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The Pride and the Lion 

 
The Story of the First Two Locomotives at 
Honesdale Pennsylvania July/August 1829 

 
 
 
 
 
 
 
 
 
 
 

Front Cover 
 
The Pride of Newcastle (right), sometimes known incorrectly as America.  The black outline has 
been produced from a general arrangement drawing of its sister locomotive Lancashire Witch, the 
details in the builder‘s Description Book and a boiler drawing in the Newcastle, England archives.  
The green outline is the fictional representation by Clement Stretton created in 1893 (see text and 
Appendix A).  
 
The left picture is of the Stourbridge Lion showing the heat exchanger visible between the wheels 
and the outline of the fire tube.   
 
These two locomotives were present in Honesdale in late July and August 1829 when the first 
locomotive to run on the North American Continent was put into operation.   
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Foreword 
 
It is a fact that if it were not for Robert Thayer this book would not be written.  
 
After some 40 years working for the British Railroads and with retirement beckoning I began, as a 
hobby, to research North American train wrecks and was surprised to receive a letter from a 
Connecticut resident about a wreck in July 1829.   At that time what I knew about Honesdale and 
its locomotives could be written on a ―post-it‖ note but I knew that the first locomotive ran in 
August 1829 and so replied fairly robustly that this could not be true. 
 
I received by return a mass of information and documents which tried to establish that the second 
locomotive at Honesdale called Pride of Newcastle or America ran on the July 26 1829 and 
exploded.  The information clearly demonstrated that the author of the mail had done much 
research into the subject.   At the time I knew little or nothing about the Delaware and Hudson 
Railroad and its locomotives but that was soon to change.    
 
The claims made by the author, Robert (Bob) Thayer, were so intriguing that it resulted in us 
working together for two years until fundamental disagreements over dates and names meant 
that we followed our own paths.  Bob died in December 2008.   
 
The basis of Bob‘s railroad research was the 1980s discovery in lower Manhattan, New York, of a 
wooden box with a carved effigy of a locomotive and words written on the sides and lid.   These 
indicated that the box dealt with the earliest period of American railroad history and particularly 
interesting was the date which would indicate that a locomotive ran on US rails some 12 days 
before that of the famous Stourbridge Lion in August 1829.  The words also confirmed that the 
railroad was the Delaware and Hudson Canal Company, the engineer was John B Jervis and the 
locomotive was apparently named America.   The box is described in the book. 
 
Bob soon established that this appeared to relate to the first locomotive imported into the USA in 
1829 and constructed by Robert Stephenson and Co of Newcastle, England.  This locomotive 
had all but disappeared from the records, its existence being denied by all of the people involved 
and dismissed as irrelevant by almost all railroad authors over the centuries.      
 
The discovery of the box appeared to open up the whole issue of the disappearance of the 
Stephenson locomotive and resulted in Bob bringing the facts to the attention of railroad experts 
and the public alike.   This research was published in magazines and periodicals sometimes 
working with John Demos and it is fair to say received some unfair criticism from the railroad 
―fraternity‖.     Bob made many presentations of his findings on both sides of the Atlantic and had 
discussions with some of the experts including Michael Bailey who is the leading UK researcher 
into Stephenson‘s locomotives and John White of the Smithsonian Museum, Washington. 
 
It is fair to say that Bob‘s diligence and persistence has caused early railroading in the USA to be 
looked at in a new light and much interest has been shown in the articles concerning the early 
years.  In turn this has resulted in a great deal of new information being discovered and new 
theories being developed – some of this since Bob‘s death on December 8 2008.    These are 
discussed in the book. 
 
Bob Thayer was born on October 19 1949 in Alton Illinois, the son of Joan and John Thayer.  He 
lived in New York for a time and latterly opened an antique shop in Woodbury, Connecticut where 
he lived.  He later moved to Lime Rock, Connecticut.     He is well remembered for his passion for 
American history and a distinctive and sometimes irreverent sense of humour.   

 
Raymond H State 
The Old School House 
Ratcliffe on Soar  
Nottingham NG11 0EB 
England 
 
February 2011  

 
r.state@btinternet.com  
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England in December 1959 working on steam 
locomotives.  With the beginning of electrification he 
transferred to the maintenance and commissioning of 
electric trains and subsequently to the design of 
electric locomotives. 
 
On 1971 he was promoted to Western Region 
Traction Engineer and was responsible for the 
maintenance of a fleet of diesel locomotives.  

 
In the late 1970s he was seconded to Egyptian Railways as a consultant on the maintenance of 
the Egyptian Locomotive fleet including their large pool of GM diesels.   
 
Upon his return in 1979 he was appointed Divisional Maintenance Engineer at Doncaster where 
he was in charge of seven traction depots, two big hooks and three wrecking gangs.  He was also 
the divisional accident investigator which generated his interest in the history of rail safety. 
 
In 1983, his interest in the emerging computer world resulted in him being given the task of 
introducing computers to maintenance depots.  By 1986 he had introduced some 4500 on-line 
terminals in 150 depots throughout the country with a budget of £6.5m (some $12m).  The project 
was completed in 1989 on budget with benefits of £12m per year in reduction of maintenance 
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The timetabling system Protim was implemented in 1992 and was subsequently sold to both 
Amtrak and Long Island Railroad.   The infrastructure system although successful was set aside 
by Railtrack until 1999.   
 
Ray began what he thought was his retirement in 1998.  However, he was called back to 
complete the infrastructure system and devised a means for capturing asset details from a 
moving train at 60mph to populate the database.  By 2004 he had covered some 54000 miles of 
survey with a diesel railcar (2½ times round the entire network). The data now forms the basis of 
Network Rail‘s current asset database.  
 
He retired again in 2007 but has been recalled again in 2010 to safety validate a new computer 
system for the inspection of track from a moving train at 125mph due to be implemented in 
August 2011.  
 
In 1990 Ray started recording and investigating accidents occurring on railways and railroads 
throughout the world with particular interest in boilers.  As at the current date he has some 30,000 
records and writes for a number of web sites as well as providing an answer service for 
researchers.   It was this interest which led him to the story which is the basis of this book.  
 
Ray and his wife Janet live in a small village on the Nottinghamshire/Leicestershire border where 
most of the work is done.  An abridged version of this book appeared in the Fall/Winter 2009 
edition of Railroad History a semi-annual publication of the Railway and Locomotive Historical 
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Here Albert plays the role of Horatio Allen in front of the 
replica Stourbridge Lion. 
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Trust in Newcastle, England who is custodian of the site 
and who has assisted the investigation in the UK.  He 
provided access to the records of the Stephenson‘s South 
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Finally, I would like to thank my wife Janet for proof 
reading and correcting the many drafts. 
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myself or Albert Rutherford.  
 
 

Albert Rutherford can be found at: 
 
197 Spring Hill Road 
Honesdale 
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1. Introduction 
 

In 1968 Andy Warhol said that everyone, in time, will be famous for 15 minutes.   
While clearly an overstatement and modified many times, the principle exists that 
everyone has the capability of walking into or being thrust into the limelight.   
 
This is also true of many places.   Small, otherwise insignificant towns can 
achieve fame by the events which occur in them.  This may be something earth-
shattering or may be some terrible tragedy, but it is a case that the fame 
generally lasts for more than 15 minutes – more like 15 days.    
 
In the case of Honesdale, Pennsylvania, its 15 days of glory happened in 1829.  
During that time Honesdale was the place that was at the pinnacle of transport 
development in the continent of North America - a place in which a transport 
revolution began – the place where the first locomotive which turned a wheel ran 
on a sunny August day. 
 
History records that the locomotive was English, having been imported by the 
Delaware and Hudson Canal Company, and that it was called Stourbridge Lion.  
History also records that the date was August 8 and that the trial was not a 
success, the locomotive proving too heavy for the wooden track. 
 
At this point one would expect history to dismiss the event as one more 
unsuccessful venture, record the details on just one line and move on.  
 
But that is not the case.  First, there was not one locomotive but two at 
Honesdale in August 1829, and two more were en route by sea also destined for 
the line.   All four were English.    Second, following the unsuccessful trial, the 
locomotives seem to disappear from the public gaze aided by reluctance on 
behalf of those involved to admit to anything for over 50 years.  This has fuelled 
speculation in many quarters. 
 
This situation remained unresolved until 1870 when historian William Brown 
began to probe the events of 1829, including the interrogation of the engineers 
and managers involved in the trial, most of whom were still alive.   What was said 
sparked renewed interest in the locomotives, which resulted in probes by a local 
man, John Torrey, the editor of The Engineer and the press of Carbondale, 
Wayne County and Honesdale.   This interest extended into 1888 and since then 
almost all railroad historians of any consequence and the management of the 
Delaware and Hudson Railroad have entered into the fray as indicated by the 
reference list appended to this book.  
 
Unfortunately, few of the accounts are accurate and many incorrect assumptions 
exist.  This is surprising as there is no shortage of information.   The problem is 
that the information is obscure and held on both sides of the Atlantic.     It was 
not until both sources were compared that the real stories emerge.  
 
This book does not have all the answers.  It does however, set out all the known 
facts and events and offers a possible theory of what happened in the purchase, 
construction, operation and subsequent disappearance of the locomotives for the 
Delaware and Hudson Canal Company in the years 1827 to about 1850.     
 
It may be that others may pick up the story and one day the true events emerge. 
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2. Personal Note   
 

Without a doubt something odd happened in Honesdale in 1829.  Commentators 
dismiss the events of the August 8 as a dismal failure but if we stand back and 
look at this from the point of view of the managers of the Canal Company, they 
spent not an inconsequential sum of money (some say $12,000) purchasing and 
transporting four locomotives some 4000 miles across the Atlantic.   They 
demonstrated the operation of two of them to the cream of New York and then 
carefully dismantled them and carried them some 170 miles by steam boat and 
canal to their place of labour.   Would people with this diligence simply abandon 
the experiment without good reason?   No!  Something happened which was not 
simply that the road was too light for their locomotives.  This matter exercised 
both Bob Thayer‘s and my mind throughout the years we co-operated, which 
resulted in papers before the Early Railway Conference in Manchester, 
Lancashire, in September 2001 although we could not agree what the reason 
was at the time. 
     
I have been following the trail ever since and in 2008 I was lent an old book 
concerning the Langstaff and Longstaff family of County Durham.  Buried in this 
was an account of one family member who was associated with the Stockton and 
Darlington Railway in 1828/9.   His account of the work of Hackworth suddenly 
focussed attention on a feature not previously considered by Bob or myself. This 
started a line of investigation which, in turn, resulted in me addressing some 
questions to the Wayne County Historical Society, Honesdale Pennsylvania in 
2009.   I was contacted by Albert Rutherford of Honesdale and our joint probing 
of the records in Pennsylvania and in the UK has led to this book.  
 



The Pride and the Lion  Page 9 of 78 Wayne County Historical Society 

3. The People and the English Connection 

 
Readers will wonder why the events in England in 1828 affected the outcome of 
those at Honesdale in August 1829.   To appreciate this, one needs to 
understand the peculiar circumstances of the times. 
 
The engineers and managers of the Delaware and Hudson Canal Company were 
extraordinary people with capabilities and skills far beyond those of others of 
their time.  They were victims of bad timing and as such, history has tended to 
dismiss them as people who made their road too fragile for their locomotives. 
 
Nothing is further from the truth.  The railroad world in 1828 was changing fast 
and England was where it was happening.  It is clear that the engineers were 
seduced by the enthusiastic writing of such commentators as Strickland, Woods 
and Tredgold and believed, correctly, that the way forward was with locomotives. 
 
It was then to England that Horatio Allen went in 1828 at his own volition but with 
a remit from the D&H to investigate the railroad scene.  He was astute enough to 
realise that the conditions in England and the state of the art were out of step 
with the capabilities in the backwoods of Pennsylvania, but he also perceived 
that a breakthrough was close. 
 
Faced with the option of recommending abandonment of the locomotive option 
he (and D&H Chief Engineer John Bloomfield Jervis) tacitly decided to proceed 
on the hope that the difficulties could be overcome.  This was a brave decision 
and could have worked but for some mistakes and misinformation by the English 
engineers. 
 
Thus the seeds of the failure of the locomotives in 1829 were sown in England in 
1828 in a complex and tortuous way which has eluded most authors.   
      
4. Honesdale and the Canal 
 
The coming of the Delaware and Hudson Canal had a major impact on 
Honesdale, at that time called Dyberry Forks.  From being a single house in 
1824/25 on the banks of the Lackawaxen and Dyberry Rivers, it grew into a 
modest sized township based on the transportation of coal within 5 years of the 
opening of the canal.  Vernon Leslie gives a good description of the growth of 
Honesdale in chapter 1 of his book (see below).  
 
The history of the building of the canal is adequately covered in Larry 
Lowenthal‘s book From the Coalfields to the Hudson and Vernon Leslie‘s 1979 
Honesdale and the Stourbridge Lion and so I will not repeat the details here, 
but it is important to review the decision to build the Gravity Railroad from 
Honesdale to Carbondale and to purchase the locomotives. 
 
The construction of the canal and railroad to access the coalfields of Carbondale 
and provide a transport artery to the Hudson was the brain-child of the Wurts 
Brothers 1.    

 
---------------------------------------------------------------------------------------------------------- 
1
 There is inconsistency across sources on the spelling of the Wurts brother‘s surname.  In this narrative I 

have followed Larry Lowenthal‘s lead in the use of the word ―Wurts‖.     
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These were extraordinary men.  Their business skills and ability to overcome 
difficulties were far in advance of their time, and the Delaware and Hudson Canal 
Company became the corporation with the largest authorised capital of its time.   
Maurice Wurts was a visionary much taken by technical innovation.  Lowenthal 
records that he avidly read the publications and news emanating from England 
regarding the industrial developments taking place there in the 1820s and this 
may have driven the decisions about the canal and railroad.   
 
Maurice was an advocate of the writings of Nicholas Woods.  Woods of 
Newcastle, England was the first author of a text book on railways.   He was the 
viewer2 at Killingworth and a friend of George Stephenson accompanying him in 

1824 when he walked from Newcastle to Darlington, County Durham to lobby 
Joseph Pease to employ locomotives for the projected Stockton and Darlington 
Railway.  He later set out his experiences and theories in a book called the A 
Practical Treatise on Rail-Roads which was used as the bible for all things 
railroad into the 1830s.  
 
