bridge on the Clifton-road, The

cenvral arch of this bridge will be filled up as far as may be necessary
to afford the required incline, and powers have been obfained to take
aovn the two central arches and substitute a flat girder bridse so as
to allow of more headway. The level of the roadwzy will not be

disturbed. The lines will then descend to the level of ithe other
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rails, the passenger lines ending in the central bay a2t the platform,
and the goods lines having connections with the main goods, which will,
however, be quite distinct from the passenger rails.

Considerzble alterations will also be made at the north
end of the station. The present Trent Valley Junction will be dispensec
with, and two additional lines laid for the Birmingham branch (beside -
the present ones up to about where the Leamington line btranches dff,)
where the junction will actually be placed, and all the points worked
Irom one signal cabin,

It will be seen that the work of building the Hew Rughby
Railway Station is a very intricate task, its cost will be very heavy,
and it will take about two or three years from the present time to
complete it, but when completed there is little doubt but that we
shall be able to boast of having the finest railway station in the
kingdon,

We cannot conclude without acknowledging the kZindness and
courtesy of lir L.Trench, the resident engineer, who hes most readily
afforded us every information, with exact measuremenis, and has
approved of the correctness of the general outline of the plan,
which will, we trust, be sufficiently clear to our readers,

(Note: the sald plan was not sufficiently clear to the

present author; a form of patterned shading had been used that

obscured the detail - an interpretation is given on the next page -PHE)
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APPENDIX 2.

DATES OF PROJECTED RAILWAYS TUVCIVING RUGBY.

10.

11,

12.

13.

14.

1s.

186,

17.

18.

19.

Title

London and Birmingham
Midland Counties
Tamworth and Rugby
Stone and Rugby
Stafford and Rugby
Oxford and Rugby
Trent Valley

London and Worcester and Rugby & Oxford
Railway

Manchester & Rugby direct via Macclesfield

Rugby & Huntingdon Junction Railway
Rugby Derby and Manchester

Rughy and Market Harborough

Rugby and Leamington

Rugby Warwick and Worcester

Rugby Southam and Banbury Junction
Rugby and Oxford Junction

Marton and Harbury Railway

Southam Railway

Coventry and GW & Rugby & GW Junction
Railway

Bletchley & Rugby (the Northampton Loop)
Rugby and Cheltenham

Manchester Sheffield and Lincolnshire
{The Great Central)

Rugby and District Light Railway

Planned

Act.

Opened

1823/30
1832/34
1837
1838
1840
1844

1844

1845
1845
1845
1845
1845
1845
1845
1852
1860
1861

1862 &
1865

1863
1883

1890

1902

1833

1836

1845

1845

1846

1846

1875

1893

1838

1840

1847

1850

1851

1881

1899
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PPENDIX 3.

NORTHAI'PTOR,

There has been much debste over the years as to whether

or not Northampton prevented the "London & Eirminghenm Reilwey" from
passling through the town.

Polklore maintains that it was Northampton's lack of vision
thet compelled Robert Stephenson to take the westerly route involving
the expensive Kilsby Tunnel. Certeinly, in 1839, Thomas Roscoe's
account of the "London ¢ Birmingham" highlights this version of events.

There heve been zttempts ("Northampton Vindicated" by Joan
Wake (1935)) to retrieve Horthampiton's tarrished reputation. Without
doubt in 1833 a2t the time of the preparation of the final plans for
Parlismeniry gpproval Horthampton was actively striving to influence
the proposals so that the route would pass closer to its boundary.
Decisions had bpeen taken by then,

In 21l probability Robert Stephenson was more influenced by
the additional gradients involved in the descent to Northampton and
climb Dback to the Watford Gap than he was by the citizens of North-
ampton, I% has =2ls0 been suggested ("The Iron Roads of Horthampton-
shire" by C;A.Harkham (1904)) that strategic reasons required the line
to pass the militery barracks at Weedon. However, the folloving
extract from "Records of the Borough of Northampton" Volume II by
Rev, J.C.Cox (1898) shows that the folklore is not without foundation:—

"In Januery, 1831, the assembly (of the Town Council)
curtly decided that 'no congent be given by this House to the
projected plan for making 2 Railway to and from London and
Birmingham,'

