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Southampton Local History Forum 

A.G. K. Leonard 
 

Stag Gates and all that ... 
 
    Stag Gates - the name sturdily persists in popular usage for the junction of Lodge 
Road and The Avenue, especially the bus stops there, notwithstanding that the stag-
surmounted stone gate pillars were demolished in 1919 and the actual gates 
disappeared much earlier. 
    Although successive generations of Southampton folk seemingly find no problem 
in perpetuating the memory of these long-vanished features of the street scene, the 
name must puzzle visitors and new residents - at least for a while, until they too 
accept the invisible bequest of enduring tradition. 
 

 
Figure 1. Edwardian postcard (used in 1905) showing an open-top tram passing between the Stag 
Gates, at the point where the tracks merged into a single line along the centre of Lodge Road. Behind 
the tram can be seen the original St Barnabas church of 1903 - bombed in 1940, rebuilt in 1957 

 
Over the years, this has become shrouded by myths and misconceptions. It is 
therefore opportune to seek to put the record straight - particularly in relation to the 
varying accounts of how William Burrough Hill gave them to the town in 1919, in 
celebration of Victory (or supposedly in memory of his son killed in the war) and that 
when the Corporation soon afterwards demolished them for road widening, he was so 
incensed that he had the stags secretly removed early in the morning after they had 
been brought down from their pedestals and buried them in the garden of his home in 
Regents Park Road. 
    The story must begin with William Betts, a contracting engineer whose projects 
included the first Royal Pier of 1833. The gates and elaborate stone piers, each over 
20 feet high and capped with a carved stag, were erected to flank the lodge at the 
entrance drive to Bevois Mount House soon after 1844 when he bought this early 18th 
century mansion and estate, originally created by the third Earl of Peterborough. 
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    Betts spent heavily on "improvements", financed by selling off the southern part of 
the 103 acre estate for smaller scale housing development, but he over-reached 
himself and in 1854 had to dispose of the house and the rest of the grounds. They 
were all built over during the following thirty years. 
    Bevois Mount House itself (standing within the area enclosed by modern Lodge, 
Cambridge, Avenue and Cedar Roads) passed through several ownerships. For thirty 
years from 1869 it accommodated a private school for young ladies, then became a 
student hostel for Hartley University College. Its last role was as a transit prison camp 
for captured German officers during World War I, before being demolished soon after 
1920 - although a fragment of the old mansion was incorporated into garage premises 
on the site. 
    Lodge Road was built up along the former entrance drive in the later 1870s. The 
actual gates across the road must have been removed at this time - more of them later. 
    The Stag Gate piers, which incorporated arched passage ways for pedestrians, 
straddled the pavements on either side of Lodge Road, restricting its width at the 
junction with The Avenue (figure 1).These stone structures and adjoining strips of 
land came into the possession of the estate agent and auctioneer, William Burough 
Hill. 

    He was long a notable character, who 
lived into his 97th year, dying in 1941, still 
actively involved with the history and public 
affairs of his native town and exercising his 
remarkable talent for minuscule penmanship 
(figure 2). For more about this "grand old 
man" see the articles by John Edgar Mann in 
Hampshire magazine, May 1990 and March 
1991. 
    On the north side of Stag Gates, replacing 
the original lodge, stood the house called 
Elm Lea, replacing the original Merchant 
Navy Hostel/Avenue Hotel; the opposite 
corner of Lodge Road was occupied by 
another Victorian house, Ravensbury, which 
later gave way to a garage and filling 
station. 

     Figure 2. William Burrough Hill as an old  
     man, working at his desk in his 'den' 
 
 Burrough Hill converted the railings in front of it, adjoining the southern gate pillar, 
into his own private bill-posting station for announcements of property sales and 
auctions; he also displayed his posters on the stonework abutting the northern pillar. 
For a man deeply concerned about the town's historical and artistic heritage, he seems 
to have been curiously insensitive in creating such an eyesore at this prominent 
feature of The Avenue, for whose amenities Southampton people had great regard, 
then as now. 
    Public reaction found expression at the Borough Council meeting on 8 May 1889. 
After several members had supported Alderman Gayton's call for immediate action to 
deal with the unsightly effect of hoardings "erected by a private individual as a 
speculation", the Council unanimously resolved "that shrubs be planted in front of the 
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advertisement boards on the railings at the south side of Stag Gates." This decision 
was quickly implemented. 
    At the next Council meeting a fortnight later, a letter was read from Councillor 
Button (absent owing to illness) urging it to try to buy the Stag Gates, as he had 
previously unsuccessfully proposed - "it would have been much better for the town to 
have acquired them than for such a disfigurement of our beloved Avenue to have been 
possible." Alderman Bance revealed that he had personally offered Burrough Hill £50 
for them; local residents were said to have made a similar offer. The Council, 
however, decided not to pursue the matter of their acquisition. 
    Over the next few years, the shrubs and trees grew to considerable height and 
thickness, obscuring the south side of Stag Gates. Postcard photographs show, 
however, that throughout Edwardian times their owner continued to display his 
posters on the stonework immediately adjoining both gate piers. 
    Meanwhile, the advent of electric trams and increasing traffic created problems at 
the narrow entrance to Lodge Road. The matter engaged the attention of the Borough 
Council meeting on 13 November 1912. Its resolution is worth quoting as a fine 
example of contemporary minuting style - "This Council, being of opinion that, in 
consequence of the congestion of vehicular and other traffic in the immediate 
neighbourhood of the erection known as Stag Gates, the presence of such erection has 
become a source of public danger." 
    The Council instructed its Works Committee "to enquire of the owner at what price 
and under what conditions the Corporation could acquire the same." A month later, 
the committee considered a letter from Burrough Hill saying "he was willing to sell, 
for demolition, partial removal or otherwise, the large stone piers and curved wall and 
railings to the south and the freehold site of the same, for the sum of £500." The 
committee was unable to recommend the Council to entertain this offer - partly on 
grounds of cost, partly because there had apparently been no serious accident at Stag 
Gates. 
    There the matter rested until 1919 - although the increased traffic of World War I 
must have heightened public awareness of the situation. On 15 January, the Town 
Clerk read to the Council a letter which Burrough Hill had the previous day sent to 
the Mayor, Alderman Sidney Kimber, following a discussion between them at a 
meeting of the Southampton Camera Club, of which both were leading lights. 
    He wrote "I am anxious to do something in the town's interest to mark our Victory 
year ... and to show my belief in the high standards of ethics of the Rotary Club to 
which I belong and whose motto is "service not self" ... I now offer to my native town 
the freehold of the Stag Gates property as a free gift." 
    Burrough Hill made no mention of his gift being in memory of a son killed in the 
"Great War" - as he surely would have done if this were the case. Moreover, he 
clearly envisaged the demolition of Stag Gates - as he had in 1912, when offering to 
sell them to the Corporation. 
    "I shall be sorry to see them demolished but they are not of any material historical 
or antique value; nevertheless they form an interesting landmark of one of the last of 
Southampton's most beautiful estates which has given way to the demands of our ever 
increasing population." 
    "I am anxious not to hamper the gift with any restrictions or reservations but I will 
add that so long as the structure remains as it is, both the materials and the site shall 
belong to the town and the same shall apply if your council determine to erect it 
elsewhere immediately on removal, but in the event of its demolition and not being 
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rebuilt elsewhere the materials shall be at my disposal and placed where I may 
direct." 
 The Council "tendered their warmest thanks for his generous and kindly gift to the 
town". Its Estates Committee quickly instructed the Borough Engineer to remove the 
mound of shrubs and the advertisement hoardings and asked him to report "as to a 
preservative for the stone." On 3 March, he told the committee the results of his 
examination: 
    "I find that the cornice is in considerable disrepair and requires renewal almost 
wholly. The carved stags are crumbling in parts and require attention and there are 
other minor repairs required." (The photograph on a postcard used in 1912, 
reproduced in Pictures of Portswood's past by B J Ticehurst and H H Meachen, 
shows the northern stag minus its head; the stone had presumably split and part had 
fallen - to be replaced soon afterwards, on the evidence of later photographs). 
    
 "I also note that the outer piers, ie those against the roadway, are out of plumb, and 
the arches over the footways show signs of settlement. This may either be occasioned 
by insecure foundations or by the vibration consequent upon the heavy traffic passing 
through the gates. The south pier is in the worst condition, and this being the case, the 
committee might well consider setting back the south pier 15 feet, thereby rendering 
possible a much needed road improvement." 
    The specialist stonemasons Garret & Haysom estimated repairs would cost about 
£200 - equivalent to well over £10,000 today - and that another £60 would be 
involved in dismantling and re-erecting the southern gate pier. 
    On 6 March, a special meeting of the Estates Committee convened at Stag Gates, to 
examine their condition and discuss the Borough Engineer's report. Eventually it was 
decided, on a show of hands, "to recommend that the structures and the railings be 
pulled down and the materials placed at the disposal of Mr W B Hill in accordance 
with the terms of his gift and removed to where he may direct." 
    A writer in the Southampton Times of 14 July 1919 noted that the Stag Gates were 
in course of demolition and referred to "a mass meeting called on the Common last 
weekend, which was, to say the least, a tame affair." In 1912 Inner Avenue residents 
had got up a memorial to the Corporation protesting against the suggested removal of 
Stag Gates but in 1919 feelings about their retention seem to have been less strong. 
Perhaps their removal was then more readily accepted as "the price of progress." 
    The Southampton Pictorial published photographs of their demolition in its issue of 
17 June 1919 (figure 3), with the caption "This prominent landmark has been razed to 
the ground. Though picturesque, it was a somewhat dangerous corner for traffic and 
its disappearance will afford a much wider sweep into Lodge Road." 
    Demolition evidently extended over several days, with the southern pier being 
dismantled first. Since Burrough Hill retained title to the materials, there was no 
occasion for him secretly to retrieve the stags after they had been brought down from 
their pedestals - although he may well have sent horses and carts early in the morning 
to take them away, as he was entitled to do. Nor had he any cause to feel aggrieved 
that the Corporation had demolished Stag Gates, because the terms of his gift 
specifically allowed for this being done. 
As the Borough Engineer reported to the Public Lands Committee on 4 July 1919, 
Burrough Hill agreed to sell to the Corporation for £15 all the rest of the stonework of 
the dismantled gate piers. Most of it was re-used to make five pedestals or flower 
boxes, as ornamental features along the footpath in East Park leading to the Aviary – 
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replacing old wooden boxes there. Other stones from Stag Gates were incorporated 
into nearby rockeries. 
 

