Artigo original

http://dx.doi.org/10.18623/rvd.v23.7830

EDWARD WATKIN'S LEADERSHIP OF THE METROPOLITAN RAILWAY
AND THE CHANGES TO LONDON'S TUNNELS UP TO 1884

A LIDERANCA DE EDWARD WATKIN NA METROPOLITAN RAILWAY E AS
MUDANCAS NOS TUNEIS DE LONDRES ATE 1884

Abstract

The appointment of the British railway
administrator Edward William Watkin as
Chairman of the Metropolitan Railway played a
pivotal role in rescuing the company from its
financial difficulties. As a member of the British
aristocracy, Watkin enjoyed the confidence of
wealthy investors and was therefore well
positioned to attract the capital needed to
stabilize the company. His acceptance of the
position was closely tied to his broader strategic
objective of transforming the Metropolitan
Railway into a vital link between the Manchester,
Sheffield and Lincolnshire Railway and the
South Eastern Railway, thereby facilitating a
direct railway connection with France through
the Channel Tunnel and ultimately extending the
route toward India. Consequently, Watkin
showed little interest in completing the Inner
Circle project, despite its importance in linking
London's main railway termini and enabling
passengers to travel more efficiently to the city
centre. His reluctance was further influenced by
the presence of his long-standing rival, James
Staats Forbes, who managed the Metropolitan
District Railway, whose route constituted the
southern section of the proposed Inner Circle. As
both parties remained firmly entrenched in their
positions, the establishment of the Metropolitan
Inner Circle Completion Company on 7 August
1874 provided an alternative mechanism for
completing the project. The creation of this
company exerted considerable pressure on both
railway companies, leading them to temporarily
set aside their differences and cooperate in
finishing the line. The Inner Circle was
ultimately completed and officially opened on 6
October 1884. However, rivalry and hostility
between the two companies soon resumed, with
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Resumo

A nomeacdo do administrador ferroviario
britAnico Edward William Watkin como
presidente da Metropolitan Railway
desempenhou um papel fundamental no resgate
da empresa de suas dificuldades financeiras.
Como membro da aristocracia briténica, Watkin
contava com a confianca de investidores
abastados e, portanto, estava bem posicionado
para atrair o capital necessario para estabilizar
a empresa. Sua aceitacdo do cargo estava
intimamente ligada ao seu objetivo estratégico
mais amplo de transformar a Metropolitan
Railway em um elo vital entre a Manchester,
Sheffield and Lincolnshire Railway e a South
Eastern Railway, facilitando assim uma conexao
ferroviaria direta com a Franga através do
Tanel do Canal da Mancha e, em Ultima
instancia, estendendo a rota em diregéo a india.
Consequentemente, Watkin demonstrou pouco
interesse em concluir o projeto do Inner Circle,
apesar de sua importancia em conectar as
principais estacfes ferroviarias de Londres e
permitir que os passageiros viajassem com mais
eficiéncia até o centro da cidade. Sua relutancia
foi ainda mais influenciada pela presenca de seu
rival de longa data, James Staats Forbes, que
administrava a Metropolitan District Railway,
cujo trajeto constituia o trecho sul do Inner
Circle proposto. Como ambas as partes
permaneciam firmemente entrincheiradas em
suas posicdes, a criacdo da Metropolitan Inner
Circle Completion Company, em 7 de agosto de
1874, proporcionou um mecanismo alternativo
para a conclusdo do projeto. A criacdo dessa
empresa exerceu pressdo consideravel sobre
ambas as companhias ferroviarias, levando-as a
deixar temporariamente de lado suas
divergéncias e cooperar na conclusdo da linha.
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the Circle Line becoming one of the principal
arenas of their competition, a situation that
adversely affected passenger movement and
operational efficiency along the route.
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EDWARD WATKIN'S LEADERSHIP OF THE METROPOLITAN RAILWAY AND THE CHANGES TO LONDON'S TUNNELS UP TO 1884

O Inner Circle foi finalmente concluido e
inaugurado oficialmente em 6 de outubro de
1884. No entanto, a rivalidade e a hostilidade
entre as duas empresas logo se retomaram, com
a Circle Line tornando-se um dos principais
campos de batalha de sua competicdo, uma
situacdo que afetou negativamente o fluxo de
passageiros e a eficiéncia operacional ao longo
do trajeto.

Palavras-chave: Edward William Watkin.
Metropolitan Railway. Metropolitan District
Railway. Metré de Londres. Metr6. Inner Circle.
Tanel do Canal da Mancha.

1 INTRODUCTION

From the early 1870s, the Metropolitan Railway experienced severe financial
difficulties, largely as a result of its policy of guaranteeing shareholders consistently high
dividend payments. This policy proved financially unsustainable and placed the company
in a precarious position. It was under these circumstances that Edward William Watkin,
who had recently become one of the company's investors, emerged as its leading figure.
Owing to his aristocratic status and his ability to secure the confidence of wealthy
investors, the Board of Directors elected him Chairman on 2 August 1872.

Watkin's appointment was motivated not only by the need to restore the company's
financial stability but also by his broader strategic ambitions. As Chairman of both the
Manchester, Sheffield and Lincolnshire Railway and the South Eastern Railway, he
sought to transform the Metropolitan Railway into a vital connecting link between these
two railway systems. His long-term vision was to establish a continuous railway route to
France through the proposed Channel Tunnel, thereby laying the foundations for an
overland railway connection extending ultimately to India. At the same time, this strategy
was expected to advance the commercial interests of both railway companies under his
leadership.

Consequently, Watkin had little interest in completing the eastern curve of the
Inner Circle, despite its strategic importance in linking London's principal railway termini
and facilitating passenger travel between the suburban railways and the city centre.
Instead, his priority was to connect the eastern routes of the Metropolitan Railway with
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the East London Railway, thereby creating direct access to the South Eastern Railway.
His reluctance was further reinforced by the appointment of his long-standing rival, James
Staats Forbes, as General Manager of the Metropolitan District Railway, which was
responsible for the southern section of the Inner Circle.

The determination of the British Parliament to complete the Inner Circle project,
together with the emergence of a competing enterprise—the Metropolitan Inner Circle
Completion Company, which received Royal Assent on 7 August 1874 to construct the
eastern curve—posed a direct challenge to Watkin's plans. Strongly opposed to the
establishment of the new company, Watkin sought to complete the section associated with
the Metropolitan Railway himself. Following a temporary reconciliation with Forbes in
December 1877, the two railway companies cooperated in completing the Inner Circle,
which was officially opened on 6 October 1884.

Although the completion of the Inner Circle significantly improved passenger
transport throughout London, the line quickly became an arena for renewed rivalry
between Watkin and Forbes. Soon after its opening, hostilities between the two men
resurfaced. Their competition was most evident in the severe congestion caused by the
operation of approximately 280 passenger trains—2140 by each company—together with
around 680 freight trains belonging to other railway companies connected to the Circle.
Driven by the desire to maximize revenue, this exceptionally heavy traffic frequently
overwhelmed the line's capacity, resulting in repeated operational disruptions and delays.

