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advent of the railway age, as the mid-nineteenth century 
J. is so often called, produced a great spate of contemporary 

comment in many different forms. Poems, novels, diaries, 
indeed all forms of literary activity, bear witness to the dramatic 
impact of the railway on the Victorian mind. Most diaries only 
convey the casual interest of the onlooker; few survive of those 
actually engaged upon railway construction. James Stelfox, 
whose diary is the main source of this article, was not an engineer 
or a navvy, but a company official. He was employed by the 
Ulverston and Lancaster Railway Company (U.L.R.), first as a 
farmer and later as an inspector of works, during the construc 
tion of the line from Ulverston to Carnforth between 1853 and 
1859.

The limitations of the diary as the principal item of source 
material are not far to seek. It comprises the business jottings of 
a hard-worked company servant rather than the considered 
observations of a gentleman of leisure. Thus it does not give a 
detailed technical account of the railway's progress. Nor does it 
provide any but the most occasional insight into the minds of the 
makers of the railway and the reactions of local people, whether 
beneficiaries or victims. Instead, the diary presents us with an 
impressionist picture of the company's activities. It is the extent 
of the coverage which is so informative not the depth of descrip 
tion. For the latter we have to rely on other sources. From the 
framework provided by the diary we can see that the unusual 
feature of this particular railway company was that it was 
virtually a family business, the needs of which were largely 
supplied by its own estates. Moreover, the building of the track 
is of equal interest as it included in the Leven and Kent viaducts 
two of the greatest feats in the history of British railway en 
gineering.
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138 RAILWAY CONSTRUCTION IN NORTH LANCASHIRE

Quotations from the diary are preserved in their original 
uncorrected form.

JAMES STELFOX

James Stelfox was born at Warburton, Cheshire, on 17 
December 1813. 1 He was the fifth (or possibly sixth) child of 
John and Sarah Stelfox, both from that same part of Cheshire. 
His father was a small tenant farmer of land assessed for 
£2-15-6 in land tax, although nearly all of this had once been 
owned by his wife's father, Thomas Chantler. 2 No member of 
the family appears in the Warburton Tithe Schedule of 1839, but 
later records show that James's elder brother, Thomas Chantler 
Stelfox, and also his brother-in-law, Edward Hatch, continued 
to farm in the neighbourhood until after James's death. 3

Nothing is known of Stelfox's life between his baptism in 1814 
and the commencement of his diary in 1855, by which time he 
was working for the Brogden family in North Lonsdale. He does 
not appear in the Ulverston area in the census returns of 1851, 
and we can only assume that his work there was limited to the 
period of railway construction. It is likely that his job with the 
U.L.R. was the result of previous contact with John Brogden, 
probably in the Manchester area where the latter had first made 
his fortune as a contractor. 4 Brogden's residence, Raglan House 
at Sale, was only eight miles from Warburton, and Stelfox may 
well have entered the family's employ there.

By 1855, if not earlier, James Stelfox had become an official on 
the North Lonsdale estates which the company had acquired in 
order to provide land and provisions for the railway and its 
labour force of men and horses. At first Stelfox was primarily 
concerned with the husbandry and management of the farms, 
but after a crisis in December 1856 he was appointed an inspec 
tor of the works and became largely preoccupied with railway 
construction. Little progress had been made on the line before 
1855, owing to shortages of both capital and labour. 5 Thus the 
major part of the line had still to be built under Stelfox's super 
vision.

1 Cheshire Record Office, P 68/2, Warburton Parish Registers.
2 C.R.O. QDV 3, Warburton Land Tax List (1807),
3 C.R.O. EOT 412/1; P 68/10/8, Notes on names in Warburton burials.
4 J. D. Marshall, Furness in the industrial revolution (Barrow-in-Furness 

1958), p. 153.
p. 215.
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THE COMPANY ESTATE

