
I7i)'{, ()Mti;iiii, tVdiii wlidiii tlir tiaiiiway takes its luiiii", liiiil (inwii

nuiiiber of tramways irj l»crl)ysliirc', and introduced the stone blocks

under tlu' i nds of tlu- traniplatcs, wliicli for a tinir disjilacod the former

wooden f^keiHTs, and were used by tlu- Sti^plionsonsand otiiers in all the

early railways. Tlie tir.st ed<^e railway, which \h the parent of our pre-

sent railway, was laid in 1S(M, lor the convtyanee of slate from Lord

Peurhyn's (juarries in North Wales, and within a few years all the

Nortlunnberland and Durham collieries adopted this improvement, and

the railway superseded the tramway for ever. In 1789, Mr. Jessup

constructed the public railway at JiOughborough with cast iron rails of

much the same pattern as those now used, and put flanged cast iron

wheels on the earriaires. The normal difterence between a tramway

and a railway, as then understood, was that on the latter the flange that

guided the wagi^on on the track was east upon the tramplate, whilst on

the ed"-e railway, as it was then called, the flange was upon the wheel.

The advantage that the tramway undoubtedly possessed was that the

plain faced wheel could be used oft' the plates, might run over planks

or hard ground, or into a (juarry, where there would be no necessity for

laying down a ])late. Sectionmen on the English railways, especially

in the old mining districts, are still called " plate; layers," a memento of

their original employment. In 1805 a great improvement was made

when the Walbottle Colliery introduced malleable iron rails, although

these were expensive and were only madt; in two feet lengths. In 1808

Mr. Thompson put down wrought iron rails of an improved section at

Tindale Fell near Carlisle, ai»d from that date this class of road became

comuum round the Ni'wcastle collieries. The next important improve-

ment was made in 1820, when the Bedlingtnn Iron VV^orks took up

Birkenshaw's patent, and produced a wrought iron rail 15 lectlong, with

a deepened flange between each sleeper to strengthen the unsupported

portion of the rail. These tish-bellied rails were common till long after

the Liverpool and .Manchester, OBwhieh feljey were exclusively used, was

in successful operation. This was the most important improvement yet

introduced, and linked the old waggon way to the modern railway. The

roads therefore, uiion which Blackett and Blenkinsopp and Stephenson

first introduced locomotives wee not widely different from those to

which we are now accustomed.

The first practical locomotive was undoubtedly Trevithick's, which

was placed upon the Merthyr tramway in 1803. There was no-

thing in this engine to pi event its being as great a success as Blenken.

sopp's or Stephenson's a lew years later, but it failed, from the road being

too weak to carry it, and from want of adhesion. The wheels slipped

round without propelling the machine, orecisely as in the same district

two of Sharpe's finest engines afterwards failed, and for the same reason

the old shape of the tramplates held the mud and water, and were always

excessively dirty. Had Trevithick's engine been tried on a railway in-

stead of a tramway, we should never have heard of that bug-bear,

want of adheriion that Irightened all the early engineers. To obviate this

supposed difficulty, Mr. Blenkinsopp of the Middleton Colliery, near

Leeds in 1811, took up one side of his railway, and substituted for the

rails that had been foruierly used others with large cogs cast upon the

outward edge. These cogs were six inches from centre to centre, so tlnit

there were six of them upon each three feet length of rail. His engines

were modelled after Trevitliiek's, and in August, 1812, commenced

regular worknig, and the fact that they did all the work on the railway

lor five or six years, and long after Stephenson's engines had settled the
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