
TRAMWAY COMPANIES IN LIVERPOOL, 1859-1897

BY S. ALASDAIR MUNRO, B.A. 

I THE FIRST LINES

D ESPITE Birkenhead's claim to have been the originator in 
1860 of tramways in Europe, there was a short-lived line 

along the dock road north of the Mersey a year earlier. In 1859 
the Mersey Docks and Harbour Board, soon after its formation, 
allowed a Mr W. J. Curtis and others to operate horse-drawn 
omnibuses along the railway lines on the dock road, operators 
paying the Board one shilling for each double journey. This 
charge must have been found to be prohibitive quite soon, for 
by February 1860 all services had been withdrawn. The famous 
American tramway pioneer, George Francis Train, offered to 
resume the service, 1 but the offer does not appear to have been 
accepted, although it did, at the time, arouse favourable com 
ment in the local press. The Liverpool Courier advocated a 
network of lines radiating from the town centre and linked by a 
line approximating to what was later to be the Outer Belt 
route. 2

On 29 February 1860 Train wrote to the mayor of Liverpool 
requesting permission to construct and operate lines from the 
Exchange (i.e. the town hall) to the following districts:

1. Aigburth and Garston
2. Kirkdale and Walton
3. Cabbage Hall
4. West Derby
5. Fairfield and Old Swan
6. Edge Hill, Wavertree and Woolton
7. Bootle and Waterloo
8. Rodney Street and Falkner Square
9. Mill Street

These lines would follow the existing omnibus routes, although 
Train suggested alternative routes in a few cases and offered to 
operate a trial line at first to allow the council a chance to form 
an opinion. 3 James Newlands, the borough engineer, was in 
favour of the scheme in principle, but the plan never came to 
fruition. Train then turned his attention to the other side of the 
river.

1 G. F. Train Observation on Street Railways (I860), p. 84.
2 Liverpool Courier, 4 February 1860.
3 Train, op. cit. p. 75.

181



182 LIVERPOOL TRAMWAY COMPANIES

The following year saw another abortive experiment, this 
time beyond the town boundary, as it then stood. The trustees 
of the Prescot Turnpike Road had authorised the Liverpool 
Road and Railway Omnibus Company, the largest of several 
companies then operating horse-drawn omnibuses in Liverpool, 
to construct and operate a standard gauge line from Old Swan to 
the Liverpool municipal boundary at Shiel Road, Fairfield. The 
whole route lay within the township of West Derby. Twelve 
inches on either side of the track was paved with Penmaenmawr 
granite, which was afterwards to be maintained at the trustees' 
expense. The trustees reserved the right to order the removal of 
the track within twelve months.

The opening, on 2 July, naturally aroused great interest. The 
Liverpool Daily Post reporter was especially impressed with the 
vehicles, one of which he described in some detail:

a very elegant and commodious vehicle similar to those in Birkenhead but 
the seats and woodwork and lighting of the vehicle have been arranged with 
every ornamental accessory which could be brought into requisition. The 
seats are cushioned with material closely resembling velvet; the sides are 
mahogany with inlaid walnut; and above these is inserted a range of glass 
panels on which are painted scenes in various parts of the world. [These latter 
were the work of a Mr. Forrest of Lime Street].

The vehicle could carry a total of forty passengers inside and 
on the roof. On the first day a thirty minute service was 
operated, but it was reported that this would be made fifteen 
minutes when further cars were delivered by the Oldbury 
Carriage Works. The track was described as 'an iron plate, with 
a flange rising three eighths of an inch leaving a hollow way in 
which the omnibus wheel runs'. This, it was claimed, 'completely 
succeeds in obviating all objections on the sources of danger to 
other vehicles'.

On 3 July the chairman of the company, Mr William Busby, 
wrote to the mayor of Liverpool asking permission to extend 
the line into the town. A special committee was set up to con 
sider the application, and although it reported favourably in 
August, the trustees of the turnpike very soon excercised their 
right to order the restoration of the road the rails, apparently, 
did interfere with the other traffic after all. 4

Early experience of tramways seems to have had a discourag 
ing effect, for it was not until 1868 that any real attempt was 
made to introduce tramways into the borough. In that year the 
Liverpool Tramways Act 5 authorised the first lines of what was 
to become one of Britain's largest tramway networks. This Act 
dissolved the Liverpool Tramways Company, which had been

4 Liverpool Daily Post, 4 July 1861; 8 August 1861.
5 31-32 Vict., ch. clxvii.
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formed in August 1865 and had produced plans (which never 
materialised) that would have linked the town by a number of 
lines to the docks and the neighbouring townships. The Act 
established a new company (also named the Liverpool Tram 
ways Company) authorised to construct three lines:

1. A circular route (The Inner Circle) to traverse Dale Street, Manchester 
Street, St John's Lane, Lime Street, Elliott Street, Parker Street, Church 
Street, Lord Street, Castle Street.
2. To Dingle via Renshaw Street, Berry Street, Great George Street, St 
James's Place, Park Road.
3. To Walton via Byrom Street, Scotland Road, Kirkdale Road and Walton 
Road to the boundary of Liverpool with Waiton-on-the-Hill at Carisbrooke 
Road.

Track was to be level with the road and the corporation could, 
if it saw fit, give the company three months' notice to remove 
the track and restore the road.

The Act was not passed without considerable opposition 
from the omnibus companies then operating in the town, in 
particular the Liverpool Road and Railway Omnibus Com 
pany, which, after unsuccessfully opposing the Bill, immedi 
ately and again without success applied for similar powers. 6

The contract for the construction of the track was awarded to 
Messrs Fisher and Parish, 7 and on 1 November 1869 the first 
trams ran on the Inner Circle and the Dingle route. Crowds 
lined the streets and seven thousand took the opportunity to 
have their first ride. Again the cars found favour with the Daily 
Post reporters:

The cars, built by Messrs Stephenson and Company of New York, are 
of American ash and painted a light colour. Seats are placed on the roof 
which is well protected by handrails and access is obtained by easily ascended 
movable stairs. The seats on the roof are covered with black American 
cushions.

The lower deck was 7 feet 2 inches high and in warm weather 
its window panes could be lowered and Venetian blinds used, 
whilst in colder weather closing doors excluded draughts. Some 
provision against the elements was made even on the upper 
deck, where leather aprons were available to passengers if 
needed. 8 The Walton line opened the following year on 1 
September.

In the early years of tramway operation it was the usual 
practice for cars travelling between Walton or Dingle and the 
town centre to traverse the Inner Circle in a clockwise direction, 
and in 1876 a north-south route between Smith Street (on the

6Liverpool Review, 10 March 1883.
7 Council Proceedings, 31 July 1869.
8 Liverpool Daily Post, 2 November 1869.
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Walton line) and St James's Church (on the Dingle line), 
avoiding the town centre, came into operation. 9

The Liverpool Tramways Act of 1870 sanctioned an extension 
beyond the municipal boundary at Dingle through the Toxteth 
Park area to Aigburth Vale, and in the following year a further 
Act authorised the establishment of a short line along White- 
chapel from Old Haymarket to Church Street. 10 This seems to 
have been used by cars running inward from Walton.

The 1871 Act also authorised a fairly dense network of lines 
to the outer suburbs. No lines were constructed under these 
powers although most were to be re-authorised and built later:

1. St George's Church to George's Dock Gates.
2. St George's Church to St James Place via Canning Place.
3. St James Place to Wellington Place via Mill Street with a branch up 
Warwick Street and Upper Warwick Street.
4. Dale Street to Crosby via Exchange Street East and Moorfields, Great 
Howard Street, Derby Road, Rimrose Road and Crosby Road with a branch 
along Balliol Road and Canal Street.
5. Lines from the Inner Circle to West Derby (with a branch along Saxon 
Street to the Whitefield Road depot), Old Swan and Wavertree.