In 1851 the headquarters of the U.L.R. were set up by John 
Brogden, chairman of the directors, at Lightburn House on the 
southern fringe of Ulverston. While the railway was being built 
the house was occupied by his sons. At first Henry and John 
junior lived there, and after the latter's death in 1855, Henry was 
joined by Alexander. In 1857 Alexander Brogden moved to his 
own house at Holme Island off Grange, which had earlier been 
purchased in the company's name. Lightburn was strategically 
placed for the Brogdens. It was situated near the proposed 
junction with the Furness Railway, and was roughly halfway 
between the family's iron ore mines and stone quarries at 
Stainton and the site of the proposed viaduct over the river 
Leven at Tredlow (sometimes Threadlow or Tredley). The 
house was also very close to the Ulverston Canal, up which coal 
and other supplies for the railway and estate were shipped. 8 
Nearby at Canal Foot, W. & J. Galloway set up a temporary 
iron works and used ore from Stanton for the preparation of the 
ironwork for the Leven viaduct. 7

The company's landed estate consisted primarily of a narrow 
strip of land acquired by means of the private Act of 1851. 8 
Following the railway line, the estate soon came to include a 
considerable surplus of land in addition to the track. Its main 
component properties are found in the directors' minute book 
where they are described as lands 'purchased by the company 
but which have been conveyed to John Brogden Esq. or some 
other person'. 9 The directors resolved to charge them at the 
following sums:

Lightburne Estate 7,311-8-0
Sea Wood Estate 2,003 -2-6
Yarker's Land 1,316-5-0
Holme Estate 1,050 - 0 - 0
Allanby 156-0-0
Barrow's purchaser 228 - 5 - 0
Gardner's deviseers 250 - 0 - 0
Molyneux's purchaser 250 - 0 - 0
Morecambe House 1,404 - 0 - 0

£13,969 - 0 - 6

6 Ibid. p. 206. Most of the Stainton haematite was shipped from Barrow 
rather than Ulverston by this period.

7 W. H. Chaloner, 'John Galloway (1808-1894), engineer, of Manchester and 
his "Reminiscences'", Transactions of the Lancashire and Cheshire Antiquarian 
Societv, LXIV (1954), pp. 93-116.

8 14 and 15 Vict. cap. 102.
9 British Transport Commission, ULR 1/2, Directors' minutes, 27 Jan. 1857.
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Other land was taken on lease from local landowners. It is 
uncertain how much of the extensive Plumpton estate, belonging 
to the Morritts of Rokeby, Yorkshire, was rented by the 
Brogdens, but they certainly took on part of the 400 acres 
attached to Plumpton Hall. 10 In addition, they rented a farm at 
Flookburgh from James Stockdale of Cark. 11 The smallness of 
scale of many properties acquired for the railway is confirmed 
by the schedule of owners and holders of land attached to the 
railway plan of 1850. 12 Over the distance of 25 miles, seven of 
which consisted of water or salt marsh, 66 separate landowners 
were compensated, excluding the Queen and numerous trustees 
of public and private land. The land for the railway was ear 
marked under the Act of 1851 but each transaction had to be 
arranged separately. The rate of compensation varied consi 
derably and in some cases was only settled by recourse to the 
magistrates. Not surprisingly, much of the land did not pass into 
the railway company's hands until 1856.

Until he became inspector of the works at Tredlow, James 
Stelfox was primarily concerned with the management of the 
U.L.R.'s estate, particularly the farms at Plumpton Hall and 
Flookburgh. His precise status is unclear. He is mentioned in the 
Lancaster Gazette as simply a 'servant of the company', 13 but it 
is evident from the diary that he was a high-ranking estate official 
receiving most of his instructions direct from the Brogdens. 
Stelfox spent many hours accompanying the Brogdens on their 
tours of both the farms and the works; and although two or 
more of the brothers spent much of the year at Lightburn, they 
made frequent visits to Manchester and relied on permanent 
resident officials like Stelfox to keep them up to date with the 
latest developments. John Brodgen senior took a similarly keen 
interest when he paid his regular visits to Lightburn once every 
four or five weeks.

