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Genesis
The success of the Liverpool & 
Manchester Railway (LMR) as 
a passenger-carrying railway 
encouraged the business world in 
the North West of England and 
London to establish a link between 
the LMR and the Metropolis. The 
northern arm of such a trunk 
line would link Liverpool with 
Birmingham: this was the so-called 
Liverpool & Birmingham Railway, 
an early title that blossomed into 
the more impressive Grand Junction 
Railway.
 The southern arm between 
Birmingham and London would 
be the longer of the two, totalling a 
distance of 112½ miles. Moves in 
this direction were made in 1830, 
when two prototype schemes were 
proposed and rejected. The two 
schemes joined forces under the title 
London & Birmingham Railway 
(L&B). The Lancaster Gazette, 9th 
October 1830, reported that “The 
two companies formed for the 
purpose of constructing railways 
between Birmingham and London 

have coalesced; and they intend to apply to 
Parliament next Session for an act to empower 
them to carry their plans into execution.”

 In its 17th December 1830 issue, the 
Liverpool Mercury apprised readers of 
the following development: “The London 
& Birmingham Railway Company have 
increased their capital from two millions to 

three millions, wisely resolving 
to construct the road on the 
best possible plan that can be 
devised. They intend forming a 
quadruple line of road all the way; 
and we understand that it is in 
contemplation to light the road in 
winter with gas, as coals can be 
procured along the line in various 
parts on very reasonable terms, the 
coke produced will be of importance 
to the Company in supplying their 
own engines. The Liverpool & 
Birmingham Railway Company, it 
is said will pursue the same plan on 
their line. Both companies expect to 
obtain acts of Parliament in their 
favour this session, if they succeed 
the works will be prosecuted with 
such vigour, that the whole line may 
be completed in three years.” Such 
optimism was confounded when the 
ambitious plans were rejected.
 A further attempt in obtaining 
an Act of Parliament was made in 
1832. It met with stiff opposition 
from landowners who perceived 
that the line would be deleterious 
to their estates and residences. The 
railway company did all in its power 
to allay the fears of the gentry. The 
following is an abridged version of 
the 1832 prospectus, which appeared 
in The Morning Post, 3rd July. The 
proposed trunk line would be:
 “A line from the Liverpool & 
Manchester Railway at Newton to 
London, way of Birmingham, will 
unite the two greatest seaports in 
the kingdom. The proposed railway 
from London to Birmingham forms 
part of this great national line. Its 
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Map reproduced by courtesy of 
The Railway Magazine.

J. C. Bourne has captured a scene of 
great activity in the Camden area during 
the construction of the winding engine 
houses and the locomotive depot, which 
is in the final stages of completion. In 
the foreground is the excavation for 
the accommodation of two 60hp  wind-
ing engines and steam boilers from the 
works of Messrs. Maudsley, Son & Field. 
The mode of drawing trains up the steep 
gradient out of Euston Grove was by dint 
of an endless rope measuring 
4,080 yards in length and seven 
inches in circumference. The 
rope cost £476 19s and was the 
product of Messrs. Hoddart & 
Co. of Limehouse, London. Two 
chimneys were to dominate the 
area – these have yet to be built.
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length will be 112½ miles; the cost will be 
£2,000,000. The railway will probably not be 
used to convey coals, lime, and other heavy 
articles, which comprise the chief traffic of 
canals; and will, therefore, very little, if at 
all, interfere with the interests of the canal 
proprietors.
 “The engines will burn only coke and 
cause no smoke; the carriages, going at the 
rate of a mile in three minutes, will only be a 
part of the time in sight and hearing from any 
one place. The railway does not intersect with 
any park or pleasure ground, or approach so 
near as to be an annoyance to any considerable 
mansion.”

 Such assurances failed to impress the 
gentry. The principal opponents comprised 
several influential bigwigs: the Earl of 
Harrowby, the Countess of Bridgewater, the 
Earl of Essex, the Earl of Clarendon, Lord 
Norwick, Sir John Filmer, the Ryder family 
and others. Their opposition to the L&B was 
based upon three notions:
1. Large embankments would be necessary 
in low-lying areas and deep cuttings through 
high ground, both of these disfiguring and 
injurious to estates, farmland and properties.
2. A trunk line was considered unnecessary 
because passengers and goods were already 
conveyed by canals and roads.
3. The undertaking had been projected without 
the benefit of local knowledge and support – it 
was based upon false calculations.

 The Newcastle Courant, 21st July 1833, 
reported that “The London & Birmingham 

PART ONE

The southern portal of Primrose Hill 
Tunnel was an impressive one. Built 
of stone, Whishaw considered the 
ornamental design to be too flamboyant. 
Within the tunnel, the walls and arched 
roof were lined with three layers (rings) 
of bricks, held in cement. The invert 
(the corresponding subterranean 
arch) consisted of two layers of bricks. 
It appears in the image that work 
continues, judging by the loaded trolley 
and the two men nearby. On the other 
side of the lines, close to the portal, a 
lone policeman stands outside his timber 
shelter.

LMS 5XP ‘Jubilee’ 4-6-0 No.5559 (yet to 
be named British Columbia) vigorously 
attacks the climb of Camden bank 
heading a northbound express out of 
Euston c1935. (Pendragon Collection)