II EARLY TROUBLES AND RIVALRIES

The Act of 1871 also gave the corporation itself the right to 
lay down lines within the borough and prevented the company 
from starting work, except on the Whitechapel line, for six 
months, so that the corporation, if it wished, could decide to 
construct the lines itself.

Especially important was the Liverpool Tramways (Purchase) 
Act of 1872, which empowered the corporation to purchase all 
the company's lines within eleven years, if necessary borrowing 
money for the purpose. In such an event the terms of the 
purchase were to be decided by mutual agreement or, failing 
that, by independent arbitration. 11

The track does not appear to have been well maintained, for 
in March 1873 the Toxteth Park local board gave the company 
notice to remove its line through the Toxteth Park area (that is, 
the Aigburth extension) within three months. Agreement was 
reached however and the lines remained in place for a time. 12 
Services beyond Dingle do seem to have been discontinued 
within a few years. Gore's Directory for 1876 gives no details of

" Gore's Liverpool Directory, 1870-1876; Health Committee Minutes, 16 
March 1876.

10 Council Proceedings, 4 October 1871; Liverpool Tramways Acts, 1870, 
33-34 Vict., ch. clxxv, and Liverpool Tramways Acts, 1871, 34-35 Vict., ch. 
clvii.

11 35-36 Vict., ch. cxxii.
12 Council Proceedings, 1873, pp. 657-83.
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services to Aigburth as previous editions do, and the Ordnance 
Survey maps of 1893 quite clearly show the line as terminating 
at Dingle, although the company's main workshops were 
situated in Tramway Road, Aigburth.

On 24 June 1874 Liverpool Corporation served notice on the 
company to remove all its lines. The company then obtained a 
Bill in Chancery restraining the corporation, and an amicable 
settlement was reached whereby, subject to parliamentary con 
firmation, the borough engineer would reconstruct, and there 
after maintain, all lines at the company's expense (except that 
the corporation would initially pay £400 towards the repaying 
of the streets). The corporation also agreed to support the 
company's application for powers to extend its lines to Waver- 
tree, West Derby and the Pier Head. This agreement was con 
firmed by the Liverpool Tramways Act of 1875. 13 Reconstruc 
tion work began on the Inner Circle at once. This was the only 
work for which the company ever actually paid, for in 1879 
a new agreement was reached, the corporation deciding to pur 
chase all lines from 1 January 1880 (as it had been empowered 
to do by the 1872 Act) and completing the reconstruction of the 
Whitechapel, Walton and Dingle lines at its own expense. These 
lines, and any others which might be completed before the end 
of 1881 and which were linked to the Inner Circle, were to be 
leased to the company (by now the Liverpool United Tramways 
and Omnibus Company) at an annual rental equivalent to 1\ 
per cent of the cost of their construction. Lines built subse 
quently were to be leased on mutually acceptable terms or, 
failing agreement, on terms to be decided by independent 
arbitration. In practice this came to mean that later lines were 
leased at an annual rental of 10 per cent of their original con 
struction costs. This agreement was to run until 31 December 
1896, when it could either be renewed by mutual agreement or 
the corporation was to purchase the company's buildings and 
rolling stock at a price to be determined by independent 
valuation. 14

There was some feeling amongst the citizens of Liverpool that 
the terms of the purchase were over-generous to the share 
holders and that the Corporation should have operated the 
service itself instead of re-leasing the lines. 15 In the neighbouring 
townships, where the average construction costs were generally

13 Liverpool Tramways Act, 1875, 38 Vict., ch. xlviii; Report of the Special 
Committee on Tramways (28 December 1874), in Council Proceedings, 1874-5.

14 Terms of the agreement between the Corporation and the Liverpool United 
Tramways and Omnibus Company (3 November 1879), in Council Proceedings, 
1879-80.

15 The Porcupine, 6 September 1879, p. 360, and 21 February 1880, p. 742.
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lower (£4,500 per mile, compared with £6,000 in Liverpool) a 
rental of 9 per cent of the construction costs was charged, but 
Liverpool Council claimed that the tracks constructed by the 
out-townships were less stable. 16 From 1 January 1884 the lease 
was extended to run for twenty one years at the existing rental.17

The Liverpool Tramways Company was never a great 
financial success. There was fierce competition from the omnibus 
companies and in particular from the largest, the Liverpool 
Road and Railway Omnibus Company, which, it will be 
recalled, had operated the unsuccessful tramway along the 
Prescot Turnpike Road, and which had vigorously opposed the 
1868 Bill. 18 In June 1881 this company agreed to co-operate 
with its rival's plans for future extensions and was, in fact, 
re-registered as the Liverpool Tramways and Omnibus Com 
pany. In 1875 the two companies amalgamated to form the 
Liverpool United Tramways and Omnibus Company. 19 How 
ever, dividends continued to fall until, on 27 February 1883, an 
injunction was issued to prevent the company from declaring 
its dividend on the ground that dividends were being paid not 
from profits but from capital. The company's minute books for 
that year contain accounts of heated arguments, from which a 
fairly clear picture of the company's problems emerges. The 
amalgamation had failed to attain even its prime aim of 
eliminating rivalries, as the directors of the two former com 
panies tended to polarise into separate warring factions. The 
two companies had at the outset 'competed with each other as 
to which should obtain the most for their respective concerns, 
hence too large a capital was created, issued and placed'. 20

The chairman of the omnibus company, Mr William Busby, 
seems to have aroused some hostility, particularly when on 
22 November 1877 an omnibus service between Stanley Road 
and the Adelphi was inaugurated. Ostensibly it was operated by 
a company named Bulmer and Co., which shortly afterwards 
issued a prospectus under the name of the Liverpool and 
District General Omnibus Company. It was strongly rumoured 
that Mr Busby was involved with this company, but it was felt

16 Council Proceedings, 22 October 1883.
17 'Tramways Memorandum as to the Extended Lease', in Council Proceed 

ings, 1884-5.
18 Minutes of the Liverpool Road and Rail Omnibus Company, 18 February 

1867.
19 Liverpool Review, 10 March 1883.
20 Minutes of the Liverpool United Tramways and Omnibus Comapny, 27 

February 1883. According to Liverpool Review, 10 March 1883 dividends for 
specific years had been as follows: 1876 7 per cent; 1877 6 per cent; 1878 7 
per cent; 1879^ per cent; 1880 4 per cent; 1881 2J per cent; 1882 (if a 
dividend had been declared) 4 per cent.
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that legal action could not succeed as Busby's name never 
appeared on any documents of the company and his association 
could never be proved. 21

There was little revenue to be obtained from the sale of old 
omnibuses because 'the cramped and old-fashioned omnibus' 
had to 'give way to the light and roomy tramway car' and since 
this meant that second-hand omnibuses could be purchased 
very cheaply, the many small companies still in existence had 
increased their fleets, and competition was even stronger than 
before the merger. 22

A minor incident at one of the stormy shareholders' meetings 
(7 June 1877) suggests that the more desirable residential 
districts were more favoured than the working class areas of the 
town. A Mr Pratt objected to an item in the accounts which 
valued each horse at £30, and said that 'some of them may be 
worth it on some of the best roads in the districts where the 
shareholders live' but this could certainly not be said of 'the 
dilapidated and jaded hacks which go up Scotland Road'.