 
              Figure 3. Photographs of the demolition of the Stag Gates from the Southampton Pictorial,                     
                                              17 June 1919. (courtesy of Brian Ticehurst) 

 
    Their owner kept the carved stone stags in the garden of Bridell Lodge (later the 
Edgecombe House Hotel). In various published statements and private conversations, 
several responsible witnesses have recorded their recollections of seeing them there, 
from 1919 right up to 1939. 
    It was probably around the beginning of World War II that Burrough Hill seems to 
have had these celebrated stone carvings buried in a corner of his extensive garden. 
One can now only speculate as to his reasons; perhaps he wanted to protect then from 
anticipated wartime uncertainties, including the possible requisition of Bridell Lodge 
for military purposes, or maybe the burial of the stags was simply an old man's 
fanciful indulgence. 
    Certainly pre-dating their funeral has led to unnecessary mystification surrounding 
the circumstances of their original transfer from Lodge Road to Bridell Lodge in 
1919, which this article has sought to clarify. 
    In 1963 the Southern Evening Echo published an account, with photograph, of how 
a large piece of carved stone, very likely to have been part of the body of one of the 
famous stags, had been dug out ten years previously for the making of a lawn at one 
of the several post-war houses built on the former garden of Bridell Lodge. Other 
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fragments of the stags may still be buried nearby ... but respect for the privacy of the 
householders concerned must preclude any archaeological investigations. 
    There remains the question of the gates themselves that once hung from the pillars 
of Stag Gates, across the entrance drive to Bevois Mount House. No contemporary 
illustration or description of them is now to be found and it must be assumed that they 
were removed in or before 1877, when the entrance drive was laid out for house 
building, as Lodge Road. 
    In recent years it has sometimes been thought that they were re-used at the main 
entrance to the Old Cemetery off the Common. This belief derives from articles of 
1957-67 by the late Miss Elsie Sandell but she gave no date or source for this 
supposed re-location of the gates and would seem to have been misinformed. No 
mention of it is made in earlier accounts of the Stag Gates. 
    The handsome wrought iron gates, bearing the town arms, which grace the entrance 
to the Old Cemetery do not give the appearance of having originally spanned the 
carriage drive of a private mansion in the 1840s; they seem to assert Victorian civic 
pride in an important municipal project and must surely be to the design by the 
architect Frederick Francis which the Cemetery Committee approved on 19 December 
1844. 
    The minute books of the committee covering the ensuing half century (preserved in 
Southampton City Archives) are full of detail but contain no record of these gates 
being replaced by those from Bevois Mount House - which seems inherently unlikely, 
as well as being devoid of documentation. 
    Through nearly a century, fact and fiction have become intriguingly entangled in 
the story of Stag Gates. This article has sought to document the differences and 
establish the facts of the matter. 
  
References and Sources 
    This article was originally published in Hampshire magazine, November 1996. It is 
reprinted here with minor up-dating revisions. 
    It will be evident from the text that it presents the results of research in 
contemporary Borough Council records and sources, the most important of which are 
set out below. 
  
Southampton Archives 
Southampton Borough Council. Council and Committee minutes: 1889 (mss volume 
SC2/1/28, especially pages 234, 246, 248); 1912-13 (printed, especially pages 11, 53, 
87); 1919 (printed, especially pages 127-8 (W Burrough Hill's letter of 14 January 
1919), 161, 233-4, 565) 
Southampton Borough Council. Cemetery Committee minutes (3 mss volumes, 1843-
94, SC2/3/6/1-3) 
Southampton Times: 1889, 1912-13, 1919 (reports of Council meetings and other 
references) 
  
Other Sources
Newspaper files and cuttings collection, Local Studies Library, Southampton Central 
Library 
Library, Southern Evening Echo 
Cuttings gathered by the writer, including: 
Southern Daily Echo: 28 May 1941, obituary notice of W Burrough Hill 
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Southern Evening Echo: articles by Elsie Sandell published 20 September 1956, 25 
August 1961, 20 November 1962, 13 October 1965 
Southern Evening Echo: 8 May 1963, Tom Bargate account of stonework found in 
1953 in garden of house in Regents Park Road 
Southern Evening Echo: 6 October 1975, demolition of Stag Gates (referring to 
Southampton Pictorial, June 1919) 
Southern Evening Echo: September/October 1975, numerous readers' letters, 
including L S B Ridges, grandson of W Burrough Hill 
Southern Evening Echo: 9 February 1989, including J Guilmant's recollections of 
stags in W Burrough Hill's garden to 1939; also personal information 
Southern Evening Echo: 1958-1989, other reports letters (mostly speculative) 
Southampton Guardian: 11 May 1988, letter P G Sims (saw stags in W Burrough 
Hill's garden c.1934); 1 June 1988 (H Meachen) 
  
© 2012.  AGK Leonard 
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Richard Preston 
 
The Baths on the Beach, 1826-46 
  
The impressive neo-Classical baths on the Beach in Southampton, opened in 1826 and 
known for most of their short life as the Royal Gloucester Subscription Baths, are 
among the most transient of Southampton buildings (figure 1). Demolished in 1846, 
they are a classic example of a building out of its time and in the wrong location. 
They are one of a series of ambitious projects in the mid 1820s to tame the Mudlands 
on the southern edge of the town, capitalizing on the contemporary building boom 
and the euphoric, if doomed, attempts to redefine the town as a watering place to rival 
Brighton and Weymouth. 

 Figure 1.  Public baths Southampton. Drawn by R Scrutton; printed by Engelmann, Graf, Coindet and    
                                            Co of Soho; published by H Buchan, 1827 
 
Earlier projects largely involved the creation of floating baths beyond low water 
mark, allowing sea bathing at all states of the tide. An abortive subscription was set 
up in September 1822 by a Mr Le May to build floating bathing machines at the end 
of the breakwater, at the bottom of Bugle Street. Consent was given by the 
Southampton Harbour Commissioners, but only on condition that it did not prevent 
them using the breakwater as a ballast quay. A more audacious scheme, backed by a 
subscription of £25 per share, was started in April 1824. The committee consisted 
mainly of local tradesmen and businessmen: Edward Rudd, grocer and tea dealer of 
Above Bar; Samuel Chaplin, grocer and tea dealer of High Street; Thomas Shaw, 
wine merchant of West Street; Charles Barker, merchant of High Street; Daniel 
Brooks, architect and builder of Orchard Place; John King of Marland Place; Mr 
Arthur, proprietor of a school in the Polygon; and, possibly the most active member, 
Joseph Clark, junior, hatter of High Street who had extensive shipping interests as the 
owner of vessels in the coal trade, and the managing owner of both the George IV, 
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one of the first Isle of Wight steam packets, and the Lord Beresford, the second 
steamer to run between Southampton and the Channel Islands. Chaplin, Shaw, Baker 
and King were all Harbour Commissioners. Chairman of the committee was William 
Chamberlayne, MP for the borough and lead figure in the projected development of 
Southampton as a watering place. The project attracted two rival plans. The first, 
accepted, plan by John Doswell Doswell, surveyor to the Harbour Commissioners and 
to Southampton Corporation, was on the same principles as that of 1822. He planned 
to place his floating baths at the end of a jetty - overlain with a promenade and 
carriage road - extending some 300 yards southward from the Platform until it 
reached low water mark. A mud wall was to be built from the end of the causeway to 
the corner of the Beach, enclosing an area of 20 acres. The head of water from this 
would, he believed, keep the outer point of the causeway free of accretions. The jetty 
would also serve as a landing stage for passengers, obviating the need for those 
disembarking to wade ankle-deep in mud at low tide. The estimated cost was over 
£7000. A second, rejected, proposal, by Thomas Dyson (1771-1852) then of 
Chichester, came from a different tradition. Part of a pioneering family of civil 
engineers, Thomas had between 1818 and 1821 been joint contractor for the ill-fated 
Portsmouth and Arundel Canal, incorporating the Chichester Ship Canal opened in 
1823. His plan was for a deep basin 60 yards wide and about half a mile long to be 
excavated parallel to the Beach and about 100 yards inland. The soil taken out of the 
basin was to form a wide and commodious road alongside. The basin was to be kept 
pure by sluices at the ends nearest to the Itchen and the Quay, receiving and 
discharging the water. The width of the basin was to be increased annually by taking 
away large quantities of gravel for ballast. The estimated expense was between £4000 
and £5000. 
  
The parameters of the accepted scheme were profoundly altered by the decision two 
months later to connect the floating baths with the Platform not by a conventional 
jetty but by a chain pier on the catenary principle.  Inspiration came from the chain 
pier designed by Captain (later Sir) Samuel Brown at Brighton, opened in November 
1823. Projecting nearly 1200 feet into the sea, it was a landmark on the Brighton 
seafront for over 80 years until destroyed by storm in December 1896. The 
Southampton pier, to extend 750 feet from the Platform, was on a similar plan. 
Captain Brown - engaged as consultant -estimated its cost at £6500. Two floating 
baths - part of Doswell's original plan although he had provided no precise 
specifications - were to be moored at the extremity of the pier, in the full stream. One 
for each sex, they were to have gratings at each end and perforated bottoms in order to 
afford a constant supply of running water. A new feature was the building, on dry 
land either side of the entrance to the pier, of six handsome marble baths - offering 
vapour, fumigating and shower facilities - and a refreshment room. Two parallel 
subscriptions - for the chain pier and for the warm and cold baths - were set up. A 
Corporation lease of the required land was granted in July 1824, and legal advice 
taken as to the need for an Act of Parliament. Promises of support however, and an 
artificial optimism promoted through the local press, could not hide the fact that 
subscriptions were disappointingly low.  Not even the assurance of William 
Chamberlayne - holder of shares costing over £400 - that he would take up any unsold 
shares rather than risk the abandonment of the scheme could save the subscription. By 
November 1824 the scheme was, almost literally, dead in the water. The Southampton 
Herald could not resist a pun: "A wag remarked, the other day, that the projected 
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baths were all vapour, and the Suspension Chain Pier Company, having suspended 
their engagement, were a Pierless Company." 
  
The scheme for warm and cold baths was resurrected in early 1825, an integral part of 
an ambitious plan to improve the Beach made essential after a calamitous gale on the 
night of 22 November1824  had washed away most of its gravel and caused Henry 
VIII's brass cannon, then on the Platform, to sink into an immense cavity. A 
subscription for improvements was set up in January 1825. Its aims were "to reduce 
the offensive accumulation of mud on the flat shore, to deepen the water so that the 
tide will seldom be out, to slope the embankment to prevent a recurrence of the late 
destruction" and "to extend the promenade from the Platform to the south-east point 
of the Beach". The subscription lists were headed by William Chamberlayne. Plans 
and estimates were prepared gratuitously by Daniel Brooks. On the back of this, the 
subscription for the new baths - at £10 per share - was revived. Events moved 
inexorably forward. A Corporation lease, with the restrictive covenant that the 
buildings were only to be used for baths in order to prevent the economic 
development of this pristine area of seafront, was obtained. The building tender of 
Daniel Brooks was accepted in March 1825. A new site - midway between the 
Platform and Canute's Point - was finally agreed in June. Excavations began in July 
on a new channel to convey salt water to the baths - "an attempt to confine the tidal 
waters of Southampton in a hole made in the beach". The corner stone was laid by 
Edward Rudd on 13 September. An embankment for enclosing the water was 
completed in April 1826, and the baths themselves opened in November 1826, the 
cost of build being over £800. A seamless chronology that hides the fact that 
suspension of work on the improvement of the Beach in October 1825 - when funds 
ran out - had undermined the very viability of the new baths. It left them isolated, 
connected to the Platform to the west not by a spacious tree-lined roadway but by an 
exposed, salt-sprayed and unmade path in, as the Southampton Herald (20 November 
1826) put it, a "dreadfully dilapidated state": to "the laugh of visitors, and the disgrace 
of the inhabitants" (anonymous letter of 16 October 1826 to the Herald). 
 