This study draws upon a wide range of primary and secondary sources. Among
the most significant is Alan A. Jackson's London's Metropolitan Railway, which
examines Watkin's objectives in assuming the chairmanship of the Metropolitan Railway,
the administrative reforms he introduced, and the completion of the company's eastern
route to establish a connection with the East London Railway. The study also relies on
Christian Wolmar's The Subterranean Railway: How the London Underground Was Built
and How It Changed the City Forever, which discusses the Metropolitan Railway's
financial crisis before Watkin's appointment, the completion of the eastern section of the
Inner Circle following the temporary settlement with Forbes, and the renewal of their
rivalry after the official opening of the Circle Line in October 1884. In addition, John
Neville Greaves's master's thesis, The Last of the Railway King: The Life and Work of Sir

Edward Watkin, 1819-1901, provides valuable insights into Watkin's strategic objectives,
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his rivalry with Forbes, and the impact of this competition on the development of the
Inner Circle. These works are complemented by numerous contemporary newspaper
sources, including The Evening Standard, The Railway News and Joint Stock Journal,
Herapath's Railway Journal and Commercial Journal, and The Tower Hamlets

Independent and Stratford Standard, among others.

2 EDWARD WATKIN AND COMPETITION WITH THE METROPOLITAN
DISTRICT RAILWAY

Since the success of its line in 1863, the Metropolitan Railway Company [1]
sought to attract investors by maintaining a high and consistent rate of dividend payouts.
When it proved impossible to maintain that level—owing to the heavy expenses incurred
by the Metropolitan in extending its line to South Kensington [2]—the company was
forced, by a decision of its Board of Directors in the second half of 1868, to pay high
investor dividends and board members' salaries directly out of the company’s capital
itself. This capital, amounting to £6,150,000, had been earmarked in advance for future
expansion projects.

However, this practice could not be sustained for long; dividends were
subsequently reduced in a manner that provoked strong objections from investors against
board members in January 1870, demanding their replacement. Consequently, five of the
board's nine members were replaced, among whom was Henry David Pochin [3]. In a
board meeting held on 14 February 1872, a revolt took place against John Parson [4],
demanding his resignation.

In a move largely organized by Pochin, a joint meeting between board members
and investors was convened on 31 July 1872. It was attended by Edward William Watkin
[5], who maintained ties with Pochin and was a new investor in the company at the time.
On 7 August 1872, Watkin was voted in as Chairman of the Board of Directors,
succeeding John Parson, while Myles Fenton [6] was retained as General Manager. This
action came as a result of the severe financial distress facing the Metropolitan, manifested
in the depreciation of its share value as investors reacted to the previous administration's

practices [7].
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Edward Watkin was regarded as a savior for the Metropolitan Railway Company.
At the time, he was already chairman of two major railway companies: the Manchester,
Sheffield & Lincolnshire Railway [8] and the South Eastern Railway [9]. Moreover, his
membership in the gentry afforded him the ability to win the confidence of wealthy
individuals to invest in the company, which had been suffering from Parson's financial
mismanagement.

In addition to paying out high dividends and board members' fees from capital,
there had been substantial waste of funds through the purchase of land east of Moorgate
Station in 1865 at exorbitant prices, under the premise that it would be used when
extending the line eastward [10]. This was compounded by paying inflated fees to board
members who served as contractors, solicitors, and engineers. The company's chief
engineer, John Fowler [11], alone received approximately £152,000 annually (equivalent
to roughly £21 million today), at a time when he was simultaneously drawing another fee
of nearly £157,000 from the Metropolitan District Railway [12] [13].

Watkin possessed business acumen and high negotiation skills, along with great
flexibility in dealing with multiple options to achieve his personal goals. Moreover, he
was widely known as a workaholic, hot-tempered, and sharp-tongued individual who
habitually imposed his opinion strictly and never disclosed his goals or plans. He was also
renowned for his competitive spirit and continuous conflicts, even with the general
managers of the companies he chaired. [14].

Watkin's clear goal upon assuming the chairmanship of the company was to use
the Metropolitan line as a connecting link between the Manchester, Sheffield and
Lincolnshire Railway and the South Eastern Railway to serve their mutual interests, in
addition to the possibility of connecting Northern England and London to Paris and
onwards to India [15]. through the Channel Tunnel project [16]. Watkin had been keen to
realize this project since the 1870s, and in the early 1880s, he forcefully directed his
energies toward its execution[17,18].Furthermore, his presence in the Metropolitan
Railway was an opportunity to overcome his rival, James Stats Forbes[19,20].General
Manager of the District Railway, who later became Chairman of its Board of Directors
on November 28, 1872, alongside his position as General Manager and Chairman of the
Board of the London, Chatham and Dover Railway[21]. (The old rival of the South
Eastern Railway [22,23].
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Watkin began his duties by organizing the administrative structure of the company
by reducing the number of its Board members to 7 (all of whom were associated with
investments in the Manchester Railway which he chaired, including John Bell [24]. the
company's new secretary and later Chairman of its Board after the resignation of Miles
Fenton in 1880 to assume the general management of the South Eastern Railway until
1901). [25]. He also appointed Pochin as his deputy [26]. In line with achieving his goals,
he directed his efforts toward completing the eastern part of the Inner Circle line [27]. on
one hand, and sought expansion toward the north-west on the other. In both directions,
the rivalry with James Staats Forbes played a major role.

Regarding the Inner Circle, Watkin had no intention of merging with the District
Railway; his interest was focused on starting work on the eastern extension of the Circle
to achieve his aim of connecting with the Great Eastern Railway [28]. at its planned
station on Liverpool Street, near the western end of the Metropolitan station to be built
on Bishopsgate Street. This was in addition to connecting with the East London Railway
[29]. line via the subsequent station on Aldgate Street, aiming to reach the north-eastern
regions via the Great Eastern Railway, with the possibility of connecting to lines south of
the River Thames through the East London Railway. Watkin planned to link this line with
the South Eastern Railway to connect it with the Manchester, Sheffield and Lincolnshire
Railway via the Metropolitan, instead of completing the Circle line and achieving that
connection through the South Eastern stations located on the southern route of the line,
namely Cannon Street [30]. Victoria [31].and Charing Cross [32,33].

From the beginning of January 1873, Watkin contracted with Sir John Kelk
Company [34].and Lucas Brothers Company [35].to execute the eastward extension from
Moorgate station to Bishopsgate Street. At the same time, he appointed Edward Wilson
[36].as the supervising engineer for those works. Six months later, Wilson was appointed
as a consulting engineer for the company, replacing John Fowler, with whom Watkin had
disagreed due to the exorbitant amounts Fowler charged the Metropolitan Railway
according to his view. Engineer Charles Liddell [37]. was appointed to replace Edward
in supervising the line construction works [38].

It was planned to construct two additional tracks for the pair of main line tracks,
with their cost borne by the Great Eastern Railway, allowing its trains access to the

Metropolitan extensions and vice versa. However, the company did not respond to
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Watkin's calls and settled only for exchanging traffic with the line at its station to be built
on Liverpool Street (opened on February 2, 1874[39]. The reason for this refusal was the
Board of Directors' suspicion that Watkin would use the tracks to serve the interests of
the hostile Manchester, Sheffield and Lincolnshire Railway, alongside his desire to use it
as a link to transport coal from South Yorkshire (North East England) to the Metropolitan
[40].