The relief of Liverpool was a factor which resulted in higher 
overhead costs than in other towns. Not very far inland the 
town is crossed from north-west to south-east by a ridge with a 
very steep south western slope, so that most routes out of the 
town, even quite short lines, were faced with a very steep 
gradient; consequently it was necessary for an extra horse to 
be added on the heaviest grades. 23

Several of the smaller companies were bought up in 1884, 
but strong competition still continued. 24 In 1885 the Liverpool 
Review stated that a rival omnibus company was running a 
service from Princes Road to the Pier Head at a cheaper fare 
than was charged on the vehicles of the 'United', which painted 
its own omnibuses in an almost identical manner in an attempt 
to pirate passengers until the rival firm painted its name, 
'Mason's', prominently on the sides of its vehicles. 23

Ill EXTENSIONS

From 1878 onwards a series of Acts and Orders authorised 
very considerable extensions of the system, though by no means 
all were actually constructed. Some of the later Acts gave 
powers for tramways in a few streets where lines had already

21 Liverpool Review, 17 March 1883.
22 Minutes, 19 September 1883.
23 Ibid., 26 January 1889.
 Ibid., 31 July 1884.
26 Liverpool Review, 26 September 1885.
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been authorised but never constructed. The major powers 
are summarised in Appendix A.

The progress of the completion of the various lines may be 
summarised as follows: 26

OPENING (OR 
COMPLETION) DATE
11 August 1881

10 September 1881

14 February 1882 
17 April 1882 
22 July 1882 
5 August 1882

18 November 1882 
23 November 1882

1882 or 1883 
18 August 1883

8 December 1883

22 August 1885 
16 July 1887

18 February 1888 
Late 1895 or early 1896

December 1895 

16 May 1896

ROUTE
WAVERTREE
OLD SWAN
BELMONT ROAD (via Breck Road)
GREEN LANE (via West Derby Road) 
AINTREE
WEST DERBY
PIER HEAD
BOOTLE, STANLEY ROAD
FAZAKERLEY (a short branch from the Aintree
line)
MOUNT PLEASANT/OXFORD STREET
LINACRE (Marsh Lane) an extension of the
Stanley Road route
NORTH DOCKS (via Derby Road)
STRAND ROAD (a link between the Linacre
and North Docks lines)
WESTMINSTER ROAD
ST GEORGE'S CHURCH (now the site of the 
Victoria Monument) along PARK LANE to join 
the existing Dingle line
STANLEY PARK/WALTON BRECK ROAD 
(via Breckfield Road North and Robson Street) 
CABBAGE HALL
EVERTON CHURCH to NECROPOLIS (Low 
Hill)
PRINCES PARK (via Catharine Street)
LINACRE LANE (an extension of the Stanley 
Road route)
UPPER WARWICK STREET
LITHERLAND BRIDGE (an extension of the 
Linacre route)
STANLEY PARK route extended to WALTON 
(Spellow Lane)
OAKFIELD ROAD/WALTON BRECK ROAD 
to BRECK ROAD

The Pier Head, until the last electric tramcar ran in 1957, 
became well known as the nodal point of the whole system, 
most routes terminating there to connect with the ferries to the

26 The list of opening and completion dates is based largely on a list available 
in Liverpool Record Office. This in turn is compiled from the 'General Synopsis 
of Traffic' books 1-9, but the originals appear to be unobtainable. This list is not 
complete and is supplemented in the text by various references in Council 
Proceedings and Health Committee Minutes.
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Wirral. It may seem a little surprising, therefore, that it was not 
linked to the Inner Circle until 1882. What is now the site of the 
Pier Head's three famous buildings was occupied by George's 
Dock, and the passage which linked it to Canning Dock was a 
formidable obstacle to tramway development. 27

The network of lines in Liverpool's best residential area 
(Abercromby) never appear to have been used. The lines 
authorised by the 1881 Act and actually constructed were along 
Mount Pleasant and Oxford Street to Crown Street, with a 
branch along Grove Street and Upper Parliament Street (with a 
parallel line along Kingsley Road and Beaumont Street) to 
Lodge Lane. Lines were never laid (although authorised) on 
Upper Parliament Street below Catharine Street. The proposal 
for a route to Princes Park via Mount Pleasant, Rodney Street, 
Hardman Street and Catharine Street was modified so that 
trams would travel via Mount Pleasant, Hope Street and 
Falkner Street inwards, returning via Myrtle Street, Hardman 
Street and Leece Street. The new lines involved were authorised 
by the 1884 Order and completed by August 1885 but 
were not used. Soon after the corporation had commenced 
work on the Mount Pleasant tracks, the company had begun to 
have misgivings about the possible danger of operating horse- 
cars on such a gradient and had requested the corporation to 
abandon the line in favour of a line via Leece Street in both 
directions. This was refused and consequently the company 
did not run cars over routes which would have involved the 
negotiation of Mount Pleasant, although the corporation did 
run horse cars over the Mount Pleasant-Prince's Park line 
for a short period immediately before conversion to electric 
traction.

These were not the only lines which stood idle. The Health 
Committee Minutes of 4 April 1884 list the Victoria Street, 
North John Street, Farnworth Street, Boundary Lane, White- 
field Road and Belmont Road lines, as well as the Mount 
Pleasant group of lines, as unused.

At the beginning of 1888 the council received an application, 
which does not seem to have been granted, from Messrs Kor- 
moon and Company, coachbuilders of Everton, supported by 
the residents of Abercromby Square, for the lease of the lines. 
In 1890 the company appealed to the corporation against having 
to pay the same rental for the used and disused lines, although 
the latter cost the corporation nothing in maintainence. But the 
rent was not lowered. In 1892 the company considered the

27 Report of the City Engineer as to Works Executed from 1880 to 1882, in 
Council Proceedings, 1881-1882.
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possibility of using some of the lines as part of an upper 
cross-city route if a line could be built to link the Catherine 
Street line to the West Derby line. Presumably something 
similar to the later electric tram-route 25 was envisaged, linking 
Walton, Everton and Princes Park. The corporation felt unable 
to support such a scheme as it was not convinced that it could 
attract sufficient traffic to be economical. 28

There had been other proposals for cross-town routes avoid 
ing the city centre. The 1881 Act authorised a link along 
Seymour Street, Russell Street, Clarence Street and Rodney 
Street which would have permitted through running (avoiding 
the Inner Circle) between Rootle and the Mount Pleasant 
routes, as well as a link along Crown Street, Brownlow Hill and 
Brownlow Street which could well have served the purpose of 
providing the north-south link requested by the company some 
ten years later.

An interesting, though again still-born project was put for 
ward in 1886, the year of a large exhibition at Edge Lane Hall 
Estate (the future site of the corporation's main depot and 
workshops). Seeing the commercial possibilities, the 'United' 
applied to the Health Committee for permission to lay a line 
from the Old Swan route along Beech Street or Deane Road to 
Edge Eane Hall Estate and thence across Wavertree Park to 
rejoin the Wavertree route. Following objections from a Mr 
W. I. Eunt and other residents of Deane Road, permission was 
refused. However, in return for guaranteeing the exhibition 
against financial loss up to £5,000, the company was granted 
the exclusive right to issue combined 'bus and entrance tickets 
as a result of which another omnibus company was driven from 
the route. 29

Potentially the most far reaching proposal was for an outer 
belt line. This was first put forward by the borough engineer as 
early as 1882, but was not completed until 1901 (as an electric 
car route). This project envisaged a continuation of the Princes 
Park route along Croxteth Road and then along Eodge Eane, 
Tunnel Road, Durning Road, Holt Road, then over the 
existing line in Kensington, along Shiel Road, Belmont Road, 
Oakfield Road, Walton Breck Road, Royal Street (to the Walton 
route), and Eambeth Road (to the Bootle routes). This, he 
claimed, would provide easier access between the docks and the 
outlying districts, and would facilitate the migration of the 
working classes from the dockland areas to the more pleasant

28 Council Proceedings 29 February 1888; Health Committee Minutes 26 
September 1890; Ibid. 18/28 May 1891; Ibid. 2 September 1892.