The new baths - or Thermae - were splendidly neo-Classical. The Southampton 
Herald described them as a handsome, chaste Grecian edifice, with an elegant portico 
on fluted stone Doric columns. The interior comprised a grand promenade room, eight 
bath rooms each elegantly fitted up with marble baths, twelve dressing rooms for the 
plunge bath, furnace rooms (a fault in which nearly destroyed the building by fire in 
February 1827) and bath keepers' apartments. They were to the designs of George 
Draper. It was one of three local commissions he undertook in 1827, complementing 
the rebuilding of St Nicholas's Church, Millbrook (contract signed in January) and the 
addition of the rather overpowering "modern-antique tower" on the south-east wing of 
Netley Fort for William Chamberlayne. Draper was a prolific architect, originally of 
London but now of Chichester. His work is characterized by Howard Colvin (A 
biographical dictionary of British architects, 1600-1840, 4th edition, 2008) as in 
either "a somewhat old-fashioned Georgian style" or "the Gothic of the day". The 
baths fit into the first tradition, in the same classical mode as Chichester Infirmary 
(later the Royal West Sussex Hospital and now flats), on which he was working 
contemporaneously, the rebuilt St Bartholomew Church, Chichester (1828) and the 
Eyre Coote column in the grounds of West Park, Rockbourne, near Fordingbridge 
(1827). Other works include St Mary the Virgin, Littlehampton (1826), St Mary, 
Sennicoats (1829), West Dean vicarage, Sussex (1833), Iron Acton rectory, 
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Gloucestershire (1831/2), Goodwood race stand (1830) and the Egyptian-style 
monument to Sir Harry Burnard Neale at Walhampton near Lymington 
(1841). Draper exhibited drawings of the Southampton baths at the Royal Academy in 
1827. No expense seems to have been spared in the construction. Building materials, 
including the heavy stone used for the foundations, were brought in by sea, using the 
newly-cut tidal channel to deposit them directly on the building site. Temporary 
workshops and mess house were erected for the masons. The fact that the trees in 
Scrutton's drawing appear to be newly planted suggests an element of landscaping. 
They were probably supplied from the nursery of W H Rogers, who had earlier 
provided trees to line the promenade to the west. 
  
The new baths were in emulation of the finest baths in Cheltenham. The first 
superintendent, Mr J Trinder, himself came from that town. Not further identified, he 
is likely to have been related to the William Trinder, proprietor of the Regent Baths in 
Cheltenham, who became insolvent in February 1830. The opening advertisement 
(first printed in the Southampton Herald of 13 November 1826) listed the services on 
offer, with their price: Medicated Vapour and Shampooing Bath (5s), Sulphur Vapour 
Bath (5s), Sulphur Water Bath (5s.6d), Warm Bath (3s) - with 1 guinea subscriptions 
for eight -, Warm Shower Bath (2s), Cold Shower Bath (1s), Private Tepid or Buxton 
Bath (5s), Private Tepid or Usset Bath (5s), Whooptong or Paste Bath (7s), Hip Bath 
(1s), Small Slipper Bath (1s), Large Public Swimming Bath (1s).  Attendance for the 
warm bath was an extra 6d and shampooing 1s. There was a News Room, taking 
provincial and London newspapers, and a Promenade Room which doubled as a 
reading room and, in season, a concert room. Southampton guide books were rather 
late in picking up the new baths, but when they did the eulogistic exaggerations 
flowed. To Thomas Baker in his Southampton guide of 1829, they “combined the 
utile et dulce of bathing in a remarkable degree". William Palin, in The new 
Southampton guide published the same year, thought the baths "perhaps not surpassed 
by any watering-place in England". Lengthy essays on the relative benefits of warm 
and cold bathing were introduced into the guides. There was a committee of 
management, with Joseph Clark junior as managing director: a post he held 
simultaneously with the managing directorship of the Itchen Floating Bridge 
Company. 
  
A change of proprietor in June 1829 led to far more aggressive marketing, suggesting 
that take-up had been less than anticipated. The new proprietor, Thomas Hoystrop, 
was an entrepreneur through and through. Not yet 30 years old, he had started in the 
grocery trade and was, at the time he purchased the baths, an estate, house, yacht and 
general commission agent and accountant. Leasing his shop and house at 3 Bernard 
Street, and selling his furniture and effects, he moved with his wife (Elizabeth 
Rumming Hoystrop, daughter of a Wiltshire farmer) and four children into the 
domestic accommodation at the baths. He immediately rebranded the establishment as 
the Royal Gloucester Baths and Promenade Room. The implied connection with 
William Frederick, 2nd Duke of Gloucester ("Silly Billy") - reinforced by the use of 
the royal cipher at the head of his advertisements - was doubtless spurious, although 
the Duke was an honorary burgess of the borough. An advertising war was begun 
with the newly-refurbished Long Rooms, a rival supplier of warm and cold 
baths much nearer the centre of the town. The baths were available 24 hours a day. 
Hoystrop's advertisements appealed to modern susceptibilities and expectations. To 
quote the original advertisement first run on 8 August 1829: 
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 "Hot, cold, shower, and the only medicated, vapour, and shampooing baths in the 
south west of England. 
These beautiful and elegant baths have been fitted up at an immense expense. The hot 
baths are of solid marble, and fitted up in the most modern manner with convenient 
dressing and waiting rooms. Each bath supplied with at least 100 gallons of pure Sea 
Water. The shower baths are on a new and improved principle, by which the force and 
quantity of water can be regulated and made to any degree of heat. The medicated, 
vapour, and shampooing baths since their introduction into this country have so often 
superseded Medical Assistance in a variety of disorders attending the human body, 
particularly the most inveterate Scrofula and skin diseases, rashes, eruptions, gouty 
and rheumatic affections, stiff joints, and all those disorders dependent on a morbid 
circulation of blood, yield to the influence of these celebrated Baths. 
The valuable assistance the Proprietor has acquired combined with his own personal 
attention, he flatters himself, these superior baths may be raised to that scale of 
eminence, to which they are so justly entailed. 
The Royal Gloucester Promenade and Subscription Rooms will continue to be 
regularly supplied with the London morning and evening papers, the Weekly Court 
Journal, and provincial news, &c. 
Refreshments provided, and may be had at the Bar at moderate charges ... 
The ladies' baths are under the immediate attention of Mrs Hoystrop." 

  
New services were 
introduced. 'Portable 
warm sea water baths', 
made to any desired 
temperature and 
conveyed to all parts of 
the town on the same 
plan as in London, 
Brighton and Paris, were 
advertised in September 
1829. The availability of 
strong and pure sea-
water in people's houses 
would "obviate all the  

      Figure 2. The Subscription Baths viewed from the east, c.1830 
 
trouble of oftentimes making a useless Fresh-water Bath". The Promenade Room 
hosted social events designed to attract the elite of the town and neighbourhood. 
Select quadrille parties were organized for both winter and summer seasons: the room 
brilliantly lit, with comfortable fires in winter, "a choice band", tea and coffee, wines 
and fruit. Speciality concerts were organized, such as "Signor Valentini, Professor of 
the Harmonica Mandoline and his son, the incomparable Ventriloquist, from Venice" 
in June 1830. Ice creams and other refreshments were available in the lobby. 
  
 Visitors in the first month of Hoystrop's tenure included the Marchioness of 
Westmeath, sister to the Marquis of Salisbury whose extra-marital affairs had been 
the talk of society, the Marquis of Douro, elder son and heir of the Duke of 
Wellington, and Lord Ashtown of Chessel House. But any new momentum quickly 
subsided as a deteriorating economic crisis, fuelled by bank failures, the rival claims 
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of such mud-free south coast resorts as Brighton and Weymouth and the physical 
isolation of the baths took their inexorable toll. The side view reproduced as figure 2 
shows the poor state of access. The baths were mortgaged to John Bill, chemist of 
Oxford Street, London on 18 June 1830. The exhibition in December 1831 of a 
floating model of a patent steam vessel, with no projecting paddle wheels or cases, 
suggests a search for new streams of income. Hoyland had applied a month earlier to 
the committee of management to be released from his covenants, possibly a ruse to 
force a reduction in his rent. A year later - in June 1832 - he finally left, to become a 
grocer in Godfrey's Town. He died in July 1833, aged 33 years, his widow recorded 
the following year as a beer retailer in the same suburb. The baths disappear from 
local directories and guides in the early 1830s, although any precise chronology of 
disuse is impossible. The end however is clinically demarcated. 
  
Plans to build new docks in Southampton in 1836 made the baths, so long on the 
periphery, the pivot around which the projected development hinged. Any chance of 
survival rested on the land remaining in corporation ownership. James Whitchurch 
and Joseph Hill, members of the town council with land on the River Itchen capable 
of being made into rival docks, urged that the corporation should reserve to itself the 
frontage from the Crosshouse to the Platform. Let as buildings, this they forecast 
could produce £9600 over the course of twenty years. The baths would be converted 
into a hotel, for which the baths company would be glad to pay an increased rent of 
£100 per annum. Lack of local support freed the Southampton Docks Company to 
apply for the block of land it originally sought which, as figure 3 illustrates, 

threatened to engulf 
and to annihilate the 
baths. The land 
earmarked for the 
docks incorporated 
three corporation 
leases. Two 
insignificant leases 
were quickly 
purchased: a series of 
oyster coves for £100 
and 50 acres of 
mudland granted to  
 

Figure 3. Detail from a plan of Southampton drawn and lithographed by  
                                T H Skelton, July 1837 
 
the late William Lintott for £400. The lease to the baths, granted unconditionally by 
the corporation and with over 80 years unexpired, was more formidable. The 
bath shareholders flexed what muscles they had. A petition was presented in April 
1836 to the House of Commons committee considering the Southampton Docks Bill, 
praying for compensation of £8000. The committee chairman James  
 
 
Barlow Hoy (a former Southampton MP) ruled that it was a matter for a jury rather 
than for the committee: a decision which may not have stood had the shareholders 
been able to afford counsel to argue their case. The shareholders later proposed that 
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each side appoint a surveyor to assess and agree the true value of the lease. The docks 
committee instead unilaterally appointed Mr Gover, who had recently reassessed the 
town's rateable value, as surveyor. The shareholders agreed to abide by his decision. 
His valuation of £5680, however, was more than the docks company were prepared to 
pay. The final payment for their leasehold interest, imposed by force majeure in mid 
1838, was £4896.12s.1d. The price included purchase of the building. Joseph Leggins, 
chairman of the dock company, recorded with pleasure in August that the Gloucester 
Bath Company had come to a fair and amicable agreement without recourse being had 
to any legal proceedings. Many in Southampton were less sanguine. Daniel Brooks 
spoke of the "rapaciousness of the company" in a Town Council debate in April 1838: 
"In the commencement of the Dock Company the Bath Shareholders, in their 
conferences with the Dock Directors, had been assured by them that the Bath 
Shareholders would be treated with the utmost liberality, but the result had been of the 
very opposite character". The furniture and equipment of the baths was sold at auction 
in December 1838 for £226.11s. This included: large size Brussels carpet, mahogany 
loo and writing tables, capital office desk, sofas, mahogany and imitation rosewood 
chairs, japan dressing and wash tables and chairs, handsome four-burner lamp and 
octagonal lamp, dial clock, brass mounted fenders and sets fire irons, shower bath and 
mangle. The baths company was wound up in April 1840. A final dividend of £1.11s. 
per share was declared in December 1840: a significant loss on the original price of 
£10 per share. The final act was overseen by Joseph Clark junior, still managing 
director and by now also a sharebroker. The Hampshire Independent ironically talked 
of "fortunate adventurers".  
  
