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Obviously all maps of British towns portray information about roads and street patterns. However, few 
of them were specifically designed to emphasise these features or to highlight the provision -of road 
transport facilities within the town. Much can be learned about road and road transport development 
and its impact on the townscape from the combined study of maps relating specifically to components 
of the towns transport infrastructure and of maps portraying road developments within the urban 
landscape. 

Introduction 
The rapid growth of major cities was inevitably accompa
nied by internal changes in communications which were 
essential to sustain continued expansion. The greatly in
creased internal circulation of people and goods required 
expensive street re-alignments and improvements. 1 Where 
these improvements were not made, streets remained nar
row, filthy and crowded with people and traffic. Local 
authorities proved increasingly unable to deal with the pace 
of change and there was a disastrous neglect of street 
improvement within the cities just when urban growth was 
at its greatest. Simultaneously, as distances became too 
great to be travelled on foot, public urban transport began 
to develop in the larger towns, especially London. 

Conditions were at their worst in London where conges
tion and delay were aggravated by the hundreds of hackney 
carriages available for hire. It must be appreciated that 
London has always dwarfed all other British towns in size 
and importance. By the beginning of the eighteenth century 
London already had a population of about 600,000, about 
30 times larger than either Bristol or Norwich which were 
the next largest towns. By 1900 London contained about 
one million inhabitants, between 10 and 20 times larger than 
its nearest rivals - Birmingham. Bristol, Leeds, Liverpool, 
Manchester-with-Salford, and in Scotland Edinburgh and 
Glasgow. Even after the rapid industrialisation to the 1830s, 
only Birmingham. Leeds, Liverpool, Manchester-with-Sal
ford and Sheffield had over 7% of London's population each 
and only another eight towns had approaching 4%.2 Inevi
tably, road and road transport development in London was 
far more extensive than for other towns. Inevitably, there
fore, the cartographic record of these developments is more 
comprehensive than for other towns.3 

Street identification 
A significant use of detailed urban maps is obviously to 
locate named streets. This was often the specific intention 
of the mapmaker who might aid identification by providing 
detailed indexes to streets. 'Cary's new & accurate plan of 
London & Westminster, the borough of Southwark & parts 

David Smith is a senior lecturer in Economic History at Bexley 
College, and a Fellow of both the Royal Geographical Society and 
the British Cartographic Society. He has written three books and 
over fifty articles on the nature of early maps and the history of 
cartography. 

SUC BULLETIN Vol 30 No1 

adjacent' (1787), for example, has an added 'List of 528 of 
the most principal streets with references to their situation', 
numbered according to the 56 rectangular divisions of the 
map.4 Similarly, Dassauville's 'Plan of Edinburgh and 
strangers guide' ( 1820) has a numbered list of some streets 
and buildings,5 and McArthur's 'Plan of the city of Glas
gow' names most streets in the centre, while narrower lanes 
are identified in a lettered reference table.6 

Thmpikes 
The turnpike era which lasted from the late 1 ih century 
until the mid 19th is reflected cartographically almost exclu
sively in maps of turnpikes, both proposed and constructed, 
connecting towns rather than within them. An exception, 
showing the impact of tumpiking within London, was the 
'Map showing the toll-gates and principal bars within six 
miles of Chacing-Cross, exhibited to Lord Palmerston by 
the Toll Reform Committee' c.l857. A copy of the map 
appeared in the London Illustrated News in June 1857 
accompanied by a statement from the Committee. 7 Tolls 
and toll bars within Glasgow are recorded by a number of 
maps of the city, notably Smith's 'Plan of the city of 
Glasgow and its environs with all the latest improvements' 
(1828)8 and Martin's 'Map of the city of Glasgow brought 
down to the present time' (1842).9 

Road books 
Although road books detailing routes from town to town 
were commonly produced for the traveller in the eighteenth 
and nineteenth centuries, 10 their maps rarely offer any de
tailed view of urban layout and facilities. However, on 
occasion they can be useful in portraying the extent of the 
built-up area and the main street pattern, particularly for 
towns not well delineated elsewhere or at that stage of 
development. Glasgow, for instance, is shown seven times 
at the same scale but with different orientations in the first 
road atlas of Scotland produced by Taylor and Skinner in 
1776.11 

Traftic congestion 
Road congestion, traffic jams and road accidents are not a 
modem phenomena. Throughout the 18th and 191h centu
ries, city streets, particularly those of London and the larger 
provincial towns like Manchester, were jammed by oppos
ing flows of many different types of vehicles, horses, 
pedestrians and livestock being driven to market. Conges
tion was inevitable since towns were still laid out according 
to the original medieval building lines, with gates in the city 
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walls narrowing thoroughfares, such as in Bristol. The 
seven narrow medieval gateways of London, for example, 
were demolished after 1760 in order to widen the inconven
ient bottlenecks which they created, being deemed of no 
further defensive use. The gates within the contemporary 
built-up environment are shown shortly before demolition 
by Dodsley's 'Plan of the cities of London and Westminster 
with the borough of Southwark' (c. 1744).12 Similarly, 

13 Ross's plan of Glasgow (1773) reveals a street pattern 
which is still medieval in layout, dominated by the High 
Street - Saltmarket axis. 

London's medieval street pattern emerges clearly in 
maps produced as a result of the Great Fire of 1666 which 
destroyed some 13,000 buildings. 14 In December 1666 a 
team of surveyors under John Leake made an 'Exact sur
veigh ... within the mines of the city of London'. This map 
(1667)15 (and others) was engraved by Wenceslas Hollar 
showing only surviving buildings and the street pattern in 
the 436-acre devastated area. Schemes to rebuild the area 
generated maps of proposals put forward by such as Chris
topher Wren, John Evelyn, Richard Newcourt and Valentine 
Knight. 16 Actual replacement was delineated by John 
Ogilby and William Morgan in 1676 at a scale of 100 feet 
to the inch. Ogilby and Morgan produced the first truly 
accurate map of London showing the changes to the old 
street layout and the straightening and widening of streets 

17 such as Ludgate and Thames Street. 

Traffic congestion was frequently the result of bottle
necks created by the insufficiency of river crossing points 
and the narrowness of existing bridges. A survey of bridges 
in Yorkshire in 1752 indicated that the main bridges were 
between 12 and 16 feet wide with the widest being the 17 
foot wide bridge across the River Calder in Leeds. How
ever, since the bridge was also the site of a cloth market until 
1757 it was still a bottleneck. Similarly, in Bristol the 
bridge carrying the main Somerset road into the city was 
virtually impassable due to the rows of shops on either side 
and the chapel which was built across the roadway to form 
a low tunnel. This bottleneck is pictorially portrayed in 
Millerd's map of the city of 1673. It was necessary to 
rebuild the Bristol bridge in 1768. 