29 Ibid. 11 and 25 February, 16 March 1886. Liverpool Citizen 1/8 October 1887.
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outlying parts (Walton, Everton and West Derby) where there 
were still plenty of moderately rented cottages available. 30 It 
will be noted that much of this route was actually authorised 
but only the Lambeth Road, Oakfield Road and Belmont Road 
sections were constructed during the horse tram period.

The history of the Oakfield Road line, incidentally, is 
especially interesting. Before the municipal boundary was ex 
tended in 1895, the west side of Oakfield Road between Breck 
Road and Thirlmere Road and the east side of Oakfield Road 
beyond Thirlmere Road formed the boundary. The section from 
Breck Road to Thirlmere Road (which lay in Walton on the 
Hill) was authorised in 1892 and the extension to Walton Breck 
Road (within the borough boundary) two years later. However, 
it was the latter section which was completed first and handed 
over to the company in December 1895, but it remained isolated 
from the remainder of the system for several months pending the 
completion of the section in Walton on the Hill.

With the completion of the Lambeth Road link and the 
extension of the Stanley Park route to Spellow Lane, the north 
docks came within the sphere of influence of Walton and West 
Derby as cars traversed a very roundabout route via Everton, 
Stanley Park, Walton, Kirkdale, Lambeth Road and Derby 
Road.31

In the absence of any upper cross-town routes, virtually all 
traffic converged on to a few streets in the city centre, and 
although many lines which would have relieved this congestion 
were authorised in 1881 and 1883 very few (Victoria Street, 
North John Street and Charlotte Street-Roe Street) were built. 
As the Wavertree, Old Swan, West Derby and some of the 
Bootle routes all converged on to London Road the problem 
there was particularly intense, but it was not until well into the 
nineties than an alternative line along Commutation Row and 
Islington (authorised in 1891) was constructed. All routes 
terminating at Pier Head continued to run inwards via Church 
Street and outwards via Dale Street until track on these streets 
was doubled after electrification.

IV THE CARS AND THEIR LIVERY

As stated, the first trams were imported from USA, and this 
practice was certainly continued for some years: a letter to the 
Health Committee in 1876 refers to the expected arrival of six 
new cars from America. Several writers have said that the cars

30 Health Committee Minutes 21 October, 14 September, 12 October 1882.
31 Ibid. 27 January 1894, September 1895, 17 December 1895.
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By courtesy of the R. B. Purr Collection

By courtt'\y of the R. B. Parr Collection

Plate 15. 
TRAMS ON LIME STREET

The date for car 69, above, is thought to be 1885 and 1878 for 
car 178 below.
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were built by the Starbuck (later G. F. Milnes) Company of 
227 Cleveland Street, Birkenhead, and this is supported by the 
existence of a photograph of car number 17 of the Liverpool 
Tramways Company outside the Starbuck works. These state 
ments are not incompatible as the early work of the Starbuck 
Company was limited to the assembly of tramcar parts imported 
from USA. 32 There are later references to the construction of 
cars in the company's own workshops.

It was customary for cars to be painted in various colours to 
indicate the particular route to which each vehicle was per 
manently assigned. Thus cars on the Dingle route were dark 
red; Cabbage Hall cars, bright red; Bootle cars, azure; Waver- 
tree cars, dark blue; Westminster Road cars, brown; Old Swan 
cars, dark brown with a buff band; Green Lane and West 
Derby cars, green; Breckfield Road North cars, a multi 
coloured tartan. Advertisements were displayed inside and 
out. 33

V EXPERIMENTS WITH MOTIVE POWER

The Liverpool Corporation Tramways (Extension) Order of 
1881, whilst specifying that animal power was to be used, 
nevertheless contained a clause which allowed for the future 
introduction of mechanical traction (subject to parliamentary 
approval) except that steam engines were not to be used in 
narrow streets. There was much discussion on the possibilities 
of using mechanical haulage, and. although a few short-lived 
experiments were made with the use of cable, compressed air 
and electric battery locomotives, no permanent changes were 
made and the company continued to use horse traction through 
out its existence.

As early as 1879 a deputation from the West Derby Rate 
payers and Houseowners' Association to the Tramways Com 
mittee of the West Derby Local Board expressed the hope that 
the tramways which were about to be built would be of 'suffi 
cient strength for steam motive power to be used therein'. 34 
In 1883 a steam tram locomotive was operated experi 
mentally, but without success. At the shareholders' meeting on 
19 September the directors' report urged the 'advisability of 
using steam or other mechanical power wholly or partly in the 
future working of this company', despite the failure of the

32 Tramway and Railway World, 8 September 1904; J. H. Price, 'The Story of 
G. F. Milnes', in The Modern Tramway, July 1964.

33 Liverpool Review, 5 September 10 October 1891.
34 West Derby Local Board Tramway Committee Minutes, 16 October 1879.
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locomotive which had been used in Liverpool. The chairman 
urged that further experiments should be made, referring to 
Birmingham, where steam power was proving most efficient in 
every way, with average running costs of 5d. per mile. :i5

A year later, however, the chairman was less optimistic the 
company's financial position, which still showed little sign of 
improving, did not permit the purchase of the two hundred 
locomotives which would have been necessary for the complete 
conversion of the system; moreover, many of Liverpool's 
streets were far too crowded for locomotives to be used. 
Nevertheless, he still felt that the route between Dingle and 
St George's Church might prove suitable for steam traction, 
and plans were made for its introduction. The council, after 
considering the application, felt that this form of motive power 
was unsuited to the streets near the town centre, and it was 
prepared to grant permission for the use of steam only on the 
section from Dingle to Warwick Street. The company felt that 
to have two forms of traction on the same route would be un 
economical, as this would necessitate the provision of stabling 
for horses at, or near, the changeover point. The project was 
abandoned and, since the same objection would obviously have 
applied to any other route, no further plans for steam power 
were ever considered. ;!6

Reference has already been made to the obstacles presented 
by the relief of the town, and it was very natural that cable 
haulage should receive very favourable consideration. This 
form of motive power was once very widely used in Edinburgh, 
one of Britain's most hilly towns. In September 1883 the share 
holders were informed that a short line had been laid on 
Hallidie's cable system in the yard of Kirkdale depot and they 
were invited to attend a special demonstration. It was, accord 
ing to the chairman, 'as simple a one as we could possibly get 
for doing the haulage in this town. It presents no obstacles to 
the streets and is in every way a safe and strong haulage power'. 37 
A few months later he was able to report that an application had 
been made for permission to lay an endless cable along William 
Brown Street, Prescot Street and Kensington (Prescot Street in 
volved one of the most vicious gradients in Liverpool). This, 
he claimed, would permit cars to run at speeds of six to eight 
miles per hour with lower overhead costs and less suffering for 
the horses.38