Now reduced to a shell, the buildings had one last stay of execution. They were 
converted - at a cost of £71.5s.6d. for repairs and fittings - into a temporary dock 
house, used until a permanent dock house was built in 1849 to the east. It served as 
the office of the general superintendent and secretary of the docks, George 
Saintsbury: incidentally, based there when his second son George Edward Saintsbury 
- later to find fame as a literary scholar and historian - was born in October 1845. It 
also served as a police station (the 1841 census shows the domestic 
accommodation occupied by two docks policemen and their families), a temporary 
morgue, a church mission to workmen, dining rooms and a vantage point for dock 
ceremonies. Part of the building was leased to the Royal West Indies Mail Steam 
Packet Company in November 1841 for their Southampton office after the company 
had made the port their home station. The death knell of the former bath's building 
was sounded in October 1846 with the government announcement that a new customs 
house was to be built on the site. Demolition began almost immediately. A month 
later new foundations had been laid, with over fifty men employed on the work. A 
burst of activity clearly designed to pre-empt opposition to a move that threatened to 
divert trade from the Quay to a new economic hub centred on the docks and the 
railway terminus, both under London rather than Southampton control. The mayor, W 
J Le Feuvre and councillor for the ward of Holy Rood which stood to lose most by 
the move, led the insurgency: "He had been one of their [the Dock Company's] 
earliest shareholders and he should mark his sense of their conduct by getting out of 
the undertaking as soon as he could. They had committed an aggression upon the 
town which he could neither forget nor forgive" (March 1847). The core of their 
argument was that the original corporation lease forbade further building on the site, 
and that the when the Bath Company let the land to the Dock Company they could not 
bestow any more rights than they had received. A prohibition that was reinforced by 
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the stipulation in the first Southampton Dock Act that the company could erect no 
buildings in the docks. The second dock act, for the completion of the graving dock, 
in 1845 however allowed for customs accommodation. Originally intended only for 
the business transacted at the docks, the government widened the interpretation to 
incorporate a customs house serving the whole port. It was a fait accompli. The new 
customs house was opened in June 1847. Occupied by the Customs for 44 years, the 
building later became Union Castle House and is now flats. J P M Pannell (Old 
Southampton shores, 1967) argued that some of the original stonework is still 
incorporated in the building. 
 
The engraving of the baths as seen from Southampton Water, made by Robert 
Mimpriss, published in 1827 by Henry Buchan and reproduced below as figure 4, is a 
fitting tailpiece to this essay on the transience of glory. It both emphasises the impact 
the building had on the southern approaches to the town and encapsulates the spirit of 
the age. Robert Mimpriss was a drawing master recently established in New Road, set 
to become one of the most zealous and influential religious educators of the early/mid 
Victorian age and worthy of an entry in the Oxford dictionary of national biography. 
Henry Buchan, decorator and painter, set up the County of Hants Picture Gallery in 
his High Street premises in July 1827, soon to become a centre for artistic talent. 
Mimpriss was one of the original subscribers. Engelmann, Graf, Coindet and Co of 
Dean Street, Soho, had set up the previous year as the London branch of one of the 
most influential continental firms of lithographers founded earlier in the century by 
Godefroy Engelmann. And the Baths themselves, a crowning glory but 
demolished within two decades, and functioning in their original purpose for no more 
than a quarter of that time. 
  

 
  
                             
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
                            Figure 4. Enlargement from A view of Southampton from the water.  
                            Drawn on stone by Robert Mimpriss: printed by Engelmann, Graff, 
                            Coindet: published by  H Buchan, 1827 
  

18 



Southampton Local History Forum 

Sources of illustrations 
  
Figure 1. Local Studies Library, Southampton Central Library: oversize illustrations 
collection, folder 6 
 
Figure 2.  Portcities Southampton, no.1737 
  
Figure 3. Reproduced as the frontispiece to The visitant's guide to Southampton and 
Netley Abbey, 1837 
  
Figure 4. Local Studies Library, Southampton Central Library: oversize illustrations 
collection, folder 6  
  
  
 This is a revised and extended version of the article “Royal Gloucester Subscription 
Baths” which first appeared in The Journal of the Southampton Local History Forum, 
no.8, Autumn 1999. 
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Jeff Pain 
 
Southampton Pier 
 
Although Southampton’s Pier was built to service passengers and freight it 
developed into a Seaside style pier, catering for promenaders, providing 
refreshments, band stand, tourist excursion boats, and a pavilion for dances, 
concerts and meetings, even including “what the butler saw” machines, 
though strangely it was not included in certain listings of UK piers, presumably 
because it was on a river estuary and not facing the open sea. I personally 
recall in my late teens attending dances, usually on Saturday nights hosted by 
Gil Hume and his Band, and also some jazz concerts. This is my tribute to a 
waterfront feature used and loved by many over the years. 
 
The Beginning 
Southampton has for some 2 millenniums at least been a port for import and 
export of goods, with the dock area moving from along the banks of the river 
Itchen to around the new walled town by about the end of the first millennium.  
In 1680 two quays were described. The South Quay at the Watergate is some 

223 feet in length, 190 feet breadth at 
the gate and 63 feet at its head, the 
other older one at West Quay is 225 
feet long and some 58 feet in breadth 
at the wall narrowing to 37 feet at the 
end. 
By the start of the 19th century the 
West Quay was disused and the 
South Quay now the Town Quay, had 
been extended several times by at 
least 180 feet.  At this time passenger 
traffic was increasing, with services  
along the coast, and cross channel 
offering connections to Paris via the 
Seine. (1)

 
Figure1. Detail from the 1845 OS map. 
Note the pier head has straight edges, not 
round as most contemporary illustrations 
imply. Also the road ends at the pier 
entrance, the extension to Western 
Esplanade was not made until the 1890s. 
 

 
Although Town Quay could offer berths at high tide it was very limited being a 
working environment with restricted space, so passengers  
were normally ferried ashore in small boats, which was to say the least 
lacking in comfort and convenience. 
In 1824 a group of steamship proprietors proposed a chain pier, and obtained 
a lease from the corporation of land apparently near the platform (east of 
Town Quay) with a breadth of 30 feet to the low water mark and 60 feet wide 
at the head, however lack of finance led to the failure of this scheme. In  
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1828 a private 
syndicate made an 
offer to the Harbour 
Board 
Commissioners (2) 
of a £7000 loan t
construct a pier, the 
catch being they 
required 10% 
interest per annum 
for 21 years,  

o 

suggesting this 
could be raised by  
                                    Figure 2. Mid 1800s view showing much activity around the  
                                                   Town Quay and passenger traffic using the pier. 
 
tolls, after this period they would hand the property over on repayment of the 
principal.   
 

Although the HBC were prepared to 
consider this proposal, a group of local 
business men, which included three of 
the Le Feuvres, William Lankester and 
others suggested this should be handled 
in house. They proposed construction of 
a pier using the breakwater facing the 
Custom House with the area enclosed 
to be a repair basin.  This scheme the 
HBC rejected owing to lack of funds for 
such an elaborate project. 
However the continued pressure for 
some action eventually bore fruit, so in  
1829 the HBC proposed erection of a  
 

Figure 3. One side of a stereo pair of the  
Gateway with (in)animation 
 
pier over the existing 
breakwater providing the 
Borough Council and the 
committee would help it to 
obtain an Act of 
Parliament to cover the 
work and  raising the 
necessary capital. 
This was agreed and in 
accordance with plans 
submitted by Mr. Doswell 
an act was passed under  
                                                       Figure 4. From the early 1870s. Trains have arrived but   
                                                       horse-drawn along a single line with a basic platform.                     
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1 and 2 Will 1v cap 1 (1831) with authorised capital of £10,000 which also 
created a body known as the Pier and Harbour Commission (basically 
identical with the existing HBC) to oversee operations.  Mr Doswell’s plans 
offered either a stone built structure estimated at £14,000, or a wooden option 
at £7,500, the second being chosen, although the act allowed for some 
latitude, which was just as well as the final figure was in the region of £15,000. 
 
The official opening by the Duchess of Kent accompanied by her daughter 
Princess Victoria, was originally requested for 28th June 1833, but this was 
changed by the Duchess to 8th July 1833.  The royal party arrived on the 
yacht Emerald from the I.O.W. where they were staying at Norris Castle, to be 
greeted by the Mayor, Corporation, Gentry and Merchants, they were then 
conducted to a marquee at the Pier Head where the Duchess had pleasure in 
bestowing the name ‘Royal Pier’ and wishing the enterprise every success in 
the future. 
 
The Middle 
So its life began and very quickly the downside of using timber became 
apparent, as within 5 years the marine borer Gribble had so infested the piles 
that replacements were required, and Doswell used the method of scupper 
nailing for protection on the new timbering, this entails the use of many large 
headed nails hammered close together to give effectively a sheet of armour 
which appears to have lasted until the major rebuild in the 1890’s 
 

 
Figure 5. From the 1880s, note the alterations for steam hauled trains; additional track 
to allow a runround facility, the extra pier structure to provide direct access, and the  
                                         single storey entrance building. 
 
Commercial traffic was attracted by the new facilities with passengers at the 
pier and cargo at the town quay, both under harbour board management.  But 
the development of the docks by a separate company (3) which opened in 
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1842 with the attraction of rail connection took virtually all the deep sea cargo 
and passenger traffic away, though traffic to the I.O.W. and passenger 
excursion services remained.  This situation remained fairly constant during 
the rest of its life, though there were some disputes over rates and for a short 
while in 1862 the passenger service joined a recently formed competitor on 
the I.O.W. service in using a pontoon on the River Itchen, which was moored 
close by the Floating Bridge terminal, however though cheaper, as it was 
inconvenient for passengers the vessels soon returned to the pier, and in 
1865 they purchased the competition as their facilities at Cowes were much 
better. 
 
In 1847 the town quay was 
connected by a tramway to 
the Terminus Station, and 
in order to avoid the Dock 
Companies premises it was 
laid along Canute Road and 
the Platform. To save 
space in negotiating 
corners they used 
turntables ( large enough 
for one wagon at a time ) at 
either end, the motive  
                                               Figure 6. An 1880s view clearly showing the separate 
                                                        structure for the railway line and some of the entrance  
                                                                                               building. 
power being horses at H.B. expense. In 1851 it was leased to the LSWR who 
took over the operation. In 1870 it was agreed to an angled connection across 
Canute Road to facilitate direct services to the Town Quay and Royal Pier. To 
access the pier this required an additional structure on the eastern side of the 
existing pier to accommodate the railway line, on the pier it had a single 
platform, though a loop was provided. About this time a pontoon was installed 
for the regular I.O.W. service.  The rail connection was formally opened on 

25th Sept. 1871 with 
carriages conveyed from 
Waterloo on the 05-36 
train to Southampton 
Terminus, in regular 
service the standard 
formation to the pier was, 
one 1st class carriage, 
one 2nd class and a 
Brake Van for luggage, 
(all 4 wheeled stock) 
drawn by three horses. 
 

Figure 7. Locomotive Southampton taken into LSWR stock 
in 1898 and numbered 109. It spent some time in  
Bournemouth until withdrawn in 1913. Sold in 1915 to  
Kynoch Ltd. for use in their munitions factory at Longparish. 
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With traffic from the town quay increasing it was becoming apparent that 
mechanical traction was needed, and in early 1876 the LSWR applied for 
permission from the town council to use steam engines, this was given initially 
for one year with the following conditions (which were presumably 
satisfactorily observed as operation continued). 
 

a. Speed to be limited to 5 mph. 
b. A man to be provided with a red flag and bell where the public highway 

is crossed. 
c.  Engines similar to those used in the docks, with powerful brakes, and 

also that the exhaust must be discharged into the water tanks and not 
the atmosphere whilst on the public road. 

d. Maximum weight of locomotive was not to exceed that of a loaded 
truck i.e 13 tons. 