In London, the only available bridge over the tidal 
reaches of the River Thames since the twelfth century was 
the narrow cluttered London Bridge. Although a bridge 
was built at Westminster between 1736 and 1750 it did little 
to relieve congestion in the centre or across London Bridge. 
This led in turn to the building of a bridge at Blackfriars 
between 1760 and 1769. Inevitably, the construction of a 
new bridge led to proposals for the re-design of the road 
system in the immediate area, with new roads to be con
structed and existing roads to be widened and extended. 'A 
map of the new roads etc. from Westminster Bridge' ap
peared in the Gentleman :s- Magazine in 1753 showing 
proposed routes by dotted lines. A later map in the Maga
zine in 1766 of proposed roads connecting with the new 
Blackfriars Bridge indicated both 'roads ... proposed by 

18· some' and 'by others'. 

The building or rebuilding of bridges produced new 
road layouts in the vicinity. B1ackfriars Bridge (1760-9) in 
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London produced Farringdon Street (1826-30) and when a 
new bridge was built in 1869led to the formation ofHolborn 
Viaduct (1869) and the Victoria Embankment which re
lieved congestion in the Strand and caused the 
disappearance of numerous piers, stairs, wharves, small 
docks and inlets along the River Thames. 19 The construc
tion of the new bridge also led to the creation of Queen 
Victoria Street ( 1869-71 ), which added an extension of 
two-thirds of a mile to the Embankment and provided a new 
route into the City, as well as new roads reaching out to 
Walworth and New Cross. Similarly, the rebuilding of 
London Bridge created Moorgate and King William Street 
which penetrated into the heart of the City. The formation 
of new roads due to bridge building was accelerated in 
London by the rapid construction of Vauxhall, Waterloo and 
Southwark bridges between 1816 and 1819. Tower Bridge 
was constructed between 1886 and 1894 but was of limited 
importance for contemporary road traffic. 

In 1898, the London County Council used 'Davies' new 
map of London and its environs' to show the 'position of 
the Bridges, Tunnels and Ferries under the Control of the 
Council', listing county bridges, bridges across the River 

.. ddth' 20 Thames and commumcations over an un er e nver. 
Bridges which were safe for 'locomotive' traffic or were 
prohibited to it, were indicated by another version of the 
map published in 1903 detailing the 'Locomotive Act 1898 
suggested roads under section 6, sub-sections A and C'.21 

The map also shows streets where 'locomotives' could be 
allowed between certain hours. 

By the mid-eighteenth century, in London 7,250 private 
coaches and carriages were licensed. These competed with 
800 hackne~ carriages and 400 public sedan chairs to create 
congestion. 2 By the mid-nineteenth century, the situation 
had deteriorated with the addition of the horse bus to the 
chaos. Road improvement in Victorian cities kept ahead of 
the growing numbers of road vehicles by the narrowest of 
margins, and not always then. Collisions were common and 
accidental death frequent. However, it seems that the prob
lems of road congestion were hardly ever investigated 
cartographically. An exception may be the map of the 'City 
of London and Liberties, shewing the inlets at which the 
traffic was taken' produced by the City Corporation of 
London in 1881,23 which indicates the number of passen
gers and vehicles that entered the City daily in May 1881. 
In 1881, the railways, the trams and two of the main fleets 
of buses in London carried about 270 million passengers. 
In 1891, the flow of passengers on foot and in vehicles 
entering the City was assessed at over one million per day, 
including 92,000 horse-drawn vehicles (18,000 cabs; 
10,000 buses). In 1901, 847 million passengers were car
ried in London. The 1905 report of the Royal Commission 
on London Traffic included a 'Plan of London showing 
points at which con,restion of traffic occurs, handed in by 
Mr W.E. Riley .. .' _2 

Road improvement 
Proposals for road improvement generated large-scale maps 
produced for submission in order to obtain Parliamentary 
approval for a scheme and smaller-scale versions of them 
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produced for popular consumption. 25 From 1811 it became 
necessary for proposals for town improvements, including 
street and paving schemes, to be accompanied by plans of 
any land that might be needed for compulsory purchase. 
From 1813 plans on a scale of at least one inch to the mile 
were required for all new roads and all deviations of abo~e 
100 yards, also of bridges and archways. From 1814 this 
requirement also applied to turnpike roads. From 1837 both 
small-scale maps of the whole project and enlarged plans of 
built-up areas had to be submitted. 

Thus, proposals for improvements around Windsor Cas
tle and town, including new approach roads, the new 
Victoria and Albert bridges and the removal of Datchet 
Bridge, are recorded in a series of maps produced in the late 
1840s and 1850s when the railway arrived and the opportu-

. ed . lf 26 nity for improvements at tts expense present ttse . 
Large-scale plans, including the original manuscript map 
dated 24th November 1848, attached to the enabling Act of 
Parliament, record the existing layout and the proposed road 
diversions, new bridges and tow-paths with limits of devia
tion, and the eventual completed layout. Similarly, 
proposals for tramway development had to be approved by 
private Act of Parliament. Plans and sections of the Maid
stone Tramways were prepared for submission in the 
parliamentary session of 1881, as were plans of 'Nicholls 
Patent Permanent Tramway. Proposed for the Gravesend, 
Rosherville and Northfleet Tramways'. Plans of Bexley 
Tramways were prepared for the session of 1900; of tram
ways and street widenings in Beckenham in 1902; of 
tramways in Erith in 1903; and of proposed tramways in 
Folkestone, Sandgate and Hythe in 1906.27 

Inevitably, many maps portray developments which in 
the event never materialised. The anonymous 'Plan of the 
cities of London and Westminster with the borough of 
Southwark' ( c.l740), 28 for example, shows development in 
St. Marylebone which was never carried out. Similarly, 
James Barrie's plan of Glasgow (c.1777~ records the pro
posed but never built St. James's Square. 9 

Where new development occurred on the edge of the 
existing built-up area, such as the creation of the New Town 
for Edinburgh between 1767 and 1814, it was a simple 
matter to add the new detail in undeveloped areas by ex
tending the map for new editions.J0 Maps record the 
development of the New Town from 1767 when James 
Craig produced his 'Plan of the New Streets and Squares 
intended for the City of Edinburgh'. 31 In contrast, improve
ments within the built -up area were more difficult to include 
for new editions of existing maps. Consequently, only the 
most spectacular new developments tended to be intro
duced. The larger the scale of the map, the more likely it 
was to be able to accommodate the changes, as in the case 
of Faden's changes to the 1819 edition of Horwoods map 
ofLondon.32 