However, in August of the same year, they felt obliged to
consider the gquestion more fully, Captein liocorson and lir Currie,
two of the directors of tlie proposed line, attended a meeting of

the inhabitants, and laid estimates of expected rates for pass-

engers and goods before them; they also stated that a railway



1

1

between London and Ziruminghan would certazinly be proceeded with,
so thet if Horthempbton was not favourable, the line would be
taken farther westward, and would probably pass near Aylesbury,
znd would not touch nearer than iwenty-four miles to Northzmpton.
The directors declined to nledge themselves in this event to make
2 branch to Northampton, but said that would be a matter for
future negotiation. 4 committee of ti.at meeting reported %o
the assembly to the effect that if 2 reilway is fully defermined
0 be proceeded with, that then every endeavour be made to have
it as near as possible to the town of Northampton. The assembly,
however, contented themselves with appointing e committee to
confer with the town's committee, and declined to approve oxr
disapprove. Here the matter seems to have dropped so far as

the corporstion were concerned, and Northampton, like many

prejudiced towns, lost a golden opportunity."
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APPENDIX 4.

THE GREAT CENTRAT RATIWAY — STATISTICS.

1,
2.

8.

Engineers: Sir Jougles fox & kr Francis Fox,
hkesident Engineer: lir A.7.z.Cascon.
Contractor: lessrs Olver & Son, Horshzm, Surrey.
Contract: £513,308; southwards for 14 miles froam and including
the Oxford Cenal Viaduct.
Oxford Canal Viaduct:
(2) 4 spzans each made up of 4 pesrallel steel girders.
(b) 2 spans 91 £t, 1 span 90f%t a2nd 1 span 120 I+,
Zuben«irent over Clifton IZrook:
(a) Nearly 300,000 cu yds of moterial required.
(v) 56 £% high, 280 £t wide =t base.
Viaduct over meﬁ lines:
(s) The northern end com.enced with 13 seguental arches of
26 ft span and 1 of 14 £t gpan.
(b) The:n followed 2 plate girder gpans of 58 it and 75 ft.
(¢c)then 3 lattice girder spans of 105 £t, 165 £t and 105 f%;
these girders were 20 It deen.
(d) Finally a2 40 ft plate girder gpan over Abbey Street.
(e) The viaduct is 385 yds long; 26 £t 3 ins wide between paranets;
and is 72 £t to 42 £t above tiae LIWR lines.
(£f) The viaduct climbg at a gradient of 1 in 176 and follows a
left hand curve of 120 chains radius when travelling south,
(g) The steelwolk was fabricated and erected by John Butler ¢ Co
of Stanningly Iron Torks, Leeds. The weight of steel: 060 tons
(h) Refuges were let into the parepets a2t 60 ft intervals each side
(i) DSlue Brindle briciwori was euployed.
Cutting south of viaduct: -
(2) 3,000 yds long; uax denth 48f%.
(v) 1,329,000 cu yds of waterial re.oved.
(¢} Slope of embanszuent 1 in 3 where depth greaber then 20 %

and 1 in 2 othervwise,
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9. Road Eridges:

(2)
()
(e)
(a)

(e)

(£)

10. Eugly
(2)
(Bb)

(¢)
(d)
(e)
(£)

(

(=

Abbey Street as avove,

Eridge Street - girder bridge 25 f1 wide between parapets.
{lifton Hocd — obligue sngle 34 £4 6 ins between parapets.
Lower Hilluordton Hoad - 3 segmental arcies é5 It between
Darapets.

Hillrorton Road - 2 x 36 £t girder spans 36 £1 between
Darapets,

Ashlawn Road - obligue 3 x seguental arches 55 £t 6 ins
goan and 35 ft between parapets.

Central Station:

Contractor - J.Parnell & Son, Rugby.

Booking hall level with road — 174 £t down to platform by

3 x 10 steps. Roof of open timber with piteh-pine prineipels

variaished and stained and varnisied boarding.

Island plztform 420 £t long x 32 £t wide — roofed for 157 ft.

Cenerzl waiting roow 29 £t x 104 ft.