In fact, Nicholas Woods influenced all the D&H engineers, for both John B Jervis 
and Horatio Allen followed his treatise, the latter actually meeting Woods in 
Newcastle in 1828.  Jervis and Allen would also have read William Strickland‘s 
1826 report on his visit with Samuel H Kneass to the Hetton Railway, 
Sunderland, England.  The Hetton was, at the time, the closest thing to the 
Gravity railroad 3. 

 
However, a railroad was less attractive to Benjamin Wright.  Wright was the 
engineer for the Erie Canal and was recruited by the Wurts brothers to engineer 
the D&H canal.  Much of the canal design is due to the experience of Wright, ably 
assisted by John B Jervis and John T Sullivan.  Whereas Jervis was principally 
concerned with the management of the workforce and the engineering, Sullivan 
did much of the survey.   When it came to bridging the gap between Honesdale 
and Carbondale, Sullivan tentatively suggested a railroad in 1825.  The Sullivan 
survey was later extended by one conducted by Jervis and the combined findings 
were submitted by Wright to the D&H board on September 30 1826.   
 
Wright was in a quandary.  It was clear that a canal over the Moosic Mountains 
was out of the question 4 but Wright‘s report displayed skepticism about the 
operation of the railroad.   ―Above all‖, he wrote, ―the railroad must be suited to 
the intelligence and capability of the user‖, to which Wright added ―we have no 
experience in this country of railways‖.  The report was thorough, with 
descriptions of the construction of the road and the machines for operation of the 
inclined planes.  What Wright neglected to report was that much of the technical 
work had been done by Jervis.   
 
---------------------------------------------------------------------------------------------------------- 
2
   The Northumberland term ―viewer‖ can be translated into the modern Chief Engineer.  In the England of 

the early 19
th
 century the term engineer, if used at all, was attributed to civil construction. 

 
3
   Some commentators say that the D&H sent William Strickland (1788-1854) to England in 1825 but this is 

not true. The delegation was sent by the Pennsylvania Society for the Promotion of Internal 
Improvements.  The report is published by the Franklin Institute Journal (1826) pages 15 – 16 

 
4
 Daniel Larkin records that Jervis surveyed a 7 mile extension of the canal beyond Honesdale to a place 

called Keen‘s Pond but this would have resulted in 30 additional locks with a combined rise of 300ft.  
Honesdale therefore remained the head of the canal.  
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Jervis was unhappy about this omission and between then and early 1827 there 
was friction between Wright and Jervis.  It is possible that Jervis resented 
Wright‘s attempt to caution the board about the railroad and wished for his own 
support for the venture to be recognised.  What Wright could have done as an 
alternative is unclear. Maybe he had in mind boat inclined planes which had been 
in use in England, namely the Bude Canal, Cornwall, and Blists Hill, 
Coalbrookedale, Shropshire 5.   

 
We will never know, since with the railroad option gaining ascendancy within the 
D&H Company, Wright considered that his position was untenable and resigned 
on March 4 1827.    Wright had no difficulty in recommending John B Jervis for 
the position of engineer to the canal company, and so the scene was set for a 
railroad over the mountains. 
 
 
 

5. The Gravity Railroad 
 
The summer of 1827 saw Jervis again surveying the route of the railroad.  He 
took time to visit the Quincy Railroad near Boston, Massachusetts, from which he 
was able to observe the double acting inclined plane and the wrought iron clad 
track.  He may also have visited the railroad at Mauch Chunk, Pennsylvania, then 
the longest on the continent 6.   
 
His report of October 22 1827 was long and detailed.  His recommendation was 
for rails set four feet three inches apart on wooden stringers and capped with 
wrought or rolled iron plates.   He considered cast iron but the performance of 
these on the Quincy Railroad probably influenced him against cast iron.   
 
The route included a 900ft climb from Carbondale to the summit which would be 
conquered by 5 inclined planes.  These were beyond the power of horses and so 
stationary engines would be used.   Jervis considered both chains and hemp 
ropes for hauling the cars up the inclined planes and finally decided on chains. 
This proved to be a mistake.  Above all else, Jervis recommended that for three 
long levels locomotives should be used which should weigh from 6¼ to 6½ tons 
(including tender).  
 
This was a brave and risky report.   Locomotive design was still in its infancy and 
Jervis admitted that operational difficulties would be experienced but had 
―unequivocal confidence of success‖.  
 
Jervis, in his report, quotes from Nicholas Woods, and it is interesting to review 
briefly what Nicholas Woods was recording.  English track had evolved from 
capped wooden track to cast iron rail sections from 1800 to1820.  The early 
locomotives with weights of 8 to 10 tons broke these at a prodigious rate. 
 
 
---------------------------------------------------------------------------------------------------------- 
5
 In the case of Blists Hill the 1793 Hay boat inclined plane lifts the boat some 207ft with a slope of about 

30
0
.  It is therefore theoretically possible that five lifts of 300ft would have sufficed to clear Rix‘s Gap but 

the engine power required may have precluded such a solution.  

 
6
 At the time of the opening of the D&H Gravity Railroad the total length of railroads in the US was just 14 

miles, 3 at Quincy and the rest at Mauch Chunk.  
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In the early 1820s the rolled wrought iron rail was produced which eliminated this 
problem 7. Set on stone blocks in granite or limestone ballast this combination 
formed a hard but durable track for locomotives of 5 to 7 tons axle weight.  The 
Stockton and Darlington was so equipped and Nicholas Woods extolled the 
benefits of this.  Woods also compares the cost of locomotives against the use of 
horses and comes down firmly that, based on haulage capability; the locomotive 
is the most cost effective option. 
 
Whether Jervis had any concerns that the information coming from England was 
that wooden track and heavy locomotives were an incompatible mix, is unclear 8.  
He certainly made no indication of this to the D&H board, but the warnings may 
have influenced the content of his subsequent instruction to Horatio Allen.  Albert 
Rutherford notes that according to John Torrey the Gravity Railroad as built had 
one third of its length raised on trestles even when not crossing valleys and 
watercourses.  Why this was done is not recorded, as the current practice of 
ground level track with ties or stone blocks held in position by crushed stone 
ballast was publicised well before 1828.     
 
The board, wishing a second opinion, sent Jervis‘s report to James Renwick, a 
professor of Columbia University, New York.  Renwick had been a consulting 
engineer for the canal and was an ardent railroad supporter.   He endorsed the 
report with some reservations as to the power required on some of the inclined 
planes.  Strangely, the board also sent the report to Benjamin Wright.  He too 
endorsed the report only recording some concerns over the number of changes 
in traction from locomotive to horse to inclined plane.   With these endorsements 
of the Jervis plan, the board instructed him to proceed along the lines of his 
October report.    
 
Neither of these eminent men issued any warnings to the board.  Renwick 
probably did not want to rock the boat of what could be the first major railroad 
investment and Wright was still smarting from his spat with Jervis.       
---------------------------------------------------------------------------------------------------------- 
 
7
 I do not believe that Jervis ignored these warnings. However, he knew that the obtaining of rolled 

wrought iron in the US at that time was not possible and that the import duty levied on imported steel of 
the volume required was beyond the resources of the D&H at that time.   It is a case in point that faced 
with abandonment of the vision or hoping that weights and track strength could be matched produced 
an unspoken belief in the latter.  This he kept this to himself but it allowed him to tune the instructions to 
Allen.    

 
8
 Despite these European reservations strap rail continued in use in the US until the 1850s.  The strap 

iron got wider and thicker but provided its own risk to moving trains. The rolling action of the wheels 
tended to bend the iron so eventually they worked loose.  The screws or spikes would then not hold and 
the end of the iron rail with its sharp point would stick up enough to be caught up by a wheel and ripped 
from the wooden baulks. The rail would writhe about under the train and possibly penetrate the floor of 
cars full of passengers.  Such events were called ―snakeheads‖ and few have entered the record books.  
One on the Portsmouth and Roanoke RR in Virginia caused the train to derail on December 10 1837 
resulting in the death of two passengers.  Harper‘s Weekly published a scene of a ―snakehead‖ on the 
Louisville and Nashville in Kentucky which may offer more to imagination than fact but is reproduced 
below.  
 

 
 

Fig 1 “Snakehead”.    Passengers, mainly soldiers leap for 
safety as a ―snakehead‖ penetrates the floor.   One pulls a 
rudimentary communication cord to try to get the train stopped. 
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6. Horatio Allen is Instructed 
 
At the time of the Jervis survey of the railroad in the summer of 1827, Horatio 
Allen was a resident engineer for one of the canal sections.  He was a young 
Columbian University, New York, graduate and a pupil of Professor James 
Renwick.   
 
Whether Renwick influenced Horatio Allen we may never know, but in the middle 
of 1827 Allen decided that the future of transport resided with railroads and 
decided to pay a visit at his own expense to Europe and in particular, England.  
He recalls that he resigned from the employment of the D&H Canal Company in 
the fall of 1827 and decided to have a short holiday.    On his return to New York 
he received a request from Jervis to consider representing the D&H in England 
and investigating the railroad scene9.     
 
In 1828 the Board of the D&H Canal Co: 
 
 ―. . . deemed it advisable to authorize Mr Allen to procure one locomotive engine complete, as a 
pattern and the Chief Engineer (John B Jervis) to ascertain whether it may be expedient to 
authorize the construction of all the locomotives in England‖. 

   
The instructions which Allen received from Jervis in New York in 1827 and in a 
letter dated January 16th 1828 have often been misquoted.  The list below is the 
best summary: 
 

 D&H to pay expenses up to a maximum of $900 

 Stay not to exceed three months 

 To investigate the provision of four locomotives and to purchase one 
as a sample.  The locomotives are not to exceed four tons on four 
wheels and 6 tons to 7 tons on 6 wheels but a four wheeled 
locomotive is preferable.  A locomotive should not cost more than 
$1800 ― which is cost that one can be procured in the US‖10  

 Investigate chains for the inclined planes 

 To source strap rail.  This to be trapezoidal in section 2½ inches on 
the base and 2 inches on the top with ½ inch thickness (see sketch 
below).  The top corners may have a radius unless this increases cost 
and time. 

 To investigate and report on the management of wheels on the same 
axle and purchase samples.   

 
 

---------------------------------------------------------------------------------------------------------- 
 
9
 Many authors report that Allen was an employee of the D&H at the end of 1827 and that he was ―sent‖ 

to England.  Others have it that Jervis himself had visited England .  It is clear that it was Horatio 
Allen‘s decision alone that he would resign and takes a sabbatical in Europe.  Jervis just saw an 
opportunity, probably supported by Renwick, to use the offices of a sound and youthful engineer.  I can 
find no support for Jervis visiting England 

 
10

 Quite how Jervis arrived at this figure is unclear, there being no US based locomotive builders.  He was 
probably basing his estimates on the cost of Locomotion built for the Stockton and Darlington Railway in 
1824/5 but this had been a depressed figure and costs had risen significantly in the four years since.  
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Details of the strap rail (not to scale): 
 
      2 Inches  

 
     2.5 inches 

 
0.5 inch thick with optional top corner radii 

 
The cross section of the strap iron as specified by John B Jervis.  The iron was screwed to the 
top inside edge of the timber longitudinal timber baulks or stringers

11
.  In making, the iron 

would be hot rolled between rollers set at the prescribed width and thickness.  Generally strap 
of rectangular section would be required so that the trapezoidal section with the radii would 
require special rollers to be cut.   This raised the cost and generated reluctance on behalf of 

ironmasters to make special arrangements as will be described 

 
Fig 2 Baltimore and Ohio Railroad strap rail track about 1829.  This is relevant to the story for the B&O 
sought to obtain 5 tons of strap rail from the D&H and the managers ordered this quantity to be shipped 
from the ―Delaware Turn‖ where it was being stored 

12 13
 

 
---------------------------------------------------------------------------------------------------------- 
 
11

 In some quarters the size is shown as 2¼ inches wide.  The sample formerly in the Wayne County 
Museum is 2½ inches and this is generally taken as the correct size.  The strap was in sections 15½ ft 
long with a tongue at the ends so that the sections would dovetail together.  Vernon Leslie suggests that 
the specification could be interpreted as requiring the strap to be fitted to both the top and inner face of 
the timber stringers.  He goes to say that the wording ―top and inside edge‖ gives this impression 
although he concludes that this is likely to be a misinterpretation.  If true then the effect would be to 
reduce the gauge by as much as an inch and lead to failure of the track.   The B&O track (Figure 2) 
shows strap only on the top surface. 

 
12

 Several years ago Albert Rutherford found a piece of strap rail iron while exploring near Plane 13 
engine house on the D&H Gravity Railroad.  This artefact, which is still in his possession, is rusty and 
pitted with the following dimensions in its present condition: Length: 20 inches broken at one end at a 
countersunk hole about half of which is still visible.  The hole is about 3/8 inch in diameter (the 
countersink on the top of the rail being about ¾ inch in diameter.  The width on the bottom side is 2½ 
inches thick. The sides are square with the bottom but rounded on the top edges.  The thickness is 
approximately ½ inch.  

 
13

 From The Coalfields to the Hudson page 75.  The B&O offered to pay for the strap or order the same 
quantity from England.  Records in England show a variety of orders placed by the B&O on numerous 
iron-masters but the D&H strap cannot be identified.   
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Allen was instructed to make contact with the Stephensons and visit railway sites 
including S&D at Shildon, Hetton near Sunderland and ―Killingworth, which is 
near Coventry‖.  Fortunately, Allen ignored the latter as Jervis confused 
Kenilworth, Coventry for Killingworth which is in Northumberland.       
 
It is clear that Jervis had reduced the target weight of the locomotives.  This was 
more in hope than in conviction, but he seems to have failed to impress on Allen 
that the weights were absolute maximums.  
 
With these instructions, Allen arranged his passage across the Atlantic.  
 
Before he sailed he thought about the strap rail.   Not for the last time he decided 
to modify the specification.   In 1884 he recalls that he took his design to the only 
iron-master in the state of New York14.   It is assumed that iron rolling had 
commenced, for the iron-master took one look at the Allen design and declared it 
impossible.  He was to receive the same rebuff from some of the English iron-
masters, as our tale will relate.   Allen, in 1884, put this rebuff by the New York 
iron-master down to sour grapes for not getting the contract.   
 