Consequently, in May 1873, the Board of Directors decided to construct 2 tracks
instead of 4, and excavation works began in early June of the same year. During this time,
the line construction faced several challenges, most notably digging beneath the Roman
Catholic Chapel of St Mary’s (opened in 1820), near Moorgate city gate. The difficulties
lay in preserving the building as much as possible without demolition, building a
temporary chapel near Moorgate station, enduring the unpleasant odors resulting from
excavating its crypt filled with corpses, and using iron supports to prevent any damage to
the building's foundations. Despite these precautions, the chapel was damaged and some
of its parts were demolished. The burden of those costs, along with paying compensation
to property owners, fell on the Metropolitan, which managed to open Bishopsgate station
on July 12, 1875, bringing the construction cost of the 487 m long extension to
approximately £541,489[41]. During the line excavation works, Edward Watkin declared
at the half-yearly general meeting of the Board of Directors with investors on July 31,
1874, his rejection of any merger with the District Railway. This statement came
following demands from Metropolitan Railway investors to complete the Inner Circle and
link with the district line for the resulting financial benefits, as well as its public utility in
connecting the railway stations surrounding the capital. Watkin justified his refusal by
stating that the merger would only benefit the District Railway, whose Chairman, Forbes,

claimed to desire a merger without taking any actual action [42].

3 EDWARD WATKIN AND THE DEVELOPMENTS IN COMPLETING THE
INNER CIRCLE LINE

The stances of Watkin and Forbes encouraged the submission of a proposal to

complete the Inner Circle by George G. Newman,[43] solicitor to the Metropolitan Board

of Works,[44] who proposed the establishment of a company named the "Metropolitan
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Inner Circle Completion Company"—also known as Mr. Newman’s Company. The
company aimed to construct a line from Bishopsgate to Aldgate, and subsequently to King
William Street to connect with the Mansion House area,[45] instead of the primary plan
for completing the Circle through a merger of both companies at Tower Hill,[46] while
securing a junction with the Great Eastern Railway and the East London Railway.
Furthermore, the proposal incorporated street improvements and widenings along the
line's route, which earned the support of the Metropolitan Board of Works, the
Commission of Sewers [47] in London, and even the Parliament of the United
Kingdom,[48] culminating in the proposal receiving Royal Assent on August 7, 1874
[49].

The incorporation of the company aroused the anger and opposition of
Watkin,[50] particularly as it secured pledges of financial support from the Board of
Works amounting to £370,000, and from the Commission of Sewers amounting to nearly
£130,000,[51] in addition to another sum of approximately £12,000 [52]. It is worth
noting that support also came from certain board members of the South Eastern Railway
who promoted and financially backed the company, as it provided access to Cannon Street
Station east of Mansion House. Their backing was also framed within their ongoing
disputes with Watkin and their desire to oust him from the chairmanship due to his
autocratic management style and his simultaneous chairmanship of multiple companies
(the Metropolitan Railway, the Manchester, Sheffield and Lincolnshire Railway, and the
South Eastern Railway), which rendered it impossible for him to properly discharge his
arduous duties in their company's interest [53]. What further exacerbated his anger was
Forbes's endorsement of the company and his financial contribution of nearly £1,000; the
District Railway viewed the existence of this company as an opportunity to complete the
eastern section from Mansion House Station at a time when it was suffering from financial
difficulties that hampered such an extension [54].

Watkin attempted to obstruct the company's plan to complete the Circle line by
obtaining the approval of the Metropolitan board to extend the line from Bishopsgate to
Aldgate. Excavation works began on March 1, 1876, during which the company faced no
unusual difficulties beyond the standard underpinning of buildings and payment of
compensation to property owners. Aldgate Station was opened on November 18 of the

same year, with the construction cost of the 482-meter line estimated at approximately
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£343,500. This was followed by the acquisition of land extending between Aldgate and
Tower Hill in July 1877 in preparation for its next extension [55]. Moreover, Watkin's
opposition and efforts played a major role in denying the company the confidence and
financial support of investors; consequently, the company failed to raise the funds needed
to execute its plan [56] by late November 1877. Subsequently, Watkin showed a retreat
from his position regarding the merger with the District Railway, as both Watkin and
Forbes accepted the mediation of the contractor Charles Lucas,[57] holding a joint
meeting in December 1877[58] where it was agreed to appoint the British engineer John
Hawkshaw[59] to recommend the best plans for completing the Circle line.[60] On
January 18, 1878, Hawkshaw recommended constructing a line extending from Mansion
House, then Cannon Street, followed by Eastcheap Street and Great Tower Street to
Tower Hill and Minories Street, to connect thereafter with Aldgate Station [61].

Both parties met in March 1878, during which Watkin persuaded Forbes to
include a curve connecting to the East London Railway via Aldgate, arguing that it would
benefit the District Railway's interests by extending its reach into East and South London.
With Forbes's agreement, this extension was included as part of both parties' plans
presented during parliamentary sessions held between 1878 and 1879. Parliament
sanctioned joint lines extending from Aldgate to Mansion House via Tower Hill, along
with the construction of an eastern curve connecting to the East London Railway via
Whitechapel on August 11, 1879. Eager to complete the construction of the section from
Aldgate to Tower Hill—where he had previously acquired land—and given the District
Railway's lack of sufficient capital to participate (hoping to settle payments later), Watkin
obtained parliamentary approval on June 3, 1881. Engineers John Hawkshaw and Joseph
Tomlinson[62] (Locomotive Superintendent of the Metropolitan Railway from 1872 to
1885) were tasked with executing the project, and the construction contract was awarded
to the British engineer and contractor Thomas A. Walker [63]. Excavation works
commenced on September 5 of the same year, along with the construction of
approximately 1,000 housing units in the area extending between Minories and Church
Streets south of Aldgate for families displaced by excavation damage, to be rented at one
shilling per week. Tower Hill Station, featuring a temporary wooden structure, was
opened to traffic on September 25, 1882, with the construction cost of the 576.9-meter

line and housing units estimated at approximately £512,949 [64].
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The Metropolitan Railway and the District Railway jointly undertook the
remaining excavation of the line extending from Mansion House to Tower Hill at a cost
approaching £1,000,000. Edward Watkin was instrumental in persuading the
Metropolitan Board of Works to contribute £500,000 and the Commission of Sewers
approximately £250,000, leaving the remainder of the financial burden to fall more
heavily on the Metropolitan Railway than on the District Railway. After awarding the
completion contract to Walker, excavation began on October 1, 1882, employing 1,350
workers in two shifts—850 working at night and 500 during the day. Construction
continued over two years,[65] during which Walker secured the contract to construct the
line from Aldgate to Whitechapel in April 1883, including two curves (one north and one
south of Aldgate) connecting to East Aldgate Station and then St Mary’s Station. These
were jointly operated up to Whitechapel, where a separate station was built for the District
Railway due to its desire for eastward expansion, alongside another joint station
extending southward to connect with Shadwell Station,[66] thereby achieving a junction
with the East London Railway. The latter was suffering from financial difficulties at the
time due to weak traffic, which made it hard to convince investors to direct funds toward
it. To overcome this situation, expand the Metropolitan Railway south of the River
Thames, and achieve his goal of connecting the South Eastern Railway with the
Manchester, Sheffield and Lincolnshire Railway through it, Watkin (Chairman of the East
London Railway Board from 1878 to 1899) sought in August 1884 to convince the
London, Chatham and Dover Railway, the South Eastern Railway, the London, Brighton
and Coast Railway,[67] and the Great Eastern Railway (which joined them in 1885) to
form a joint committee to achieve a physical connection with this line and lease it [68].
This connection was realized by the Metropolitan and District companies when the line
opened to traffic on October 1, 1884, spanning 1.267 km at a joint cost of approximately
£22,750 [69].