1st class, 3rd class ezud ladies waiting rooms each 13% x 10%

tation frontage 70 £%; height from rails to top of chiuney
oC ft.
Style - "free gothic" with red pressed bricxs and white

llensfield stone dressing.

11, Imbenkment south of Rugly:

(a) 1%+ miles lorng:; mwax 42 £t high.
7

(b) 518,800 cu yds material regquired.

(c) Interszected by 4 bridges and 2 culverts.

12, Sources of photogrephs:

(a)

()

Vieduets over Oxford Cenzl - "Great Cembtrzl" volZ G,Dow PI2C.

~

Signal ganiry before viaduct ouilt -#listory of L & IV

Beilway" Y,L.5teel 2235.

(¢) wompleted cigjnel geniry - "Great Central" vol 2 G.Jow 232C.

s
Ll
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(4) ERugoy Central Station -~ Opening Day Special Supplement,
Rusby Advertiser 13wk karch, 1899,

(e) Girder bridge over L & NV lines - ditto.

(f) Viaduet over Oxford Cansl - ditto.

(g) Phe first special corridor train at HRugby Cenitral - ditdo.

13. Post Seript:

(2) The opening to goods traffic is recorded as lst October,
18398 but coal uay have been unandled as early ag 25%th July,
1898 and generel goods not until 11th April 1899.

(v) The western chimney of the Central Station was struck by

lightning and knocked off around 1950.

(c) The platforms were built for 8-coach trains btut were

lengthened for ll-cozch trains during the second world war.

14, Hewton Collection.

A complete photographic record of the congtruction of the
"Great Central" was made by a ir S.V.A.Newton. fis collection is
now housed in the Leicester City luseum and selected photographs from

it have been reproduced in 'The Making of a Reilway' by L.T.C.Rolt.
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APPENDIZ 5.

didland Red 2% Rushy.

1. ZEstavlichment in the Early 1960t s.

49 buses and 2 coaches in service.

a) Traffic Dent. b) Engineering Dept.
70 Drivers 1 Engineering Supt.
70 Conductors 2 Shift Foremén

5 Traffic Inspectors 3 Skilled liechanics
1 Engineering Inspector 2 ILabourers

4 Waybill Clerks 2 Night Cleaners

2 WVWages & Schedules Clerks. 3 ﬁomen Day Cleaners.

2. Establishment in early 1983.

2] buses in service including 2 dual purpose coaclkes.

a) Traffic Dept. b) Engineering Dept.

39 Qne lian Only Drivers 1 Engineering Supt.

1 Treffic Inspector 9 Skilled Fitters

1 Inspector in Charge 2 Cleaners
1

Traffic Clerks Part Time-Women Day Cleaner.

ny

Part Time Sales Clerks

Part Time O0ffice Cleaners

(A6 I A B AV

Part Time Canteen Staff.

¢) iidlend Red South Head Cffice Staff,

1l Company tianager

1 Praffic .iangger

[a

Chief Ingineer

N R
[4)]
cf
B %
1
O
!
i
I
(e}

[0]
H

.

Secretaries (Traific)

4 Secretaries (Engineering).



3. Midlend Red Bus

gtons after MJA.2., in 1981,
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[s1
(]

e e o

2 Where buses Ieave fromin Ru

g!?y

) STATION DRIVE
1 RATLWAY STATION

Places Stops RAoutes Places Stops RAowutes Places Slops Routas
Abbotts Farm Lc R9GT Harborough Magna X 543, 585 Onley Park HM 582
Addison Road FNT RI2 Harlastone Lo 5068 Cversiade GM R90, RI&T
Admirals Esiale FNT RO23 Hatton Hospltal HM . 581 Pailion 1.3 5a5
Ashby Parva ASV 842, 543 Hilimorton LD 558, 567,588 Parkfleid K 543, 585
Binley Woods JK 588, 587,556 Hillaide GM RO&7 Princathorpe MM 581
Bitteawaeil ASV 842,842 Husbands Besworth A 564 Rokaby GM R96
Blaby ASV 840, 642, 643 ASY 562 Saint Lukes Hospital Lc RO&7
Brandon JK 586, 587, 598 Kingzwa ENT RE21 Sawbridge HM 582
Brettord Turn JK SRR 57, 508 Lawlord Heath FN A9 Shakurnr Gardens GM R96T
Brinkiow 1K 583, 585 HM RY0, 560 Shawel vV 540, 642, 643
Broughton Asiley ASY 842 Leamingion Spa HM 58 South Kliwerth 552
Brownslow Lau R92/3 Leicester ASV B40, 842, 543 A 564