Perhaps it was this personal direction of affairs by the Brogdens 
that prevented the development of any degree of specialisation 
among their senior employees. Stelfox supervised and took part 
in every conceivable activity on the estate: from ploughing to 
harvesting, from buying seed to selling grain, from carting 
manure to collecting rents, and from dipping sheep to showing 
prize animals at Ulverston Cattle Show. One such activity was 
the reclamation of 750 acres of marshland at Blawith and 
Meathop which was begun soon after the railway embankment

10 J. Park, Some Ulverston records (Ulverston, 1932), pp. 76-8.
11 Stockdale was the author of the Annals of Cartmel (Ulverston, 1872).
12 Lancashire Record Office, PDR 566, U.L.R. plan and section 1850; also 

EA 95, Reference book.
13 Lancaster Gazette, 14 March 1857.
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gave it sufficient protection from high tides. 14 The first experi 
ments in crop-growing on a small portion of the marsh in 1856 
produced satisfactory results in a wide variety of grain and root 
crops. Special admiration was expressed by local commentators 
at the surprising absence of disease from the potatoes. 15 Stelfox 
referred to the work in his diary for 1857:

2 May Mr Brogden at Flookboro give orders to begin Ploughing Meathop 
Marsh Mr Brogden gone back to Manchester
4 May Was at Meathop began to Plough Blawith Marsh 2 Teams
5 May Bot from Mr Hunter 10 Cwt Gannao [guano] 13-15-0 Bot from Mr 
Lindow 10 Cwt Beans 8-5-0
7 May Began to sow Blawith Marsh Vetches Oats Barley Beans with 2 Cwt 
Gannao per Acre

In spite of these efforts the land could only be described as 
'reclaimable' when its ownership was transferred from the 
U.L.R. to John Brogden in 1862. 16

THE BUILDING OF THE RAILWAY

A line between Ulverston and Lancaster had been mooted 
many years previously, but it was not until lines between 
Whitehaven and Furness, and Barrow and Ulverston were 
nearing completion that John Brogden and his sons launched 
the 'Ulverstone and Lancaster Railway Company' in 1851. The 
railway was designed to join the Lancaster and Carlisle Railway 
at Carnforth with a view to providing continuous rail communi 
cation between the Furness iron ore deposits and the Durham 
coal-field and thereby stealing a march on other iron ore interests 
represented by the Furness Railway Company. 17

Morecambe Bay had presented a considerable challenge to 
planners and engineers long before the U.L.R. project. Both 
George Stephenson, in 1837, and John Hague, in 1838, had put 
forward schemes for crossing the bay. 18 At this stage a western 
route to Scotland was still under discussion, for it was not until

14 For an earlier venture in land reclamation at neighbouring Wilson House, 
see W. H. Chaloner, 'The agricultural activities of John Wilkinson, iron 
master', Agricultural History Review V (1957), pp. 48-51.

15 B.T.C. ULR 1/1, Minutes of general meetings, 21 Jan. 1862.
16 Ibid.
17 The Furness Railway was launched in 1844 to transport iron ore and slate 

from the mines in Plain Furness to the port of Barrow. It was opened in 1846, 
but not extended to Ulverston until 1854. The company took a decisive interest 
in the affairs of the U.L.R. finally absorbing it in 1861. See J. D. Marshall, 
op. cit. pp. 176 et sea.

18 W. Rollinson, 'Schemes for the reclamation of land from the sea', Trans 
actions of the Historic Society of Lancashire and Cheshire (hereafter T.H.S.L.C.), 
CXV(1964), pp. 133-45.
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1846 that the Lancaster and Carlisle built the line over Shap. 
Stephenson, motivated by considerations of land reclamation as 
well as by a concern to take the shortest possible coastal route 
to Scotland, had proposed an embankment from Lancaster to 
Humphrey Head and thence across the Leven estuary by way 
of Chapel Island. Hague's scheme was even more grandiose: it 
consisted of a line across Morecambe Bay direct from Poulton to 
Leonard Point, near Barrow. Both plans would have entailed 
lengthy canalisation of the rivers Kent, Winster and Leven, as 
well as the Duddon. 19