 
So the LSWR ordered from Shanks & Sons of Arbroath at a cost of £995 an 
0-4-0 tank engine named ’Southampton’, this entered service on 21st of 
September 1876 and was successful . A second locomotive named ‘Cowes’ 
followed within a year from the same builder.  Also a second hand engine was 
acquired which retained the name ‘Ritzbuttel’ which it had been given whilst 
working in Germany.  These three locomotives worked the lines exclusively 
until 1898, by which time the LSWR had purchased the Docks and began 
using some of their own locomotives through to the Town Quay and Royal 
Pier. 

    Figure 8. Plan of the 1892 reconstruction which indicates the initial use of the old  
    pontoon. Apart from the bandstand and the platform awning there are no other  
    structures as I assume the ‘Bridge Club’ is the flexible connection to the pontoon. 
 
Various acts of Parliament in 1863, 1877 and 1882 had covered 
improvements to the Royal Pier and Town Quay however proposals to 
drastically rebuild the pier were approved under 54 & 55 Vic 1891 Ch XCV.  
These went ahead, with the new structure being opened by the Duke of 
Connaught on 2nd June 1892 as shown on fig.2. 
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   Figure 9. Early 1900s view as the refreshment rooms are visible behind the    
   bandstand. Note the liberal use of the town crest on the ironwork and bandstand.  
   Some of the railings remained until the end, but by then the paintwork was overall   
   grey.  Some photographers were not above adding figures and I do wonder about     
                                                 the two in the foreground! 
 
Items of interest are a new gatehouse, while the general line of the old pier is 
shown by the roadway, the cattle enclosure was created by in filling on the 
eastern side between Railway and Roadway to the point where they met, the 
original small pontoon was retained, on the new section was a Bandstand with 
a surrounding shelter where later a pavilion would be erected. The railway 
station now had two platforms both with awnings, at the same time electric 
lighting replaced gas over the whole pier. The pontoon was for commercial 
traffic allowing goods, cattle and sheep to be landed and driven into town, the 
enclosure being intended for livestock awaiting shipment, though in the many 

postcard views I have seen 
it is always empty. 
A detailed description of 
constructional details may 
be found in a paper to the 
Institute of Mechanical 
Engineers at Portsmouth in 
July 1892, given by James 
Lemon the then Mayor of 
Southampton, but a few 
extracts follow: 
 
 

Figure 10. Railway station and steamer booking office 
                                 c1902 
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“The fabric is on cast 
iron screw piles 8 
inches dia 1 inch 
thick, except for the 
promenade the dia is 
7 inches with 
thickness of ¾ inches, 
the average length 
was 40 feet to give 
some 5 feet in solid 
ground after passing 
through the mud.  This 
bracing was of two  

Figure 11. Townside of the 1892 entrance. A post 1911 view 
                     as the tram tracks have arrived 
 
kinds, horizontal and vertical diagonal only topped by main girders with 
traverse girders supporting the wooden decking.  The pier arms had landings 
at two levels under the main deck to allow for low and very low tides.  At all 
landing places the main fabric was protected by wooden piles braced 
independently so to protect the  iron structure during every day use. 

The carriageway 
used steel trough 
decking levelled with 
concrete and 
surfaced with gravel, 
in all some 1600 tons 
of metalwork were 
used and the total 
cost was £40,000.  
The engineers were 
Mr. James Lemon & 
Mr. E. Cooper, the  
 

Figure 12. Aerial view c1920. Note the extension to the  
pavilion for what is probably a roller skating rink, and, at the  
left of the picture, part of the WW1 wartime train ferry pier 
 
contractor Mr. Henry I. Saunders, electrical engineering design was by Mr. 
J.G.W. Aldridge and work by Mr. F. Shalders”. 
 
The next few years saw several improvements, a larger pontoon was 
installed, a toilet and a store block was added on the east side close to the  
pontoon, in 1910 the bandstand was moved southwards and a pavilion 
erected in its place, tea rooms were built to the west of the pontoon and in 
1910 the town tramway system finally arrived at the pier entrance from Holy 
Rood. 
 
The First World War had one major influence in that the rail connection 
became disused, some sources suggesting the service was suspended on or 
shortly after the out break of war, however some when the track was severed 
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just to the north of the 
platforms, possibly 
through damage by an 
errant vessel though a 
date has not been 
found. It should be 
mentioned that the 
original engines were 
displaced after the 
LSWR bought the dock 
company and 
locomotives from the 
dock fleet were used 

Figure 13. Mid 1920s. Note the gazebo at the bottom of the picture. 
A section of railway track is missing and one of the platforms has  
                                            been removed, 
 
(without condensing apparatus ), also latterly some of the LSWR steam rail 
motors were used to give a connection from the Terminus Station instead of 
through coaches from Waterloo. 
Otherwise things returned to normal until the late 1920’s when in association 
with work on the New Docks, land reclamation both between the pier and 
town quay and to the west (Mayflower Park) took place, which enabled the 
road past the pier to be widened and a new entrance was constructed some 
175 feet southwards on what was now solid land, all remnants of the railway 
on the pier had now been removed and the area used for parking as cars 
were now being carried on the IOW service. 

   Figure 14. Mid 1920s promenaders enjoying the sun, a view which could have been  
   Bournemouth or Brighton. 
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The End 
In 1939 came war again and only the ferry traffic remained, the pavilion 
becoming naval offices for the duration.  In the air raids a parachute mine 
landed on the north corner of the pier head creating a hole which was not 
repaired until after the war.  Peace came, but the level of excursion traffic did 
not, firstly several of the paddle steamers requisitioned for the duration were 

returned past 
renovation, and 
although stop gap 
vessels were used for 
a while the 
introduction of an ex 
LCT (landing craft 
tank) in 1947 to carry 
cars indicated the 
future. Although the 
‘Balmoral’ (2) built 
1949 was a traditional 
diesel screw type 
vessel, the next new  

Figure 15. 26th November 1929. On a typical dull November  
day, the old entrance is still in use, though its replacement  
      is nearly completed. Note the difference in location. 
 
build in 1959 was a dedicated car carrier handled at a new pontoon between 
the pier and town quay in a area which had been  used during the war to load 
LCT vessels by a ramp. With the sale of ‘Balmoral’ (2) in 1969 the pier lost its 
regular traffic though occasional calling vessels still berthed in the summer 
months. 

Figure 16. In the 1950s the German liner Bremen passes en route to the New Docks.  
  Note the reclaimed land that will become Mayflower Park, also the railway track  
 across the entrance which was the connection between the Old and New Docks. 
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Back to the pier, in 1947 the Harbour Board requested the Town Council to 
take the pier over but this was rejected.  In 1949 fees for the Red Funnel were 
raised, the ferry company protested, and in its evidence stated that during 
1948 the Medina had made 631 voyages.  Over the years the pavilion had 

many alterations, including at 
the north an extended entrance, 
also minor changes engulfed 
most of the bandstand, and in 
1963 operation of the building 
was leased to the Mecca 
organisation for a few years.  
 
After the War various items 
were displayed in a shelter 
attached to the entrance  

Figure 17. In the early 1950s, note the surfaced  
    area for dancing in front of the pavilion.  
 
including, the Supermarine S-6 racing seaplane (now in Solent Sky Museum), 
an optical system from the Eddystone Lighthouse and some large stones 
dredged from the river. 

In 1968 ownership of the 
pier and town quay along 
with navigational 
responsibilities passed to 
the Dock Board and closure 
came on January 2nd 1980. 
So the pier slowly 
deteriorated until 1987 saw 
a fire which damaged the 
pavilion followed on 30th July 
1992 by a more serious fire 
which finished off the  

Figure 18. In service with Red Funnel from 1947-1962, 
      Norris Castle unloads cars at the pontoon. 
 
pavilion and tea rooms along with some of the decking. 
 
What remains today, the road section has been used for material storage and 
car/lorry parking associated with the I.O.W. car ferries which have reclaimed 
more land over the years.  The one thing remaining intact is the entrance 
building, surviving demolition proposals in 1980.  It has at odd times been a 
restaurant, a night club and currently an Indian restaurant though with some 
structural alterations at the rear, its future seems assured for the moment. 
 
Regarding the pier itself, this would appear to be beyond recovery, though 
plans are a foot to redevelop the area which will remove the terrible eye sore 
that this once grand structure has been allowed to become. 
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   Figure 19. The pier is by-passed by cars though passengers still board via the pier 
     circa 1965. It will not be long before new facilities remove all trade from the pier. 
 
NOTES 
 
1) The Ferries, there is recognisable continuous line through amalgamations 
and name changes since 1820 to the present operator Red Funnel Ltd. At one 
time they laid claim to the longest title, being known as the “Southampton, Isle 
of Wight and South of England Royal Mail Steam Packet Company Limited”. 
 
2) The Dock Company, this originated as a private company, was bought by 
the London and South Western Railway Company (L.S.W.R.), becoming part 
of the Southern Railway, on nationalization it became part the Docks and 
Inland Waterways Executive, then the British Transport Docks Board now 
privatised it is part of Associated British Ports, though now under foreign 
ownership. 
 
3) The Harbour Board (HB). Was a body set up by Southampton Council in 
1803 to collect tolls from shipping, to manage the safe passage of vessels 
inside of Calshot and to operate the Town Wharf. The Board comprised 
commissioners who were appointed by the Town and Shipping interests. 
Later they absorbed the Board set up to manage the Royal Pier, but this was 
not a major step as several commissioners held office on both Boards. 
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Richard Preston (editor)  
 
The Overland Indian Route: an account of a journey from Calcutta to Southampton 
between April and June 1843, by David Lester Richardson 
  
The opening of a direct sea and land route between Southampton and the Far East by 
the Peninsular and Oriental Steam Navigation Company in 1843 was a landmark in 
the trading history of Southampton. It cut the journey time between England and 
the Indian colonies - hitherto using the treacherous sea route by the Cape of Good 
Hope - by a half, with political and economic repercussions that can hardly be 
calculated. The journey undertaken by David Lester Richardson was in three parts. 
The first leg between Calcutta and Suez was by the P & O steamer Hindostan, 
especially built to serve on the Indian station in competition with the East India 
Company steamers which had before her arrival in early 1843 a virtual monopoly of 
the Indian seas. The middle section was the overland trip between Suez and 
Alexandria: successively by omnibus across the desert from Suez to Cairo, by river 
steamer for the 12-hour journey along the Nile to Atfih, and then by even smaller 
steamer, led by a steam tug, along the 48-mile Mahmoudeeyah Canal to Alexandria. 
The third leg, Alexandria to Southampton, was by the P&O steamer Oriental. David 
Lester Richardson (c.1801-65) was a poet, writer, editor, reviewer, teacher and 
publisher who spent most of his adult life in India. Born in London, he was the son of 
David Thomas Richardson, a lieutenant-colonel in the East India Company's Bengal 
army. He first went to India in 1819 as a cadet in the Bengal army, rising to the rank 
of major. Invalidated out in July 1833, Richardson joined the Indian civil service, first 
as aide-de-camp to the governor-general Lord William Bentinck and then in the 
education service. On the recommendation of Thomas Babington Macaulay, he was 
appointed professor of English literature at the Hindu College at Calcutta and, in 
1839, its first principal. In 1845 he became principal of Krishnagar College. A prolific 
poet and  editor, he founded a string of literary journals both in Calcutta and London, 
including the London Weekly Review in 1824. As an educator, he is regarded as the 
most influential teacher of British literature in nineteenth-century India and the 
protégé of a generation of Indian poets writing in English. The journey described 
below was on a temporary return to England in 1843, followed by Richardson's 
first journey on a railway, between "the pretty and cheerful town of Southampton" 
and London (Flowers and flower gardens, published in 1855). An active Freemason, 
Richardson is remembered as the author of 'The final toast', traditionally sung at the 
conclusion of Masonic dinners. A fuller biography is available in the Oxford 
dictionary of national biography. 
  