AU 642 Lairs ASV 642, 843 Statlon=¢ A RA0, 562,
Catthorpe A 554 Lennon Closa LD 556 580, 582,
Church Lawlora JK 538, 587,506 Long Buckiey LD 640, 542, 643
Churchover ASV B40, 842,843 Long Lawlord JK 588, 587, 598 8 RS2/3
Claybrooks Magna ASY 842, 643 Lawer Hllimorion LD 87 Stretton-under-Fosse 13 583, 585
Ciiton-gn-Dunsmors A RO4, 564 Lubanham A 564 Swinford A 564
Coombe Abbey 1K 585 ASV 582 Theddingworth ASV 562
Cosby ASV 843 Lutterworth ASV 582, 640, A 564 .
Cotesbach ASV 840 542,843 Thurlaston Turn HM 580, 581, R90
Caventry 1.8 585 Markat Harborough A 584 FN R

JK 588, 587, 598 ASV 562 Ullesthorpe ASV 642, 843
Crick LD 595 Marston Trussell A 564 Waicota ASV 582
Croop HH| FNT RS ASV £52 Walsgrave Hospital K 585
Dadlington LD 588 Manks Kirby K 585 Warwick HM 531
Dunchurch HM 580, 581, Nelson Way FNT R3213 Watford Tumn LC 556

582, R0 New Billon FNT A3 West Haddon Lc 556

FN R91, R92 JK 586, 587, 596 Weston-underWeiheriey HM 581

Dunion Bassett ASV 840, £42, New Duston LD 596 Whatstone ASV 243
B43 Newbold IK 583, 585 Whiough HM 582

Easenhall L3 583 Newion A Rg4 Withybroo 1.9 585
East Hagdon L 596 Horthampion LD 596 Wolston JK 586, 587, 596
Frobisher Road FNT R9213 North Kitworih A 554 Woodlands FN R91
Frolesworth ASV 542,643 ASV 562 GM R90
Gtoba {Newbold) ¥ 583, 585 {Oid Biten FN R91, R9213  Yelverioh Lc 596
Granjparough HM 582 GM R9g
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n 1969,

"Miidland Red" i
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APPENDIX 6.

CARRTERS FROM RUGBY.

Extract from "History, Gazetteer, and Directory, of Warwickshire®

by Francis White & Co. 1850.

1. Coach
FProm the Eagle to Southam, Banbury & Oxford, at 11.30 2.m.,
daily, except Sunday.

2. Carriers from the Inns

barked 1, go from the Blaci Swan, 2, Crown, 3, Een & Chickens,
4, King's Head, 5, Shoulder of Hlutton, 6, Star, 7, White Hart, and
8, Wind iill,

Ashby St. Ledger, Hammons, thu & sat

o

Banbury & Daventry, Erightwell, sat
Barby, Smith, sat

Oy

Barby, Lucas, sat

Barby, Haddon, sat

Boughton, Clark, sat

Eraunston, Villiam Dunn, amon
Bretford, Wilkins, sat

Erinklow, Samuel French, sat
Church Lawford, Gibuins, tu & sat
Churchover, Buckingham, sat
Churchover, .rs. Carvell, tu & sat
Clifton, Allard, daily

Coventry, Thos. Denson, tu & fri
Crick, Jas. ilartin, sat

Flecknoe, Eands, sat

Daventry, Thos. censon, wed
l.artorough lLiagna, Gamble, tu & sat

harvorough l.agna, .rs. Flavell, tu ¢ sat

=~ P O v v -3 wm O -3 0O s @ e

iill {sic), Cocikerill, sat



Hillmorton, Chas. Atkins, tu & sat
Hinckley, Lord, sat
Kilsby, Sleath, sat

Lutterworth, Thos. Benson, thur
Lutterworth, Willey, sat
Pailton, Wiston, sat

Pelton, Chamberlain, sat
Princethorpe, Wa. Ward, sat
South Kilworth, Bennett, wed
Swinford, Turvall, sat

Willoughby, Drinkwater, sat

o oo O O w ©® wm P w4~ o

Yelvertoft, Jas. Kendrick, tu & sat

3. Carriers by Railway

London and North Western and lidland Coumpanies, to all parts of

the Kingdom, John Robins, jun., agent.