The Inner Circle line was ready for traffic by September 15, 1884, and on
September 17, the official opening ceremony was held, attended by the Lord Mayor of
London, George Swan Nottage (1823-1885), representatives of the Metropolitan Board
of Works, as well as Watkin, Forbes, and representatives and investors of both companies
[70]. Following minor modifications, the line was opened for public service on October
6, 1884,[71] with a total length of 20.9 km. Of this, 12.9 km was owned by the
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Metropolitan Railway, extending from South Kensington Station to Aldgate via King’s
Cross Station, and 6.6 km was owned by the District Railway, extending from South
Kensington Station to Mansion House via Westminster Bridge. Additionally, joint eastern
lines owned by both parties—officially sanctioned by Parliament on August 11, 1879—
extended 1.4 km between Mansion House and Aldgate via Cannon Street, Eastcheap
(renamed Monument on November 1, 1884, after the nearby Monument to the Great Fire
of London), and Mark Lane (formerly Tower Hill; opened as a permanent station
structure on October 6, 1884, named after nearby Mark Lane Street) stations. There were
also joint western lines established under an agreement dated July 27, 1871, extending
between Kensington (High Street) and Brompton (Gloucester Road), utilizing the
Cromwell Curve (named after Cromwell Road to the south; connected Brompton and
Kensington, which the Metropolitan opposed, leading the District Railway to build it
independently) jointly by both companies. It is worth noting that the opening of the line
significantly enabled Metropolitan trains to run from Hammersmith Station in the west to
the South Eastern Railway via its New Cross Station (south of the East London Railway
line via King’s Cross), while District Railway trains reached the East London Railway
via Charing Cross, connecting to New Cross Station owned by the London, Brighton and
South Coast Railway [72].

The primary objective of the Inner Circle was to serve as a mechanism connecting
the mainline railway termini surrounding London, allowing passengers to access the city
center easily. To facilitate this, Parliament emphasized upon approving the Circle line
completion on August 11, 1879, that services must run continuously and that each
company must allow the other's trains onto its respective section of the Circle [73].
However, the deep-seated rivalry between the two companies quickly turned into open
hostility, severely compromising the public interest of passengers,[74] which manifested
in traffic congestion caused by both companies’ decisions to operate 280 trains (140 each),
alongside an estimated 684 mainline railway trains connecting to their stations. The aim
was to maximize revenue from both passenger transit and freight transport from
connected lines to depots along the Circle line. Experience proved it impossible to run
such a volume of trains, resulting in severe gridlock that repeatedly halted operations on
the line [75].

_ Veredas do Direito, v.23, 237830 — 2026




EDWARD WATKIN'S LEADERSHIP OF THE METROPOLITAN RAILWAY AND THE CHANGES TO LONDON'S TUNNELS UP TO 1884

It is evident from the foregoing that Edward Watkin exercised clear dominance
over the Metropolitan Railway, steering it according to his personal goals and the interests
of other companies. He intended for it to serve as a link between the Manchester, Sheffield
and Lincolnshire Railway in North West England and the South Eastern Railway, laying
the groundwork for connecting them to a Channel Tunnel reaching all the way to India.
Although this objective was utopian—and virtually a dream at the time, given that
attempts to realize the Channel Tunnel project were still in their infancy—it does not
obscure his desire to advance the interests of both companies. In doing so, he clashed with
Parliament's intention to establish the Inner Circle line for the public good by
interconnecting railway stations. Public interest suffered following the line's opening on
October 6, 1884, due to the long-standing rivalry between its two dominant figures,
Edward Watkin and James Staats Forbes (General Manager of the District Railway and
later its Chairman from August 7, 1872). This rivalry devolved into outright hostility after
the opening, manifesting in various operational disputes with disregard for passenger

welfare.
4 CONCLUSION

1. Sir Edward Watkin’s appointment as Chairman of the Metropolitan Railway in
1872 proved to be a decisive intervention, rescuing the company from financial
mismanagement. His noble status was pivotal in restoring investor confidence,
particularly among the wealthy elite, thereby securing the requisite capital for the
company's financial stabilization.

2. Watkin’s tenure, however, exerted a detrimental impact on the completion of
the Inner Circle line, a key project designed to facilitate commuter transport from
the suburbs to central London. His primary ambition was to leverage the
Metropolitan Railway as a strategic link connecting North West England to the
European continent (and ultimately India) via the proposed Channel Tunnel,
intentionally bypassing any integration with the competing District Railway
administration.

3. The prolonged stalemate caused by the positions of both Watkin and James

Forbes prompted the formation of a joint parliamentary committee/alternative
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company in 1874 to finalize the Circle line. This development compelled both
parties to temporarily set aside their rivalries and collaborate on the completion of
the Circle link, which officially opened to the public on October 6, 1884.

4. Despite the eventual completion of the Inner Circle line, the resumption of
hostilities between the two executives severely compromised passenger mobility
in favor of corporate self-interest. The intense competition to maximize revenues
led to severe gridlock, caused by the operation of approximately 280 daily trains
by both companies. Coupled with traffic from mainline railways connected to the
loop, this operational friction became a primary catalyst for frequent service
disruptions and line blockages.

FOOTNOTES

1. Metropolitan Railway Company: A transportation company established on August
7, 1854, to construct an underground railway line connecting Paddington (Bishop's
Road) Station to Farringdon Street Station on the northern side of central London.
The line was officially opened on January 10, 1863 [Trans. note: recorded as 1864
in the original text; historical record confirms 1863], providing substantial benefits
to workers whose daily round-trip commute from London's suburbs to work cost only
2 pence. This spared them a full hour's walk daily, necessitated by the exorbitant
fares of horse-drawn omnibuses, which ranged between 1 shilling 6 pence and 2
shillings per single trip—at a time when the average income for roughly 75% of
London's population was approximately £12 or less. Consequently, the majority of
its passengers belonged to the middle class. For further details, see: Alan A. Jackson,
London’s Metropolitan Railway, (Newton Abbot: David & Charles, 1986).

2. T.C. Barker and Michael Robbins, History of London Transport: Passenger Travel
and The Development of The Metropolis, Vol. I, (London: George Allen & Unwin
Ltd., 1975), p. 159.

3. Henry David Pochin (1824-1895): A British chemist and industrialist, born in the
city of Leicester in the East Midlands of England in 1824. After completing his
primary education, he served an apprenticeship under several chemists and druggists.
His name was associated with the management of numerous paper and soap
manufacturing plants, alongside the iron, steel, and coal industries. He also served as
director-general of 22 companies, including the Manchester, Sheffield and
Lincolnshire Railway. Known for his commercial acumen, he enjoyed immense
popularity among investors in the enterprises he managed. He passed away in 1895.
For further details, see: Death of Mr. H. D. Pochin, The North-Eastern Daily Gazette
(Newspaper), No. 1869, London, 30 October 1895, p. 3; Death of Mr. Pochin, The
Weekly News and Visitors Chronicle (Newspaper), No. 352, London, 8 November
1895, p. 2.
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4. John Parson (1816-1874): A British solicitor, born in Launceston, England, in
1816. He held a keen interest in railway management and directed numerous rail
projects, including the Oxford, Worcester and Wolverhampton Railway, which
opened in 1850. He also assumed the management of the Metropolitan Railway
project following the death of William Arthur Wilkinson in 1865, after which he was
elected a Fellow of the Institution of Civil Engineers in 1867. He passed away in
1874. See: Obituary: Mr. John Parson, Minutes of the Proceedings of the Institution
of Civil Engineers (Journal), Vol. 41, No. 1875, Leeds, 1875, pp. 227-228.