McClean and Stileman, the engineers engaged by the Brogdens, 
were less ambitious. Their plan of 1850 involved simply the 
canalisation of the river Winster and the crossing of the estuaries 
of the Kent and Leven by viaducts. Reclamation still formed 
part of the programme, but its scope was to be confined to the 
marshy land at Holker, Meathop and Silverdale which the rail 
way would skirt on the seaward side. McClean and Stileman 
resigned their charge in February 1853, and James Brunlees was 
chosen as their successor. 20 Although the new company engineer 
was still only thirty-seven, it was considered that his experience 
on the construction of the Rosse Bay embankment for the 
Londonderry and Coleraine Railway made him particularly 
suitable for the Ulverston and Lancaster project.

In January 1855, Brunlees described to a meeting of the 
Institute of Civil Engineers how the difficulties of the coastal 
route were being overcome. Firstly, embankments were being 
thrust out into the two major estuaries from the marshy coast at 
Holker and Meathop. Secondly, weirs were being built at right 
angles to the embankments and parallel with the coast-line. 
Across the narrowed estuaries, the viaducts themselves would 
eventually be erected, with 'draw-bridges' to allow the passage of 
vessels at high tide. 21

The weirs were designed to force the rivers into fixed channels 
and to induce tidal scour and river current to build up sand 
banks on either side. There would thus be no danger of the 
rivers 'turning in' and undermining the embankments. The 
engineer forecast that 'in a very short time, the sands inland of 
the weirs will be silted up high enough for reclaiming'.

The railway embankments were proceeding simultaneously
19 For other minor abortive rail schemes for North Lonsdale at this time, see 

J. D. Marshall, op. tit. pp. 181, 214.
20 B.T.C. ULR 1/2, Directors' minutes, 25 Feb. 1853.
21 J. Brunlees, 'On the construction of the sea embankments across the 

estuaries of the rivers Leven and Kent', and 'Description of the iron viaducts 
erected across the tidal estuaries of the rivers Leven and Kent', in Proceedings of 
the Institute of Civil Engineers, XIV (1854-5), pp. 239-50, and XVII (1857-8), 
pp. 442-8.
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with the weirs. They were being formed of sand taken from the 
seaward side where it was accumulating because of the weirs. As 
for the cartage of the sand, Brunlees continued: 'Owing to the 
high price of labour during the last season, two-wheeled carts 
have been used, instead of wheelbarrows, and up to fourteen 
feet above the sands no difficulty has been experienced in 
carting.' The open end of each length of bank was being laid 
with a flat inclination, up which the material for topping-off was 
carted. In this way, eleven yards of bank were to be completed 
every day (or one mile in six months), the unfinished ends being 
protected from the spring tides by a temporary surface of clay 
and stones. The facing or pitching of the embankments was to be 
done with limestone from neighbouring quarries.

The work of making the weirs and embankments from Tred- 
low to Arnside went on throughout the years 1855 to 1858. The 
first mention in Stelfox's diary was for 2 April 1855: 'Mr Alien 
setting out Abbutment at Tredley Mr Pattinson began to get 
stone for Abbutment'. Eight days later W. & J. Galloway 
started work on the Leven viaduct. Meanwhile Stelfox began 
carting construction materials (stone, sand, clay, sleeper wood 
and rails) for the contractors at Capeshead. He was also respon 
sible for supplying cart-horses to different parts of the line from 
the company stables at Plumpton and Flookburgh. Similarly, 
when supplies, such as coal for the lime kiln and steam engine, 
or additional oats for the horses, arrived by ship from Liverpool 
at Diversion or Tredlow, Stelfox often had the job of unloading 
and delivering them.