Leamington and Warwick, W. and E. Blyth, fri

200

Pickford & Co., as principals or agents, Little Church street, and

Railway Station, Wm. Butcher, agent.
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APPENDIX 7.
MUGBY JUNCTION

e ———
Extract from "The Railway Magazine" October 1938; part of an article

by John Thomas entitled 'The Rallway Adventures of Charles Dickens'.

"The iron road, besides entertaining the famous author,
provided him with idezs and adventures. His journeys involved him
incidents of great variety. Among other things, he had humorous
encounters with his fellow passengers, was involved in fire and
flood, played a part in a curious mishap on an Irish line, and
narrowly escaped death in an English disaster of first magnitude.

"Dickens's best known rzilway piece is "Mugby Junction",
It is 2 satire orn the fare provided by the catering department of
& railway company, and this is how it came %o be written,

"WThile he was travelling from London %o Manchester, the
carriage in which Dickens was 2 passenger caught fire. 4 stop was
made at Rughy, and while the burning vehicle was belng detached the
author and one of his friends made thelr way to the station refresh-
ment room, They ordered cups of coffee, and wnile Dicxens's
compenion was fumbling in his pocket for small change, Dickens hime
self leaned across the counter to obtain some sugar, Before he
could reach the bowl, however, the lady zttendant snatched it away
with the remark, "You sha'n't have any milk and sugar +ill you two
fellows have peid for your coffee." A small page Doy was so amused
at hearing the distinguished passenger being "ticked off" that he
burst into loud pezls of laughter, That young employee of the
L,H,7".R. was fated To become a leazding craracter in a svory Thal
was bought by 250,000 veople in its first week of puvlication,”

T the tez urn Ieatured in "iugby Jurction" Dickens is
later reported to nave said that the vessels nad been "Zor goodness
£a10ws now Zaay jeers the cause of doisoning the Dassengers wita 2
beveraze sroduced undsr the agency of hot water aad a mixiure of

deccmposed lead, copper and a few cther deadly poisons”.



APPENDIX 8.

VARIA ET ADDENDA.

l., Rugby Station Masters.

Tog Book in the possession of Mr E.Bray)
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(Paken from manuscript summary of Rugby Telegraph Office

1838-47 Mr Pigon 1966-68 Mr Barlow (later Station
1847-60 Mr Grew Manager)
1860-68 Er Davis 1968-T1 Mr Holding

1868-71.  Mr Weldener 1971=74 Mr Hay (later Area Manager)
1871-74  Mr Liveck 1974-T7 Mr Dunkley

1874-76  Mr Webster 1977-79 Mr Evans

1876-95 M¥r Allen

1895-98 Mr Little

1898-1908 Mr Tuley Night Station Masters.

1908-21 Mr Hedge

192132 Mr Atkinson 1877-96 Mr Martin

18932-46 Mr Roberts 1896-97 Mr Smith

1946-49 Kr Collins 1897-1902 Mr Endley

1949-61  Mr Redhead 1902-08 Mr Glass

1561-66 lr Scott 1908-13 Mr Banwell

2. Rugby Advertiser 7th September, 1962

The new flyover af the northern end of the station to
be put to full use on Konday 17th September, 1962: cost £800,000;
1,450 yards of single track; 450 yards of v1aduc% two new bridges
in Parkfield Road included in the contract; Contractor- Wilson

Lovatt & Sons Ltd.. (Parkfield Rd had previously passed over thf B'h?m
ine.,

3. Rugby Advertiser 8th October, 1898

"The Midland Railway Company's offices at Rugby Station are
being connected with the local telephone exchange."