5. Edward William Watkin (1819-1901): A British administrator, born in Salford,
near Manchester in North West England, in 1819. After his appointment as secretary
to the Trent Valley Railway Company in 1845, he demonstrated a broad interest in
railways, serving as director and chairman of several railway companies. These
included managing the Manchester, Sheffield and Lincolnshire Railway in 1858,
subsequently chairing its board from 1864 to 1894, and presiding over the Grand
Trunk Railway from 1862 to 1869. Additionally, he held the chairmanship of the
South Eastern Railway from 1866 to 1894, served as general manager of the Great
Western Railway in 1866, chaired the Great Eastern Railway in 1868, and served as
a Member of Parliament for various terms between 1857 and 1894. He passed away
in 1901. For further details, see: Death of Sir Edward Watkin, The Evening Swindon
Advertiser (Newspaper), No. 812, London, 16 April 1901, p. 3; Sir Edward Watkin,
The Globe (Newspaper), No. 33,030, London, 15 April 1901, p. 1; Death of Sir
Edward Watkin, The Rhos Herald (Newspaper), No. 343, London, 20 April 1901, p.
3.

6. Myles Fenton (1830-1918): A British administrator, born in Kendal in North West
England in 1830. He studied law and held administrative posts in various railway
companies until assuming the position of assistant manager of the Lancashire and
Yorkshire Railway in 1855. Subsequently, he took over the management of the
Metropolitan Railway Company in 1862, followed by the South Eastern Railway in
1880, and in 1899 he managed the South Eastern and Chatham Railway. He passed
away in 1918 at the age of 87. See: Death of Sir Myles Fenton, The Midland Daily
Telegraph (Newspaper), Vol. LV, No. 8,427, London, 15 March 1918, p. 3; Death
of Sir Myles Fenton, The Streatham News (Newspaper), No. 1,450, London, 22
March 1918, p. 4.

7. Alan A. Jackson, Op. Cit., pp. 60-62.

8. Manchester, Sheffield and Lincolnshire Railway: Its history traces back to its role
as a connecting line between tracks owned by a group of railway companies whose
establishment was authorized by Parliament between 1845 and 1847. It spanned
regions between Manchester in North West England and Sheffield to its west,
extending toward Lincolnshire in North East England. It opened to passenger traffic
in 1849, with coal transportation serving as its primary source of revenue. After
extending its main line to London in 1896, the railway was renamed the Great Central
Railway the following year. For further details, see: S. C. Homersham, Report to the
Directors of the Manchester, Sheffield and Lincolnshire Railway Company, (London:
John Weale, 1848); Report to the Directors of the Manchester, Sheffield and
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Lincolnshire Railway Company: Opening of the Throughout, The Hull Packet
(Newspaper), No. 3,369, London, 20 July 1849, p. 7; Great Central Railway, The
Evening Post (Newspaper), Vol. 7, No. 18, London, 2 March 1897, p. 4; Great
Central Railway, The Liverpool Shipping Telegraph (Newspaper), Vol. LXX, No.
22,145, London, 8 September 1897, p. 5.

9. South Eastern Railway: Situated in South East England, its origin dates back to
1836 with the objective of connecting the coastal town of Dover with the capital,
London. Opened in stages starting in 1842, most of its branches and extensions lay
in the counties of Kent and East Sussex, as well as the London suburbs. For further
details, see: J. Pearson Pattinson, The South Eastern Railway: Its Passenger Services,
Rolling Stock, Locomotives, Gradients and Express Speeds, (London: Creative
Media Partners, 2023).

10. Alan A. Jackson, Op. Cit., pp. 62—64.

11. John Fowler (1817-1898): A British civil engineer, born in Wadsley, a suburb of
South Yorkshire, on July 15, 1817. Following private education, he apprenticed
under several engineers across various fields, including waterworks, navigation, and
railway surveying, eventually specializing in railway construction. He was appointed
chief engineer for the Manchester and Sheffield line (opened in 1847), the East
Lincolnshire Railway (opened in 1848), and numerous others, before holding the
same position at the Metropolitan Railway Company starting in 1853. He also
contributed to expanding various railway lines and designed several bridges. He
passed away in 1898. For further details, see: Thomas Mackay, The Life of Sir John
Fowler Engineer, (London: John Murray, 1900).

12. Metropolitan District Railway: Established as an independent company from the
Metropolitan Railway on July 29, 1864, under the chairmanship of William Reginald
Courtenay, to undertake the construction of the southern section of the Inner Circle
line. Under the supervision of the company's engineer, John Fowler, the section
stretching from Brompton (Gloucester Road) Station to Mansion House Station was
opened between 1869 and 1871. A merger with the Metropolitan Railway was
initially planned; however, severe financial hardship encountered during
excavation—resulting from loans taken to compensate landowners whose properties
lay above the line—led the Metropolitan Railway to abandon the merger.
Consequently, the District Railway officially separated on July 1, 1871, under the
management of James Staats Forbes. This inaugurated an era of intense rivalry with
Edward Watkin, chairman of the Metropolitan Railway, which persisted until both
were merged into the Underground Electric Railways Company of London under the
direction of the American financier Charles Tyson Yerkes in 1902. For further
details, see: Alexander Edmonds, History of the Metropolitan District Railway
Company to June 1908, (London: London Transport, 1973).

13. Christian Wolmar, The Subterranean Railway: How the London Underground was
Built & How it Changed the City Forever, (London: Atlantic Books Ltd, 2012), pp.
80-81.
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14. lbid., p. 77; Alan A. Jackson, Op. Cit., pp. 63-64.

15. British interests in India date back to the incorporation of the British East India
Company on December 31, 1600, through the efforts of a group of merchants,
mariners, and explorers to monopolize trade with India. Throughout the 17th and
18th centuries, it evolved into a military enterprise to counter Dutch and French
expansion in the region, gaining control over vast territories in present-day India,
Pakistan, and Bangladesh. Following the Indian Rebellion of 1857, governance of
British India transitioned on June 28, 1858 [Trans. note: referring to the Government
of India Act framework], to the direct rule of the British Crown under Queen Victoria,
which endured until independence in 1947. For further details, see: Antony Wild,
The East India Company Trade and Conguest From 1600, (London: Harper Collins
Ilustrated, 2000).

16. Channel Tunnel: Constructed beneath the body of water forming part of the Atlantic
Ocean known as the English Channel, connecting the coastal town of Folkestone in
South East Britain with Coquelles in northern France over a length of 50.4 km.
Attempts to construct it trace back to 1802 by the French mining engineer Albert
Mathieu-Favier. Owing to hesitation by the British government due to fears of
potential military invasion via the tunnel by the French or other adversaries, the
opening of this line was delayed until May 1994. For further details, see: Sandy
Donovan, The Channel Tunnel, (Minneapolis: Lerner Publications Company, 2003).