The foundations of the piers of the Leven viaduct at Tredlow 
were begun in June 1855. Progress was impeded by wet weather 
in July and August, but no serious setbacks occurred until high 
winds and tides in late October caused about £1,000 worth of 
damage at Cark and Meathop. During most of the summer and 
autumn Stelfox was occupied by purely agricultural duties, but 
by December the railway work was again absorbing most of his 
time. Pile-driving in the sand of Morecambe Bay was proving a 
difficult operation for the Galloways especially under winter 
conditions, and the diarist ended the year on a note of gloom:

31 December Was at Plumpton all day finishd taking Stock . . Markets on 
the decline tho everything dear the U. & t. Raily about to stop in the 
working part Tredlow Viaduct at A stand, piles would not stand, bad 
foundation, thus ends the year 1855.

Nevertheless, Galloways succeeded in developing a system of 
loosening the sand with high pressure water jets and by 21 
January had recommenced sinking the trial piles. Two months 
later they had begun to drive the permanent ones.
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Meanwhile Stelfox was engaged as usual in a wide variety of 
company business. In January he was carting 'mine' from the 
Brogdens' iron workings at Stainton to the Canal Basin at 
Ulverston, presumably for Galloways' iron works. In March, 
when the stretch of embankment at Next Neas, near Plumpton, 
was begun, Stelfox took charge of the preliminary drainage 
operations and negotiated the purchase of additional land for a 
side cutting. By the end of April he was carting sand once more 
at Capeshead. The bank there at last seemed to be making 
progress, although at a rate of eight yards a day instead of the 
eleven yards originally estimated by Brunlees at the meeting of 
the civil engineers. On 12 July the 'toe' or advance guard of the 
embankment was joined to the weir constructed on the east side 
of the Leven estuary, and both Henry Brogden and the Earl of 
Burlington (a large local landowner and a director of the Furness 
Railway) were there to see the event.

Bad weather, however, wrought havoc with the embankments 
on the Kents Bank and Meathop sections of the line. Nine days 
after the completion of the first stage of sea defences at Tredlow, 
the sea broke in at Kents Bank and did £700 worth of damage, 
while on 6 August the diarist recorded: 'Mr Hanson's bank 
broke the Hole 1^ acres and Averaged About 10 foot deep'. 
Stelfox hurried to the rescue along with '12 Horses & Carts 
with fillers and Gangers & Counter'. By the 16th the bank at 
Meathop had been mended, but three days later it broke again 
and provided further interruptions to Stelfox's hay-making and 
harvesting duties.

On 1 December the diarist toured the Arnside and Flookburgh 
sections with Alexander Brogden: 'Was at Arnside Featherston 22 
going on well went with Mr A. Brogden to look for stables and 
stone the works at Flookboro stoped by Bell Frosty weather.' 
The stoppage at Flookburgh lasted two days. On 3 December 
Alexander Brogden 'suspended Bell from the works for neglect 
ing them' and put Stelfox in charge of that section of the line. 
The new inspector described his first day with characteristic lack 
of elaboration: 'Was on works all day began to fill Wagg at 
Flookboro & Cark. Let Scott and Loyd Cutting at East end 
Flookboro at 4d per yard to fill & tip and Soil to be taken of at 
2 per Cube yard'. On 6 December he had a visit at bank end 
from the four chief railway promoters in Furness, Alexander 
Brogden, James Ramsden (company secretary of both the 
Furness Railway and the U.L.R.), the Earl of Burlington, and 
Mr McClean, the engineer who had plotted the course of both 
railways.

22 Engineer and contractor for the Kent viaduct.
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Their visit heralded a revival in the U.L.R.'s financial for 
tunes. The company had been in financial difficulties for some 
time, and delays in the construction had threatened its very 
existence. In September it had to resort to a loan of £10,000 
from James Garstang, one of the directors, in order to pay off a 
debt to the London Joint Stock Bank. 23 The company's resources, 
however, were still insufficient to complete the line without out 
side help. Then on 11 December, five days after the inspection at 
bank end, the directors of the Furness Railway Company finally 
decided that 'it would be advantageous to this Company that 
the Ulverston and Lancaster Railway should be completed as 
soon as possible and that it may be desirable that this Company 
should assist in promoting the completion of it by an advance of 
money for that purpose'. 24 The loan in question amounted to 
£50,000, and the Earl of Burlington and the Duke of Buccleugh 
agreed to stand surety. This new injection of capital gave the 
much-needed boost to the final building operations. On 7 March 
the Capeshead embankment was officially completed with great 
ceremony. Mrs Alexander Brogden set the last pitching stone, 
and James Stelfox was there to hand her a mallet especially 
designed for the occasion. The Lancaster Gazette, in its column 
of Ulverston news, commented on the event:

This embankment, as completed, has a massive appearance and looks well 
able to resist the fury of the elements. It is altogether about three miles long, 
contains about half a million cubic yards of material, and is pitched with 
stone on the slopes. Few of our fellow townsmen ever expected to see it 
completed. . . . 25

THE COMPLETION AND OPENING OF THE RAILWAY

During the spring of 1857 the final touches were put to the 
embankments and weirs. Yet misfortune continued to dog the 
work. On 24 April the Leven viaduct was struck by the Liverpool 
vessel, Sarah Jane, which was taking advantage of the spring 
tides to run up to Greenodd. The ship was severely damaged and 
broke four of the viaduct's columns below water. 26 This accident 
delayed the completion of the viaduct, and it was not until 1 
June that Stelfox recorded that the final task of laying the rails 
was under way. By the 15th 'the Engine' was being run as far 
as 'Miss Lambert's bridge', near Flookburgh, and on 4 July 
Alexander Brogden gave his inspector orders to begin to lay the 
Kent viaduct. On the 6th the laying of the Tredlow viaduct was

23 B.T.C. ULR 1/2, Directors' minutes, 30 Sept. 1856.
24 Ibid. 13 Dec. 1856. 25 Lancaster Gazette, 14 March 1857.
26 Lancaster Guardian, 2 May 1857.
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completed, and on the 18th Stelfox noted in his dairy: 'First 
Engine came over the Leven Viaduct J.S. [himself?] on it 7 trucks 
came over the Kent Viaduct Loaded with Mr A. Brogden's 
furniture First Engine run by Grange July 15 1857.'

Further delay before the official opening was caused when 
another vessel ran up against the Eeven viaduct on 24 July, and 
there were slips on the embankment near the Ulverston Canal. 
The line was therefore not open in time for the Lancaster 
Assizes on 5 August, but the viaducts and sea embankments 
were soon afterwards declared satisfactory by Colonel Yolland, 
the government inspector of railways. The railway was finally 
opened for goods traffic on 10 August and for passenger services 
on 1 September. The first day's traffic indicated the future 
commercial role of the new line. From Ulverston a goods train 
carried 70 tons of iron ore to Carnforth, and by the return train 
'a quantity of coal was brought from Lord Balcarres' colliery to 
the Cark station for Holker Hall'. The Lancaster Guardian 
continued:

It is expected that a great change in the coal trade of the district will be 
effected by the opening of this line. Coal can now be put into waggons at the 
colliery at Wigan, and brought direct to the different stations, thereby 
avoiding the loss and breakage of loading and unloading vessels. 27

The future of the line's passenger traffic also appeared rosy. 
The company itself promised tourists and pleasure parties 'a new 
and delightful route to the far-famed ruins of Furness Abbey, 
and the Cumberland Lakes District'.  Passenger traffic may have 
been only of secondary importance in the minds of the railway's 
promoters, but the response was immediate. Cheap return fares 
to Furness Abbey or Ulverston were advertised for certain days 
of the season. On the eve of the official opening, for instance, a 
day return from Preston cost only three shillings, and from 
Lancaster half a crown. 29 Stelfox noted three other such days in 
his diary in 1858:

24 May Excursion trip from Whitehaven to Lancaster About 1400 people
25 May Excursion trip from Preston to Silverdale, Grange Ulverston About 
3,000 People all went of well
23 July Grand Temperance demonstration at Swarthmoore About 6,000 
people present day very fine

For the grand temperance demonstration 'monster' trains 
were laid on from Manchester and Preston, and 'heavy' ones 
from Lancaster, Kendal and Whitehaven, while a steamboat 
excursion brought visitors from Fleetwood to Canal Foot. 30 A 
band led a procession from Ulverston station to Swarthmoor,