4. Rugby Advertiser 3rd April, 1964

"After being a temporary 'home' for hundreds of railwaymen
for more than 20 years, the Wood Street hostel in Rugby closed on
Monday. In future Mill Road hostel will provide accomodation for

railway workers."

5. Hater Troughs.

Rugby Advertiser 30th July, 1965: water troughs at Long
Lawford have just been lifited, picture of the operation, - -they had
been installed in 1905 according to the article. Troughs on the
Trent Valley had already been lifted.
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Varia et addenda

6. "idland Railway" Locomotive Liveries.

.r watthew {irsley, the "iidiand" Loco Supt until 1873,
used a ‘'‘rather deep bluish shade of green' for hig locomotives.
Unusually, the frames were alsc greein. is successor, ..r Szuual V.
Jonnson, initially used a brighter shade of zgreen vefore settling on
crimson laxe.

7. Locouotive Shed Lumbers.

Location. 1 Jan 1948, 2 Aipr 1950. 2 Lexr 1952, Apr 1953, 1963,

rughy 24 24 2A 24 ir
warzet Earborough (24) (2A; (24) 2n
Seaton (24 (24 (24) (24)
Bletciiley 25 44 15
Northampton 2C 4B 2E 2E 13
Junezton 2D 25 23 28 5E
Varwicxg 2= 2C 2C 2C
Coventry 2w 2D 2D 2D
Woodford Halge Fastera Eastern Fagtern 2G 1c

Ba Trackwdrk.

The flat Eirmingham up Trent Valley junction remained in use
ror severzl years after the flyover was opened. It, like the famous
scissor junctions, gradually fell ouf of use and were lifted in about
1972 - the precise date not being known to the author in spite of
considerable research, ‘

9. liariketv Harvorouzh Tine
the btridze over the Oxford Canal a2t the Golf Course was
dismantled during the weel commencing 7th llarch, 1983.

10. Great Central.

a) Under ILritish Railways and British Rezil parts of the
former GC route were operated at different times by Eastern, Western
and [idland Regioans,

b) The zas turkine loconotive GT3 (rebuilt from a Stanier
51T 4-6-0) was vested on the GC line.

c¢) G.,VV.R. locomotives were regularly woried over the GT
line to Leicester on Dournemouth-Yori and Newcastle trains.

i Ml Road Towwol . .
 Sodthen haf  1rom Slff-\eﬂ veP\m:eJ L:y . Aprd 192
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Accidents 120,128
Acts of Perliament
Turnpike Trusts 14-=
Transport Act 1930 28
Transport Act 1568 38
Oxford Canal 42,47
Canal Doats Act 50
L&3B 61
GWR 77
Ru & Leam 82
Ru & Mkt H. 87
Trent Valley 94
id Counties 103
Local B4 of Health 113
Railway Act 1921 121,176
N'ton Loop 125
GC 131,132
Aland, Mr H. 149
A1l Oaksg Wharf 10
Amal gamations
Midland Rly 107
LOVR 111
GC 138
Arnold, Dr 70,71l
Avon, River 14 15,16,15,20,21,
63,68,98,103
Bilton 21,28
Bloxam, lMr #.H. 3,8,15,64,70
Board of Health 9,113,132
Bond, Mr R.C. 169

BMMO 28,38

Brindley, lr J. 42
Brinklow 44,149

British Rail 181

British Railways 139,176
Iroad Gauge 77,142,156

Buses 25«
Burst Poiler 120

Canal 42» ,90,134

Carling, Mz D.R. 169,174
Cerriers 7,199
Cast Iron hrldgeu 95,96

Click, ¥r J.G. 173
Clifton Mill Station 90,129,152
161,179,186

Closures

i{Hd, Counties 110

Ru & Leam 86

Ru & Mkt H, 90

GC 136

K'ton Loop Stns 130
Congestion 108,109
Contractors 62,63,126,132
Coronation, Queen Victoria 68
Corporation St 21
Coventry Evening Telegraph 16¢
Crick Tunnel 46,72

Deadman's Corner 17,23
Delays 109
chhens lir C. 159,201
trlc% Electric & Diegel Depot
: 130
Dunchurch 6,46,49,50,81