The account of the journey between Calcutta and Southampton was first given in 
three letters published - in a hurried and superficial matter in order to capture the 
market - in 1843. An abridgement was published by the Hampshire Advertiser, 6 
January 1844. The bulk of the following account is taken from that abridgement: 
observations by the editor are given in italics. The letters were later incorporated into 
the much larger The Anglo-Indian passage homeward and outward; or, a card for the 
overland traveller from Bombay, Madras, and Calcutta: with letters descriptive of the 
homeward passage, published by James Madden in 1845. This was both an account of 
his experiences and a survival guide for intending voyagers. The full text of the 
second edition, published in 1849, can be read online at http://books.google.co.uk. 
The account of the physical desert crossing is taken not from the Advertiser's 
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shortened version but from the fuller account in the parent volume. This reflects the 
fact that the omnibuses used were supplied by the Southampton coachmaker Richard 
Andrews. The original specification from P&O in July 1842 was for forty carriages, 
to be ready by 1 September, of very light construction, each to be drawn by two 
Arabian horses and to carry four inside and two outside passengers. It was anticipated 
that the crossing would be accomplished in seven stages within a single day. "A 
journey which (according to the Hampshire Independent) not many years back was 
looked on as a dangerous enterprise, will henceforth be thought no more of than a ride 
inside the mail from London to Bath". Slight alterations to the original specification 
were made following a report by James Davidson, P&O’s agent in Alexandria (noted 
in the Hampshire Independent, 31 December 1842). Four horses were allocated to 
each carriage and the wheels were reconfigured: now five and a half feet high with 
broad tyres to compete with the friction of the deep sand. In conjunction with the 
British Vice Consul in Suez, Henry Levick, Davidson experimented with dromedaries 
as draught animals, using two per carriage. Carriages were shipped from Southampton 
by every P&O vessel going to Egypt during spring 1843.  
 
The contract speaks for the close relationship between Richard Andrews and the P&O 
Company. Andrews's profits were in large measure export driven, dependent on new 
markets such as those opened up by P&O in the Levant and Far East. A symbiosis 
that is highlighted by Andrews christening his weekend residence in Winchester 
Hongkong Cottage, aliter the Pagoda. This was significantly the year in which Hong 
Kong became a British colony, and that the five 'treaty ports' of Canton, Amoy, 
Foochow, Ningpo and Shanghai were opened up to western trade. The desert route 
was actively promoted by the Pasha of Egypt, Mehemet Ali, through whose territory 
it passed. Andrews cultivated the Egyptian connection, building a sovereign landau 
for the Pasha in 1844 and selling three carriages from his Bazaar in June 1846 to an 
Egyptian delegation led by Ibrahim Pasha (Mehemet Ali's eldest son). Egypt was then 
part of the Ottoman Empire. One of the triumphs of the Richard Andrews' mayoralty 
was to make Southampton the port of entry for the Turkish exhibits to the Great 
Exhibition of 1851, an event reinforced by an invitation to the officers of the Turkish 
steam frigate Feiza Baari, in which the exhibits were transported, to dinner at the 
Pagoda. The connection between P&O and Richard Andrews became particularly 
close when the company's managing director, and later chairman, Brodie McGhie 
Willcox became Liberal MP for Southampton in 1847. During periods of Liberal 
ascendancy, Andrews was the channel between the constituency and its 
representatives. 
 
 
              The Overland Trip from Calcutta to England, by D L Richardson, Esq       
                                         
The fact of Southampton being the station for the Oriental Company's 
magnificent steam vessels would of itself render any narrative of the overland trip 
from India to England peculiarly interesting, and we have happily lighted upon the 
journal of a traveller well qualified to describe the journey. Mr D L Richardson has 
published in the Jersey Times three letters, containing the narrative of an overland 
trip performed by himself, in the middle of the year just expired: every page indicates 
the writer to be a gentleman and a scholar, and we have great pleasure in presenting 
an abridgement of them to the notice of our readers. 
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Mr Richardson started from Calcutta on the 15th of April 1843 in the Hindostan, one 
of the twin steamers of the Oriental Steam Navigation Company on the Indian station. 
She is 1800 tons and 520 horse power, and commanded by Capt Moresby. She started 
with eighty passengers on her second trip from Calcutta, at two a.m. of the 15th of 
April 1843, from the ghant or quay in the grounds attached to the house of Capt 
Engledue, in Garden Reach, the Steam Company's agent for Bengal [later resident in 
Southampton between 1848/9 and the mid 1860s as superintendent of the P&O fleet]. 
Our large vessel moved majestically, but slowly, down the Hooghly, one of the most 
dangerous rivers in the world. The great length of the Hindostan rendered it a difficult 
task to manage her in so narrow a channel, and it was only at short periods, and at 
high tide, that the Pilot would venture to urge her onwards at full speed. The sands 
shift so continually and with such rapidity that a Pilot must always be on the watch, 
and never trust to his previous knowledge of the state of the river. It is rarely that the 
Hooghly is not rendered a melancholy scene by the skeletons of noble ships that once 
walked the waters in pride and beauty. The thin spars stretching high out of the water 
seem like withered arms extending warningly to other vessels. On the 18th April, 
eleven p.m. the Pilot, with a smile on his weather-beaten and sun-bronzed but 
intelligent face, uttered his 'Good bye', and wished us a speedy and prosperous 
voyage.  

 
 
 
 
 
 
 
 
 
 
 
 
 
 

          The P&O paddle steamer Hindostan, by J H Isherwood, from the collection held in  
                                Southampton Archives (D/ISH/3/314) 
 
There is something depressing in the Pilot's farewell, however kindly spoken. It 
sounds like the knell of the past. His presence is the last link of the chain that 
connects us with the land.  
 
I have called the Hindostan a noble steamer, and she deserves the epithet. She is large, 
and handsome, and mighty, and swift - and yet she is far from being a comfortable 
dwelling in a sultry latitude. Jonah in the whale's belly was as pleasantly housed as is 
a passenger in the hot and stifling interior of the Hindostan in the Bay of Bengal. The 
cabins are on much too small a scale, and not sufficiently ventilated. Not more than 
two or three of the gentlemen passengers - perfect salamanders - could contrive to 
sleep in them. How the ladies managed I never heard. Once or twice, in my dread of 
the heavy dew, which fell like rain, I made a desperate attempt to pass a night in my 
cabin. But it was all in vain. I endured a kind of waking night-mare. The hot, close, 
stifling air, and the floods of perspiration which it caused, made the cabin seem 
something between an oven and a warm bath. The gentlemen, with the few wonderful 
exceptions already alluded to, brought up their night-covering and mattresses from 
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below soon after sunset and chose their sleeping place for the night either on the deck 
itself or on the benches along the sides of the ship. The passengers thus lying about in 
all directions and in almost every variety of attitude, leaving only a narrow passage 
between them for the officer of the watch to pace fore and aft, presented by moonlight 
a strange and striking scene, resembling a disorderly encampment of wearied soldiers. 
As this sleeping on deck was an irregularity, and rather a matter of sufferance than of 
right, no one employed the cuddy servants to bring up his bedding, but each passenger 
took that task upon himself, and it was extremely amusing to see men of high rank 
and gravity of demeanour, accustomed to all kinds of Oriental luxury, ceremony, and 
indulgence, rushing up from the little narrow vaults for living humanity, breathing 
heavily under the weight of a mattress and pile of linen or blankets, and then making 
their own bed for the night. 
  
We arrived at Madras on the 22nd at 6 a.m., not quite four days from the Sandheads. 
We should have reached the Madras Roads earlier, had we not been so unfortunate 
during the preceding night as to get between the Publicat shoal and the shore, and to 
lose many hours in working our way out of that most dangerous position. How so able 
and experienced a navigator as Capt Moresby blundered into such a difficulty, I am 
unable to explain. Perhaps a current of unusual force surprised him. As the general 
aspect and character of Madras were sufficiently familiar to me I was not tempted to 
go on shore. The city, stretching along the beach, has a rather imposing appearance 
from the Roads, especially on a fine day, when its white buildings gleam brightly in 
the sun. But yet, it is almost in every respect inferior to Calcutta. Its chief advantage is 
the sea-breeze. Madras is celebrated for its jugglers, and a party of them now boarded 
us, and afforded a welcome amusement. New arrivals are pestered to death by a 
throng of importunate and noisy native agents, called Dubashes, who undertake to do 
almost everything, and almost for nothing. All they want is Master's favour. They 
speak broken English ..... Alas! for the unfortunate griffin who puts his trust in a 
Dubash. We received two or three more passengers and a fresh supply of coal at 
Madras, but we did not stay many hours there. We left the Roads at ten p.m. of the 
day we arrived. The operation of taking in coal is always disagreeable, for the fine 
coal dust gets into every corner and cranny of the vessel, and adheres so obstinately to 
the human cuticle as to make the most elaborate application of soap and water a 
perfectly hopeless labour. 
  
We reached Point de Galle, Ceylon, the next coal depot, on the 25th at noon, and left 
it on the 27th at one p.m.  The harbour at Point de Galle is an extremely dangerous 
one, and, with dreadful rocks on the east and west, is entirely exposed to the south 
western gales. The town is very old and Dutch built. The English do not seem to have 
added a single new brick but the steamers will soon bring it into some consideration. 
There are some very strong fortifications, and the town, though old, is neat and 
cleanly. The habitations of the poorer classes of the natives are very inferior to those 
of the same rank in Bengal. There is an excellent road from Point de Galle to 
Colombo, a distance of seventy or eighty miles, and indeed it ought to be a good one, 
for in a country where labour is cheap, it is said to have cost the Government a 
thousand pounds per mile. Stage coaches run the entire distance, starting every 
alternate day from the two towns. There are a few priests at Point de Galle, of the 
Bhuddist religion, who are known by their yellow garments. A crowd of Cingalese 
merchants bearded us with cinnamon sticks, ebony rulers, elephant's teeth cut in slices 
and sometimes formed into boxes, and large quantities of  opazes, garnets, rubies, 
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moon-stones and cat's eyes. These were all very cheap and in some instances pretty 
gems were had for a few old clothes. I did not see a specimen of the famous Talipot 
tree, which is said to be as straight and tall as the mast of a ship, and the leaf to be so 
large as to cover fifteen men! The coffee plantations here are just now thriving 
gloriously and are a source of great profit to speculators, who I hear take 500 per cent 
on their money. 
  