35 Minutes (of the company), 19 September 1883.
36 Ibid. 31 July 1884, 31 July 1885.
37 Ibid. 19 September 1883.
38 Ibid. 31 January 1884.
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Soon afterwards negotiations commenced with the Steep 
Gradient Tramways Company with a view to constructing a 
line similar to that already in operation on Highgate Hill in 
London. Again it was found to be less practicable than earlier 
enthusiasm had suggested. The corporation granted permission 
only on the condition that a sum of money, sufficient to 
renovate the road in the event of the scheme's proving a 
failure, was first deposited. Again, the streets on which it was 
proposed to lay the cable formed only part of the route, so that 
the company would be faced with the problem which had 
resulted in the abandonment of the plan for steam power on the 
Dingle route the necessity of changing motive power in mid- 
journey. 39

Liverpool's routes also involved several junctions and curves, 
unlike the cable route in Birmingham which made no inter 
sections with any other line and was cable-hauled throughout 
its length. Mr Pritchard, the engineer associated with the 
Birmingham line, offered to construct a similar line in Liverpool. 
This offer was accepted by the company, which at the same 
time pointed out the difficulties peculiar to Liverpool. The 
chairman later reported: 'We have not heard from him again 
and I fear we shall not.' 40

An interesting and, at first, apparently more successful ex 
periment, was carried out on the private initiative and at the 
expense of a Colonel Beaumont. That gentleman operated a 
locomotive driven by compressed air and drawing a carriage. 
At first this ran over the lines in Bootle on a circular route, 
traversing Rimrose Road, Sandhills Lane, Stanley Road and 
Strand Road. Later he was allowed to run cars into Liverpool 
to Tithebarn Street/Hatton Garden. Colonel Beaumont paid a 
percentage of the rental and cost of maintenance of the lines 
proportionate to the number of journeys operated by his own 
cars. At first the company was very impressed. Running costs 
appeared to be low; the engines were, naturally, much cleaner 
than the steam locomotives then under consideration. 41 How 
ever, the initially low running costs were not maintained and by 
1888 the engines were lying idle. 42

The use of electric traction seems to have been first con 
sidered in 1888, but was rejected on the ground of cost. The 
chairman, refering to the first electric tramway in the British 
Isles, that from Bush Mills to Portrush, said, 'I think I am right

39 Ibid. 31 July 1884.
40 Ibid. 28 July 1888.
41 Ibid. 31 July 1885.
42 Ibid. 28 July 1888.
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in saying that they pay no dividend'. 43 Nevertheless a few 
months later a delegation did visit Birmingham to inspect an 
electric tramway engine there, reporting back favourably: 'It 
took gradients quite as steep as any we have here with apparent 
ease drawing a heavily loaded car'. 44 No definite plans were 
made, but in the summer of 1890 an electric tram, driven by 
accumulators, made a trial run at four o'clock one morning 
from Walton depot to the Pier Head and back (permission was 
not granted for the car to run in the daytime). It was claimed 
that 'It took the gradients in Water Street quite as fast as any 
horses could do'. 45

In 1893 the company announced its definite intention to 
electrify its lines, but if the capital outlay was to be worthwhile 
there must first be an assurance that the lease, which had only a 
further eleven and a half years to run, would be extended. 46 
The company, however, was bought out even earlier than anti 
cipated and horses provided the motive power until the end of 
the company's history.

VI THE OLD HAYMARKET SIGNAL CABIN

Ft is clear from the maps that Old Haymarket was the major 
nodal point of the network. Ten routes converged there, and an 
average of ninety cars passed there each hour. To facilitate 
the control of traffic a pointsman's cabin was installed there in 
March 1883 by Messrs Saxby and Farmer, railway signal 
engineers, of Kilburn, London. Railway signalling practice was 
adapted for the control of horse tram traffic, fourteen levers in 
the cabin controlling an interlocking system of nine semaphore 
signals and five points (Figure 23). 47

VII STABLES AND CAR DEPOTS

The Estates Book of the Liverpool United Tramways and 
Omnibus Company gives very full information on all depots 
and stables built up to the early years of the eighties. For the 
period after that time information can be pieced together from 
the 1893 Ordnance Survey maps and the 1903 report of the 
general manager of the Corporation Tramways.

43 Ibid.
"Ibid. 26 January 1889.
16 Ibid. 26 July 1890.
" Ibid. 22 July 1893.
47 Report of the City Engineer as to works executed from 1880-1885 (this is 

contained in Council Proceedings, 1885-6, and goes into considerable detail con 
cerning technical matters such as track, etc.).
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LINES AND SIGNALS.

ELEVATION OF SIGNAL COLUMN. ELEVATION OF POINTSMANS CABIN.

Figure 23.
SIGNALLING ARRANGEMENTS AT THE 

OLD HAYMARKET
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The first tramway depot was built in 1861 on Broadgreen 
Road, at the terminus of the Old Swan-Fairfield line. This also 
provided stabling for 252 horses, and after the demise of the 
line it remained in use for horse omnibuses. When the first line 
of the Liverpool Tramways Company opened, the main stables 
and carriage depot were situated in Stanhope Street on the 
Dingle route. This establishment, originally built in 1866 to 
serve horse omnibuses, included granaries and a provender mill, 
and had facilities for the repair of tramcars and omnibuses. In 
1869 the company's main offices were established in a two- 
storey building in Pudsey Street, with adjacent accommodation 
for horses and omnibuses. Stables and a carriage shed (still in 
use. though modernised, as a motor bus depot) were constructed 
in 1870 at Carisbrooke Road, on the newly-opened Walton 
route.

Following its merger with its former great rival, the company 
successfully applied for permission to construct short lines from 
the Walton and Dingle routes to the former Liverpool Road and 
Rail Company's depots at Whittle Street, Kirkdale, and Upper 
Warwick Street, respectively, so that they could be used for 
tramcars as well as omnibuses. In 1877 a former horse omnibus 
depot (built in Tramway Road, Aigburth, in 1869) was im 
proved, and the main carriage workshops were transferred 
there, although Stanhope Street continued to be responsible for 
the provision of animal fodder.

As extensions were made, stables and car sheds were usually 
constructed to serve the new lines at Prince Alfred Road, 
Wavertree (1875), Stanley Road, Bootle (1881), Green Lane 
(1881). It has been indicated that there was already stabling on 
the Old Swan route, but in 1881 a new car depot was built 
immediately opposite to Broadgreen Road on the other side of 
Prescot Road. 48 Contemporary maps show that depots were 
also provided at Warbreck Moor (on the Aintree line), Seaforth, 
Litherland, West Derby and Commercial Road (the latter dis 
used by 1890). Short lines were constructed from the horse 
omnibus depots and stables in Beaumont Street and Whitefield 
Road to link them with the main system, thus permitting their 
use for tramcars too. The company also owned a few other 
depots (with stables) for omnibuses away from the tramway 
lines. 49

On 19 May 1893 new workshops to replace those in Tramway 
Road were opened in Lambeth Road, Kirkdale, and these were

48 Estates Book of the Liverpool United Tramways and Omnibus Company; 
Health Committee Minutes, 9 March 1876. 

19 Ordnance Survey plans, 1893.
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to remain the main workshops of the Corporation Tramways 
until the 1930s, when the establishment in Edge Lane was 
opened. 50

VIII THE TRACK

It has been seen that the track originally laid by the Liverpool 
Tramways Company very soon fell into a poor state of repair. A 
special committee, appointed by the council to examine and 
report on the state of the track, heard evidence from the local 
Hackney Carriage proprietors, supported by three veterinary 
surgeons, who complained that the track had subsided well 
below the surface of the road causing damage to the tyres of 
their vehicles and injury to the horses.