With that he packed his grip and headed for the dock at New York 
     
  7. Horatio Allen arrives in England 
 
Horatio Allen arrived in Liverpool on February 15 1828 on the American ship 
William Byrne15 having departed New York around January 9.   The crossing 

caused some sea sickness at first but afterwards Allen enjoyed the voyage. The 
William Byrne picked up the Liverpool pilot and landed on February 15 1828.  As 
it happens he was just eight weeks behind Robert Stephenson. 
 
Robert had been under contract to a mining company in Colombia, South 
America, and was returning home.  As he could not get a ship from Cartagena to 
Liverpool, he took ship to New York but was shipwrecked on Long Island at the 
mouth of New York Harbor.  He spent several weeks in the New York area 
before departing for Liverpool, arriving about December 15 1827.   It is 
interesting to reflect on what might have happened if Allen and Stephenson had 
met in New York – but it was not to be.    
 
 
 
 
---------------------------------------------------------------------------------------------------------- 
 
14

 We do not know the name of this iron-master.     Notwithstanding Allen‘s 1884 recollection, there were 
in fact more than one ironmaster in New York State in the early 1820s, although not nearly so many as 
in the neighboring states of Pennsylvania and New Jersey.  It is quite possible that Allen may have 
taken his strap iron specification to Henry Burden, who became superintendent of the Troy Iron and Nail 
Factory in 1822.      This company had been established in 1809 and was located in South Troy, NY, on 
the Wynantskill Creek.   Over the years the business became very profitable and Burden became the 
sole owner.  He eventually changed its name, first to H Burden and Sons and finally to the Burden Iron 
Works  

15
  No-one records the ship but a search of Lloyds register for February 1828 reveals only one ship out of 

New York docking that week which was the William Byrne, master Hackett.   This was on February 15 
1828.  No other details are known about this ship.  In his February 24 letter Allen says ―they took on a 
pilot on February 14 and landed at 10am on the following morning‖ 
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Allen wasted no time.  On February 24 1828 he wrote to Jervis: 
 
 ―I am at length in the land of railroads and in the atmosphere of coal smoke‖.

16
.  

 
This was only too true.  Liverpool was a city under great expansion.  The port 
was second only to London and the Mersey was alive with steam paddle tugs 
and masted ships.  The Liverpool and Manchester Railway was in construction 
and in addition this part of Lancashire was a coal mining area, the products of 
which were mostly moved by canal. 
 
Allen was to stay in England visiting Europe on occasion, until October 1828, 
when he returned to New York.  The curious thing is that he has left almost no 
trace.  No-one recorded his visit and the only footprint is an entry in the 
Stephenson Order Book, the Description Book and a comment on the boiler 
drawing for the Pride of Newcastle dated July 1828 and reading: 
 
―. . . locomotive for Mr Allen‖

17
.  

 
Despite this drawback the movements can be outlined by analysis of the words 
and descriptions contained in Allen‘s reports and letters.  Before we detail these 
it is important to set the railway scene as found by Allen on his travels.   
 
8. Problems with Stephenson Engines 
  
Following the success of the Stockton and Darlington Railway (S&D) on its 
opening in September 1825, George Stephenson was in great demand.  In 1824 
the Stephensons had opened their South Street works in Newcastle in which the 
first S&D engines had been built18.  This facility was the first locomotive works in 

the world and was managed by Robert Stephenson, the son of George 
Stephenson.   
 
However, in 1826 Robert had taken up the post of engineer to the Colombian 
Mining Company, leaving the management of the works to a works manager.  
With George now deeply involved in fighting the case for the Liverpool and 
Manchester Railway, the work quality drifted.  Ten locomotives were constructed 
up to the end of 1827.  These had vertical cylinders, flue tube boilers and were all 
on 4 coupled wheels.  
 
 
 
 
 

 
 
17

 Drawing in the Monkwearmouth archive of Newcastle.   This boiler drawing which shows the 
wheelbase, cylinders and boiler as well as the instructions of Allen is the basis for the general 
arrangement drawing shown in Appendix A and on the front cover.  

 
16

 This comment has been quoted many times and I make no apologies for quoting it again.  However 
few, if any, authors quote further from the same letter and Horatio Allen‘s skill at getting people to 
talk and his astuteness at understanding the principles, stand out.    It is also clear that when 
adverse comments are made about a subject he has already formed an opinion on, his hackles are 
raised.  The key points from the February 24 letter will be discussed later.      

    
18

 The company traded under the name Robert Stephenson and Co 
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These engines were not very successful and those supplied to the Stockton and 
Darlington railway (Works numbers 3, 4, 5, 6, 7 and 8)19 had to be worked on at 
night by the S&D staff at the Soho depot at Shildon in order for them to perform 
their daily work.  The engineer there was Timothy Hackworth, a former employee 
of the Stephensons.  So poor was the performance of the Stephenson 
locomotives that reversion to horse working was considered, but Hackworth won 
through for the locomotive case by obtaining the agreement of the S&D 
management to build his own locomotive. 

 
 
Fig 3 Locomotion.     Locomotion No 1 (RS works number 3) much 
rebuilt by Hackworth and as preserved in the museum at North Road, 
Darlington, England.   
 

The reader will be wondering what the above paragraphs have to do with 
Honesdale.  It will be made evident that the need to overcome the weakness in 
the Stephenson locomotives sowed the seeds of the events which were later to 
cause the failure of both of the Honesdale locomotives20.     
 
Timothy Hackworth was an engineer of some note but is often in the shadow of 
the Stephensons.   In 1827 the first of Hackworth‘s locomotives Royal George 
emerged from Shildon.  This was a major step forward.  Not only was it on six 
wheels but its vertical cylinders which drove direct onto the trailing wheels.  It 
also had other innovations including fusible plugs, a spring-loaded safety valve 
and (possibly) a tapered ―blast‖ pipe21.   

 
 
 
 
 
 

---------------------------------------------------------------------------------------------------------- 
 
19

 No 3 Locomotion, 0-4-0 1825, No 4 Bedlington 0-4-0 1825, No 5 0-4-0 Black Diamond 1826, No 6 
Diligence 0-4-0 1826, No 7 un-named 0-4-0 1827 and No 8 Experiment 0-4-0 1827    

 
20

 The weaknesses were perceived by Robert Stephenson as very shortly after his return from 
Colombia, he wrote (January 1 1828),          ―I have been talking . . . . about endeavouring to reduce 
the size and ugliness of our travelling engines by applying the engine on either side of the boiler or 
even beneath it.    I think this will reduce the liability for mismanagement.  Currently, the enginemen 
are not the most manageable class of beings and want as much improvement as the engines‖.   It is 
possibly much of the unreliability was down to inexperienced enginemen.  

 
21

 The late 19
th
 century use of the word ―blast‖ relating to the venting of locomotive exhaust steam 

through an orifice into the smokebox was not employed until the mid 1830s.  Where ―blast‖ was 
referred to it related to the practice of blasting air at the furnace or fire unusually with bellows. 
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Fig 4 Royal George.    The Royal George in 1827.  The vertical cylinders 
drive on the rear coupled wheels.  The exhaust steam is vented by large 
pipes to the smoke stack where it is released though a narrow tapered 
orifice to increase the draught on the fire.  The Hackworth blast pipe was 
fierce and it was reported ―. . . that it drew much of the fire up the smoke 
stack so that it had a ferocious appetite for coke‖.  However, this was just 
what was wanted for the burning of Lackawaxen anthracite.  
    

Gone were the overhead beams and rods and also the need to stop en-route to 
blow-up steam which characterised the Stephenson locomotives.   We will return 
to Hackworth and the Royal George again. 
 
What we do know is that in 1827 and 1828 Hackworth was visited by John 
Urpeth Rastrick, who made copious notes of the locomotives.  Rastrick is the 
engineer who supplied Horatio Allen with the Stourbridge Lion.   It is therefore not 
surprising that the Lion had features of Hackworth locomotives, some of which 
were to stand it in good stead. 
 
It is a matter of fact that had Robert Stephenson not returned in December 1827, 
then it would be Hackworth‘s name that is remembered.   But it was not to 
happen.   
 
Early in 1828, as Horatio Allen was crossing the Atlantic, Robert set about re-
organising the South Street works.  By now the Liverpool and Manchester 
Railway had received its Act of Parliament and construction was well under way, 
directed by George Stephenson.  Despite the L&M board still having reservations 
about the use of locomotives, George persuaded them to place an order for one 
locomotive.   This was placed on January 7 1828 and became known as the 
―Liverpool Travelling Engine‖ 22.   In April 1828 the L&M board proposed to 

transfer the locomotive for use on a completed subsidiary line, the Bolton and 
Leigh Railway.   This locomotive built during April and May 1828 was works 
number 11 and was yet another departure from the norm.  Mounted on four 
wheels with leaf springs, the boiler was placed on a bar frame.  The significant 
feature was the angled cylinders driving on the leading wheels through slide 
bars.   
---------------------------------------------------------------------------------------------------------- 
22

 Warren in A Century of Locomotive Building 1823-1923 page 140 states that the order was placed 
after consideration of a report by George Stephenson on ―experiments carried out by himself and 
treasurer of the L&M railway Henry Booth‖.  However, Booth had been pressing the railway board 
for an order as long ago as April 1827 as the L&M minutes reveal.  Stephenson estimated the cost 
to be £550 and the loco to weigh 6 tons. 
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The locomotive worked expansively – that is had the first rudimentary cut-off, 
now found on all steam locomotives23.   
 
In May 1828 the locomotive was ready for shipping and it was taken by road to 
Carlisle and thence by sea to Liverpool.  On Friday August 1 1828 the Bolton and 
Leigh railway opened with the pomp and ceremony which would be seen many 
times at subsequent railway openings.   It was at this event that the locomotive 
was named Lancashire Witch24  by Mrs Hulton the wife of the chairman.   
 
 

 
 
Fig 5 Lancashire Witch.     Stephenson locomotive Works Number 11 
(later Lancashire Witch).  The characteristic angled cylinders would be 
found on all the locomotives built in 1828 and 1829 including Number 19, 
Rocket.  This has led some commentators (including Horatio Allen) into 
believing that Lancashire Witch and her sisters were ―the prototype of the 
locomotive which won the Rainhill trials‖.  In fact they were precursors – 
experimental steps on the way to developing the ultimate design which 
came together in the Rocket.  

 
Although the Lancashire Witch drew much attention from the engineers, including 
James Walker, Horatio Allen25 and John Rastrick, it was only capable of 8mph 
and was soon found wanting in boiler power26 

--------------------------------------------------------------------------------------------------------- 
23

 A note at South St, Newcastle says that Horatio Allen did not like this feature and asked for it to be 
omitted from locomotive works number 12 which subsequently became the D&H Pride of Newcastle.  A 
very good description of this arrangement can be found on page 147 of Warren‘s book based on reports 
from French engineers Coste and Perdonnet.  The gear was driven by a bevelled wheel on the rear 
axle. 

 
24

 The name Witch is not the thing which flies on a broom stick.  In the Lancashire dialect a witch is taken 
from bewitch which means to dazzle with beauty.  So a general translation is Lancashire Beauty. 

 
25

. In the February 24 letter Allen compares the transportation by canal and by rail from Liverpool to 
Manchester and comments that when the railway was open speeds of 8 to 10mph will be achieved.   
With the canal route length at 50 miles and the railway at 31 miles he observed that rail passengers in 
Liverpool would be in Manchester in 3 to 4 hours, less than 

1
/6 of the time taken by canal.  

 
26

. A letter to Timothy Hackworth of July 25 1828.  As early as April 1828 George had concerns about the 
ability to burn coke in the fire of Lancashire Witch.  His letter from Liverpool of the 20

th
 to Robert 

Stephenson recommends that the ―blast‖ from the tender be restricted to sharpen the draught and that 
alternate firing of coal and coke be employed so that ―one would revive the other‖.  There is no 
information as to what the L&M thought of this as coal was specifically prohibited by the L&M Act of 
Parliament.   The modern term for this device is a ―blast-pipe‖ but until 1830 the term blast was only 
used in relation to forcing of air direct into the furnace as per ―blast‖ furnace employed in iron making 
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Despite the large steam exhaust pipes at the base of the smoke stack and the 
venting of the steam up it, the narrowed orifice was omitted, and later Robert 
Stephenson was to augment the fire tube with air pipes from a blower mounted 
in the tender to improve the draught.  This was only partially successful and it 
was not until the October 1829 was it realised that the secret was in the 
venturi/vortex affect produced by a tapering of the discharge pipe to create a 
―blast‖ of air at the firebox.  This knowledge was obtained in a curious manner 
as our tale will relate. 
 
The affect of the weakness in the draughting on sister locomotive, Pride of 
Newcastle was significant but not discovered until the locomotive was delivered 
to the D&H.  

 

9 Horatio Allen’s Travels in England 

 
We left Horatio Allen having arrived in Liverpool in February 1828.  Resident in 
Liverpool was James Maury, the US Consul.  Born in 1746, Maury was a patriot 
and friend of George Washington and consul from 1790 until his retirement in 
1829.  He died in 1840.   
 
Maury had observed the rise of Liverpool and the emerging railway industry.  He 
lived next door to Henry Booth, the secretary to the Liverpool and Manchester 
Railway, and as Horatio Allen would have reported to him on arrival, it is without 
doubt that Maury arranged the first contact with Booth and George Stephenson, 
then also resident in Liverpool.  
 
The biographies of Booth and Stephenson stress their affability and willingness 
to entertain and talk to anyone with an interest in railways, and Allen records in 
1884 that he was soon in the presence of both men.   He records: 
 
―. . . . within 2 days after my arrival in Liverpool I made the acquaintance of George Stephenson 
on the most agreeable relations and from that time during my stay in England I received from him 
every kindness in his power and all the aid to what I had come so far to seek, that was at his 
command at Liverpool, on the Stockton and Darlington railroad and at Newcastle at that time the 
centre of all that was in progress in railroad and locomotive matters‖ 
 

In the February 24 letter to Jervis, Allen reports that George Stephenson 
conducted him over the Liverpool and Manchester Railway work sites.  He visited 
the Wapping terminal and walked through the tunnel to Edge Hill before viewing 
Olive Mount Cutting, then the largest and deepest cutting in the world.  He 
examined the track and noted that the steel rails were mounted in chairs on 
stone blocks and well ballasted.  He also quizzed George Stephenson on the use 
of fixed and revolving axles on wagons and was slightly put out by the robust 
assertion on behalf of the latter.  Allen was to hedge his bets when the time came 
to purchase his samples.  
 