Successive stages in town growth are clearly indicated 
in urban maps by new communications, such as the New 
Road in London, opened in 1746, created around the con
temporary settlement limit. The New Road, which gave 
improved access to the centre of London, remained virtually 
London's northern boundary until the end of the 18th cen-
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tury. Unintentionally, the building of the New Road beyond 
the built-up area encouraged the development of suburbs to 
the north of the road. The development of Somers Town, 
Pentonville, Camden Town and Kentish Town in the 1780s 
and '90s is indicated on the 'plan of the new road from 
Paddington to Islington' engraved for Lamberts History of 
London (1806).33 A 'Plan of the Regent's Park' (1826)3~ 
delineates the park development, including the 'Menagerie 
etc. of the Zoological Society', to the north of the New Road 
and the south of the Regent's Canal and the west of its 
basin. A lettered key identifies the rows of affluent terraces 
around the perimeter of the park. The development of 
suburbs intensified traffic problems, particularly in London 
where suburban development had begun after the Great Fire 
of 1666 when the built-up area spread through Soho, Covent 
Garden and Clerkenwell and then into the Bedford, Port
land, Portman and Westminster estates. 

The one great plan for London as a whole that has ever 
been implemented was John Nash's 'metropolitan improve
ments' which included Regent's and St. James's Parks, 
Trafalgar Square, Regent Street and the west end of the 
Strand. It also anticipated the creation of Chacing Cross 
Road and Shaftesbury Avenue.35 A plan for what was to 
become Regent Street was presented to the House of Com
mons in 1813. In 1818 J. Booth published a 'Plan of the 
intended new street between Pall Mall, opposite Carlton 
House and Portland Place' which was 'abstracted from the 
drawing presented to the Hon. House of Commons' .36 'For 
the execution of the Plan it was necessary that 765 houses 
should come down ... ' 'Improvements in the Strand and 
Charing Cross' were either proposed or actually portrayed 
by a plan published in the Gentleman s Magazine in 1831.37 

Some 515 houses and other buildings were demolished at 
the lower end of St. Martin's Lane to create what was to be 
Trafalgar Square. Horwood's map again portrays the situ
ation prior to re-development. 

In London, the dual objectives of slum clearance and 
congestion relief led to the creation of Victoria Street and 
New Oxford Street in the 1840s. Although Victoria Street, 
one of the four major London streets created in the 19th 
century (running between Whitehall and Westminster and 
residential Belgravia), was opened officially in 1851, its 
development continued into the 1880s. Benjamin Rees 
Davies's London map of 184338 shows the area just before 
demolition of its slums and the disappearance of 'Palmer's 
Villaje', while Edward Weller's 'Weekly Dispatch' map of 
1861 9 has Victoria Street in construction.40 

Between 1855 and 1888, the Metropolitan Board of 
Works spent £7 million on new streets, £5.25 million on 
street-widening, and £3 million on the Thames embank
ments.41 The Chelsea embankment was completed in 1874 
providing a direct link between Chelsea and Westminster. 
It had been proposed in a map included in the First Report 
of the Commissioners for Improving the Metropolis in 
1844.42 The London County Council, successor to the 
Metropolitan Board of Works, spent £20 million in the 
following 50 years, including the creation of Chacing Cross 
Road and Shaftesbury Avenue ( 1886-7). In 1896, the Coun
cil produced a plan of a proposed new road from Chacing 
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Cross to the Mall.43 The proposal stemmed partly from the 
desire of the Council to expand its offices into Spring 
Gardens where the 'passage' was 'to be stopped up'. The 
new road was opened just in time for the Coronation 44 of 
1911 with Admiralty Arch being completed in 1910.45 

Other notable improvements were made at the east end of 
the Strand between 1901 and 1905 where Kingsway was 
constructed to link the Strand with Holborn and in the 
process clearaway more slums. A subway allowed trams to 
pass under the Strand between Kingsway and the Embank
ment. The Aldwych crescent was created to relieve 
congestion in the narrow Strand.46 The Ordnance Survey 
maps of 1894 and 1916 reveal the demolition of28 acres of 
slums, workshops and backstreets, and the loss of four 
theatres. 'Wyld's plan of the City of London' (1842)47 was 
overprinted by Montague Bates for the Corporation of 
London in 1903 to illustrate the 'various improvements 
carried out since 1824' for the Royal Commission of Lon
don Traffic. 

The development of the Strand/Charing Cross area pro
gressed to the destruction of Northumberland House, the 
last of the river palaces along the Strand, in the 1870s in 
order to construct a new road from Trafalgar Square to the 
Embankment. Successive Ordnance Survey maps show the 
disappearance of the House but an alternative proposal is 
recorded by a plan to save the house and garden by the noted 
architect Sir James Pennethorne which appeared in the 
Illustrated London News in 1875.48 

Outside London, many towns experienced street 
changes as a result of the activities of a variety of Improve
ment Commissions which had been active since the last 
quarter of the eighteenth century, particularly in Birming
ham, Glasgow, Liverpool and Manchester. Although most 
improvement work was simply concerned with the mainte
nance of existing streets, on occasion new streets were 
created. The construction of railway termini in central 
Birmingham, for example, presented the opportunity for 
slum clearance through several road construction schemes. 
The construction of the half-a-mile long Corporation Street 
(1878-82), necessitating the clearance of over 43 acres of 
slums was a bold initiative and a virtually important im
provement for the city. A 'coloured plan of an intended new 
street from the railway stations at Birmingham to the centre 
of the town' appeared in 1838; plans defined 'the area and 
streets included' in the Birmingham Improvement Scheme 
in 1875 and 1879; and a map of proposed new streets in red 
was produced in 1878. Similarly, new streets were cut to 
railway stations in towns such as Bristol and Norwich. 

In Leeds, 'the intended road from Bishopgate Street to 
the Leeds and Dewsbury Road-end (Meadow Lane)' was 
mapped in 1835 by Charles Fowler, 'Civil Engineer and 
Surveyor', showing the intended roads and proposed wid
ening of School Close Bridge at Bishopgate Street.49 In 
1866, the lithographer J.F. Masser recorded 'the proposed 
new street for relieving Boar Lane of its overburdened 
traffic by Mr. James Fox and Mr. Fowler, Borough Sur
veyor. Also one for improving Boar Lane and its 
approaches for the same purpose by Josh. F. Masser'.50 

McCorquodale & Co's 'Map of the borough of Leeds 
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corrected from Ordnance Survey and Leeds Corporation 
Surveys up to date' (1890)51 shows clearly the changes in 
the town centre brought about by the local authority's 
Improvement Acts between 1866 and 1877. Boar Lane has 
been widened; Briggate extended northwards; Albion Street 
extended; and new streets opened between Duncan Street 
and Vicar Lane and between Wellington Street and King 
Street. 