To maintain the track level with the road surface required a 
good concrete foundation which was sadly inadequate. Samples 
of the concrete in use were examined in February 1874 and were 
found to crumble very easily. This was hardly surprising for 
'in many cases the concrete and paving was done at night and 
the traffic turned on it the next morning. In other cases the 
traffic was turned on immediately after paving so that the con 
crete would at once disintegrate'. The rails themselves had worn 
badly (a fact ascertained by weighing sample sections). This was 
due largely to the manner of fixing the rail to the wooden 
sleeper by a spike driven, not screwed, through the groove so 
that the vibration of road traffic caused it to work loose very 
easily. 51 When the corporation began relaying on the Inner 
Circle and along Renshaw Street on the Dingle line, rail with an 
H-shaped cross-section was used, its limbs resting on a longitu 
dinal sleeper of Baltic pine. Both rail and sleeper were secured 
by a screw to a cast iron jaw set into the concrete foundation.

This proved to be far more hard wearing, but since the screw 
was adjusted, when necessary, by a key inserted through a gap 
in the sleeper, tightening or replacing it involved considerable 
disturbance to the road on either side. To obviate this difficulty 
Mr Deacon, the borough engineer, experimented with a new 
type of rail. This had a U-shaped cross-section with flanges on 
either side and rested in a wooden sleeper to which it was bolted 
through the centre of the rail itself so that any adjustments 
could be made very easily from the surface. A twelve yard 
length of this rail was laid in Lord Street near to its junction 
with South John Street in November 1877. This proved so

50 Minutes (of the company) 22 July 1893.
51 Tramways Report of the Special Committee 11 June 1874 (in Council Pro 

ceedings 1873-1874).
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successful that it was patented under the name 'Lyver Rail'. 52 
From 1879 onwards Mr Clement Dunscombe, Mr Deacon's 

successor, used a modified form of the 'Lyver' system on all new 
and reconstructed track. It was felt that the track should be 
sufficiently strong to permit the possible future introduction of 
steam locomotives and that the unexposed parts should be 
sufficiently durable to last through the remaining period of the 
Tramway Company's lease without any further reconstructions 
being necessary. To meet these requirements the timber sleepers 
were replaced by cast iron filled with Portland cement. A length 
of this type of track was exhibited at the International Inven 
tions Exhibition in London in 1885 where it was awarded a 
medal. Short lengths of this type of track can still be seen today 
in Great Charlotte Street and in front of the entrance to Barker 
and Dobson's factory in Whitefield Road (the site of a former 
depot for horse trams).

The 1885 Report of the general manager gives a very full 
description of the method of laying track. The carriageways 
were first excavated, prepared blocks of concrete and the iron 
jaws were put in place and the sleepers laid on to them. A 
foundation of Portland cement concrete was then laid up to the 
base of the sleeper (so that the jaws were set firmly into it) and 
the rails were then secured by bronze bolts and wrought iron 
nuts through the sleeper to the jaws. Finally the road between 
the rails and for 18 inches on either side was paved with syenite 
setts level with the rail. 53 In Wavertree and West Derby track 
was laid on Mackison's and Barker's systems respectively (see 
Fig. 24b). The company owned the track in its depots and short 
sections in Walton. The Oakfield Road section and the Stanley 
Park-Spellow Lane extensions (both in Walton on the Hill) 
were laid with more substantial girder rail.

IX WORKING CONDITIONS

The minutes of the shareholders' meeting held on 27 July 
1889 give some insight into the history of the staff's working 
conditions. The main complaint seems to have been of ex 
cessive working hours rather than of poor pay. The directors' 
meeting on 25 March 1884 had agreed that Sunday work should 
be voluntary and in the following year some consideration was 
given to the length of the working day. The chairman had

52 Report of the Borough Engineer as to the reconstruction and extension of 
the Liverpool Tramways (in Council Proceedings 1879-1880).

63 Report of the City Engineer as to Works executed from 1880 to 1885 (in 
Council Proceedings 1885-1886).
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spoken of the dilemma of trying to please all members of the 
public both those who expected to have early and late trans 
port on the one hand and those who wished to restrict the hours 
of labour on the other. Since the last journeys began at 11.0 
p.m., it was necessary for men to work 12 to 15 hours a day. 
These hours could be reduced, it was argued, only by intro 
ducing shifts and employing more men, in which case wages 
would have to be reduced from 35s. Od. to 32s. Od. per week. 
This 32s. Od. was based on a rate of 4s. 8d. per weekday and 
4s. Od. per Sunday, this last despite the fact that higher fares 
were charged on certain routes on Sundays. Later, wages for 
new drivers were further reduced to 28s. Od.

The wages of 'pullers-up' (the boys who rode the extra horses 
where they were needed on certain steep gradients) were cut 
from 10s. Od. to 8s. 6d. Boys aged between 15 and 17 were 
employed at the main junctions to turn the points. Formerly 
they had worked in two shifts at each junction. Now, as part of 
the economy drive, their services were dispensed with altogether 
at some junctions, and elsewhere one boy would be required to 
work continuously from 5.30a.m. to 11.30 p.m., with only a few 
short breaks. For all this extra work their pay was magnani 
mously increased from 8s. 6d. to 10s. Od.

Public opinion tended to favour the tramwaymen. Their case 
was taken up most eloquently in the Liverpool Citizen: '. . . the 
present management of the company may be credited with 
having perfected the system of checks, fines and penalties so 
well that they do succeed in extracting from their workpeople 
the fullest strain of continuous toil which the human frame is 
capable of enduring'. Whilst the Citizen did not wish to see the 
inconvenience which a strike would cause, and for which, in 
any case, the men were insufficiently organised, it did call upon 
its readers to boycott the trams, using cabs wherever they could 
afford to do so.

Shortly afterwards a strike in the shipping industry made the 
directors apprehensive of its possible effects on their own 
employees, and in 1889 the wage structure was reconsidered 
(this followed one of the company's best financial years, when a 
fine summer had brought increased passenger receipts and a 
good harvest had kept the price of fodder low). Those who had 
formerly earned 35s. Od weekly had their old rate restored 
immediately. Others were to receive a rise of Is. Od. per week 
annually until the maximum was reached. 54 Shortly afterwards

54 'Docking the Drivers', in Liverpool Citizen, 1 October 1887; 'Roughriding 
over the Tramway Lads', ibid. 8 October, 1887; Minutes (of the company), 27 
July 1888 and 25 July 1884.
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the men did make an attempt to organise a union but this 
resulted only in mass dismissals. 55

In its last years the company found a novel and sinister way of 
inspecting: some men who habitually used the cars weie 
allowed free travel, in return for which they would examine 
tickets and make a report on any journey they might make. 56

x FARES

At first a standard charge of 2d. outside and 3d. inside (thus 
the principle of 'classes') was introduced on both the Walton 
and Dingle routes. When the Aigburth extensions was opened 
an extra penny was charged in both classes between Aigburth 
and the town centre. 'Garnets' of tickets were sold at Is. 9d. per 
dozen for twopenny tickets and 2s. 6d. per dozen for three 
penny tickets. Later on it was found that this gave rise to a 
racket amongst the conductors who bought these books of 
tickets themselves to retail to the passengers. 57 Their lack of 
loyalty to their employers is, perhaps, understandable.