17. Watkin turned his attention toward the Channel Tunnel project during the 1870s,
formulating various excavation plans. To execute them, he founded The Submarine
Continental Railway Co. in December 1881, backed by £250,000 in capital raised
from investors of the rival South Eastern Railway and London, Chatham and Dover
Railway companies. Between 1882 and 1883, the company undertook the excavation
of a 1.850 km tunnel at Abbot's Cliff and Shakespeare Cliff near Folkestone.
However, the trial proved that the project required substantial additional funding
from both national governments. Owing to disagreements between the rival
companies over raising capital, combined with opposition from the British
government over national security concerns, the new company's tunnel excavation
efforts on the British side were halted. See: Terry Gourvish, The Official History of
Britain and the Channel Tunnel, (London: Routledge, 2006), pp. 5-6.

18. John Neville Greaves, The Last of the Railway King: The Life and Work of Sir
Edward Watkin 1819 - 1901, Thesis, (University of Durham: Department of
Theology, 2002), pp. 133-134.

19. James Staats Forbes (1825-1904): A British administrator, born in Aberdeen in
North East Scotland in 1825. Trained under the engineer Marc Isambard Brunel, he
rose to prominence in railway management. He began his career managing the Great
Western Railway from its early inception in 1838. In 1857, he moved to the
Netherlands to serve as general manager of the Dutch Rhenish Railway.
Demonstrating remarkable managerial talent, he assumed the general management
of the London, Chatham and Dover Railway in 1861 during a period of financial
distress. For similar reasons, he served as general manager and subsequently
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chairman of the Metropolitan District Railway from 1871 to 1901, alongside holding
both executive roles for the London, Chatham and Dover Railway from 1873 to 1899.
He was widely renowned for steering railway companies through periods of crisis.
He passed away in 1904. For further details, see: Death of Mr. J. S. Forbes Chairman
of the Chatham and Dover Railway, The Citizen Largest Circulation (Newspaper),
Vol. 29, No. 81, London, 5 April 1904, p. 4; A Company Doctor: Mr. Forbes’
Commercial Career, The Echo (Newspaper), No. 10,981, London, 5 April 1904, p.
2; Death of Mr. James Staats Forbes, Manchester Evening News (Newspaper), No.
10,937, London, 5 April 1904, p. 3.

20. James Staats Forbes was renowned for his exceptional persuasiveness with investors,
his strong willpower, and his charming approach to achieving his objectives—in
stark contrast to Watkin’s sharp tongue. Nevertheless, both shared an ambition to
forge their own rail empires by managing companies through corporate crises.
Watkin regarded Forbes as his fiercest rival, a feud stemming from their leadership
of competing railway enterprises. See: Christian Wolmar, Op. Cit., p. 76; Mr. James
Staats Forbes: Veteran Railwayman’s Death, The Daily News (Newspaper), No.
18,111, London, 6 April 1904, p. 12; A Company Doctor: Mr. Forbes’ Commercial
Career, The Echo (Newspaper), No. 10,981, Op. Cit., p. 2.

21. London, Chatham and Dover Railway: Opened in 1858 under the name East Kent
Railway to serve regions across South East England, it was renamed in 1859
following its expansion to Chatham and Dover. It maintained branches across North
East Kent and South London and, despite intense competition and service
duplication, stood as one of the main trunk lines serving London. For further details,
see: Adrian Gray, The London, Chatham and Dover Railway, (N. P.: Meresborough
Books, 1984).

22. The rivalry between the two companies dates back to the opening of the East Kent
Railway (later the London, Chatham and Dover Railway) in 1858. Its construction
had been promoted by businessmen in Rochester, Faversham, and Canterbury in
Kent, following the failure of the South Eastern Railway to extend rail lines to those
towns despite being responsible for the area. This failure stemmed from an
administrative vacuum within the South Eastern Railway caused by board
factionalism following the financial mismanagment of James MacGregor (who held
dual leadership posts from 1845 to 1854). With the new line's expansion ambitions
toward Chatham and Dover in 1859, the South Eastern Railway viewed it as a
formidable direct rival—a competition reflected in towns across the county where
dual tracks and separate stations actively competed for commercial traffic. This
rivalry intensified when Edward Watkin became chairman of the South Eastern
Railway in March 1866 (serving until 1894), and James Staats Forbes became general
manager of the London, Chatham and Dover Railway in 1861, and its chairman from
1873 to 1899. Despite Watkin’s repeated attempts at a corporate merger, his efforts
failed due to the entrenched rivalry between the two executive boards. The merger
was not realized until August 1, 1899, under the name South Eastern and Chatham
Railway, following the retirement of both figures from corporate management. See:
John Neville Greaves, Op. Cit., pp. 110-117, 129.
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23. Alan A. Jackson, Op. Cit., p. 63.

24. John Bell (1841-1911): A British administrator, born in Liverpool in 1841. He was
associated with the Metropolitan Railway Company as its secretary from 1872. On
January 1, 1880, he assumed the role of general manager, and later became chairman
of the board following Watkin's illness in 1894. He maintained both positions until
his health deteriorated in 1902. He passed away in 1911. See: Alan A. Jackson, Op.
Cit., p. 62, pp. 152-153.

25. Metropolitan Railway Company, Herapath’s Railway Journal and Commercial
Journal (Newspaper), Vol. XXXVIII, No. 1910, London, 15 January 1876, p. 1.

26. Metropolitan Railway, The Morning Post (Newspaper), No. 33,717, London, 19 July
1880, p. 7.

27. Inner Circle: An underground railway line proposed by the British engineer John
Fowler to connect the eastern and western extensions of the Metropolitan Railway
with a line north of the River Thames (within the City of London), forming a circular
circuit—hence its designation as the Inner Circle. He also proposed an Outer Circle
intersecting surrounding railway lines south of the Thames. The Inner Circle project
received Royal Assent on July 29, 1864, whereas the Outer Circle scheme was
rejected due to its prohibitive cost of nearly £5 million, compared to approximately
£3 million for the Inner Circle, which could be adequately served by existing
peripheral rail lines around London. For further details, see: Metropolitan Railway
Projects, Bee-Hive (Newspaper), No. 112, London, 5 December 1863, p. 6;
Metropolitan Railway Communication (Third Report), The Morning Herald
(Newspaper), No. 25,717, London, 28 July 1863, p. 7; Metropolitan Railways for
1864, The Sun (Newspaper), No. 22,326, London, 15 January 1864, p. 8; Alan A.
Jackson, Op. Cit., pp. 50-51.

28. Great Eastern Railway: Established in 1862 as a railway connecting the town of
Norwich in East England to its London terminus at Liverpool Street in north-eastern
London. At its inception, the railway was formed through the amalgamation of
several companies, including the Eastern Counties Railway, the Mid-Suffolk Light
Railway, the Bury St Edmunds and Thetford Railway, alongside other lines totaling
34 railways across northern and eastern England. The line operated independently
until its grouping into the London and North Eastern Railway in 1924. For further
details, see: Charles Phillips, The Great Eastern Railway: The Late 19th & Early
20th Century 1862-1924, (Barnsley: Pen and Sword Transport, 2024).

29. East London Railway: Founded as a surface railway under an Act of May 26, 1865,
with powers to link railway lines north and south of the River Thames via the Thames
Tunnel, which was acquired on September 25 of the same year for £200,000. The
London, Brighton and South Coast Railway served as the primary operator under an
agreement dated November 17, 1869, opening the line to traffic on December 7 of
that year to connect Shadwell and Wapping stations north of the river with New Cross
stations to the south. The company suffered severe financial distress due to light
traffic and subsequent difficulties in raising capital. Consequently, Edward Watkin
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assumed the chairmanship of its board from 1878 to 1899. The line continued
operating until it was vested in the London Passenger Transport Board in 1933. See:
Charles E. Lee, The East London Line and the Thames Tunnel, (Westminster:
London Transport, 1976), pp. 13-23; R. K. Kirkland, The East London Railway, The
Railway Magazine (Journal), No. 626, London, 1853, pp. 413-418.