The next land we saw was the cluster of islands called the Maldives, which we 
reached on the 30th. We went very close to them, and found them green and fertile. 
They do not, I believe, contain more than two or three thousand inhabitants. The 
Government is monarchical. Just after we had passed these islands, one of our 
bullocks, absolutely bent on suicide, threw himself headlong overboard, with a 
prodigious splash, and though he seemed speedily to repent him of his rash resolve, 
and kept on swimming for his life with his head only above the water, the Captain did 
not think it worth his while to snatch him from his briny grave. There was an almost 
human look of despair in his large dark eyes. The sharks probably soon terminated his 
sufferings. 
  
Nothing of particular interest occurred till their arrival on the 14th of May in the 
harbour of Aden, where they took in a sufficient supply of coals to last them to Suez. 
Of this the Felix Arabia of the Ancients, Mr Richardson, gives a very dismal account. 
  
We remained at Aden two days, and very dull days they were. It is one of the dreariest 
places imaginable. Bonaparte complained of St Helena, that it was a barren rock, what 
would he have said of Aden? The outlines of the heights being really fine, it looks far 
better in a drawing than in reality. Bear in mind that the mountains, which if clothed 
with verdure, might be justly characterised as in the highest degree beautiful and 
picturesque, have scarcely a blade of grass upon them, and not a tree or shrub. They 
are like vast piles of cinders. The few houses or huts visible from the harbour are ill-
built and very uncomfortable, though the little inn (the flat-roofed edifice on the low 
ground) is not unpleasing in its external aspect. It is kept by two or three Parsees from 
Bombay, a class of people remarkably enterprising for Orientals. A wing of her 
Majesty's 17th, a detachment of artillery, and a regiment of Bombay native infantry 
are stationed here. We were right glad to quit this miserable place (Arabia Felix), 
especially as we had the cheering prospect before us of soon entering the Red Sea, so 
hallowed by historical associations, after a pleasant and speedy, though rather sultry, 
voyage along the Arab coast (picturesque but barren), we reached the narrow straits of 
Babelmandeb, which, under the guidance of an Arab pilot, we passed in safety in the 
night. We had not been two days in the Red Sea before a delightful northern wind 
relieved us from the oppression which we had so long endured from the intense heat. 
Our small cabins now became our sleeping rooms at night. 
  
Mr Richardson says there is nothing very interesting in the coast on either side of the 
Red Sea, unconnected with its Biblical associations. The land is dry and bare. They 
had a distant view of Mounts Horeb and Sinai, or of certain heights which were 
pointed out to them as these mountains, though it has been said that they cannot be 
seen from the Red Sea. Someone, Mr Richardson says, undertook to show them that 
part of the sea where the Israelites passed, but the exact locality of the miracle is still, 
he believes, undetermined.  
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We reached Suez at half-past three on the afternoon of the 14th, but as there was a 
strong breeze off the land which was at some distance, and the water was in many 
places too shallow even for a small boat, and the navigation of the deeper channels 
extremely circuitous and wearisome in bad weather, very few of us ventured on shore 
on the day of our arrival. On the following morning the rest of us took our leave of 
Captain Moresby, to whom we presented a gold snuff box as a testimony of our 
respect. We found him courteous and obliging. As we left the good ship Hindostan we 
confessed that she had behaved herself well, though she is not fitted up appropriately 
for an Indian voyage. She averaged nine knots an hour. We had, however, a 
remarkably smooth water passage. She has a superb saloon - perhaps too much money 
has been lavished on mere embellishments. All this finery makes the ship look as if 
she were meant rather for holiday pleasure trips on a smooth lake than to brave the 
dangers of the wide ocean. We scarcely ever sat down to dinner in the early part of 
the voyage that we did not wish one of the fine paintings had been a good port hole to 
admit a little air upon us, almost suffocated as we were by the close atmosphere in the 
crowded saloon and the steam of the hot viands before us. The vessel would be well 
adapted in its present state for the voyage from Alexandria to Southampton, but it is 
singularly ill-adapted for a voyage down the Bay of Bengal in the summer months. 
There is no doubt that it will be found necessary to alter her accommodations. It is 
very odd that they should have been arranged by an old Indian, for such I was told is 
the fact, but he must assuredly have forgotten in his enjoyment of English cosiness, 
the luxury of air and space in a sultry climate. It is but fair that I should take an 
opportunity of stating that nothing could exceed the liberality of the Oriental and 
Peninsular Steam Navigation Company in their supplies for the Passengers' table. Our 
fare on board the Hindostan was really sumptuous. 
  
Suez, once a place of great importance, is now a wretched little town. The houses are 
built with a strange and irregular mixture of stones, bricks, mortar and mud, with no 
attempt at neatness or uniformity. In some instances the lower rooms look unroofed, 
and the thin walls of mud and lath are falling to pieces. Many of the larger houses are 
two or three stories high, and seem ruinous and unsafe. They remind one of houses 
built by children with torn and dirty cards. The bazaar which supplies the thinly 
scattered population of the surrounding country is large but filthy. It is chiefly with 
dates, figs, coffee, oil, rice, oranges, cloth, and cordage. I saw no curiosities in it 
worth purchasing; and the dirt and disease, and stench of the people, soon drove me 
out of it .... We had no reason to be charmed with the first sight of the land of Egypt. 
The Desert may be said to commence at Suez, where there is nothing but rock and 
sand. All the necessaries of life are brought from Cairo, and filthy brackish water is 
procured from a distance of five or six miles. 
  
After a wretched breakfast at a wretched inn, where every thing was at once dirty and 
dear, we started for the Desert in small vans drawn by four Arab horses, which 
spanked along at a pretty good rate, considering the nature of the road. These vans are 
each on a single pair of high wheels, which are formed, some of them, for the 
reception, but not the accommodation, of six passengers, and others hold only four, 
besides the Arab driver, who sits in an odd little dicky in front, a good deal too near 
the horses to be perfectly at his ease when they are disposed to be mutinous and 
offensive. The top of the van is of course canvas, waggon-shaped, or rather like the 
top of a baker's covered cart. The two seats, narrow and hard, are along the sides of 
the vehicle, and the passengers, nose to nose, knees to knees, and backs bent by the 
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sloping roof, are about as uncomfortable as it is possible to imagine [Mr Richardson's 
description of these vans, which were built in Southampton, is rather over coloured - 
having seen them all, we must say that the passengers must have been tall indeed to 
have had their backs bent by the sloping roof]. No luggage is allowed - indeed the 
prohibition is needless, for no luggage could be wedged into a narrow space so well 
filled up with human flesh. The "impediments" are placed on camels. The Desert van, 
though any thing but a pleasant vehicle, is at once lightly and strongly built on two 
lofty wheels, and a stiff spring. It is well that it is constructed with European skill and 
of the best materials, for never was any kind of carriage so severely tried.  
  
I had expected to find the desert one limitless and level plain of soft smooth sand, and 
I had supposed the greatest difficulty in crossing it would result from the horses 
sinking nearly up to their knees, and the wheels sinking nearly to the axle. I was quite 
mistaken. We every now and then came to rocky eminences, or to slopes of mingled 
sand and flint stones, and even when we found a short tract of level sand unmixed 
with stones, it did not yield so readily as I had anticipated. Nor were we much 
annoyed by the heat or glare, or the flying sand, though most of us had provided 
ourselves with light clothing and green veils. The air during the day was by no means 
sultry and after sunset it was intensely cold. We had not entered the desert more than 
five or six miles before we witnessed that interesting phenomena called the mirage or 
sarab. The appearance of fine sheets of water was so strongly and distinctly marked, 
that it was difficult to believe it was all illusion. What a tantalizing torment to the 
weary and thirsty traveller! We felt the more acutely the keen air at night, because we 
were wholly unprepared for it, and were thinly clad, expecting nothing but a 
breezeless atmosphere or a burning gale. 
  
Our fate was perhaps peculiar; for other travellers have given a very different account 
of the climate of the Desert. The only serious discomforts we experienced, in crossing 
the desert from Suez to Cairo, were the dreadful jolting in our narrow hard-seated car 
- the rapidity with which we were hurried on from stage to stage without sufficient 
time for rest and refreshment - and the quantity of ravenous bugs, fleas and lice which 
infested every place we stopped at, and found their way to our persons. The distance 
from Suez to Cairo is about 84 miles, at every 9 or 10 miles there was a station-house 
or halting-place, generally a mere stable, where we speedily changed horses; but at 
the fourth station we found comfortable rooms and a good lunch. We dined even 
sumptuously at the half way house [Number 4], which is under the excellent 
management of an Englishman and his wife. We could call for what we pleased - 
paying for any extra luxury. It was a fine thing to be provided with turkey and ham, 
and mutton-chops, and wine and beer, and Champagne and soda-water in the heart of 
the Desert! But nothing is impossible to British enterprise. We got an hour or two's 
rest at the next station and then made the best of our way to Grand Cairo, where we 
arrived at about ten a.m. of the 16th, rejoiced indeed to have got over the most 
dreadful portion of our homeward journey. Some of my fellow-travellers, being in 
fine health and spirits, thought lightly of the disagreeables of the Desert. They even 
made a joke all the way of the joltings in the van; - but I confess it was no joke to me. 
In consequence of the low roof sloping inwards, and the narrowness of the vehicle, 
our position was painfully constrained. There was no relief for the back, and when the 
van bounced and bumped upon the huge stones which were not to be escaped by the 
most skilful driver, being often thinly covered by the sand, and lying so closely 
together that no navigation could avoid them, the manner in which we jolted against 
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the roof or against each other, and back again on the hard seat, though it might be 
laughed at by all of us at starting, became at last anything but a source of amusement 
to weary invalids, however good humoured and well disposed. A wounded officer in 
our company suffered agonies, and a lady in another van, who had fortunately a 
couple of soft pillows with her, very considerately gave them up to him. But when 
was a true woman selfish or unkind, if the sick demanded her sympathy and 
assistance? It is said a different and superior kind of vehicle is preparing in Long Acre 
(London) for the Desert transit; and we shall soon have a railroad! [Mr Richardson 
says that the cost of keeping it in order would be so enormous by employing people to 
keep it clean of shifting sand, that he thinks the project will never be carried out. We 
do not see, however, why the carriages should not have scrapers and brushes to go 
before them, to perform that duty]. 
  
We occasionally saw a few low shrubs, and I gathered a handful of wild plants in 
bloom and presented them to one of the ladies of our party as the 'flowers of the 
desert', and it was by no means a contemptible nosegay. Some of these flowers were 
like the camomile and the daisy. It was strange to see shrubs and flowers growing in 
hot dry sand, but the heavy night dew preserves them. I saw but one tree, and that not 
a large one. It was in front of one of the station houses, half way across the desert. It 
was a species of thorn. When we approached it we disturbed a number of small birds 
(fly-catchers, I believe), who made the most of so rare a luxury. They wheeled about a 
little in the air and soon returned to their precious shelter. An Arab had picked up a 
fine flint spar, which he sold me for half a crown. The fellow pretended to think it was 
a diamond. The road across the desert, if such it may be called, is not often distinctly 
traceable by a stranger. The indentations of wheels are soon covered by the light 
moving sand. The best guiding marks are presented by the skeletons of camels that 
have died upon the journey. We sometimes met with the bodies of these poor beasts - 
('ships of the desert' how often wrecked!) - in a horrible state of decomposition, but 
though the sight was offensive there was very little stench, for the perfectly dry air 
seems to have an effect similar to that of frost on decaying matter. The whole of the 
luggage of the passengers by the Hindostan, having been placed on the backs of 
camels, and sent on from Suez a few hours before us, was soon overtaken. It was 
curious to see the long line of those useful creatures, heavily laden with all sorts of 
trunks and carpet bags and portmanteaus of Indian and European manufacture, 
proceed so quietly in the heart of the desert, with no protection for so much property 
but that of the poor camel drivers themselves. These animals took no rest, nor did they 
need it. They went steadily on with their deliberate but lengthy paces, which accounts 
for their having once overtaken us. There were five or six vans in company; and as the 
horses were obstinate at starting, kicking and rearing, and sometimes turning right 
round to face and defy the driver, we lost a good deal of time at the commencement of 
a stage, especially as it was deemed right that we should wait for each other, and 
avoid parting company, lest an accident should happen to any of us, and we should be 
left without aid in so lonely and inhospitable a place. But all our troubles in crossing 
the Desert seemed almost laughably light and trifling when we recollected what other 
travellers had suffered before us. 
  