The Liverpool Corporation Tramways Order of 1879 laid 
down that cars must be run on all routes charging fares of ^d. 
per mile (with a minimum fare of Id.) at hours suitable for 
artisans, mechanics and daily labourers every day except 
Sundays, Good Friday and Christmas Day. 58 When the cor 
poration purchased the track it reached agreement with the 
company on a scale of fares. Basically, fares were to be Id. per 
mile (with a minimum of twopence), with an extra penny on 
most fares for travel inside. This scale soon proved inadequate 
and slightly higher fares were introduced and sanctioned by the 
Liverpool Tramways Act of 1882. Aintree was then the 'gate 
way' to rural South Lancashire and the 1882 Act permitted 
higher fares on Sundays and race days on the Aintree and 
Fazakerley lines. 59

Revenue was never as high as was hoped and the company 
considered whether fares were so high as to discourage would-be 
passengers. For a time a basic rate of Id. per mile was re- 
introduced experimentally. This resulted in an increase in the 
number of passengers but also in a fall in total takings, and by 
1889 it was agreed that such a low fare was impracticable in

55 Liverpool Citizen, 25 September 1889.
56 Liverpool Review, 5 September 1891.
57 Ibid. 28 July 1888; Gore's Liverpool Directory, 1870, 1871, 1872.
58 Liverpool Corporation Tramways Order, 1879, clause 32; Terms of the 

Agreement -----, (see note 14 above).
59 Tramway Committee Minutes, 22 September 1898.
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Liverpool, where running costs were higher than in most other 
towns. 60

XI THE END OF THE COMPANY

Announcing the company's intention to introduce electric 
traction, the chairman in 1893 pointed out, as indicated above, 
that the capital outlay involved could be justified only if the 
lease could be extended beyond the eleven and a half years 
which it still had to run, 61 and when Liverpool's boundaries 
were about to be extended the company took the opportunity of 
petitioning parliament for an extension of the lease. The 
petition was successful, and the Liverpool Extension Act of 
1895 contained a clause extending the lease to 1 January 1915 
at the existing rental. 62 This Act also made Liverpool Corpora 
tion the owners of all lines except those in Bootle. 63 However, in 
1897 the Liverpool Corporation Tramways Act allowed the 
corporation to take over the company's assets from 1 September 
1897, at a cost of £567,375, and to lease the lines in Bootle from 
the corporation of that borough. 64 Liverpool Corporation 
immediately began a programme of conversion to electric 
traction which was completed by 1903 and is the subject of 
Appendix B.

60 Minutes (of the company), 19 July 1888 and 26 January 1889.
61 Minutes (of the company), 22 July 1893.
62 Ibid. 12 July 1889.
63 The Local Government Board's Provisional Order Confirmation (no. 10) 

Act, 1895.
64 Liverpool Corporation Tramways Act, 1897; Tramway and Railwav World, 

8 September 1904.



APPENDIX A

MAJOR POWERS FOR TRAMWAY EXTENSIONS UNDER ACTS AND ORDERS 
FROM 1878 ONWARDS

(A) LIVERPOOL CORPORATION TRAMWAYS ORDER 1879; WEST 
DERBY LOCAL BOARD TRAMWAYS ORDER 1878; WAVERTREE 
TRAMWAYS ORDER 1878

1 Lines from the Exchange (town hall) and St George's Church to the Pier 
Head (via Water Street and James Street respectively).

2 From Haymarket to Old Swan via London Road, Prescot Street, Kensington 
and Prescot Road.

3 A branch from the Old Swan route along Low Hill, West Derby Road, 
Rocky Lane, Millbank, Mill Lane to West Derby village.

4 A link between the Old Swan and West Derby lines, along Green Lane.
5 A Wavertree line leaving the Old Swan and West Derby lines at Pembroke 

Place and running along West Derby Street, Mount Vernon Road, Wavertree 
Road and Picton Road (returning via Paddington and Crown Street instead of 
Mount Vernon Road).

(B) WALTON ON THE HILL TRAMWAYS ORDER 1880
1 An extension of the Walton route along Walton Road, County Road, Rice 

Lane and Warbreck Moor to Aintree.
2 A branch from the Aintree route along Longmoor Lane to Fazakerley.

(C) LIVERPOOL TRAMWAYS ORDER 1881; BOOTLE TRAMWAYS 
ORDER 1881

1 From London Road along Norton Street, St Anne Street (Scotland Road 
tracks already laid for the Walton route), Stanley Road and Linacre Road to 
the L & Y Railway bridge in Litherland.

2 From the above route along Lambeth Road, Sandhills Lane, Derby Road 
and Rimrose Road to Seaforth (i.e. the North Docks).

3 From Dale Street along Hatton Garden (Tithebarn Street and Moorfields in 
the reverse direction), Vauxhall Road and Commercial Road (crossing the Derby 
Road route) to join the Stanley Road route.

4 A link between the Derby Road and Stanley Road routes along Strand 
Road.

5 A short spur between Cazneau Street and Scotland Road via Juvenal Street.
6 A line along Farnworth Street to join the Old Swan and West Derby routes.
7 A line from London Road along Moss Street, Shaw Street, Eastbourne 

Street, Fitzclarence Street, Aubrey Street, Queens Road, Breckfield Road North 
and Robson Street to Walton Breck Road.

8 A branch from the above route along Everton Road, and Heyworth Street 
to Everton Church.

9 A branch from the above route along Breck Road to Belmont Road.
10 A line from the Inner Circle along Mount Pleasant and Oxford Street to 

Crown Street.
11 A line along Upper Parliament Street between Smithdown Road and 

Catharine Street (only partially constructed).
12 Three links between the Mount Pleasant and Upper Parliament Street 

lines via (a) Rodney Street (not constructed), Hardman Street, Myrtle Street and 
Catharine Street, (b) Bedford Street South (not constructed), (c) Grove Street 
(not constructed).

13 Lines from Upper Parliament Street (a) to Princes Park via Princes Road 
(b) a loop along Mulgrave Street, Eversley Street and Kingsley Road with a 
branch along Beaumont Street to Lodge Lane (only the Kingsley Road and 
Beaumont Street section were constructed).
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14 A link (never constructed) between the Mount Pleasant and Bootle groups 
of routes avoiding the city centre via Russell Street and Seymour Street to St 
Anne Street.

15 A link (never constructed) between the Wavertree route and Upper 
Parliament Street via Brownlow Street. Brownlow Hill, Crown Street and Grove 
Street.

16 An alternative route to Walton via Kirkdale leaving the existing Walton 
line by Smith Street and running along Westminster Road and Barlow Lane to 
rejoin the Walton route.

17 A link between Whitechapel and Lime Street via Great Charlotte Street, 
Queens Square and Roe Street.

18 A line running the length of Victoria Street with a link (never constructed) 
along Stanley Street to Whitechapel.

19 St George's Church to Princes Park involving new track in Park Lane, 
St James Street and Upper Warwick Street.

20 An alternative route to Dingle via Mill Street and Parkhtll Street with a 
short line along Hill Street (only the Mill Street Hill Street section was actually 
constructed).

21 A short loop from Canning Place along Strand to James Street (not con 
structed).

(D) LIVERPOOL TRAMWAYS ACT 1882
1 A link between West Derby Road and Breck Road along Belmont Road.
2 A line from West Derby Road along Boundary Lane and Whitefield Road 

to Belmont Road.
3 An extension of the Breck Road route to Cabbage Hall.

(E) LIVERPOOL TRAMWAYS ORDER 1883
1 A line along Lambeth Road and Bousfield Street to link the Walton, West 

minster Road and Stanley Road routes.
2 A loop from the Derby Road route along Brunswick Place, Regent Road 

and Sandhills Lane.
3 Branches from the Walton route along Royal Street and Everton Valley, 

then along Walton Breck Road and Oakfield Road to Thirlmere Road.
4 A continuation of the Heyworth Street line along St Domingo Road to 

Calder Street.
5 A continuation of the same line southwards along Everton Road to join the 

West Derby route at Low Hill.
6 A short spur from Prescot Street along Harper Street and Erskine Street to 

join the existing line in Low Hill.
7 An alternative line between the Walton Road and Westminster Road routes 

and the city centre via Great Homer Street, Fox Street and Richmond Row to 
St Anne Street, with a branch along Juvenal Street, Grosvenor Street, Christian 
Street, Islington and Commutation Row.