For Glasgow, Wilson's map of 'suggested railway con
nections in east end of Glasgow from Bridgeton Cross' 
(1883) identifies the 'New Road'. Unusually, 'sundry 
streets in Glasgow' were also mapped in 1777 by W. 
Douglas 'relating to a road in dispute between the College 
and the inhabitants'. 

Ordnance Survey 
The large-scale town plans at scales of 5 feet, 10 feet and 
10.56 feet to the mile produced by the Ordnance Survey 
between the early 1840s and 1894 obviously show road and 
road transport features in great detail.52 However, since, 
generally, only a first edition of most the plans was publish
ed only a snapshot view of development at one moment in 
time has been recorded. Fortunately, 25 plans were revised 
by the Ordnance Survey at national expense and re-issued 
as a new edition and some plans underwent a process of 
ongoing on-noted piecemeal revision, providing a record of 
change over time. Thus, at least four states of the 5-feet plan 
of Liverpool have been identified, 53 with a major up-dating 
in 1864 when 36 of the 50 sheets were revised. Fifteen plans 
were revised by the Ordnance at the expense of town 
authorities between 1898 and 1908 at the 10.56 feet scale. 
In other cases towns conducted their own revisionary sur
veys. Often revisions did not cover the whole of the area 
surveyed for the original plan and in some cases extended 
coverage by surveying newly-developed contiguous areas. 

Fire insurance plans 
Undoubtedly the most comprehensive record of road and 
road transport development within towns and of their im
pact on surrounding areas and the town in general is to be 
found in the fire insurance plans which were produced from 
the late 18th century. These plans were initially produced 
by the fire insurance companies themselves to detail struc
tures to be insured, adjacent structures, fire-fighting 
facilities, and distribution and concentration of policy hold
ers. Manuscript plans were prepared for the company's 
exclusive use; the Sun Insurance Office, for example, pro
duced 80 plans covering 35 different trades in 1794-1807.54 

In 1857 James Loveday, 'Surveyor of Risks' at the Phoenix 
Fire Office, published plans of London's waterside, cover
ing the important dock areas on the south bank of the 
Thames from London Bridge to the Globe Granary at Roth
erhithe and on the north bank from London Bridge to Tower 
Dock, at 30 feet to the inch, pinPQinting likely fire locations 
and estimating size and severity. 55 Similarly, Freeman pro
duced fire insurance plans in the early 1860s. However, the 
most comprehensive representation was provided from 
1885 by the firm of Charles E. Goad56 which, inevitably, 
concentrated its mapping not only on major commercial 
areas and industrial districts but also on zones of warehous
ing and transport infrastructure. The plans were published 
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in full colour, usually at a scale of 40 feet to the inch. All 
sets of plans had a key plan at about 200 feet to the inch. 
The plans, together with Goad's selective plans of con
gested areas and those of individual buildings and sites, 
offer the most detailed transport information for British 
urban centres in the late 19th and early 20th century. Sepa
rate indexes list streets, buildings and firms. 

Companies could not base risk assessment and premium 
calculation on out-dated plans. Hence, fire insurance plans 
were revised far more frequently than other town plans. 
Goad's plans were never sold, being leased to subscribers 
on a long-term basis; thus effectively limiting the distribu
tion of and access to them. On completion of a new survey 
subscribers returned plans to Goad for revision. Minor 
revisions were made by pasting paper overlays or 'correc
tion slips' on to the plan; major revisions, however, might 
require preparation of a completely new sheet. Goad up
dated plans usually every five or six years, although larger, 
complex and more important areas might be re-surveyed 
every year or two. Goad's plans provide unrivalled data for 
increasingly complex areas of transport infrastructure. 

Carriage, coach and cab traffic 
Although a substantial minority could afford private horse
drawn vehicles, or at least a horse, by the early 19th century, 
there seems to have been little cartographic provision for it. 
An exception was the map of 'London and its environs' 
published by John Luffman in 1811: 'In this MAP not only 
are the Great Roads but the Bridle and Foot Paths are shewn; 
as also, the principal Houses of Entertainment both for 
MAN and HORSE: intended as a Guide to Equestrian and 
Pedestrian Travellers, and the Carriage' .57 

When private carriages had out-lived their private use
fulness. they were generally pensioned off to become the 
shabby hackney coaches which plied for hire in London and 
the other major towns from the early 17th century. They 
were expensive, slow and usually dirty. In London, in order 
to reduce congestion the number of hackney coaches plying 
for hire in central streets was restricted and these enjoyed a 
monopoly of provision. 

The system of remuneration for the hackney coachmen 
encouraged them to overcharge at every opportunity and 
they had a well deserved reputation for their surliness, 
bullying, greed and dishonesty. A perpetual source of dis
pute between coachrilan and fare was the estimation of 
distance since this determined the price of the journey. It 
frequently led to violent argument, with passengers being 
subjected to a torrent of abuse which invariably led to them 
paying up although they knew they were being swindled. 
Consequently, the listing of hackney-coach fares, and later 
cab fares, became a regular addition to urban maps, particu
larly of London. Tables of hackney-coach fares 
accompanied London maps produced by Henry Overton as 
early as 173158, John and Thomas Bowles in 174059, S. 
Lyne in 1742ro, by Carington Bowles c.176661 , John Wallis 
in 179762, John Drew in 179963, Laurie & Whittle in 
172964, and Hoare & Reeves in 1823.65 John Cary is 
particularly noteworthy in the provision of information 
concerning hackney-coach services. His 'London, West-
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minster and Southwark' ( 1782)66 bad 'first added a correct 
list of upwards of 350 hackney coach fares, from the prin
cipal stands, to the most frequent places in & about the 
metropolis'. Below the map there are thirteen columns 
naming streets and the fares to each from a location named 
at the top of each column. For the 1785 edition of the map, 
the listing was up-dated for 'the prices regulated Agreeable 
to the late act of Parliament 1785'. The fares were again 
slightly up-dated in 1787. Similarly, 'Cary's new wcket 
planofLondon, Westminster and Southwark' (1790) 7 also 
provided 'a Correct List of upwards of 350 Hackney Coach 
Fares' in sixteen columns below the map. The fares were 
up-dated in 1803. This map was also advertised as a sepa
rate accompaniment to Cary s New Guide for ascertaining 
hackney coach fares & porterage rates (1801), 'being an 
Actual & minute Admeasurement of every street which is 
a carriage-way throughout the Metropolis: Showing not 
only the whole Length of each Street, but also the Distance 
between each Coach Turning leading out of the same, & 
thereby affording the Means of ascertaining, with the great
est Precision, the Length of any Route, however indirect, 
throughout the whole of the survey'. The work also in
cludes a 'Correct List of Coach Stands; & ruled Leaves for 
minuting Distances' and a 'List of the Principal Inns 
throughout the Metropolis; With the Measurement, from 
their Warehouse, to the first Coachway on either side'. The 
1833 edition of 'Cary' s new plan of London and its vicinity' 
( 1820)68 noted that 'Hackney Coachmen are allowed by the 
New Act of Parliament to charge back Fares from all places 
outside' a coloured circle which marked 'the boundary of 
the two-penny Post Delivery' .69 