27 Ibid. 15 Aug. 1857. 28 Ibid. 25 July 1857. 
29 Lancaster Gazette, 29 Aug. 1857. 30 Ibid. 31 July 1858.
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where the meeting was held in a large field adjoining the Meeting 
House of'the late George Fox'. The meeting, which was chaired 
by the mayor of Salford and addressed both by the Manchester 
agent for the United Kingdom Alliance and by James Heywood, 
liberal member of parliament for North Lancashire from 1845 
to 1857, unanimously passed a resolution in favour of a 'Main 
Law' bill by which two thirds of the rate-payers of any borough 
could put an end to the traffic in intoxicating liquors within its 
boundaries. It is doubtful whether all 6,000 attended the meeting, 
for nearly half that number were reported as having visited the 
ruins of Furness Abbey the same day. The completion of the 
Ulverston and Lancaster railway had revolutionised the trans 
port system of North Lonsdale and had brought the day-tripper 
right up to the southern perimeter of the English Lake District. 

The formal opening of the railway was celebrated at two 
dinners given by the company: one for the 300 or so guests of 
the directors at Furness Abbey, the other for about 550 work 
men and their families in Lightburn Park. James Stelfox 
attended both, but by 4 September he was back at work again 'in 
good ernest'. The permanent stations had still to be built, some 
work on the weirs remained to be completed, and there was 
much winding up of the construction work to be carried out. A 
large number of horses were sold:

24 November 1857 Sale of horses at Plumpton Hall Sold 41 but A low price 
given
25 November Sold 2 Black horses to the L.N.W.Raily to go to Tamworth

Skilled workmen were dispersing too. On 5 December, 'Parkin- 
son the Smith left for Wales'.

JAMES STELFOX AT CARNFORTH

In January 1859 Stelfox and his wife went to live at Carnforth, 
ind henceforth he made only occasional entries in his diary. He 
continued as one of the two inspectors of works until the end of 
the year, by which time the line had been completed. After 
leaving the company he went on living at Carnforth and seems 
to have become one of the first speculators in property develop 
ment there, as by January 1863 we find him renting six cottages 
to the Furness Railway Company for £42 per annum. His 
building exploits gave him the title of 'proprietor of land' in the 
1861 Census, while in the directory he is described simply but 
significantly as 'gentleman'. 31 He now had more time for other

31 P. Mannex & Co. Directory and topography of North Lancashire District 
(1866). On his death certificate at Somerset House, he is described as 'yeoman'.
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aspects of community life and became a manager of Carnforth 
school as well as a member of the Warton burial board. 32 
Unfortunately his diary tells us virtually nothing about life in 
Carnforth in these years of rapid growth. The last entry, for 
28 March 1870, refers to the staking out of land for the proposed 
church at Carnforth 'in Joseph Miller's field 1200 Yards for 
225F. Stelfox contributed £20 to the building fund. 33

James Stelfox died of 'cancer exhaustion' on 28 December 
1872, at the age of fifty-nine. Although he was by no means a 
wealthy man, his net personalty was valued at £1,500 which, 
according to the life interest of his nephew James, appears to 
have consisted largely of railway stock. 34 The inventory of the 
nephew's trust estate, made in 1880 and so liable to some 
alteration, also included the annual rents often dwelling-houses 
known as Bank Terrace, then leased to the Midland Railway 
Company for £90 per annum, and also building land 'now let as 
gardens' and producing about £5 a year. 35 This presumably 
represented the full extent of Stelfox's interests in real property.

CONCLUSION

How much does the diary tell us of the impact of the railway 
on a region previously relying on maritime transport to make 
up for its inadequate landward communications with the rest of 
Lancashire? That the Ulverston and Lancaster Railway was to 
be a major instrument of social and economic change in the 
region, Stelfox was obviously well aware. Nevertheless a full 
understanding of his ideas is impeded by the staccato form and 
the narrow time-span of the diary. There are references to such 
temporary phenomena as the horse disease which the influx of 
animals for the railway brought, and the violent reaction of 
certain individuals to the railway: for instance the crossing- 
gates at Silverdale were destroyed by a farmer. 36 Violence in 
general, however, does not appear to have been a characteristic 
feature of the construction of the line. The local press reported 
no riots of navvies, and only occasional incidents of poaching 
and other minor breaches of the peace.