30. Cannon Street Station: Constructed between 1863 and 1866, financed by the South
Eastern Railway amid its fierce competition with the London, Chatham and Dover
Railway, which had successfully bridged the Thames in 1864 and erected its own
station at Ludgate Hill in 1866. For further details, see: Charles E. Lee, Cannon Street
Station 1866-1966: Part One, The Railway Magazine (Journal), No. 784, London,
1966, pp. 431-432.

31. Victoria Station: Comprises two adjoining railway termini: the first was established
in 1860 by the London, Brighton and South Coast Railway, while the second was
built in 1863 to serve the London, Chatham and Dover Railway. It was named after
nearby Victoria Street. See: Keith Scholey, London’s Great Railway Century 1850-
1950, (Gloucestershire: The History Press, 2012), pp. 45-48.

32. Charing Cross Station: Established in 1864 to serve the South Eastern Railway, it
is considered one of London's principal railway termini. It derived its name from
nearby Charing Cross Road. For further details, see: Charles E. Lee, Charing Cross
Station 1864-1964, The Railway Magazine (Journal), Vol. 110, No. 753,
Lincolnshire, 1964, pp. 136-138.

33. Alan A. Jackson, Op. Cit., p. 63, pp. 66-70.

34. Sir John Kelk Company: Founded in 1845 by the British contractor and politician
John Kelk. The firm undertook major projects, including the construction of Victoria
Station in 1860, contributing to the construction of the Inner Circle line, and erecting
the Smithfield Goods Depot between 1866 and 1869. See: Obituary: Sir John Kelk,
Minutes of the Proceedings of the Institution of Civil Engineers (Journal), Vol. 87,
No. 1887, Leeds, 1887, pp. 452-455.

35. Lucas Brothers Company: A building and contracting firm founded in London in
1842 by the contractor brothers Charles and Thomas Lucas. The firm undertook the
construction of numerous hotels, churches, and railway stations, earning a reputation
for handling major civil engineering works across Britain—such as the Royal and
Harbour hotels, the East Norfolk Railway, and St Pancras Station for the Midland
Railway—as well as international projects like the Italian Opera House. In 1874, the
contractor John Aird joined the firm, whereupon it was renamed Lucas and Aird
Company. For further details, see: Charles Thomas Lucas, Proceedings of the
Institution of Civil Engineers (Journal), Vol. 124, No. 1896, Leeds, 1896, pp. 438-
441.

36. Edward Wilson (1820-1877): A British civil engineer, born in Edinburgh in 1820.

He studied civil engineering and served as a consulting engineer to several prominent
19th-century railway companies, including the Great Western Railway, the Great
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Eastern Railway, and the Metropolitan Railway, in addition to overseeing
engineering undertakings in Ireland and the United States. He passed away in 1877.
For further details, see: The Late Mr Edward Wilson, The Edinburgh Evening News
(Newspaper), No. 1340, London, 6 September 1877, p. 2; Edward Wilson, The
Huddersfield Chronicle (Newspaper), No. 3,047, London, 12 May 1877, p. 4; Death
of A Well-Known Engineer, The Morning Post (Newspaper), No. 32,821, London, 6
September 1877, p. 3.

37. Charles Liddell (1813-1894): Born in the village of Easington in North East County
Durham in 1813, this British railway engineer trained under George Stephenson. He
contributed to the construction of nearly 14 railway lines across Britain and executed
several extensions for the Metropolitan Railway and the Manchester, Sheffield and
Lincolnshire Railway domestically, as well as railway projects abroad in Romania
and Italy. He passed away in 1894. For further details, see: Death of Mr. Charles
Liddell, The Newcastle Weekly Chronicle (Newspaper), No. 6,787, London, 18
August 1894, p. 6; The Late Mr. Charles Liddell, The Railway News (Newspaper),
Vol. 60, No. 1,299, London, 25 August 1894, p. 8; Death of A Railway Maker,
Lincolnshire Echo (Newspaper), No. 477, London, 16 August 1894, p. 3.

38. Alan A. Jackson, Op. Cit., pp. 62-69.

39. Ibid., p. 69.

40. John Neville Greaves, Op. Cit., pp. 159-161.
41. Alan A. Jackson, Op. Cit., pp. 69-70.

42. John Neville Greaves, Op. Cit., pp. 143-144.

43. George G. Newman (1828-1885): Born in 1828, he studied law and began his career
as a solicitor for the Bank of England in 1857. Known for his active interest in railway
enterprises, he acted as legal counsel for various railway firms, including the London,
Chatham and Dover Railway. In 1872, he proposed an underground railway scheme
to link Kilburn in north-western London through the central metropolis to Bow, north
of the Thames, though it was rejected by Parliament. In 1874, he established the
Metropolitan Inner Circle Completion Company; however, ongoing corporate feuds
between Edward Watkin and James Staats Forbes thwarted its objective of
completing the circular line by 1879. He passed away in 1885. For further details,
see: The Late Mr. George G. Newman, The Railway News and Joint Stock Journal
(Newspaper), Vol. XLIII, No. 1,101, London, 7 February 1885, p. 8.

44, Metropolitan Board of Works: Established in 1855 to provide the civic
infrastructure necessitated by London's mid-19th-century demographic and urban
growth, without encroaching upon the historic jurisdiction of the City of London
Corporation, which was plagued by financial and administrative corruption. The
Corporation retained control over the ancient core of the city spanning roughly 1
square mile [~670 acres]. The Board comprised a chairman and 45 members
appointed by London's parish vestries. Among its notable achievements was the
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construction of a modern municipal sewerage system under the direction of the
engineer Joseph Bazalgette between 1858 and 1865. Following widespread
corruption scandals, the Board was superseded by the London County Council in
1889. For further details, see: David Owen, The Government of Victorian London
1855-1889: The Metropolitan Board of Works, The Vestries and The City
Corporation, (London: The Belknap Press, 1982).

45. Inner Circle Railway: Opening To-Day, The Evening Standard (Newspaper), No.
18,791, London, 6 October 1884, p. 8.

46. [46] The City and The Inner Circle Railway, East London Observer and Tower
Hamlets and Borough of Hackney Chronicle (Newspaper), No. 874, London, 30 May
1874, p. 6.

47. Commissioners of Sewers: Established in 1427 as a statutory authority responsible
for drainage, flood mitigation, and defense construction against water overflow.
Composed of a chairman, permanent officials, and laborers tasked with executing
commission orders, its operations were funded through land and property
assessments. Local commissions existed across various British districts and towns
until their general dissolution under statutory reforms in 1930, though some remained
active until the conclusion of World War I1. For further details, see: Derek Campbell
Drager, Tudor and Early-Statutes and Commissions of Sewers, Thesis, (University
of Alberta: Faculty of Graduate Studies and Research, 1981).