Outside London, there seems to be virtually no carto
graphic record of hackney-coach provision, with the listing 
of hackney-coach regulations in the margin of Scott's 
' ... plan of Edinburgh & Leith' (1805)70 being apparently 
very much an exception. 

As early as 1825, it was suggested71 that hackney 
coaches should be fitted with a 'pedometer' to measure 
distance travelled, which 'would save endless alterac
tions,... save typographing a table of hackney-coach 
fares ... save a man's money and temper, and go far towards 
saving the souls of hackney-coachmen'. In the event, no 
such mechanical fare calculator was used until the last years 
of the 19th century, being vigorously resisted in the interim 
by the drivers who opposed any attempt to regulate their 
dishonesty. The taximeter measuring both distance and 
time was made compulsory in London in 1907. 

It fell to the map-maker to try to help the exploited 
passengers by providing maps which facilitated the easy 
calculation of journey distance of both hackney coaches and 
cabs. 

The ending of the hackney-coach monopoly in 1831 
permitted the operation of cabs in central London, and in 
1832 hackney-coach proprietors were allowed to transfer 
their licences to cabs. By the early 1840s two-wheeled 
hackney cabs out-numbered the four-wheeled hackney 
coaches. The one-man horse cabriolet had been introduced 
into London from Paris in 1823. The design of these cabs 
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was improved by Joseph Aloysius Hansom, among others, 
and by the mid-1830s the hansom cab, with the driver sitting 
at the back high over the vehicle, had become the most 
popular form of semi-public transportation and the standard 
two-wheel passenger transport of the Victorian city. These 
new fangled cabs were faster and less expensive, but also 
hazardous for passengers. The slower four-wheel cab 
drawn by a single horse was introduced into London in the 
mid-1830s. By 1844 there were 2450 cabs and 200 car
riages licensed in London; and by 1870 3295 hansom cabs 
and 4523 four wheelers.72 

As early as 1833 F. G. Hardi~ published 'The arbitrator 
or metropolitan distance-map' which was designed to 
help passengers check that they were being charged a fare 
of only eight pence a mile. Hackney-coach fares are listed 
in the side margins. The reissue of c.1834 by M.A. Leigh 
further specifies in the title that the map shows 'at one view 
the whole of the metropolis in half-mile measurements'. 
About 1847, Joachim Friederichs 'invented' the 'circuiteer 
or distance map of London ... particularly adapted for cab 

,74 ° d 'th 0 0 conveyance m or er to prevent e monstrous unposl-
tions' made by 'Cab-Dri:vers which have long been the 
subject of General complaint' ?5 Later, c.1850 Friederichs 
advertised the map as the first of a 'series of distance maps 
for all the principal towns in the United Kingdom ... to serve 
as a guide for ascertaining cab fares, porterage &c &c ... '. 
No other maps in the series have so far been located. The 
'circuiteer' covered London with circles half-a-mile in di
ameter so that the fare could be calculated by adding the 
number of circles travelled. The map was redrawn and 
fmally published by Friederichs in association with Sim~
kin & Marshall76 for the International Exhibition of 1862. 7 

In anticipation of the increased number of visitors, par
ticularly foreigners, to London for the earlier Great 
Exhibition of 1851, Simpkin & Marshall had produced in 
association with W.H. Smith 78 the 'new distance map of 
London for ascertaining cab fares, &c', with text in both 
French and English detailing 'cab laws and regulations', 'in 
an elegant case for the waistcoat pocket' _79 The map di
vides London into equilateral triangles of half-a-mile 
length: 'the sides of each of the angles formed by the 
coloured lines represent a direct half mile. This method 
under any circumstances, will give the correct fare within 
4d., for any distance. It may, however, be advisable to 
contrast it with one or two distances that have been actually 
measured'. Simpkin & Marshall claimed that there would 
be 'no more disputes with cabmen' but also advised passen
gers 'to make a direct agreement with the driver before the 
cab is hired'. If there was any dispute or abuse, the passen
ger should take the cab number rather than the details shown 
on the drivers badge which could well be false. William Orr 
produced a 'Cab fare and guide map of London' ( c.1853)80, 

'Engraved by Becker's PatentProcess'81 , divided into half
mile squares and with an explanation of cab charges. When 
re-isued, Orr's 'measured map ... arranged for easy calcula
tion of cab fares' featured concentric circles one mile apart 
centred on Charing Cross. Edward Mogg used his map of 
'London and its environs' (c.1851)82 as the base map for 
his 'Cab-fare map' of 1856. This, in turn, became 'Mogg's 
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postal-district and cab-fare map' in 1858 and 'Mogg's cab 
fare distance map and London guide' about 1876. The map 
is divided into half-mile squares for the calculation offares. 
Mogg also published the small pocket book 'Mogg's ten 
thousand cab fares, from actual admeasurement' listing the 
fares to 54 destinations from each of 84 cab stands. The 
Times considered that 'Mr. Mogg has published one of the 
most useful little books that have been issued from the press. 
It will repay the purchaser a hundred-fold in a twelve
month'. Further cab-fare maps or information assoicated 
with maps were published by Reynolds c.186083, 'shewing 
the distances in every direction from the railway stations 
&c.' by circles of one and two mile radius from each railway 
terminus with the map divided into quarter-mile squares; by 
Samuel Brothers in 186284 who noted cab fares on the 
reverse of their 'New map of London'; by Charles Smith & 
Son who included notes on cab fares, particularly those to 
the International Exhibition site from the main locations, on 
its 'Exhibition map of London with ... cab fares, 1862'85 ; 

by George Washington Bacon86 c.1866 whose 'Pocket map 
of London and visitors guide'87 was issued bound with 
tables of cab fares and c.1875 when 'Bacon's map of the 
environs ofLondon'88 was divided into three-mile squares 
and circles based on Charing Cross, with the four-mile cab 
radius marked; by James Skinner c.186689 whose map was 
'divided into squares of half a mile each way, for calculating 
cab fares', with printed details of fares; and by George 
Frederick Cruchley90 c.1867 whose 'Cab fare map of Lon
don was divided into half-mile squares' .91 