One concomitant of railway construction which received 
notice in the diary is the inflation of land prices in one case to 
as much as £190 per acre showing that the cost of the track, if

32 Warton Parish Vestry Minutes 1868, consulted by kind permission of Rev. 
F. B. Oddy.

33 Lancaster Guardian, 19 Feb. 1870.
34 L.R.O. Lancaster District Registry of Wills 1873, L to Y, p. 413.
35 Lancaster Guardian, 30 Oct. 1880. 36 Diary, 10 April 1858.
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cheaper in the country than in the town, was still very high. 
Nevertheless the Ulverston and Lancaster was exceptional 
among rural railway companies in being able to recoup at least 
some of its losses from reclamation of coastal land at Cark, 
Meathop and Silverdale. 37

No light however is thrown on the coastal trade of Ulverston 
and its neighbourhood which suffered very badly from railway 
competition. 38 That the railway was immediately exploited as a 
link with wider markets is evidenced by the opening of the first 
livestock market at Cark on 1 February 1858, while the first 
excursion trains were regarded as augurs of even greater 
passenger traffic in the future. The coast of Morecambe Bay for 
the first time became fully accessible to the visitor, and several 
villages, most notably Grange, developed into small, middle class, 
seaside resorts. 39 Stelfox realised the revolutionary potential of a 
rail link between Furness iron ore and Durham coal and no 
doubt saw what this entailed for Carnforth as a halfway house 
and railway junction. 40 The diarist must also have been parti 
cularly aware of the importance of the new rail communication 
between North Lonsdale and the rest of Lancashire superseding 
the ancient and dangerous route over sands and providing an 
alternative to the long turnpike road round by Newby and 
Levens bridges. 41 The distance between Ulverston and Lancaster 
on dry land had been cut from about forty miles before 1820 to 
thirty-four by the Ulverston and Carnforth Turnpike Trust. The 
railway now reduced that distance to under 25 miles. 42 Finally, 
Stelfox himself was in part a product of the railway age. 
Through his efficient management of the company's business 
and by successful speculation in railway stock and in the new 
railway town of Carnforth, this farmer's son found his way up 
the ladder to gentility and moderate wealth.

37 See above; ibid. 29 March 1856.
38 For the threat of legal action by Messrs Petty & Postlethwaite, ship 

builders, see B.T.C. ULR 1/2, Directors' minutes, 3 Feb. 1858.
39 A. Harris, 'Seaside resorts of Westmorland and Lancashire north of the 

Sands in the nineteenth century', T.H.S.L.C. CXV (1963), pp. 147-62.
40 A. Harris, 'Carnforth, 1849-1900: the rise of a North Lancashire town' 

ibid. CXII (1960), pp. 106-19.
41 The dangers of the route over the sands are illustrated by an entry in the 

diary of 29 May 1857: '12 young Men drowned Crossing Lancaster sands 
1 Horse drownd belonging to Mr Benson the Men found and ownd by there 
[sic] friends'.

42 The over sands guide received an annual pension of £20 in compensation 
from the company: see B.T.C. ULR 1/2, Directors' minutes, 7 Dec. 1857. For 
surveys of pre-railway travel facilities, see E. Woods, 'The oversands route 
between Lancaster and Ulverston', T.H.S.L.C. LXXXVII (1935), pp. 1-21; 
J. L. Hobbs, The turnpike roads of North Lonsdale', Transactions of the 
Cumberland and Westmorland Antiquarian and Archaeological Society, LV 
(1955), pp. 250-92; and J. Melville and J. Hobbs, 'Furness travelling and postal 
arrangements in the 18th and 19th centuries', ibid. XLVI (1946), pp. 77-107.
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