Tlectric Tramns 18
Electrification 114,179
Enclosure Act 11

Enginemens' TLodging House 117w~
Erecting Shop 117,181

Erewash Valley 98+ ,105

Pares 36,69,70,100

First Stetion 66,153
Flyovers 89,128,178

Fosterd, lr Richard 15,19,20

Gauge T+ ,156
General Board of Health 8,15%,156
Gibbet Corner 14
Giffney liap 14

Gin Incident 64

Gradients 60,70,76,34,132

Grand Juntion Rly 77,91e,142

Great Central Rly 18,131lw ,149
162,192

Great Western Rly 77+ ,94
Grenwich llean Time 97,112
Gyretory System 19,23,24

Hillmorton 18,25,26,27,45,49,
50,58,76
Hughes, ilr Thomas 7,64

Inclosure Act 11

Jessop, lMr Villiam ©S9
Junctions 65,97,112,187 -

Kilsby Tunnel 63,68,69,72+ ,125
190

Leicester & Swannington Rly 99

Locke, ¥r J. 91,114

Locomotives 114,115,118,177

Locomotive Testing Station 169+ -

Lodge, lir H, 66,115+ ,159+»

London & B'ham Rly 7,48,55+,
77,80+ ,95,97,98,105

L.i5.8, 169,176
L.7.w.R. 51.,82,85,97,1C7,
11le ,133

i;acadan, ir J.L. 4,10,11,20

lianchester, Sheffield & ILincoln-
shire Rly 93,110,131+

jidland Counties Rly 52,65,92,

98-



Midland Red 26 ,195+

IMfidland Rly 53,51,90 ,96,97,
107w ,111

Mill Road 22,117,160,184

MO’tOI‘WELyS 3’23,24,53’63’723139

liugby Junction 159,201

National Bus Co 38

Navvies 64,126,134

Hewbold Road Bridge 62,65
Northampton 101,125+ ,1S0
Northern Distributor Road 23

One-lian=Operation 3%,34,195
Opening Dates
Lé&3B 69,70
Wid Count 105
Trent Valley 95,96
Ru & Leam 85
Ru & Mkt H. 89
N'ton Loop 127,128
ls&L (GC) 138
Ogilby, Mr John 4
Ozford Canal 42-»
Oxford & Rughy Rly 77+ ,141,
142,156

Premier Iine 113,121
Preservation Society 38
Projected Railways 140+,189

Queen Victoria 68
Quicksands 49,60

Railway Mania 80,84,108,140

Railway Terrace 104,154

Rennie, Sir John 56,57,100

Roadg 3+ ,21

ROlt, I‘JI‘ IJ.TQCQ 72’ 194

Royal Commission 78

Rugby Advertiser -numerous.

Rugby & Digtrict Light Railway
18,148

Rughby & Leamington Rly 15,67,
80+ ,111,146

Rugby & Market Harb. Rly 33,65,
87+ ,111

Rugby School 58,66

Second Station 156,165,166
Setright 36

Sheds 115+ ,162,177

Signal boxes 176+ ,178

Signal Gentry 120,138
Simlock, Mr S. 44

Simmg, ir 8

Simmons, Prof J. 154

Stafford & Rugby Rly 93

Stage Coaches 5,6,56,69,80,154
Stations 66m= ,135,138,1524 ,202
Steam Navvy 126,132

Steam Tug 50

"Tom Erown's Schooldays
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Stephenson, lxr Robt. 53,57+,
724 ,77»,81,83,95

Stone & Rugby Railway 92

Streets 8«

Swift, River 14,45,47,48

Tamworth & Rugby Rly 91
Telegraph 85
Telford, lir Thos. 4,48
Third Station 160+ ,1835w
Time 97,112

5,6,64

Traffic Control 176+

Tramways 18

Trent Valley Rly 77,91+ ,111,1490
Turnpike Roads 12w

Verometer 36
Vignoles, Sir Charles 47,79,100
Viaducts 90,103,110,128+ ,133+

Wait, Rev 4,44

Watford Gap 53,54,55,72
Watking, Sir Edward 93,131
Wegton, Mr P, 119,177
Wherfs 10,50~ ,105,110
Wooden Bridge 20,113+
Wratislaw, ir 58

X96 Service 29,204
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