Maury also set up a meeting with a Mr Hartley, engineer for Liverpool Docks.  
Allen was much impressed by the docks and the size of the locks.  Isaac Hartley 
introduced him to the local manufacturer27of chains and anchors and Allen was 

impressed by the strength of their products 
 
--------------------------------------------------------------------------------------------------------- 
27

   The letter is damaged and only part of the name can be read.  It reads Messrs Brown (     ).  It is believed 
that Allen obtained chains from this source for the D&H inclines but no supporting evidence has been 
forthcoming.  In 1884 Allen could not quite remember Hartley‘s name calling him Mr Hastley. 
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One of the first duties was to obtain the iron for the strap rail.  You will recall that 
Allen received a tart answer from the New York ironmaster about the design of 
the iron.  In all, Allen approached seventeen English ironmasters but only three 
showed any willingness to tender.  We know the names of two of these but it is 
most likely that the seventeen were contractors to the Liverpool and Manchester 
Railway and recommended by George Stephenson.  The lowest tenderer was 
Guest28 of Merthyr Tydfil, South Wales and to this place Allen travelled in March 
1828.  To his concern the iron: 
 
 ―. . . was not satisfactory and I said I could not accept iron of that character.  They refused to 
deliver any other‖

29
  

 
Allen then transferred his attention to the next lowest tenderer.  This was W L 
Sparrow of Temple Street, Wolverhampton, Staffordshire.  The Staffordshire 
ironmasters were then smaller than those of Newcastle or South Wales and more 
willing to do odd jobs – for a price30.   

 
Allen records in 1884: 
 
 ―. . . . in ten days the iron was being made on the plan proposed and subsequently the iron was 
delivered in every respect satisfactory‖.   

 
The Sparrow works was a few hundred feet from the Staffordshire and 
Worcestershire Canal and therefore would be shipped to Liverpool by barge for 
transport to New York.  It is likely the iron was there by June 1828.   
 
In 1884 Allen was to say: 
 
―The large amount of (iron of) the same character, made for this country, in after years, was all 
made on that plan.   If the mechanical details of the plan were described there would be surprise 
that there ever had been any question or that it had been thought worth the time to refer to it‖.    

 
I have no details on the strap rail used after 1829 except for that used on the 
B&O, which we know was purchased from the D&H, so the verification of this 
statement is still to be made.   
 
 

In May 1828 Allen wrote a report to Jervis regarding his visit to the Sparrow 
works. 
 
 

--------------------------------------------------------------------------------------------------------- 
 
28

 The Guest Company is the precursor of Guest, Keen and Nettlefold otherwise known as GKN. 

    
29

 In 1828 Guest had a good reputation.  The iron working centres were then in Newcastle, South Wales 
and in the ―Black Country‖ around Dudley and Wolverhampton, the old centre of Coalbrookedale 
being in decline.   The GKN archives have records of iron supplied to a number of US railroads but 
not the D&H and it is unlikely that the details of a failed order would survive.   It is most likely that 
Guest would see that there was little likelihood of an ongoing requirement for the odd shape of the 
D&H section and would not be willing to produce special rollers.  They almost certainly offered a 
rectangular section which Allen would not accept  

 
30

 In one of the twists of fate the Wolverhampton archives where the Black Country records are held are 
located on Temple Street virtually on top of the Sparrow works.    In the Black Country Museum, 
Dudley is a set of rollers from this period which are demonstrated from time to time to roll iron.  The 
museum was unable to tell me from where the rollers were recovered.  
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The report, which was found in the Jervis Museum in Rome, New York, is too 
long to reproduce here but Allen says; 
 
“The person whom I have met with who has had the most experience on this subject is Mr 
Sparrow of [Wolverhampton] he has several miles of private railroads for the accommodation of 
his [estate] and iron works, and he has taken considerable pains to get everything on the best 
plan‖.  
 

It would appear that Sparrow permitted Allen to carry out some experiments with 
his tram wagons and examine the curvature and the use of loose wheels against 
fixed wheels on the same axle which subsequently influenced his decisions on 
wheel and axle purchase31.   The most interesting comment is that Allen saw the 
purpose of the purchase of samples of wheels and axles was to provide models 
for copying in America and he closed his report with the statement: 
 
―I think the company (the D&H) will find it their best economy to get their wheels and axles in 
America if they can get them well done for the prices quoted by Mr (John) Bolton.  I see no 
difficulty in there (sic) being made in America.     The difficulties of case hardening the rims when 
the rim spokes and hub were all cast at once have been almost entirely (eliminated) by splitting 
the hub of the wheel into three or four parts.   The wheels are cast in an iron mould, that in the 
outside is iron against which the metal being suddenly cooled off (creating) the extreme hardness 
of the rim.   It is important that the melted iron would be put in quite hot to secure a good chill on 
case hardening‖. 

  
This shows a very perceptive understanding of cast wheel centres and use of 
shrunk tyres.   
 
On March 3 1828, Jervis wrote to Allen.  The letter crossed with that from Allen to 
Jervis of February 24 32.  He wrote: 
 
―I look with great anxiety for your letter on the question of locomotive engines, but do not wish to 
be understood as nagging you forward to a hasty decision on the matter.  It is true as you may 
well know that I have strong hopes of their applicability to our objective.  If they do succeed as we 
expect, we shall, by the extension I have recently made for the application of machinery to our 
place, entirely dispense with animal power after we reach the foot of the first plane at 
Carbondale‖. 

 
It is not addressed.  Jervis would, of course, not know where Allen was at this 
time.  He may have sent it to Maury but most likely to the clearing agent W & J 
Brown.  Before the days of international banking there were clearing houses, 
usually a banking company, who would have offices in major cities and would act 
as agents for foreign companies33.       
--------------------------------------------------------------------------------------------------------- 
31

 Sparrow is claimed to have had ―several miles in internal railroad track‖ but apart from Horatio Allen‘s 
description little information exists.  It is clear that Sparrow preferred loose wheels on a fixed axle which 
leads one to assume that the Sparrow track was a plate-way and not edge rail.  In this case Allen was 
very remiss at not noting such a major feature.  Allen in his May 1828 report to Jervis is over the moon 
with praising Sparrow‘s wheels.  The Stephenson Order book contains the following entries: 

Horatio Allen 31
st
 May 1828 for two waggon wheels and one axle – one wheel running loose 

and one fixed £8-0-0 
Horatio Allen 30

th
 June 1828 for two waggon wheels and one axle fit up £8-0-0 

It is clear that true to his undertaking to John Bolton he purchased and supplied a wheel set of both 
types. 
 

32
 Larkin records that the letter was not received by Allen until April 21 

 
33

 As close as can be established W & J Brown were William and James Brown of Liverpool part of Brown 
Brothers of Baltimore the then large Banking Group.  Their history is enshrined in One Hundred Years 
of Banking printed in 1900.   The Liverpool office of W & J Brown was established in 1810 and closed in 
1839.   Brown Brothers were deeply involved in the authorisation of the Baltimore and Ohio Railroad.    
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The rest of the March 3 letter concerns details which Jervis wished Allen to 
investigate and have little relevance to locomotives34. 
 
Warren in his book records that Jervis sent a following letter received by Allen on 
or about April 23 re-iterating that locomotive weight must be held to 5.5 tons but I 
cannot find any such letter. 
 
An undated letter from Allen which appears to be late April and in reply to Jervis‘s 
letter of the March 3 says; 
 

―I am going to Glasgow, Newcastle, Edinburgh and return in one month.  Then Oxford, 
Cambridge to London, then possibly Paris and Ireland then return to Liverpool‖    

 
Jervis would not have received this until late May or early June and what he 
made of his globe-trotting agent is not recorded.   Beset by canal problems and 
anxious to receive details of the locomotive work, Jervis could only wait for 
Horatio Allen to surface again. 
 
This he did in May 1828 with a long report 35.  His opening sentence says it all: 

 
―Long ere this reaches you, you will have probably wondered ―what can Allen have been 
about that he has not informed us as to the locomotives – I know that such have been your 
feelings‖ 

   
Only too true! 
 
He goes on to placate Jervis: 
 

―I have just returned to Liverpool having been in Newcastle visiting the railroads in the vicinity 
and observing the operation of the locomotives with the closest attention.  In your estimate of 
their power in your report you have underestimated their power and overestimated their 
advantages‖ 

 

The railroad would have been the Hetton and the Killingworth systems and it is 
likely he was in the company of Nicholas Woods.  There is no mention of a visit 
to South Street works and it is likely he was just fact gathering before any direct 
talks.  
 

--------------------------------------------------------------------------------------------------------- 
 
34

 The letter found in the Jervis Museum at Rome New York, is interesting for readers following the history 
of the D&H Company.  Jervis complained that someone had spoken out of turn to the D&H board 
regarding the use of chains on the inclined planes in England.    He instructed Allen to find out if there 
were any serious reasons why chains should not be used on the D&H saying: 

   
―We have gone too far to change our plan unless some very important objections appear to have been 

overlooked but still I should like to hear from you anything that has a bearing on the question‖.  

 

 In reality chains were a disaster and we do not know what Allen replied, as his letter has not survived. In 
May when he examined the planes of the Stockton and Darlington Railway he would have found only 
hemp ropes.  

 
 The letter contains references to wheels and a discourse on material for axle bearings which is useful 

for researchers.  
 
35

 The original of this report previously held in the Jervis Museum in Rome New York was reported as 
being lost.  However, a hand-written copy was located by Robert Thayer in 1999 from an unknown 
source.  It is undated but refers to ―Robert Stephenson engine being shortly to be placed on the Bolton 
Road‖.  As we know this to be the Lancashire Witch and the date to be June 9 1828 and we have a date 
in Horatio Allen‘s diary of an inspection of the engine dated June 15, then we assume he is reporting 
events which occurred in May 1828. 
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Much of the report concerns a visit made to the Stockton and Darlington Railway, 
where he seems to have stayed for a long time maybe a week.  He says: 
 

―I went three times over the line riding on the locomotives and wagons observing the motion.  
The six wheeled engine takes 20 per cent more load than those on four wheels.  The 
managing engineer is Mr Timothy Hackworth a man possessing strong natural abilities which 
being improved by habits of close observation have given him great practical skills and 
experience‖ 

 

This very long report describes all the features of the Stockton and Darlington 
and includes a contribution by Hackworth on the economies of the locomotive 
over horse power.  The reference to the six wheeled engines means that he rode 
on the Royal George and was clearly impressed by its performance.  He goes on 
to say: 
 
―The dimensions of the cylinders are not worth while to give as the new engines now constructing 
are of a different arrangement and are superior.  Mr Robert Stephenson son of George . . . . is 
making one which is to be at work at the factory (South St) in a couple of weeks and is to be put 
on the Bolton Road on the 9

th
 June‖ 

 

Allen must have been informed that the next Stephenson engine was a radical 
departure from those that had gone before.   The engine referred to is the 
locomotive subsequently known as Lancashire Witch. 
 
The remainder of the report goes on to describe the visit to the Sparrow Foundry 
as previously described and a reference to a meeting with John Rastrick at which 
Allen was told of the construction of the Shutt End Railway for which Rastrick 
was to build a locomotive36. 

 
We next find Allen on the Bolton and Leigh Railway37.  His diary for June 15 1828 

records: 
 

―Bolton, Lancashire.  The Locomotive has a boiler 9ft long 4ft diameter, two fire tubes with a fire 
place in each, two steam cylinders each of 9 inches by 2ft stroke.  The engine is about 6 tons 
weight and the water in the boiler about 1 ton.  The weight of the attendant carriage with water 
and coals will be about 75cwt.  Wheels 4ft diameter by 5ft apart

38
.  

 

The engine draws after it thirteen loaded waggons each containing 45cwt of coal on an assent of 
12ft in a mile at a rate of 8mph.  21.77hp‖

39 

 
 
 
 
 

--------------------------------------------------------------------------------------------------------- 
36

 This was to be 0-4-0 Agenoria, sister locomotive to the Stourbridge Lion.  After this the diary is blank 
except reference to his birthday and a visit to Shutt End Railway with Messrs Cordier from Paris on 
Monday 14

th
 December 1828 which is suspect.     

 
37

 Some authors say that Horatio Allen attended the Rainhill trials of October 1829.  Rainhill and Bolton 
are close together and it is clear that Allen was at Bolton for the opening ceremony and this has 
confused some commentators who are not clear on the two events.   In fact Allen could not have left 
Honesdale and re-crossed the Atlantic in time to have attended Rainhill.    

 
38

 The Bolton and Leigh was standard gauge 4ft 8½ins.   What Allen did not appreciate was that the 
Stockton and Darlington had been built to 4ft 8in but the Royal George, being on six wheels had 
difficulty due to its increased wheelbase.  The result was that the gauge was widened by ½ inch 
which has remained to this day.    

 
39

 The diary of John Rastrick for January 1829 has an identical entry which would tend to indicate that 
Rastrick was recording events of many months earlier rather than witnessing it himself. 
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The endemic shortage of steam was of note because he observed: 
 

―I saw the valve on the boiler being fastened down.  The steam must have risen to a very 
dangerous weight‖

40
. 

 

The diary has an entry for June 16 1828 when Horatio Allen visited the Middleton 
Railway in Leeds.  This line was one of the oldest in the country, having been 
constructed in 1804 and latterly, converted to locomotive operation.  It was 
worked by Blenkinsop‘s curious locomotives, which obtained traction by means 
of gears and a toothed rail.  Clearly he was not impressed because he never 
mentions the locomotives again 
 
On June 17 he was again in Darlington sketching a ―steam engine‖ after which 
he at last appears in South Street. 
 
 
10 The Orders for Locomotives are Placed 
 

Horatio Allen reported that the orders for locomotives had been placed in a letter 
dated July 19 1828.   Before we consider those orders let us review the 5 months 
that Allen had been about in Europe.  
 
What is extraordinary is the ground he covered in that time and the people he 
was able to talk to.  They were the people at the pinnacle of the industry and 
those who were best placed to give him clear information about the construction 
and operation of the railroad.  From his reports and letters it was apparent that he 
understood the art of railroading and that he learnt very quickly.  Yet, he seems 
to have ignored the messages coming over.  Summarised, these are: 

 

 Locomotive technology of the time produced locomotives of 7 to 10 tons 
with wheel loading of 2 to 2½ tons 

 Wooden track had been superseded by wrought iron rail on stone or 
wooden transverse ties with stone ballast 

 Almost all rail vehicles had rotating axles the technology being 
concentrated on improving bearings.  Rotating wheels had been 
confined to those lines which operated as plateways. 