48. Parliament of the United Kingdom: A supreme legislative body whose roots trace
back to Anglo-Saxon advisory councils in the 8th century. Its constitutional form
gained structure following the barons' drafting of Magna Carta in 1215 to restrain the
autocratic taxation and political suppression of King John. It formally emerged in
1327 composed of three distinct estates: the Sovereign, the House of Commons
(representing the commonalty), and the House of Lords (comprising nobility and
clergy), meeting to debate national affairs and enact legislation. It established
independence from royal prerogative in 1642 after King Charles | attempted to arrest
five Members of Parliament. It was renamed the Parliament of Great Britain
following the Acts of Union between England and Scotland in 1707, and became the
Parliament of the United Kingdom following the Union with Ireland in 1801.
Meeting at the Palace of Westminster, both houses sit in dedicated chambers.
Etymologically, "parliament™ derives from the Anglo-Norman French parler ("to
speak” or "deliberate™). For further details, see: Miles Taylor, Parliamentary
Representation in Modern Britain: Past, Present, and Future, The Historical Journal,
No. 65, Cambridge, 2022, pp. 1145-1173; Virgil J. Pritchett, Origin and Growth
Parliamentary Government, Kentucky Law Journal, Vol. 6, No. 5, Lexington, 1918,
pp. 360-378.

49. Alan A. Jackson, Op. Cit., pp. 104-105.
50. The Metropolitan and Inner Circle Completion Railways, The Railway News and

Joint Stock Journal (Newspaper), Vol. XXXII, No. 819, London, 13 September
1879, p. 5.
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51. Important Railway Improvement, The Globe (Newspaper), No. 23,685, London, 6
July 1874, p. 2.

52. Alan A. Jackson, Op. Cit., p. 105.

53. Owen E. Covick, Watkin's Struggle at the S.E.R. Board 187679, and R.W. Perks,
The RCHS (Journal), No. 88, Preston, 2021, p. 60, p. 66.

54. Alan A. Jackson, Op. Cit., p. 105.
55. lbid., pp. 71-72, 107.

56. Owen E. Covick, Op. Cit., p. 60; The Metropolitan District Railway, The Railway
News and Joint Stock Journal (Newspaper), Vol. XL, No. 1,028, London, 15
September 1883, p. 5.

57. Charles Lucas (1820-1895): The contractor Charles Thomas Lucas was born in St
Pancras in 1820. He co-founded Lucas Brothers with his brother Thomas in 1842.
During this period, he partnered with the contractor Samuel Morton Peto to undertake
the construction of the Norwich and Brandon Railway (opened in 1845) on Peto's
behalf, representing one of his early signature undertakings. His partnership with his
brother endured throughout his career, expanded in 1874 by the accession of John
Aird, forming Lucas and Aird Company. The firm executed major civil engineering
works spanning railway lines, stations, hotels, and churches. He passed away in 1895.
For further details, see: Charles Thomas Lucas, Proceedings of the Institution of Civil
Engineers (Journal), Op. Cit.

58. M. A. C. Horne, London’s District Railway: A History of the Metropolitan District
Railway Company, (London: Capital Transport Publishing, 2018), p. 140.

59. John Hawkshaw (1811-1891): A British civil engineer, born in Leeds in northern
England in 1811. He studied engineering and tutored under prominent engineers
Charles Fowler and Alexander Nimmo. His name became associated with numerous
canal and railway works; however, his crowning engineering achievement was the
Severn Tunnel, connecting South Wales with South West England beneath the River
Severn estuary, opened in 1886. He held distinguished offices, serving as President
of the Institution of Civil Engineers (1862-1863) and President of the British
Association for the Advancement of Science (1875), alongside authoring several
engineering treatises. He passed away in 1891. For further details, see: Sir John
Hawkshaw, The Illustrated London News (Newspaper), Vol. XCVIII, No. 2721,
London, 13 June 1891, p. 27; Death of Sir John Hawkshaw, The Birmingham Daily
News (Newspaper), No. 5,960, London, 3 June 1891, p. 3; Death of Sir John
Hawkshaw, The Echo (Newspaper), No. 6,993, London, 3 June 1891, p. 2.

60. [Metropolitan Railway Report, The Railway News and Joint Stock Journal
(Newspaper), Vol. XXIX, No. 732, London, 12 June 1878, p. 4.
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61. Metropolitan Railway “Inner Circle”, Herapath’s Railway Journal and Commercial
Journal (Newspaper), Vol. XL, No. 2019, London, 26 January 1878, p. 2.

62. Joseph Tomlinson (1823-1894): Born in 1823, this British locomotive engineer
supervised locomotive management for various railway companies, including the
London and South Western Railway, the London and North Western Railway, the
Taff Vale Railway, and the Metropolitan Railway. He served as President of the
Institution of Mechanical Engineers from 1890 to 1891. He passed away in 1894. For
further details, see: Death of Mr. Joseph Tomlinson, South Wales Daily News
(Newspaper), No. 6,822, London, 26 April 1894, p. 6; Death of An Eminent
Engineer, The Westminster Gazette (Newspaper), Vol. I1I, No. 382, London, 28 April
1894, p. 5.

63. Thomas Walker (1828-1889): A British surveyor and contractor, born in Brewood
in southern Staffordshire in 1828. Following brief engineering coursework at King's
College London and training under Thomas Brassey, he surveyed numerous railway
projects domestically and internationally across Canada and Russia. He supervised
the construction works of the Metropolitan District Railway until July 3, 1871, after
which he oversaw the northern extension of the East London Railway from 1871 to
1874. In 1879, he was awarded the contract to construct the Severn Tunnel beneath
the River Severn estuary in South Wales, which opened in 1887. He passed away in
1889. See: Obituary: Thomas Andrew Walker, Minutes of the Proceedings of the
Institution of Civil Engineers (Journal), Vol. 100, No. 1890, Leeds, 1890, pp. 416—
419.

64. Alan A. Jackson, Op. Cit., pp. 106-108.
65. Christian Wolmar, Op. Cit., p. 85.
66. Alan A. Jackson, Op. Cit., p. 109.

67. London, Brighton and South Coast Railway: Established in 1846 through the
amalgamation of five rail lines situated across South East England: the London and
Croydon Railway, the London and Brighton Railway, the Brighton and Chichester
Railway, the Brighton, Lewes and Hastings Railway, and the Croydon and Epsom
Railway. It operated until its 1923 grouping into the Southern Railway alongside the
London and South Western Railway and the South Eastern and Chatham Railway.
For further details, see: John Howard Turner, The London Brighton and South Coast
Railway, Establishment and Growth, (London: B. T. Batsford Ltd., 1978).

68. R. K. Kirkland, Op. Cit., pp. 414-415.
69. Alan A. Jackson, Op. Cit., p. 109.

70. The Inner Circle Railway, The Tower Hamlets Independent and Stratford Standard
(Newspaper), No. 912, London, 20 September 1884, p. 7; The Inner Circle Railway,
The Standard (Newspaper), No. 18,776, London, 18 September 1884, p. 2.
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71. The Metropolitan Inner Circle Railway, The Birmingham Daily Mail (Newspaper),
No. 4,296, London, 6 October 1884, p. 3; Opening of the Inner Circle Railway, The
St. James’s Gazette (Newspaper), Vol. IX, No. 1356, London, 6 October 1884, p. 8.

72. Alan A. Jackson, Op. Cit., pp. 110-111.
73. lbid., p. 107, p. 115.

74. Metropolitan and District Railway: To the Editor of the "Railway News", The
Railway News and Joint Stock Journal (Newspaper), VVol. XLIII, No. 1,119, London,
13 June 1885, p. 21.

75. [Christian Wolmar, Op. Cit., p. 86.
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