Outside London, Thomas Walker, the borough surveyor, 
produced five maps of Leeds for the Town Council c.1845 
showing the area of a one-shilling fare from the five main 
hackney coach stands. Each circular map has a radius of 
about 1 ,500 yards centred on a coach stand and distances to 
points outside the circle are listed on each main road.92 

'Dennis's official cab radius map .. .'93 covered Birming
ham in 1886-7 'with Table of Cab Fares, exceeding ten 
thousand in number. Carefully computed in accordance 
with the above authorised Map, To or From all the Public 
Cab Stands, and over 100 well-known Buildings and Lo
calities throughout the Town and neighbourhood' and the 
'cab mile-radius from Stephonson Place' indicated. Cab 
stands at Birmingham railway stations were located at New 
Street and Snow Hill stations by the 'Street-corner tramway 
plan' (1908). Most ingenious were the 'ready reference & 
cab fare' plans produced by Llewellyn Syers ofLiverpool. 94 

Syers's plans are divided up into numbered hexagons. For 
Manchester & Salford (1868}, 'to ascertain cab distances 
between any two points all 3 Blue Hexagons per mile, in 
calculating by thirds of a mile, and 4 Red Hexagons per 
mile, in calculating by quarters of a mile'. For 'Birkenhead, 
Seacombe, Egremont, New-Brighton, Liscard, Wallesey, 
Bidston, Oxton, Tranmere & Rock Ferry' (1869}, 'to aser
tain cab distances, allow four hexagons for each mile 
between any two points on the plan'. This plan has num
bered keys of cab stands and 'public buildings and places 
ofinterestto visitors' .95 On Syers's plans the 'hexagons are 
not measured areas, but. .. fairly represent the distances as 
travelled by Vehicles, through the irregularities of the 
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streets and result in a correct measurement of the distance 
' 96 performed'. 

By the early decades of the 19th century, short-stage 
coach services, which were closely associated with and 
overlapped hackney coach services, provided essential 
transport into the centre of London for the occasional rather 
than regular passenger, particularly from the outer suburbs. 
By 1825 there were approximately 600 of these short-stages 
in operation in the capital, representing perhaps 2?% of all 
the coaches operating throughout the country. It IS, there
fore, surprising that there appear to be no London town 
maps recording this extensive service. This dearth is pos
sibly due to the fact that the short stages could not operate 
freely in London because of the hackney-coach monopoly 
which prevented short-stage coaches and omnibuses from 
taking up and setting down passengers in busy cen~ 
streets such as Oxford Street. This monopoly was ended m 
1831, allowing hansom cabs and omnibuses to become the 
dominant form of urban passenger transport. Additionally, 
short-stages were too small to carry an economic load of 
passengers. They were difficult to get in and out of quickly, 
and stops at public houses, which were the picking up 
points, were long, making journies slow. Seventeen central 
coaching inns are recorded by the 'Map of old Leeds show
ing the old coaching inns' which appeared in Old Coaching 
Days in Yorkshire (1889).97 

Short-stage coaching was further hampered by its 
astonishingly high fares which resulted from the cost of 
horsing and the need to pay mileage duty like other stage 
coaches. Consequently, short-stages were not suited to 
town work and had all but disappeared by the mid 1840s. 
Coach fares in London were recorded in association with 
maps in the 18th century by adding them around the actual 
map as, for example, by Roades in 173198, anonym~%~ly in 
173399, by Jefferys in 1735\~ by de Leth in 1743 and 
by Henry Overton in 1749. Only for Edinburgh does 
there appear to be any record of coaching associated with 
provincial town maps. 'The strangers guide being a plan of 
Edinburgh & Leith' (1805) lists stage coach services around 
the map; these were up-dated for its reissue in Amots 
HistoryofEdinburghin 1816and 1818.103 Similarly,Das
sauville's 'Plan of Edinburgh and strangers guide' (1820) 
has details of coach services printed around the plan.104 

Omnibus services 
The concept of short-stage services developed into horse
drawn omnibus provision around the turn of the century. 
However, the horse omnibus only became popular in Lon
don in the early 1830s after George Shillibeer introduced a 
five-mile service on the busiest short-stage route of all from 
Paddington Green to the Bank of England in 1829. The 
omnibus service was clean, comfortable and much cheaper 
than stage-coach travel. By 1834 there were 376 omnibus 
licensed in London, by the early 1850s 105 well over 800 and 
soon well over one thousand on the roads. Popularity was 
increased by greater bus capacity, faster journeys and ever
cheaper fares so that the horse-drawn bus became the 
standard method of travelling to work, at least for the 
affluent to middling middle class, transporting perhaps 
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three to four times as many workers in London as the 
railways by the 1850s. Bus services expanded rapidly in 
the 1830s in London after the ending of the hackney-coach 
monopoly. Buses made it possible for the middle classes to 
live at a distance from work without having to own a private 
carriage, keep horses and employ male horse servants. 
Edward Mogg included a folding 'New plan of London' 
with omnibus routes marked in red in Mogg s Omnibus 
Guide and Metropolitan Carriage Time Table in 1845 and 
1846.106 In the 1849 edition of Moggs New London Guide 
the folding map was marked with 'coloured lines' to 'ex
hibit the Omnibus routes' .1 07 

The London omnibus industry was suddenly concen
trated into one vast concern in 1856 with the creation of the 
London General Omnibus Company. its original intention 
was to buy up all of London's omnibuses and it quickly 
acquired nearly 600 buses. By 1860 the Company was 
carrying over 40 million passengers a year and it dominated 
the London industry until the 1930s. However, by the 
1880s the limited range and capacity of the horse bus meant 
that it was driven off the main routes by the development of 
tramways and suburban railways, being forced onto routes 
not served by its rivals. Omnibus information was printed 
around the 'Railway travellers guide through London' 
(c.1858), published by C.A. Tomlins. 108 Omnibus routes 
were emphasised by Charles Smith & Son in its plan of 
London produced for the International Exhibition of 
1862.109 Similarly, routes are shown on 'Philigs' new 
library map of London and its environs' ( c.1888) 11 and on 
Wyman & Sons' 'Omnibus fare & route map and tramway 
guide' (c.1896)111 which indicates penny fare points along 
the routes. 