 For the passenger service on the Liverpool and Manchester, the 
plodding locomotive workhorses of the colliery lines would not do.   
Something better was required. 

 
Some of these had been alluded to in correspondence with Jervis, but the clear 
warning that the desires of the D&H were unlikely to be met was not made. 
 

 
40

 The boiler pressure was 50psi and the Stephenson safety valve was a lever held closed by a weight 
(see picture of Lancashire Witch).  It was a simple matter to lean on the weight to increase steam 
pressure, a factor which was often employed by enginemen in the early days when faced with poor 
steaming or puny locomotives.   Many boiler explosions were caused through this.  No doubt Horatio 
Allen observed this from a safe distance having been informed of the effect of boiler explosions on the 
S&D.   The locomotive was still in this condition in January 1829 when James Walker visited the Bolton 
and Leigh.  The absence of a locked safety valve and the practice of leaning on the lever to produce 
sufficient steam pressure caused Walker to discount this locomotive in his recommendations to the L&M 
board.  This matter did not endear Mr Walker to either George or Robert Stephenson leading Robert to 
observe that this locomotive:  
 ―. . . .  was the most efficient Mr Walker had examined and deductions from its performance 

would have approximated nearer to truth that the data extracted from those of the Darlington 
Railway‖.  



The Pride and the Lion  Page 26 of 78 Wayne County Historical Society 

It may have been that Allen had listened to the Stephensons, Booth and 
Woods and perceived that a breakthrough in boiler design was close and that 
his orders might enable the D&H to get in on the ground floor of the technology.   
On the other hand he may have feared that Jervis would pull the plug on the 
project and abandon locomotive working.   Allen‘s motives are conjectural.   In 
1884 he said he was surprised that Stourbridge Lion did not have a multi-
tubular boiler of the Rocket type which he understood was to be supplied.   In 
fact he left England some six months before the concept was finalised in the 
minds of the Stephensons and Henry Booth. 
 
So Horatio soldiered on with his locomotive purchases. 
 
In early July 1828 Horatio Allen was with John Rastrick in Stourbridge.  John 
Crompton in his article (see reference list) believes that Rastrick was 
recommended to Allen by George Stephenson as a potential supplier of 
locomotives but this is unsupported.  
 
The firm of Foster and Rastrick and Co had been formed in 1819 and was well 
known as a supplier of engineering products - Foster being the ironmaster and 
Rastrick the mechanical engineer 41.  The firm had been appointed as 
engineers for the Stratford and Moreton Railway which opened in 1826 
although locomotives were not involved, but in November 1827 they undertook 
to build the Shutt End Railway then projected for local coal mining activities.  
For this locomotives were contemplated. 
 
When Allen arrived at the factory he found that the firm‘s locomotive building 
experience was limited42.  Rastrick, however, had studied the locomotives at 

Newcastle and had spent some time with Hackworth, as his notebooks record.   
He therefore perceived the good points and the bad points.  He did not always 
agree with the Stephensons, particularly when he was chosen to review 
Stephenson‘s work on the Liverpool and Manchester Railway and played down 
the role of the locomotive.  
 
Nevertheless, when it came to business Rastrick was not adverse to breaking 
new ground.  Rastrick‘s diary for February 28 1828 records a reference to a 
―rail road carriage‖ for the Shutt End Railway.  John Crompton in his article on 
Rastrick (see references) makes a clear case that this has to be referring to the 
locomotive known as Agenoria. 
 
 
 
 
 

 
41

 Whilst researching the records of W&L Sparrow at Wolverhampton a tender for a new blast furnace 
was discovered dated 1827, addressed to the Sparrows and signed by John Rastrick.  It is not 
known if this was ever supplied.   

 
42

 This statement is has to be tempered with the knowledge that Rastrick had built Catch-Me-Who-
Can a locomotive for Richard Trevithick in 1808 but this was when he was a junior engineer in the 
Hazeldine Foundry in Bridgnorth.   A second Trevithick locomotive may also have been built by 
Hazeldine during Rastrick‘s tenure and of course Agenoria was being built when Allen arrived. 
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Thus when Horatio Allen arrived he was able to see one locomotive in 
advanced state of construction.    The four locomotives 43 which were built in 
1828/9 were almost identical and were the ultimate design of the ―grasshopper‖ 
family of locomotives44.  But it was to be a dead-end line of development.  The 
appearance of the Rocket in October 1829 was to make all other designs 
obsolete overnight and no more were built in the UK. 
 
The locomotive design of Rastrick was a tribute to his engineering skill.  The 
position of the smokestack, the blast pipe, heat exchanger (see later), safety 
valves and fusible plugs were all state of the art.   There is no doubt that had 
the D&H persevered with locomotives then the Stourbridge Lion would have 
been as successful as was Agenoria which had a working life span of some 
forty years.  
 
Rastrick‘s diaries fail to mention anything about the discussions with Horatio 
Allen.   They must have discussed boilers.   Allen in his visits to Bolton to see 
Lancashire Witch noted that it had two flue tubes but he had also spoken to the 
Stephensons and Henry Booth and may have picked up the germ of the need 
to increase the heating surface area.   His knowledge would extend to 
understanding that many small tubes greatly increased the evaporation of 
water, but without a firebox the use of multiple tubes was difficult.  Allen was 
later to say in 1884: 
 

―I specified a multi-tubular boiler to Rastrick‖      

 
It is most likely that Rastrick agreed to employ as many flue tubes as possible, 
but they would have remain just that – flue tubes, and not the water jacketed 
firebox and array of fine tubes, which was the success of Rocket in October 
1829. 
 
 
 
 
 

--------------------------------------------------------------------------------------------------------- 
 

43
 These were Agenoria (Shutt End), Stourbridge Lion (D&H), Delaware (D&H) and Hudson (D&H).  I 

make no apologies for the use of the latter two names.  I am aware there is no substantiating 
evidence for these names but it is useful shorthand.  There has been speculation that with the 
Shutt End unready the first locomotive was re-engineered to supply the D&H with their first 
locomotive (Stourbridge Lion) making that locomotive the first to be finished.  However, John 
Crompton points out that Agenoria was at work before Stourbridge Lion was shipped making it 
highly unlikely.  In addition Rastrick made changes in design of the three D&H locomotives which 
would have precluded any re-working of Agenoria – this will be dealt with later. 

 
44

 John Crompton in his studies on the Rastrick locomotives concludes that with no weight restriction 
on the Shutt End Railway the use of plate frames and cast iron wheels was a sensible design 
decision.  However when it came to those for the D&H some reduction in weight was essential.  
Rastrick therefore copied Stephenson‘s bar frames for those locomotives and used oak wooden 
spoked wheels and fellows with wrought iron rims.   Crompton‘s conclusion is that some .7ton 
(1500lbs) was saved in weight of the D&H locomotives over that of Agenoria.   He also observes 
that Agenoria‘s boiler shows signs of hasty construction over that for Stourbridge Lion.  In particular 
the boiler end, so important in the Stourbridge Lion which displayed the painted lion head, is made 
in two pieces riveted together – a factor which indicates the lack of time to acquire a 4ft disc for the 
construction of Agenoria.  
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A few days later Horatio Allen was at last in Newcastle at the South Street 
works of Robert Stephenson.  We know this from the date on the only surviving 
drawing relating to the Pride of Newcastle, then, simply works number 12.  
 
The drawing (in original script) reads; 
 

Distance between inside of rails 4ft 3ins.     Boiler to be 9ft 6 in (a) and such a 

diameter as is necessary (b)  
The greatest curve the engine will have to turn (except turnout) will be where the 

versed sine is to the chord 1:60 (c) 
Wheels 4ft diameter and 6ft centre to centre 

The expansion apparatus to be omitted and an auxiliary regulator put in (d) 

Engine for Mr Allen July 23rd 1828 (d) 
 

Notes on above; 
 

(a)  The drawing originally had 10ft but this is crossed out and 9ft 6in substituted.  This 
amendment is in a different hand and ink.  

(b)  The same hand as in (a) above later added 4ft 2in diameter to the boiler size 
(c)   This is added by yet a different hand 
(d)   In the same hand as the first line  

    

The drawing is reproduced below.  

 
 

Fig 6 No 12‘s boiler and wheels.    This is a reproduction of the boiler drawing 
created in July 1828 for Horatio Allen by an un-named draughtsman in South 
Street Works, Newcastle.  The angle of the cylinders to the coupling rod is 33

0
, 

the wheels 4ft diameter and the
 
wheelbase 6ft.   This drawing gives the base 

size for the drawing of the Pride of Newcastle on the front cover. The notes 
reproduced in the previous paragraph) are arranged above the boiler drawing. 
 

The hand-written notes seem to indicate that they were written during or shortly 
after direct discussions with Horatio Allen.  There are strong feelings amongst 
some members of the Stephenson Trust that only Robert Stephenson dealt with 
customer‘s requirements.  I have, however, been unable to place Robert in 
Newcastle during Allen‘s visit, and it is most likely Allen was seen by the chief 
draughtsman and the subsequent amendments were Robert‘s.    The versed sine 
is the term versine used today for determining radius and is the distance (in ft) 
from the chord line to the rail at the centre of a cord 60ft long. 
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The engine as works number 12 was similar to works number 11 (Lancashire 
Witch).  The factory kept detailed records of each engine, but in 1831 a new 
book, called the Description Book, was started and the records copied in from the 
old book (which is now lost).  It is significant that works numbers 1 to 10 were 
omitted as if to say ―this is a new start with Robert Stephenson’s return from 
Columbia‖.   
 
The details for works number 11 and 12 are: 
 
Detail Description of Lancashire Witch 

(No 11) constructed 1828 
Description of Allans (sic) 
engine America (no 12) 
constructed 1828 

Boiler 

Diameter of boiler 4ft 4ft 1in 

Length of boiler 9ft 9ft 6in 

Diameter of fireplace 4ft 3in 4ft 3in 

Heating surface of boiler 66 sq ft Not tabled 

Size of fire tube 1ft 6in 1ft 7in 

Number of fire tubes 2 2 

Tubes Straight Straight 

Cylinder 

Diameter of steam cylinder 9in 9in 

Length of stroke 2ft 2ft 

Angle of cylinders to horizontal 39
0
 33

0
 

Size of steam passage 4¼x¾in Not tabled 

Proportion to cylinder 1/20 Not tabled 

Proportion of space for water to 
contents of cylinder 

30 times Not tabled 

Proportion of space for steam to 
contents of cylinder 

42 times Not tabled 

Chimney 

Size of chimney 1ft 8in 1ft 8in 

Pump 

Size of hot water pump 1½in 1½in 

Length of stroke 2ft 2ft 

Proportion of quantity injected to 
cylinder 

1/16 Not tabled but probably the 
same as no 11 

Principle Dimensions 

Extreme length of engine 12ft Not tabled 

Extreme height of engine 8ft 4in Not tabled 

Wheels (wood) 

Diameter of wheels 4ft 4ft 

No of wheels 4 4 

Other 

Weight of water 18½ cwt (2072lbs) Not tabled 

Other details not in Description Book 

Wheelbase 4ft 9in 6ft 

 

It will be noted that there are many common dimensions between No 11 and 12 
leading to the conclusion that they were very similar.   
 

The main difference was that the wheelbase of No 12 was opened out to 6ft and 
in consequence, the angle of the cylinders lowered to 330.   It will be noted that 
the boiler diameter was 4ft 1in, one inch smaller than on the drawing of July 23 
1828.   As regards length, No 12 could not have been less than 12ft 6in long. 
 
In all this there is no discussion on weights.  Weight estimation at design was in 
its infancy but there is no record of the ―as built‖ weight either.  In fact obtaining 
estimates of weight has been one of the most problematic issues.  Down the 
years many weights have been suggested by various authors. The difficult arises 
from whether the weight includes the tender and is in ―dry‖ conditions or in 
working order.   In my article for Railroad History (November 2009) I carried a 
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lengthy analysis of the weight without tender and concluded the following to 
which the reader is directed for the detail: 
 

Pride of Newcastle  Empty – 6.5tons,   Working order – 7.5tons 
Stourbridge Lion  Empty – 7.5tons,   Working order – 8.6tons 

 
The above weights are Imperial tons of 2250lb which gives the weight in lbs as: 
 

Pride of Newcastle  Empty – 14625lbs,   Working order – 16875lbs 
Stourbridge Lion  Empty – 16875lbs,   Working order – 19350lbs 

 
Readers will note that previous publications can quote anything from 7 tons to 11 
tons but usually there is no clarity in which locomotive is being quoted, in what 
condition and whether or not the tender is included.  It is most likely that 
Stourbridge Lion was 11 tons in working order with a loaded tender.    The weight 
of the replica locomotive at Honesdale would appear to support this.   However, it 
is important to realise that the replica is a clone of Agenoria and therefore a 
difficult comparison. 
 
At this point, in July 1828, Horatio Allen knew that any Stephenson engine would 
weigh about 7 tons or above but there was no previous data on the Rastrick 
engine as none had been built before45.    Logic dictates that with a similar flue-
tube boiler and the same dimensions as the Stephenson, then the weight of a 
product from Stourbridge would be much the same.  This was twice the weight 
specified by Jervis. 
 
Nevertheless, sometime around July 19 1828, 46 Horatio Allen placed an order 

for three locomotives with Rastrick and one with Stephenson.   Why Allen placed 
three with Rastrick, who at the time was untried in locomotive construction, is 
unclear, but the answer may come in the price, the Newcastle locomotive costing 
some £550 and those from Stourbridge £460 each.   One can hypothesise that 
Allen was being wise in that the majority order went to the lowest tenderer, but 
there was insurance in that one engine was a proven design, albeit some 20% 
higher in cost.   He reported to on July 19 to Jervis that: 
 

 ―. . . .the orders are placed . . . . the locomotives are heavier than expected‖  
 

But he seems to have failed to say how heavy. 
 
Having completed this task Allen appears not to have taken any interest in the 
locomotives until their arrival in New York in 1829.  
 