8 Lines in the city centre along North John Street (between Lord Street and 
Victoria Street), Sir Thomas Buildings, Richmond Street, Williamson Square, 
Roe Street, Hanover Street, Ranelagh Street, Cases Street, Brunswick Street and 
Fenwick Street and Back Goree.

9 A link from Breck Road to Whitefield Road along Breckfield Road South.
10 An extension of the Princes Park route along Croxteth Road to Lodge Lane.
11 A continuation of the Robson Street line along Sleepers Hill to Anfield 

Road (Stanley Park).
12 A continuation of the Upper Parliament Street line to Queen's Dock 

(Sefton Street).
Of these lines only the Everton Road. North John Street and Harper Street 

lines were constructed under these powers.

(F) LIVERPOOL TRAMWAYS ORDER 1884
1 A continuation of the authorised line in Hardman Street down Leece Street 

to join the Dingle route at St Luke's Place.



210 APPENDIX

2 A link between the Mount Pleasant and Catharine Street lines along Hope 
Street and Falkner Street.

Authorised but not constructed:
A line along Paradise Street between Lord Street and Hanover Street. 
A continuation of the Dale street lines along William Brown Street. 
A continuation of the Mulgrave Street line to Princes Road. 
A short branch from Park Road along High Park Street to Princes Road.

(G) BOOTLE TRAMWAYS ORDER 1884
Extension of the Stanley Road route to Linacre (already authorised but not 

built), with a branch (never constructed) along Knowsley Road to link the 
Stanley Road and Derby Road routes.

(H) LIVERPOOL TRAMWAYS ORDER 1891

1 A line along Lambeth Road to link the Stanley Road and Westminster 
Road lines.

2 An alternative line from the city centre to St Anne Street via Commutation 
Row and Islington.

(I) LIVERPOOL TRAMWAYS ACT 1892
1 A short line from Breck Road along Oakfield Road to Thirlmere Road.
2 An extension of the Linacre route to Litherland.

(J) LIVERPOOL TRAMWAYS ORDER 1894
1 A continuation of the line authorised in 1892 along Oakfield Road to Walton 

Breck Road.
2 An extension of the Stanley Park route along Sleeper's Hill, Walton Lane, 

Spellow Lane to join the Walton, Aintree and Westminster Road routes.
Note: The numbers used above are intended to simplify the legal language 
of the Acts and Orders. They are not the numbers actually used to describe the 
tramways.



APPENDIX B

ELECTRIFICATION OF THE SYSTEM

At the end of its life the LUTOC was operating 267 vehicles over 68 route 
miles in Liverpool (which now included Walton, Wavertree and West Derby), 
6 miles in Bootle and f mile in Litherland. The following services were in opera 
tion: 65

PIER HEAD to CABBAGE HALL
GREEN LANE
WEST DERBY
WAVERTREE
OAKFIELD ROAD (via West Derby Road and
Belmont Road)
WALTON (via Walton Road)

ST GEORGE'S CHURCH to DINGLE
ROBSON STREET 
OLD SWAN

LIME STREET to STRAND ROAD/DERBY ROAD (via St Anne 
Street, Stanley Road, Strand Road) 
SEAFORTH (via Derby Road) 
LITHERLAND (via Stanley Road)

HILL STREET to AINTREE (via Walton Road)
FAZAKERLEY (via Walton Road) 
WALTON (via Westminster Road)

EVERTON (Breckfield Road North) to NORTH DOCKS/STRAND
ROAD (via Walton Lane, Lam 
beth Road, Derby Road)

The company also operated the following horse omnibus routes: 
KNOTTY ASH to OLD SWAN 
DALE STREET to VICTORIA ROAD (Sandhills) 
SEAFORTH to CROSBY
PIER HEAD to PRINCES PARK AND LARK LANE

UPPER PARLIAMENT STREET AND SMITH- 
DOWN ROAD
UPPER PARLIAMENT STREET AND LODGE 
LANE
EDGE LANE HOTEL 
OAKFIELD ROAD (via Mill Road)

Omnibuses on other routes were also operated by smaller companies.
In 1897 a deputation from Liverpool toured Europe studying tramways in 

Hamburg, Berlin, Dresden, Wien, Buda-Pest, Zurich, Brussels, Milan, Genoa, 
Turin, Geneva, Vevey and Paris to consider the means of traction best suited to 
Liverpool bearing in mind conditions peculiar to the city: that most routes 
encountered severe gradients, that many streets carried heavy traffic other than 
trams to which dangers must be minimised, and that the possibility of break 
downs on the Inner Circle, on to which most routes converged, must be reduced 
to an absolute minimum.

The deputation reported that any form of self-contained car (driven by steam, 
accumulator or compressed air) would be too heavy for Liverpool's hills; the

65 Gore's Directory 1896; Tramway Committee Minutes 1898.
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closed conduit system (live points in the road way) as used in Paris and the under 
ground conduit were both rejected in favour of the overhead wire. The special 
committee proposed that the line from St George's Church to Dingle and the 
branch up Upper Warwick Street to Princes Park should be electrified on this 
system experimentally. These routes were selected as they would not interfere 
with any other lines still operated by horse traction.

The possibility of using an underground conduit was not altogether abandoned 
and experiments were advocated by certain councillors who were apprehensive 
of the unsightliness of overhead wires, especially in the city centre. However, the 
offer of the Simplex Electric Tramway Conduit Syndicate Ltd, to lay and operate 
an experimental line at its own expense, was rejected and the idea was never 
revived. 66

Electric cars first ran in Liverpool on the Dingle route on 14 November 1898 
and then on the Princes Park route on the following 16 January. The original 
rolling stock was foreign-built, the Dingle route being operated by fifteen single 
deck motor car and trailer sets built by Busch of Hamburg, whilst the Princes 
Park line was operated by eleven single deck bogie cars built by J. G. Brill in 
USA. 67

By 1903 the electrification programme was virtually complete. All former 
horse tram routes had been converted to electric traction except for the Walton 
Lane route, which was replaced by a much shorter route between Everton and 
North Docks via Everton Valley, although lines were again laid in Walton Lane 
in 1924.

Electric cars first ran to the Pier Head in July 1900 and in the transitional period 
UD to this date electric trams terminated at St George's Church and horse cars at 
Pier Head. In February 1899 a special Ad. fare between the two termini was 
introduced. 68

As well as conversions, several entirely new routes were laid in this period. The 
Upper Parliament Street horse omnibus service was replaced by electric trams in 
July 1899. This was in fact the first electric tram route after the two experimental 
lines as the Tramways Committee had been concerned for some time at the suffer 
ing caused to horses on this route. 69 Certain new routes had been considered but 
not built during the company period the Outer Circular route was completed 
on 13 January 1901 and an upper cross-city link between Everton and Princes 
Park (via Crown Street) on 29 March 1901. With the conversion of the West 
minster Road line on 7 January 1902 horse trams were virtually extinct, except 
for the three-quarter mile section in Litherland. Owing to a dispute with the Iccal 
authority horse trams continued to run on that section to connect with electric 
cars on the Linacre line at Bootle boundary until August 1903. 7 "

66 Various reports in Council Proceedings 1896-1898.
67 Tramcar Registers (in possession of Liverpool City Transport).
68 Council Proceedings, February 1899.
69 Tramways Committee, various reports 1898.
70 General Manager's Annual Report 1903.