Horse omnibus frequently provided services to and be
tween stations where there was no railway provision. 
Similarly, the railway companies were active in organising 
services between their new stations and the established 
stage-coach terminals. Thus, the 'Improved "District Rail
way" map of London' ( c.1879) 112 shows the omnibus route 
between Hammersmith station and Barnes. The edition of 
c.1880 shows extra routes from Wftham Green to 'Arab 
Boy' and from Fulham to Putney. 

Omnibus services were introduced into the larger pro
vincial towns very soon after their appearance in London, 
with Birmingham, Glasgow, Manchester and others having 
them by 1834 at least. Birmingham's bus services are 
depicted by 'Dennis's official cab radius map ... bus ... 
guide of Birmingham and district' certainly in 1885, 1886 
and 1887. Omnibus routes are shown in red on the 'Picture 
map of Manchester', 'sold b(. all Booksellers, and at the 
Railway Stations' (c.1886).1 4 In 1898, Brierleys Illus
trated Up-to-date Guide to Leeds featured a plan of the town 

h . 'b t ' 115 centre s owmg us rou es . 

Although motor bus transport was pioneered in London 
before 1914, with the introduction of the London General 
Omnibus Company's B-type bus killing off the horse bus in 
1910, it was only in the 1920s that services began to develop 
in most provincial towns. In some towns, such as Manches
ter, where the local authority had invested heavily in electric 
tramways, motor bus provision was not encouraged. Con-
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sequently, urban maps portraying early motor bus services 
are scarce. However, a 'Map of central Birmingham' was 
published by 'White & Pike's Railway Guide' in 1914, 
showing in red the 'Birmingham Motor Omnibus-Services 
and Routes' and marking 'City Starting Points' and 'Service 
Nos.' .116 Similarly, W. Luke Dennis produced a series of 
maps, 'published officially every year', in the mid-1920s at 
least, 'of the Birmingham Corporation tram & omnibus 
system'. 

Tramway services 
After an initial period of experiment, the real beginnings of 
tramway construction in Britain date from the opening of a 
tramway service in Birkenhead in 1860. In 1868 the Liver
pool Tramways Company was authorized to lay grooved 
track along a number of specified streets and the first part 
of this system opened in 1869. Three tramway companies 
began operations in London in 1870. The Tramways Act 
of 1870 made possible the development of tramways all 
over the country. Horse tramways became established as 
the only practical method of improving upon orthodox 
horse-power, offering an improvement in urban communi
cation which allowed the bigger towns to expand further. 
Even taking into account the cost of laying and maintaining 
track, tramways were still about one third cheaper than 
horse buses and could, therefore, carry passengers at much 
lower fares. The tramways opened up public transport to a 
much wider, less affluent clientele. 

However, for legislative and other reasons, the develop
ment of tramways was slow, with only 237 miles of 
tramway in the country by 1878. By 1886 there were 779 
miles and 1000 miles were in use only by the end of the 
century. Nevertheless, by that time tramways carried 45% 
more passengers annually than local railways, even in Lon
don where lengths of run favoured the railways'. 117 The 
tramway represented the most substantial contribution to 
the problems of internal transport in the Victorian city. 

Despite the slow growth in the total mileage of horse 
tramways, this type of urban transport was widespread with 
over 90 tramway undertakings in Britain by the early 1890s. 
By that decade, most sizeable towns had some tramway 
provision, usually at the expense of the horse omnibus on 
busier routes. London was an exception because the local 
authorities kept the tramways out of the central area. By 
1914, there were over 2,500 route miles of tramway 
throughout the country, carrying some 3,300 million pas
sengers a year. 

All of the tramway routes in London are recorded, along 
with the names of their companies, by 'Duncan's map of 
tramways in London' 118, which appeared in Duncan 's 
Tramway Manual (1885). Similarly, tramways were shown 
by Charles Smith & Son in 1888 on its 'Indicator map of 
London' 119 which is 'divided into quarter mile squares for 
measuring distances'. Wyman & Sons detailed tramway 
routes on the reverse of its 'Omnibus fare & route map and 
tramway guide' (c.1896). 120 In 1895, the London County 
Council Statistical Department used a Stanford 2-inch to the 
mile base map (c.1865) for its 'Map of ... tramway ... routes 
in the county of London, and extra London' .121 
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Tramway services often connected with suburban and 
other railway services. 'The Improved "District Railway" 
map of London' (c.l883)122 shows tramcar routes associ
ated with the District Railway. 

The widespread introduction of tramways resulted in a 
greater geographical spread of urban maps featuring tram 
provision than for most types of passenger transport. In 
1865 Gravesend and Northfleet Tramways produced a plan 
of its proposed route based on the Ordnance Survey. The 
decision to amalgamate made by the Norwood District 
Tramways Company and the Croydon Tramway Company 
caused the publication in 1882 of a prospectus containing a 
sketch plan of the existing lines and proposed extensions. 
Tramways were marked in red on 'John Heywood's picto
rial map of Manchester and Salford ... showing the entire 
tramway system of the district' ( c.1886) 123 and the system 
in Swansea ap~ed on 'Wyld's plan of Swansea shew-
. ' 124 " d "l al fl2" h mg ... tramways m great etal at a se eo me es to 
the mile in 1888. Swansea's tramway system was again 
shown in great detail at the same scale by 'Bacon's plan of 
Swansea shewing ... tramways' (c.l901). Even the 'Sketch 
map of Reading' which appeared in the Ecclesiastical His
tory of Reading ... by the Clergy of Reading ( 1883) indicates 
the town's tramways.125 

Major towns, such as Birmingham sometimes have 
sequences of maps recording tramway development over 
time. In 1882 a 'Map of the authorised tramways in Bir
mingham and the suburbs' was published with the P'Wferty 
Advertiser. Dennis mapped its tram routes in 18851 and 
on his 'Official cab radius map ... tram ... guide .. .' of1886-
7 distinguished 'tramways in operation or in course of 
construction, also penny and other stages thereon' and 
'authorized lines yet to be constructed'. Although several 
detailed, large-scale, often multi-sheet engineering plans 
and sections of parts of the Leed's tramway system were 
produced from 1869127, the first overall view of tramway 
provision in the town seems to be a sketch plan showing 
existing tramways and proposed new routes produced in 
1887 by the Borough Engineer for the town council. 128 