 
--------------------------------------------------------------------------------------------------------- 
       
45

 Warren in his Century of Locomotive Building 1923 concluded that Lancashire Witch 
weighed 7 tons and Horatio Allen concurred with this in 1828 (see Chapter 9).  If we 
assume this to be in working order and we know the water weighed 2072 lbs or .9 ton 
then the empty weight of Lancashire Witch would be 6.1 tons.  With a longer boiler 
carrying more water and a longer frame the .4 ton difference from the Pride of Newcastle 
estimate is not unreasonable.   

 
46

 The South Street Order Book contains an entry for the July 19 1828 in which material for 
the construction of a locomotive was placed with a supplier.  These were cleared in the 
accounts for July 31 1828 but the nature of the material is not recorded.   
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Horatio Allen now continued his globe-trotting, returning to the continent.  It is not 
known when he returned to New York but he was there in January 1829 47.  

 

11. Construction and Delivery 

  
Stephenson‘s works completed No 12 in October 1828.  The accounts for 
October 20 1828 show: 
 
 One locomotive engine without tender free on board this port £580-0-0    

  
Followed by: 
 
 On Account: The Delaware and Hudson Canal Co  
    Account of F, W and J Brown and Co 
 
 5 bank past bills    £550- 0-0 
 1 Bank of England note   £  20- 0-0 
 Passed by them to Geo Stephenson £   2-14-0 
 3 months discount 

(a)
   £   7-  6-0  

      ------------- 
      £580- 0-0 
 

(a)The discount charge was interest charged on account not cleared within three months of order 
(this had expired on the 19

th
 October). 

 

The works at South Street, Newcastle was, of course, not rail connected.  As 
Newcastle was an East Coast port, all transport other than to Europe would need 
to pass round Scotland or pass through the English Channel. For sailing boats 
the passage round Scotland was extremely dangerous.  Nevertheless, there was 
no choice but to carry completed engines by sea except those for the West Coast 
of England.   
 
Engines destined for Liverpool (on the West Coast) were dismantled and carried 
by road from Newcastle to Carlisle. In the accounts for November 30 1828 is the 
carriage charge for Lancashire Witch from R Pickersgill, who levied £25-0-0 for 
this service.  This compares unfavourably with the shipping charges to New York 
– see later. 
 
In October 1828 The South Street Works decided that the transit by sea round 
Scotland was too hazardous to consign the precious D&H engine.  As a result 
the decision was taken to take the engine to London by a coastal ship and 
transfer it to an ocean-going packet. 
  
South Street works was some 100ft above the River Tyne and, once tested, 48 No 
12 was dismantled and crated for its sea voyage.   The route to the quays would 
have been by Forth Street and the sloping roads down to the river.  A local carter 
would have been employed with horse draw drays. 
 
--------------------------------------------------------------------------------------------------------- 
 
47

 There is a report of Horatio Allen visiting the Shutt End Railway, Worcestershire in December 1828 but 
this cannot be substantiated 

 
48

 While not rail connected it is possible the works had a short length of standard gauge track.  There was 
of course no track of 4ft 3in so any testing would have been static with the locomotive raised on blocks 
as was later done in New York.     
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In the accounts for December 31 1828 we have: 
 
 The Delaware and Hudson Canal Co 
 For freight of locomotive engine 
 From Newcastle to London on the snow Younghusband 

49   
    

136cwt 3qts 26lb at 20/- 
50    

£6-17-0 
  

Charges for shipping in London on Columbia 
51

 to New York 
 
  5 packing cases hooped with iron   £25-8-10 
 

Paid by bill from W & J Brown 
 

It is interesting to note that the whole of the 4000 mile sea transit to New York 
cost some £31 whilst the 80 miles of land transport to Carlisle for the same 
weight cost £25.    
 

One hundred miles away in Stourbridge, Rastrick was working on his first 
locomotive for the D&H.  Things were going slower here and it would be 1829 
before this would be shipped.  For Foster and Rastrick transport was easier, first 
by canal to Liverpool and then by ship to New York.  Nothing has been found to 
date on the transport costs, but they would be less than road and more than 
coastal sea. 
 

Both Warren and Deny Marshall say that Walker, on a visit to Rastrick in early 
1829, saw the D&H locomotive almost complete. 
 
The Stephenson locomotive arrived in New York on January 15 1829 on the 
Columbia.    Some 4 months behind this on May 13 1829 the John Jay docked 
from Liverpool with the Rastrick engine52.      
  

--------------------------------------------------------------------------------------------------------- 
 

49
 A ―snow‖ (pronounced sn-ow with ow as in cow) is a twin-masted coastal brig.  The name is of 18

th
 

century North Country origin but was adopted by Lloyds Register sometime in the early 1800s.  The 
Younghusband had an interesting career.  Formerly French, it was seized as a prize of war by the 
Royal Navy about 1815 and sold to a consortium in Newcastle in 1824.  It traded from the quay 
now know as Tyne Commission which was just below the South Street works of Robert 
Stephenson.  The Younghusband was lost with all hands in 1831.   

 That round-Scotland sea transport was dangerous is illustrated by the events which befell 
Stephenson engine works number 17.  Ordered by Captain Whistler for the Boston and Providence 
Railroad (see note below) it was shipped from Newcastle on the ship Frazer.  On the 28

th
 

December 1829 the Frazer founded off Peterhead in a storm.  Although many of the bits of No 17 
were recovered, the locomotive never made the US and the boiler was used for stationery 
purposes and the rest scrapped.      

 Note: In the accounts there is an entry for December 1829 for the Baltimore and Ohio Railroad for 
an engine shipped in the Frazer for £585-5-0.  There is therefore uncertainty as to which railroad 
No 17 was destined to.  Whistler may have represented more than one railroad which may be the 
cause of the confusion. 

 
50

 This equates to 6.849 tons including packing.  Therefore an estimated loco weight in dry condition 
is 6.5 tons.  

 
51

 Nothing is known of the Columbia. We do know the tug Robert Edwards transferred the crates from 
the Younghusband to the Columbia in London Docks.   English excise duty of £3-3-0 was paid.   

 
52

 In 1870 Horatio Allen supplied William Brown with a copy of a letter dated May 12 1829 reporting to 
Jervis that he had notice via a Yankee clipper called The Canada of the imminent arrival of the 
Rastrick engine.  The ship had sailed from Liverpool on April 15 1829.  He also supplied a letter 
dated May 17 1829 to Jervis which stated he hoped to have the Rastrick engine in steam in a 
week.   The ship John Jay may be named after the patriot John Jay (1745-1829), friend of Garrett 
Abeel and later governor of New York State and first Chief Justice of the United States 
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12.  In New York January to July 1829 
 

The D&H canal was closed from November to April or May due to ice, and Jervis 
had hoped that the locomotives would be delivered before the canal closed at the 
end of the 1828 season.   The delays in ordering and then delivery, however, 
meant that several months would elapse before the locomotives could be 
shipped to Honesdale.  
  
As a result, the Stephenson locomotive was taken to the foundry of Abeel and 
Dunscomb.  The foundry was at 365 Water Street, Manhattan53 and was owned 
by Garrett Abeel and his partner Edward Dunscomb.  Garrett Abeel was born in 
1768 and had largely retired by 1827.   Edward Dunscomb was his son-in law 
having married Garrett‘s daughter Mary.  
 
It is clear that the locomotive parts were removed from the crate and assembled, 
but there is now a gap of some four months before anything further is known.  It 
is clear that the D&H management wished to demonstrate their new acquisition.  
The earliest steaming was May 27 1829 but this is believed not to have been 
public.  
 
Philip Hone recorded in his dairy for June 11 1829: 
 

 ―The second locomotive which was imported was set up this afternoon in the works of Mr 
Kemble and succeeded as well as the one seen yesterday‖ 

 

This would imply that the Stephenson locomotive was demonstrated June 10 
1829 a date which is also recorded by Bliss Blackman a Manhattan socialite.  
 
We know that there was no track and that the locomotive was demonstrated by 
jacking it up on blocks and allowing the wheels to revolve under steam.  
 
The arrival of the Stephenson engine in January set the D&H management to 
wondering where the Rastrick locomotives were.  Samuel Flewwelling, the 
treasurer of the D&H, wrote to W & J Brown & Co in Liverpool to send someone 
to Stourbridge to find out what was going on.      
 
We know that the first locomotive was largely finished in January 1829 and 
Brown‘s representative would have had to arrange transport to New York.  In this 
case the earliest the D&H would have been notified about the first locomotive 
being on its way would be mid-March.       
 
Brown‘s reply seems to have included a letter from Rastrick claiming the delay 
had enabled him to make improvements to the later locomotives which would 
―improve their performance‖.  This seems not to have mollified Flewwelling as he 
wrote back to Brown that there ―could not be any additional equipment that would 
have justified a six month delay and that damages to the D&H had resulted 
because they did not have their engines‖. This was an exaggeration as the canal 
was still closed by ice and the railroad was still incomplete. 
 
--------------------------------------------------------------------------------------------------------- 

 
53

 Water Street still exists but its northern end is reputed to have become Pearl Street. The foundry is 
believed to have been more or less under the western abutment of the Brooklyn Bridge.  
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On its arrival on May 13 1829 the first Rastrick locomotive went to the West Point 
Foundry on Beach Street, Manhattan.   This was founded by William Kemble54.    
Later the foundry was to move to Cold Spring, New York, on the west bank of the 
Hudson River, when the Beach Street premises became too small.   One of the 
workmen here was David Matthew.   A Scot born in 1810, he immigrated in 1816 
and became an apprentice at West Point in 1826/7.   In later life he recorded in 
detail all that went on in the early years of locomotive operation and construction 
and was largely responsible for the Mohawk and Hudson RR, Locomotive De 
Witt Clinton in 183155.   We will meet this locomotive and David Matthew again.    

In common with many provincial migrants he was fiercely anti-English, and there 
was acute resentment in the fact that the first locomotives were English, and 
expressed grim pleasure when they failed56.  
 
Matthew therefore had an opportunity to inspect the Rastrick locomotive by mid-
May 1829.  We do not know if he saw the Stephenson locomotive, but it is highly 
likely. 
 
We know that the Rastrick locomotive was successfully steamed on June 11 
1829 and with the successful steaming of the Stephenson locomotive and the 
canal open, all appeared to in order for the final leg to Honesdale.  
 
Clearly this was what the engineers thought.  On June 22 1829 Horatio Allen 
wrote to Jervis: 
 

―I agree with you thinking it is best to put the Pride of Newcastle on the summit plane and 
find that we must take it to pieces before we send it up, as not more less than 13 inches are 
necessary on each side.  The other engine had better be placed at the head of the canal 
and the remaining two (if they ever arrive) taken to their place of labour before they are put 
up.‖ 

 

This is the first mention of the name Pride of Newcastle.  It is interesting that the 
―other engine‖ is not yet called by is known name.  Clearly Allen was being 
sarcastic about Delaware and Hudson as at the time of writing to Jervis no news 
was forthcoming.   
 

 
54

 There is a lack of consistency in the spelling – some authors have the name spelt Kimball or Kimble. 
  
55

 David Matthew became master mechanic for the Mohawk and Hudson RR in 1833 and later, in 1836, 
the Utica and Schenectady RR.  In 1842 he abandoned railroading and took up the management of an 
iron foundry. 

 
56

 David Matthew was both a skilled mechanic and an able draughtsman.  American Heritage Magazine 
for March 1985 printed a number of his drawings from 1884 drawn from his notebooks and memory.   
He was at the time living at 1161 Howard Street, San Francisco, California.  The drawing in pen and ink 
with water-colour wash are an accurate depiction of the locomotives in the 1829/1833 period.  
  
As regards the events of Honesdale he writes: 

 
 ―Stourbridge Lion only ran for 5 miles on the D&H Rly by H Allen in 1829 and was then abandoned.  

Also two others imported by that company no further use was made of them as locomotive engines on 
Rly.  Leaving the track clear for American built locomotives to start the Rly in America.  The public 
speakers all give the credit to the English Engines so much they have been led astray in this matter and 
deceived their hearers‖. 

 
 This is written on a drawing of all the early engines which also has a side elevation of the West Point 

Foundry itself.  Curiously, the Stephensons and their engines are not mentioned at all despite the fact 
that they supplied forty-two locomotives between 1829 and 1838 to US railroads out of the hundred and 
six English locomotives imported to that date.  This represents about 33% of all locomotives running at 

that time.  
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Rastrick, however, wrote to Horatio Allen on June 12 1829.   This letter would not 
have reached Allen until after the two locomotives in New York were dispatched 
to Honesdale but Treasurer Flewwelling wrote to Bolton on August 8 1829 that 
the letter had been forwarded by W & J Brown.   In essence the letter said that 
the remaining two locomotives were complete and ready for dispatch and that 
one was fitted with a hot water reservoir.   In addition, Rastrick was sending the 
reservoir parts to modify the first (Stourbridge Lion) and second locomotive.   We 
do not know if Horatio Allen knew the full details of the latter information but it is 
possible that this matter was discussed in England.   
 
In these early days of railroading little thought was given to improving thermal 
efficiency, it was problem enough to get the locomotives to move, let alone 
reduce the coal consumption.    However, Rastrick was an engineer more used 
to static machinery and where steps had been taken to improve efficiencies.  It is 
clear he had decided to supply a feed water heater (hot water reservoir) which 
would transfer heat from the exhaust steam into the water supply to the boiler so 
that less coal would be required.   This was an innovative step and it would be 
many years before such devices became standard on locomotives.  
 
That Horatio Allen knew of this is supported by his next paragraph in the June 22 
letter to Jervis: 
 

―I have had the hot water reservoir applied to the Pride and think it will materially improve its 
ability‖ 

 

Why did the Pride of Newcastle want improving?  There may have been 
discussion on the thermal advantages of feed water heating, but the Pride had 
not run anywhere, so any deficiencies in this area were not yet known.  Could it 
be that the locomotive did not steam well?   We shall see on this score. 
 
What the hot water reservoir devised by Allen was like, may never be known, but 
its application may have been terminal for the locomotive.  The reservoir may 
well have looked like the one designed by Rastrick for it is possible that the letter 
from Rastrick in May 1829 may have contained drawings. 
 
Allen continues: 
 

We will put it (Pride) in motion tomorrow at 11 and then must take off the cylinders and get it 
in readiness to send off as soon as is thought desirable.  The height of the chimney that you 
mention will I think answer very well for the Stourbridge engines but if the expense would not 
be too great I would like to obtain 15ft clear‖.   