The approach to Grand Cairo from the desert was very cheering and delightful at a 
distance of some ten or twelve miles, and a little to the right of the direct road we first 
beheld the rich gardens and lofty minarets of the celebrated capital of Egypt. We had 
also a glimpse of the Nile. After the lone and barren road we had just traversed, the 
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view was indeed refreshing. On turning a hill of sand to the left we beheld the 
Pyramids in the distance! It was a moment of intense excitement. It is not surprising 
that the whole army of Napoleon halted instinctively at the sight of these vast and 
mysterious piles of stone. The French approached from the opposite direction, with 
Cairo on their left: but the general character of the scene was the same. The soldiers 
forgot their fatigues. The fine countenance of Napoleon is said to have kindled with 
enthusiasm, and pointing to the Pyramids, he called upon his army to consider that 
from their lofty summits forty centuries were watching their proceedings. History has 
associated a name immortal like themselves with these wondrous buildings. Napoleon 
and his Battle of the Pyramids can never be forgotten. I suspect, however, that if it 
were not for these grand associations the first view of the Pyramids would excite little 
emotion, for there is nothing in their general aspect to indicate their vast antiquity. 
The stones with which they are built are white and clean, and when the Pyramids are 
seen at a distance, shining in the sun, they look as fresh as if they had been built but 
yesterday. They stand by themselves in the desert, and as there is no other edifice, old 
or new, with which to contrast them, their apparent size is not extraordinary. A friend 
of mine compared them to large brick kilns. We reached Cairo on the 16th of May, at 
ten a.m. After passing a number of mud huts and small ill-finished brick buildings in 
dirty lanes, which lowered the romantic feeling excited by a distant view of the city, 
we came to some extensive fortifications, and passing several beautiful mosques and 
lofty and picturesque private dwellings, we soon found ourselves cordially welcomed 
to an English hotel, kept by a person in the employ of the Oriental Steam Navigation 
Company. 
 
 Mr Richardson engaged a villainous Dragoman as a Guide; he gives a spirited 
account of a Turkish bath, but as it has frequently been given by other travellers, we 
pass on to his description of a visit to the Pyramids. 
  
I joined a kind of pic-nic party of twelve gentlemen on a visit to the Pyramids. 
Mounted on small Egyptian donkeys, we were not long upon our journey. But these 
animals have been praised beyond their merits. It is true that they trot at a good pace, 
but they are far from being trustworthy. They have weak knees. There was scarcely 
one of our party who had not a tumble. I was 'spilled' myself three times. The animals, 
however, are so low in stature that a tumble from their backs is merely a matter of fun 
and laughter. You sometimes cut across private fields, or wind your way through 
narrow footpaths in the neighbourhood of miserable mud villages. It is surprising that 
the Pshaw [Pasha], who is so anxious to stand well in the opinion of his European 
visitors, should never have thought of constructing a good road between the Pyramids 
and Cairo. However, after all, it is perhaps better as it is. The gradual approach to the 
Pyramids takes something from their impressiveness. They are three in number, one 
of them called the Pyramid of Cheops being much larger than the others. During the 
greatest part of the ride they were in sight, but it was not until I was at the foot of one 
of them that I was fully persuaded of their vast magnitude. Dr Madden [Richard 
Robert Madden, 1798-1886] states that the base of the great Pyramid occupies eleven 
acres of ground! The vast breadth of the lower part lessens the height to the eye, when 
viewed from a distance, but when you stand at the base and look up and see the sharp 
angles of the bright stones towards the top against the clear blue sky, it seems like a 
ladder to Heaven. There are two hundred and eight steps from the top to the bottom, 
and each of these steps is formed of huge stones, between three and four feet deep. 
People climbing up them look like pigmies from below. It is necessary to throw off 
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your coat and put on a pair of very loose trowsers if you attempt to mount the 
Pyramids. You are attended by three Arabs - two of them take hold of your arms and 
drag you up, the third pushes you behind, and guards you from a fall. I got up a little 
way, but the peculiar exertion soon made me lose breath and grow sick and giddy, and 
I was glad to get down again. An Englishmen some years ago going up by himself fell 
down the side of one of the Pyramids and was killed. The Pshaw immediately issued 
an order that no foreigner should be again permitted to ascend the Pyramids without 
the Arab guides. So many travellers who have devoted more time and attention to the 
subject have written about the Pyramids that, interesting as they are, I shall dwell 
upon them no longer, for my visit of two or three hours, accompanied by a large body 
of jocose and jovial young men, does not enable me to add anything very new or 
important to what has already been given to the world. We took our lunch in one of 
the small rooms hewn out of the solid rock in the immediate neighbourhood of the 
Pyramids. In the middle of the day we went through the heat and glare of the sun to 
look at a Sarcophagus lying on the sand, and the huge head of the Sphynx, which to 
my eye seemed a miserable object with nothing but its size to recommend it. 
  
We devoted a day to visiting the citadel and the Pshaw's palace. The citadel is built on 
a high rock, and affords a fine view of the city. The place where the Mamelukes were 
slaughtered was pointed out to us. In the palace there was an odd mixture of meanness 
and magnificence - splendid floors of yellow marble, superb silk couches, wretched 
French and Italian daubs on the walls and ceilings, servants in dirty rags, and some 
fragments of furniture that would be scornfully flung out of a window in Wapping or 
St Giles.  
Cairo is said to contain upwards of three hundred and twenty thousand inhabitants. 
Living specimens of all countries are to be met with in the crowded streets, and 
nothing can be more striking than the innumerable contrasts of dress and manner. 
Carriages are not readily procured, and are seldom used, it being found more 
convenient to go through the narrow and crowded streets on donkeys. I one day 
visited the market for Abyssinian slaves. I was shown into a room where eight 
Abyssinian women, neatly dressed in their native costume, were ranged in a line 
before me. None of them were very pretty. I enquired the price of each. Ten pounds 
was the highest sum asked. They looked quite happy and in good health, and giggled 
and joked with each other upon their chance of obtaining a master. I pretended that 
the sum demanded was rather too high, and after giving the man who introduced me 
to the market a bucksheesh, I left the place. 
  
On the morning of the 21st of May we left the Inn at Cairo on donkeys for Bulac 
[Boulac, the port of Cairo], where we got into a small steamer. As the donkey boy 
was helping me on his beast he contrived to pick my pocket of three sovereigns. Just 
as I was about to pay him I discerned the loss, and accused him of the theft. I turned 
my back for a moment to mention the matter to a friend, and he made his escape. We 
were just starting, and there was no time to follow him. We arrived at Aftee [Atfih] 
between seven and eight o'clock p.m. Here we found we had to disembark, and 
crossing a few hundred yards of ground, we got into a small boat tugged by a dwarf 
steamer in the Mahmoodee Canal. We landed within half a mile of Alexandria where 
we arrived about 10 a.m. of the 22nd. Pompey's Pillar was on the way from the boat, 
and dismounting from our donkeys we very closely examined it. The shaft is a solid 
block of granite sixty-five feet high and twenty-five feet in circumference. That it has 
stood so long is indeed surprising for almost every traveller chips off a piece of the 
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granite, and I saw a donkey boy with a lap full of specimens, one of which he offered 
gratis. One of the fine Obelisks called Cleopatra's Needles is still erect, but the other 
is lying on the sand. We visited the Turkish men-of-war. They were kept in fine order, 
but rather for show than use, being old and very clumsy vessels. The plague was at 
Alexandria and two or three of our party were rudely pushed aside in the streets by 
some Janissaries, as a box containing the body of a man who had died of the plague 
was carried by, very carefully guarded from contact with the populace. 
  
We started from Alexandria on board the Oriental on the 25th; and reached Malta on 
the 28th. As we hoisted the yellow flag, we were not permitted to land anywhere but 
at the lazaretto. The lazaretto is a barrack-like looking place, near the shore. Articles 
were brought to us for sale. We were allowed to handle gold and silver ornaments 
(amongst which were innumerable Maltese crosses, beautifully worked), and to return 
them if disapproved of, but other articles we were compelled to keep and pay for if we 
laid our fingers on them. We hired some gondolas (kept in quarantine for the use of 
strangers) and had a pleasant row about the harbour, within certain limits fixed by law 
for persons "in our unhappy condition". Malta is more strongly fortified than any 
other island in the world. The place is invaluable as a means of commanding the 
Mediterranean. The English, while in possession of Malta and Gibraltar, may defy all 
Europe in that sea. We left Malta on the 29th, and soon had a fine view of Algiers 
(passing within a couple of miles of the shore), and stopped for an hour or two off the 
rock of Gibraltar - still in quarantine, of course, and we were not allowed to land 
anywhere. We had afterwards a sight of the coast of Spain and Portugal. We reached 
Southampton on the 9th of June, but remained on board the Oriental for three days 
after our arrival at Spithead, to make up our term of quarantine (twenty one days) 
from Alexandria. 
  
The Oriental is a splendid steamer, and nothing could be better than our fare on board. 
The captain and his officers were obliging. The vessel, however, was most crowded, 
as we received no less than one hundred and forty passengers at Alexandria. But this 
serious inconvenience is not likely, I am told, to occur again. 
  
Cost of the trip. I booked my passage the whole way from Calcutta to Southampton 
for fourteen hundred and thirty rupees (From £134 to £143 according to currency. 
Ed). My extra necessary expenses were extremely trifling: - at the English Inn at 
Suez, 3s for breakfast;  at the English Inn at Cairo, for five days, £2.17s; at the French 
Inn at Alexandria, 8s - altogether three pounds eight shillings. The table at the station 
house in the desert (with the exception of Beer and Wine) was supplied by the 
Company, and our persons and luggage were also conveyed from Suez to Alexandria 
free of charge. I of course had a few other expenses, but they were only such as were 
incurred for my own amusement or pleasure, and were not at all necessary, with the 
exception of some bills for washing. I spent but ten pounds between Calcutta and 
Southampton, and five pounds would have answered all peremptory demands. In my 
account of expenses I do not include the sum stolen from me by the donkey boy at 
Cairo - for that was a kind of extra irregularity, which I ought to have guarded 
against, as I had been forewarned that the ass drivers in Egypt are singularly expert in 
the use of their 'pickers and stealers'. Passengers are allowed only a certain weight of 
luggage, and if they exceed that allowance an extra charge is made, but mine was 
within the limit. 
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I have no hesitation in saying that the Trip Overland to and from India is greatly 
preferable to the old route by the Cape of Good Hope. It consumes less than half the 
time - it is less dangerous - it is more diversified with incident and scenery - and to 
most persons it is very little more expensive. To those whose time is money it is even 
less expensive. 
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