Tram routes in the town were again delineated in great detail 
in a series of 16 maps produced for use by the Borough 
Council's Tramways Committee in 1890.129 The city tram
ways were again shown by the 'Map of Leeds and suburbs' 
which appeared in Railway World in August 1897130, and 
by the 'plan of tramway and bus routes' in the town centre 
published in Brierley 's ... Guide ... in 1898.131 

The Tramways Act (1870) gave local authorities the 
right to purchase tramways 21 years after authorisation by 
Parliament, although they still needed permission to operate 
them. As early as 1883, Huddersfield Corporation obtained 
powers to operate their tramways. In London, the London 
County Council began its take over and operation of the 
tramways in 1896. The municipal operation of tramways 
in the provinces became the rule in the 1890s and early 
1900s. Stanford's c.l865 2-inch to the mile base map was 
used to show 'the tramways in London in 1896 before the 
London County Council began to purchase the tramways in 
1903' and 'existing tramways and tramways proposed by 
the London County Council 1900 to 1903 and not sane-
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tioned' for the Royal Commission on London Traffic in 
1895_132 The Royal Commission concluded that trams 
were 'the most efficient and cheapest means of street con
veyance'. In considering the option to purchase, 
Wolverhampton's Borough Engineer produced a map 
showing existing routes in 1898 and some 23 miles of 
proposed lines in various colours on a base map by John 
Steen & Co. Wolverhampton Council took over all the 
existing tramways within the Borough on 1st May 1900.133 

In Leeds, the Corporation obtained formal possession of the 
tramway system in 1894, replacing its steam trams with an 
electrified system in 1896. This was the first municipally 
owned and operated electric tramway in the country. By 
1895 the Leed's tramway system was carrying 10.5 million 
passengers a year. 

While buses still depended on horses, attempts were 
made to mechanise tram transport using steam power, com
pressed air, cable haulage by fixed engines and finally 
electricity. 'The South Staffordshire and Birmingham dis
trict steam tramways' maps of c.1885 is exceptional in 
recording this experimental mechanisation. 

Although electric trams were used in Brighton, Black
pool and Ryde in the 1880s, the real beginnings of 
successful electric tramway operation in Britain date from 
1895 in Bristol. The speed and lower operating costs led to 
rapid development of electric tramways in almost every 
large town in the country, sometimes even linking adjacent 
towns together. The increase in traffic following the fare 
reductions was remarkable. In London the first normal 
electric tramway came into operation from Hammersmith 
and Shepherd's Bush to Kew Bridge in 1901. For the 1874 
edition of his 'special map of the railways ... ' in London 
and its environs, Stanford had added 'tramways' but for the 
1907 edition 'electric tramways' were specified.134 By 
1910,764 million journeys were being made in London by 
electric tram. In the country as a whole, between 1904 and 
1914 tramcar provision doubled. 

In 1901, the 'Isle of Thanet, showing tramways and 
boundaries of the lighting area' was mapped for the Isle of 
Thanet Electric Tramways and Lighting Company.135 In 
about the same year, the Official1ime Table of the Norwich 
Electric Tramways, produced by Jarrold & Sons, contained 
a ma~ of the town showing numbered tramway routes in 
red.1 6 'Mackintosh & Co.'s tramway route, map and guide 
to Leicester' (1906) notes that 'all Trams start from near the 
Clock Tower, with the exception of Aylestone and Claren
don Park Cars: these start from Horsefair Street'. 
'Manchester's guide map of Ramsgate' (c.1907), one of 
'Manchester's "Ideal" Guide Maps to Seaside Watering 
Places' featuring 'where to go and what to see', indicated 
'the route of the electric trams' in the resort. For Birming
ham, the Tram Guides Company produced a circular 
'Street-corner tramway plan and directory of the official & 
business centre.. . shewing the ten central termini of the 
Corporation tramways also timetables giving service of cars 
on all routes to or from each terminus' (1908). The map 
shows the tram routes in red, names the main stops and is 
surrounded by route timetables and advertisements. The 
city's tramways are again shown in red with the 'City 

SUC BULLETIN Vol 30 No1 

Starting Point' on the map of central Birmingham which 
was published by 'White & Pike's Railway Guide' (1914). 
After the First World War, in the mid-1920s Dennis pub
lished the 'map of the Birmingham tram ... system'. A map 
produced for the Metropolitan Electric Tramways in 1925 
has the winter timetables for 1925-26 printed on the reverse. 

Tramways continued in existence in towns for varying 
periods depending on the policies and viewpoint of the 
municipal authorities. Some towns replaced trams with 
motor buses quickly; others, like Leeds and Bradford, pre
ferred to keep electric traction but replace the tram with the 
more flexible trolley bus from 1911; and some, like Stock
port, continued to expand the system, replacing the trams 
only in the 1930sand '40s.137 The 'mapofMerseysidewith 
historical and literary allusions by G.H. Parry. Designed by 
A. Preston' (c.1926) has 'numbers on the main roads' 
indicating the 'principal electric car routes'. This probably 
refers to tramcar routes although the map illustrates a trolley 
bus rather than a tram. 

Cycling 
Bicycles became very popular in the later 1870s and '80s 
with the young affluent enough to afford them. However, 
it was the development of the pneumatic tyre and the cheap, 
low-built, rear-chain-driven cycle during the 1880s that 
turned cycling into a general means of everyday transport 
for all. Although cycling had become a mass means of 
urban transport by 1895, virtually no maps of urban areas 
seem to have been produced specifically for the cyclist apart 
from maps of environs designed for excursions. The Hub, 
for example, produced its 'Cycling map of London reduced 
from the Ordnance Survef by John Bartholomew & Co.138 

as a supplement in 1897. 39 

Conclusion 
At first sight the improvement of urban streets, the creation 
of roads in towns and the associated development of pas
senger road transport is one of the least seductive aspects of 
urbanisation. However, such changes are fundamental to 
the evolution and operation of the town, and of crucial 
concern to the urban historian. Inevitably, much of the 
documentation associated with such changes has been lost 
or destroyed over the years. It is not generally recognised 
that contemporary maps go some way to compensating for 
the inadequacies of other surviving evidence. Urban histo
rians will profit from the addition of maps of urban roads 
and road transport to their sources. 

Notes 
1 Morris, R.J., & Rodger, R.(eds): The Victorian City. A 
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3 Inevitably, therefore, this discussion is weighted to-
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