   
So the Pride of Newcastle was steamed again on June 22 1829.   The 
Stephenson cylinders were high up and made the locomotive wide at the point 
where it would foul the canal barge sides.  In addition there was some concern 
about the clearances on parts of the canal.  Removing the cylinders would 
reduce the weight of the Pride significantly, which would aid its removal from the 
canal boats in Honesdale.     As regards chimney height history will record that 
the height of that on Stourbridge Lion would not ―do‖, the first run on August 8 
being brought to an untimely end when the chimney fouled an overbridge along 
Prompton Plane.  
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Allen had some words to say about the foundries: 
 

―. . . . our friend Dunscomb has tried and continues to have his hands full but I believe crowds 
everything as fast as practical.  The West Point will, I think get their work done in time and 
reasonably right.  They have not behaved well at all and if it would not have been injuring 
ourselves more than them, I would have sometime since have recommended the breaking off 
of the contract and try elsewhere.  The fact is they plead press of business when they took 
the contract and entered upon rather unwillingly.  I think now, however, that the only end 
result will be some anxiousness which will not be realised‖. 

 

Both foundries were busy.  At the end of June 1829 Allen became alarmed when 
Dunscomb announced that he was to close for two weeks with almost no notice, 
which spurred the removal of Pride of Newcastle from the foundry57.   Allen‘s 
concern about the West Point Foundry is puzzling.  Clearly Dunscomb concurred 
with Allen‘s tendency to fiddle with the design and the equipment, as he modified 
the Pride whilst it was there, but the West Point Foundry may not have been so 
accommodating, leading Allen to recommend a move of base.   Any rift was not 
to last long, as Horatio Allen was to use West Point again in his other roles.  
 
Allen‘s letter continues: 
 

―From the top of the rail to the top of the water cask is 5ft exactly.  I have ordered the casks 
all of the same dimensions. . . . . . On the plane it would be sufficient if provision were made 
for taking water only at one end: the reservoir would abundantly supply for the passage and 
back‖   
 
―I am completely tired of the city and of being asked when will the railroad be in operation.  
From the anxiousness with regard to the completion of this work one would think that they 
had forgotten that in the beginning of 1825 nothing was done on it and now in 1829 a canal of 
105 and a railroad of 17 miles over a particular difficult country are all but completed. Verily 
even a moderate piece of patience would not be illy (sic) applied to them‖ 

 

He added: 
 

―Letters from the south appear favourable.  I think that I shall go‖ 
―I wish you would inform me . . . . . when the canal will be navigable by two boats‖ 

 

Without doubt the construction of the railroad and canal in such a short time was 
an exceptional feat, but the investors wanted to know when coal would begin to 
be moved in earnest.   The arrival of the offer from the South Carolina Railroad is 
noted, and this signifies to Jervis that Horatio Allen was going to take up the 
position of Chief Engineer for that Company.  Jervis was, at this time, beset by 
canal problems.  The speed at which the canal had been built had meant that 
some work had been skimped, leading to a series of breaches and dry pounds.  
This alone is the main reason for the delay in committing the locomotives for 
shipment to Honesdale. 
 
 
 
 
--------------------------------------------------------------------------------------------------------- 
 
57

 The reason for this closure is not known.  However, Garrett Abeel‘s son (Dunscomb‘s brother-in-law) 
was dangerously ill and died about this time so this may be the reason. The death of his son so upset 
Garrett Abeel that he committed suicide December 1829. Allen reported the Dunscomb closure to Jervis 
in a letter dated June 25 1829 (Jervis Museum, Rome NY).  
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On June 23 and 25 1829 Allen again wrote to Jervis.   In the first letter Allen 
discussed recruitment of enginemen58 for both locomotives and stationary 
engines and also for the engagement of blacksmiths.  In the June 25 1829 letter 
he reports the action taken by Dunscomb to close the works for two weeks (see 
Chapter 12).  Dunscomb had made sixty-one wagons but the order was bigger 
than this for Allen says: 
 

―I intend to advise West Point to make 20 wagons more and even more if they can get them 
done in time and deduct the like number from Dunscomb contract‖. 

 
He goes on: 
 

―I shall have Kembles (West Point) supply the deficiency in (Dunscomb‘s) wheels as soon as 
possible‖   

 

And then enigmatically: 
 

―I am having 6ft more of chimney to the Pride of Newcastle‖ 
           
Abeel and Dunscomb were to pay a heavy price for the abrupt and unannounced 
closure but not before Allen again fiddled with the Pride of Newcastle’s works.   
Why do this?   Could it be that the June 21 1829 steaming still showed a 
weakness in the ability to maintain steam pressure?  
 
By the last week in June both locomotives had been tested and dismantling in 
hand ready for the transfer to Honesdale.   Jervis confirmed that the canal was 
watered, so everything was ready. 
 
13.  Next Stop Honesdale - July 1829 

 

Horatio Allen spoke of two canal boats.  It appears the original idea, proposed by 
D&H President John Bolton, was to load the locomotives onto the canal boats at 
New York and tow these to Rondout Creek, close to the tide water terminus of 
the canal.   In April 1826 the canal company had taken possession of The Strand 
at Rondout, an area facing the Hudson at which river steamers of 10ft draught 
could moor.  They had also purchased a small steam towing vessel called 
Rondout in February 1828 for transfer of boats up Rondout Creek to the start of 
the canal proper at Eddyville.  From here the power would be mules.  The 
Rondout was a sidewheeler, 71½ft long and built in Poughkeepsie and 
considered to have the power of 10 horses.   The Canal Company used 
anthracite instead of wood for fuel in order to demonstrate to the steamboat 
operators of the Hudson the advantage in the new fuel.  
 

 

 

 

 

 

 

 

 

 

--------------------------------------------------------------------------------------------------------- 
 
58

 In 1902 Dr Otis Avery wrote that one man recruited was Nathan Kellog(g) who later kept a hotel in 
Bethany.  However, this was later refuted in a subsequent letter.  
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On Tuesday June 23 1829 Treasurer Samuel Flewwelling wrote to John Bolton: 
 

―The two canal boats arrived here (New York) on Sunday
59

 (June 21 1829) and one of 
them has been left at the dock near Kemble‘s (West Point Foundry, Beach St): the other 
was to be taken round to Abeel and Dunscomb‘s (Water St, East River) today. Mr Allen 
understood from Mr Jervis that the locomotive engines were not to be sent up until the 
breach at the Pulpit was repaired of which Mr Jervis was to advise him: and thinks that if 
they are sent this week the boats will be delayed some time with the engines in them‖ 

60
  

 

However, Chief Engineer John Jervis did not like the idea of the canal boats on 
the Hudson with their precious cargo and vetoed this proposal.  The engineers in 
New York were left with no choice but to convey the locomotives to Rondout by 
Hudson River steamer and make the transfer at Rondout.  
 
The Congress would have made its normal run on Monday (June 22), Thursday 
(June 25) and Monday (June 29) to return on Thursday morning July 2.  It was 
therefore on the night of Thursday July 2 1829 the steamer Congress departed 
New York with the locomotives as cargo and towing the two canal boats behind it 
at least one of which was loaded with wheels probably from the West Point 
Foundry. 61   
 
The arrival date is not know for sure, but the Congress‘s schedule would indicate 
the morning of Friday July 3 182962.  In a letter from John Bolton dated July 23 

1829 we know the boats started up the canal from Eddyville on July 16 1829.  
 
What took thirteen days at Rondout is unclear.  The steamboat would be in 
Rondout Creek at daylight July 3.   Steamboat historian Ringwald states that 
Congress used a pier at Twaalfskill part way up the Creek and with a draft of only 
6ft 6in this is quite possible.  He adds, however, that the steamboat ―also called 
at the Canal Company‘s works either regularly or as required‖.  This would, in 
1829, most likely be The Strand.   We do not know, for sure, if the locomotives 
were unloaded at Twaalfskill or The Strand.   The delay must have been in the 
transhipment from steamboat to shore and shore to canal boat.  
 
 

--------------------------------------------------------------------------------------------------------- 
 
59

 Sunday would be June 21 1829.   An advertisement for the sidewheeler Congress states 
the departures from Rondout Creek were Wednesday and Saturday.  The return from a pier 
at Liberty Street was Monday and Thursday.  The overnight journey took about 12 hours for 
the 90 miles so a Sunday arrival on the Congress’s normal schedule would be indicated. 

 
60

 Albert Rutherford points out that just below lock 25 near to Hawley the Lackawaxen makes a hairpin 
turn which created quite an engineering problem for the canal builders. Manville Wakefield in Coal 
Boats to Tidewater explains: Around the bend and another quarter mile downstream is Poolpit Basin 
which is reputed to have no bottom.  The course of the river today is the canal right of way of 
yesteryear which is how the engineers and surveyors of the canal found it, a wide deep pool fed by 
Tink‘s Creek. The engineers diverted the river into a new channel making the Pulpit (a corruption of 
Poolpit) a physical part of the canal proper.  The basin was 12 to 16ft deeper than the new river 
channel which contributed to a serious breach in 1828.  Damage claims were significant and 
Wakefield also refers to another in 1829 which must have been the one mentioned by Samuel 
Flewwelling.  

 
61 

It is stated that one canal boat transferred from New York held the wheels from Kemble.  
This would not need to wait for the transhipment of the locomotives at Rondout but would 
be dispatched as soon as possible.  The wheels for the tender may be drawn from this 
pool.    

 
62

 Loree said in 1924 the steamboat arrived on July 3 1829 but Jervis later said July 4 1829 
(letter to William Brown July 17 1870).  I favour the former. 
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The Strand at Rondout had no serious crane power in 1829.  Even in their 
stripped down condition parts of the locomotives would weigh four to five tons 
which was not a trivial issue.  In fact, many authors have indeed trivialised the 
lifting of the locomotives, but in 1829, it was a real problem.   The engineers had 
gambled on the loading at New York and so they would only need to deal with 
the off-loading at Honesdale, but Jervis had vetoed this.  So how was this done? 
 

Lifting heavy but compact dead-weights was accomplished by the use of a tripod 
(otherwise known as shear-legs).  This consisted of three large timbers which 
were set up tepee fashion and secured together at the apex.  To this would be 
fitted a block and tackle and with slings round the weight it could be lifted.  The 
problem is that the height it could be lifted was restricted by the length of the 
timbers and there was no ability to traverse (that is move sideways) or slew 
(swing round).   
 
The Steamboat Museum at Kingston has said that the locomotives would be 
deck cargo on the steamboat and this is supported by Ringwald. They would be 
positioned so they could be dragged sideways off the deck onto The Strand (or at 
Twaalfskill).  The Thursday New York departure may have been chosen because 
the steamboat laid over on a Friday and Saturday giving some two days for 
discharging.   Even so, this would need to be done quickly if the steamboat was 
to make its next scheduled run on Saturday night.   
 
The steamboat captain would not countenance tying his boat up for 10 days and 
so the elapsed time was probably spent manhandling with temporary wooden 
boardwalks to a dock and under a tripod with temporary decking.   Here the canal 
boats were placed beneath and the locomotives lowered in.  
 
This is a reasonable explanation for the long transit time and supported by the 
D&H records which show that an invoice for a moving a locomotive was levied 
shortly after the locomotives reached Honesdale.    This was submitted by one 
Hiram Plumb a resident of Honesdale and may well be one levied in anticipation 
of the locomotives arriving there but there are also other invoices for this 63.  We 
will discuss these later.   It is not beyond reason to make the suggestion that 
anticipating problems at Rondout that the engineers loaded timber and Mr Plumb 
into a canal boat and took him to Rondout to oversee the locomotive transfers.  
Information on the events in Rondout is thin on the ground and most of the above 
is deduction, but the 14 days between New York and Eddyville remains 
suspicious.   
 
 
 
 
 
 
 
 
--------------------------------------------------------------------------------------------------------- 
 
63

 See notes in Chapter 11.  In 1830 Hiram Plumb issued invoices for work carried out in 
July 3 onward when the locomotives arrived in Rondout.  This may not be moving the 
locomotives but on the other hand the coincidence of the dates is interesting. 
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What of Mr Allen?  As the canal boats were waiting mules to clear the first lock at 
Eddyville he was in New York.  His sister was taken ill early in July and in a letter 
dated July 15 he apologises to Jervis for not being with him, but reports that he 
has succeeded in securing manpower which he is going to dispatch by 
stagecoach.  He says that if his sister continues to improve he will leave next 
Saturday (July 18).  He reports: 
 

―There are three packets now which I think contain the other two engines‖ 
 

They arrived after he had departed for Honesdale so the assumption is that he 
had received an advanced delivery note by means of a fast clipper64.   
 
He concludes: 
 

―I have this morning concluded my negotiations with the Charleston and Augusta Company.  
The president and two directors are here.  I have agreed to go as soon as the season will 
permit and my compensation is $360 per annum without expenses‖.    

 

His departure was thereby set before the events of August 8. 
 
The assumption is that there was more than one boat which conveyed the 
locomotives from Rondout to Honesdale.  Larry Lowenthal has determined that 
because the canal was hurriedly constructed the depth was not what it should be.  
He therefore states that although the boats were designed for 50 tons they could 
only carry at a maximum 15 tons and sometimes at low water, 10 tons.   
Therefore to prevent grounding the locomotives would have to be carried in at 
least two boats.  We have no details of how the locomotives were fitted into the 
well of the boats, but logic dictates that they were on their wheels with the 
chimney removed and in the case of the Pride of Newcastle, also the cylinders. 
In addition there were barrels of oil, tools, water casks and probably the wheels 
for the tenders65.   

 
Logic also dictates that the locomotives were probably placed on longitudinal 
timbers which were, in turn, placed on cross timbers to prevent the locomotives 
moving sideways.  The wheels would be spragged (timbers placed through the 
spokes) or wedged and roped.   
 
 
 
 
 
--------------------------------------------------------------------------------------------------------- 
 
64

 The second locomotive which we will call Delaware arrived by the ship Splendid in August and the third, 
Hudson by the John Jay on September 17.  The assumption is that the hot water reservoir parts were 
with the August delivery and these may be the third packet referred to by Horatio Allen on July 15 1829. 

 
65

. There has been speculation about the two canal boats and the fact one may have carried the 
locomotive wheels.  Canal boats rarely made the journey to New York and therefore it would be 
sensible to return the two boats to Rondout.   Loree commented in 1924 that a charge of $75 was levied 
for Congress which included freight charges for ―wheels for railroad cars‖.   It is therefore likely that D&H 
took the advantage of Congress to make a delivery of the wagon wheels from Kemble and that the 
locomotives travelled on their own wheels.  The term ―towed‖ needs clarification.  Donald C Ringwald in 
Steamboats for Rondout states that the practice was to lash the ―towed‖ barges or towboats to the ship 
side.  He also supports the cost of transport as $75 and adds that there 80 pairs of wheels on board but 
states the canal boats were ―empty‖.   So uncertainly reigns 
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The arrival date in Honesdale is uncertain but the Minisink Valley Historical 
Society says that later a round trip took seven to ten days using mules with crews 
working fifteen to twenty hour days.   Therefore some five days is not 
unreasonable from Eddyville to Honesdale.  Larry Lowenthal says that Hone, in 
his tour of the canal, took three days from Honesdale to Twaalfskill.  Therefore 
an arrival date of July 21 1829 is most likely.   
 
Along the route Jervis was fighting to keep the canal open.  On August 1 he 
wrote to John Bolton: 
 

―I left Kingston Tuesday morning (July 21 1829).  I passed the work on the breach at Nassing 
where we had just enough water to pass light boats. This will be re-watered on Wednesday. I 
went to Broadheads where the water was low, the maintainers having drawn off too much 
water to repair a leak.  There was . . . . a heavy leak at Buttermilk and the next day at Cider 
Rock‖ 

 

It is probable that Jervis actioned everyone to ensure the passing of the 
locomotive carrying boats and in this period it is recorded that loaded boats were 
moving to tide water although periodically grounded. 
 
He adds: 
 

―The locomotives have been got out without any injury of consequence. . . .‖       

 
With this news the railroad could now move into the next phase. 
 

14.  Unloading at Honesdale - July 21 to August 7 1829 
 

Some authors offer a suggestion that one locomotive was put off at Hawley.  
Among these is, surprisingly, L F Loree President of the D&H RR in 1924.  
 
Considering this assertion: 
 

 There was no railroad at Hawley and would not be for several decades 

 If it was difficult at Rondout and Honesdale to lift a locomotive then it would be impossible 
at Hawley 

 There is no evidence of any invoice for labour or equipment at Hawley 

 There is no record of a locomotive at Hawley in the months and years following the 
events of August 8 1829. 

 
And above all else: 
 

 Why abandon a locomotive which had cost a fortune to buy (Vernon Leslie on Page 102, 
Chapter XII) estimates the cost of the locomotive ―experiment‖ to have been $12000 
including $3000 each for the locomotives, the rest being transportation, Allen‘s trip to 
Europe and other sundries?   Some quarters put the cost as high as $20000. Were the 
locomotives transported half way across the world, tested in public and then carried to 
within a few miles its destination just on a whim?  Was the costly experiment to be 
abandoned before it had even seriously commenced? Vernon Leslie questions the 
motives but failed to draw any conclusions.  It certainly does not fit the attitude of the 
people concerned.  

 Jervis in his letter of August 1 1829 says ‗locomotives‘ have been got out.  That is a plural 
indicating more than one. 

 
We can safely dismiss the theory that the Pride of Newcastle never reached 
Honesdale. 
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Jervis, in his letter to John Bolton says: 
 

―The difficulty in unloading the locomotives has a little deranged the plan of movement 
intended for the boats (carrying coal to tide water)‖ 

 

This is a clear indication that unloading was not easy.  In addition, it indicates 
that the unloading obstructed the loading dock for ‗heavy‘ boats and Bolton in 
New York was getting restless.  There is evidence that Jervis was unable to get a 
loaded boat away until 7:00pm on July 31 1829 but this is not certain.  
 
He goes on: 
 

―The locomotives have been got out without any injury of consequence and we shall probably 
be able to make an experiment with the Lion on Monday (August 4) or Tuesday (August 5) 
next‖.      

 

This is the first mention of the name Lion which has survived.   Significantly, 
there is no mention of the Pride.  Maybe Jervis did not want to impart any bad 
news!  
 
Most authors dispose of the unloading of the locomotives in one line as if they 
were a barrel of molasses, but the matter was a problem for the engineers full of 
risk for the engineers.   It is therefore necessary to act like a detective and 
analyse all the small pieces of evidence.  
 
On May 9 1885 Horatio Allen commented in a letter to the Scranton Truth 
newspaper: 
 

―The railroad at Honesdale was 18ft above the water level of the basin and 20ft to the side‖
66

 
 

And again: 
 

―When the locomotive (Lion) was in the air I was able to inspect the under side. . . .‖ 
 

This generates the image of a locomotive swinging on the hook of a crane as it 
slews the cargo onto the shore.  But no such cranage existed at Honesdale.  So 
what do we have?   Among the invoices to have survived are more from our 
friend Hiram Plumb.  These are for a tripod and no less than two capstans 
(several days apart) with a labour charge for ―raising and moving engines‖67. 
 

The precise place in the basin where the locomotives were unloaded is has not 
been positively identified, but Albert Rutherford believes that it was where the 
coal was loaded beyond (the old) lock 37.  In 1829 the basin was smaller than 
later shown in drawings and the old lock 37 was later replaced by a new wider 
lock 37, effectively creating Union Dock on an island.    The tow path was on the 
east side of the basin here.     
 
 
--------------------------------------------------------------------------------------------------------- 
 
66

 This is as reported by Vernon Leslie.  Not having seen the extract myself I am uncertain as to the 
dimensions as another author reports Horatio Allen as saying 20ft above the level of the canal boat 
and 30ft aside.   Whichever is correct still means that the distance was not trivial. 

  
67

 This is for 8 days but is dated July 24 and therefore uncertain as to whether all of this is Honesdale 
or some may be for Rondout.   
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There was no dock over which the tripod could be placed, and the method used 
remained unknown until 1870, when John Torrey, a prominent resident of 
Honesdale, wrote about the railroad to a historian William Brown.   
 

John Torrey was the son of Jason Torrey who was in the first days a supporter of 
the canal and railroad but who later became less enthusiastic. 
 
John Torrey will figure again in our story, but in 1870 Brown wished to record the 
events in the early days of railroading and wrote to all the people involved who 
were still alive.   John Torrey replied that the locomotives were removed from the 
boats by means of a temporary inclined plane. 
 
It is therefore possible to place all the pieces together to make the following 
story: 
 

In 1829 the railroad was a single line of rails on the west side of the canal basin and the 
only place that could be used for unloading was where the coal was loaded into the 
boats.  However, there was no possibility of the tripod being erected over the boats, so 
the locomotive would have to be dragged to a point level and adjacent to line before it 
was lifted onto the track.  As a result, a temporary earth and timber inclined plane was 
built down into each boat and each locomotive dragged up the incline by means of the 
capstan

3
. 

 
With the cylinders and motion removed and being lighter at 4.5 to 5 tons the Pride of 
Newcastle was moved first, but when it came to Stourbridge Lion its 7 tons proved too 
much, resulting in Hiram Plumb having to build a second capstan and manpower to move 
the dead weight.   
 
Once on land the tripod was used to raise the locomotives a few feet to place them on 
the track.  This would not be difficult but may have been done in a series of lifts with the 
wheels protected by temporary timbers

3  
 

 
 

Fig 7 Inclined Plane.        A suggested Inclined Plane at Honesdale July 1829.  
We do not know the details but the suggestion above is the least risky.  It shows 
two engines in one boat which is shown just for clarity.   The capstan(s) would  

have been used to haul the engines up the incline. , 

--------------------------------------------------------------------------------------------------------- 
 
68

 US railroads became adept at recovering locomotives which were off the road and possible overturned.  
A practice grew up of restoring traffic quickly by means of a sho-fly (or shoo-fly) built round the 
derailment site and an inclined plane down to where the locomotive lay.  Locomotives were up-righted 
and hauled up the incline by means of block and tackle attached to a locomotive which was moved 
along the track.  This was completed surprisingly quickly.   I have recovered locomotives and freight 
cars by placing timbers on the track and ―throwing‖ the vehicle over a bit at a time by means of a jack 
which saved the time of outrigging the 100ton crane so the line could be opened quicker.     
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Therefore by July 24 1829 the Pride of Newcastle was on the track whilst 
Stourbridge Lion still languished in the boat waiting for Plumb‘s second capstan 
which was completed sometime about July 28 1829.    
 
With the locomotives out and the incline plane dismantled Jervis was able to 
restore coal loading from July 31 1829 as previously mentioned. 
 
In this time Horatio Allen was en route from New York by stagecoach.  He 
departed on July 18 1829 and probably arrived in Honesdale on the July 20 or 21 
just as the locomotives arrived.  
 
In any case he was there with the Pride of Newcastle whilst Plumb and his men 
struggled with the Lion. 
 
What happened next to the Pride of Newcastle has been shrouded in mystery.  
None of the engineers would ever disclose any details or admit to anything 
happening to the locomotive.   
 
For some forty years there was silence.  Then in 1870 prompted by William 
Brown‘s enquiries they had this to say: 
 
John B Jervis, July 17 1870:    ―This locomotive (the Lion) and two or three others 
were obtained from England for the rail road but only the Lion was set up‖. 
 

C F Young General Superintendent, Honesdale, February 23 1870:    ―I find from our 

collector‘s book at Eddyville that two locomotives started up the canal July 16 1829.  I 
have no record of their arrival which would have been five or six days thereafter‖.   ―The 
Hon John Torrey informs me that he finds in the books of his father Jason a charge 
against the D&H dated August 2 1829 for labour and horses drawing stones this day to 
load a railroad car. It is believed that this car was attached to locomotive on its trial trip‖.  

 
The letter concludes: 
 

―I have the file of letters for 1829 examined without finding any more correspondence . . . 
. . I find that they were lent to some previous explorer who has failed to return them‖. 
 

Who the previous explorer was is not established but it led weight to Bob 
Thayer‘s conspiracy theory.  
 
Mr Dilton Yarrington of Carbondale (custodian of the records of the Dundaff 
Republican in 1870):    ―Dundaff Republican, July 23 1829.The boats begin to arrive 

with the travelling engines and railroad machinery: All is bustle and business.  The 
engine intended for this end of the line is a plane stout work of immense height. . . . 
.called Stourbridge Lion‖  
 

Again the word ―engine‖ is in the plural and singular for the one at Honesdale. 
 
John Torrey, March 28 1870:   ―This locomotive and two others purchased by or 

made for the company in England arrived in New York in May 1829‖ 
 

This is a small snippet from a long letter to William Brown expressing his interest 
in the events of 1829.  He concluded by recording that Jason Torrey raised a 
charge on the D&H for November 7 1829, for ―boards to cover the steam-
engine‖. However, the correspondence with William Brown sparked an interest 
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with John Torrey which resulted in correspondence with the Stephenson factory 
in England which our story will relate. 
 
Chapter XVI of Brown‘s book refers to the Stephenson engine, repeating much of 
what we already know but quotes a letter from Horatio Allen: 
 

―This locomotive. . . . was not the engine which made the first run on the railroad at 
Honesdale. This engine built by Stephenson was set up at an iron-yard on the East River of 
New York and being blocked up so that the wheels could not touch the ground, the engine 
could go through the motions without running‖  

 
There is no mention of the locomotive‘s subsequent movement or its fate.  So 
forty years after the event the Pride of Newcastle had all but disappeared.  But 
this situation was not to endure.  
   
We must now make a jump in time to the 1980s and to some distance away, to 
Connecticut.  Here an antique dealer, named Robert Thayer, found, in a 
Manhattan junk shop, a small carved wooden coffin shaped box with a curious 
inscription.   The inscription on each face and lid of the box read: 
 
 Fig 8. Base:    

 

 
 

  
 
 
Fig 9. Side 1:    
 

 
 
 
 
Fig 10. Side 2: 
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Fig 11. Underside of lid: 
 

 
 
Fig 12. Lid top: 
 

 
 
              The carving of an early locomotive will be discussed later 
 

Robert (or Bob) Thayer investigated this box for some 20 years until his death in 
December 2008, some of the time working with me. 
 
Bob‘s theory was that the Pride of Newcastle (or America as the box would have 
us believe) was steamed on July 26 1829, ran, and, due to some misadventure, 
blew up.   This would of course make this locomotive and not the Stourbridge 
Lion the first locomotive to run in the Western Hemisphere.  Bob‘s explanation as 
to why this was not reported was that the locomotive had been moved to the 
summit plane (as proposed by Horatio Allen in June) and the event took place 
well away from public gaze.  The incident was of sufficient seriousness for those 
involved to maintain a vow of silence for over forty years.  Or In other words, a 
conspiracy.  This was an intriguing theory but over the years a more prosaic 
reason has come to the fore – a reason to which Bob would never subscribe but 
one which will be described. 
 
So, if this is true, then whilst Stourbridge Lion languished in the hold of the canal 
boat the engineers were already steaming the Stephenson engine.  Is this 
reasonable? 
 
The answer is yes!  The locomotives arrived not later than July 23 and three days 
would be sufficient to refit the cylinders and chimney.  Could this have been at 
the summit?  The answer is firmly no!   There was no possibility in moving the 
locomotive several miles and up several inclined planes to point in the middle of 
the backwoods with no-one there.  So if the locomotive exploded, why did no-one 
in Honesdale notice?    Curious!   
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Whatever happened, it caused the attention to move from the Stephenson 
engine to the Stourbridge Lion.     By July 28 the locomotive had been extracted 
but some damage had ensued which was repaired 69 by Russel Spencer.  
Horatio Allen now supervised the fitting of the hot water reservoir69 supplied by 
local blacksmith Henry Harrington.   It is clear that this was fitted because 
Professor Renwick sketched Stourbridge Lion and the reservoir is visible 
between the wheels70.       

 

 
 

Fig 13 Heat exchanger.    The heat exchanger fitted beneath the replica Stourbridge Lion 
in Honesdale Museum.  Albert Rutherford, Honesdale  

 
All was now ready for the final chapter. 
 

--------------------------------------------------------------------------------------------------------- 
 
69

  Loree in 1924 listed the following invoices; 
 

 July 27 1829 Russel Spencer – 6lbs of iron for capstan to unload locomotives 

 July 30 1829 Russel Spencer – making and repairing sundry irons for steam engine 

 1830 Hiram Plumb – work July 3 to December 31 1829 labour and miscellaneous work  

 July 24 Hiram Plumb – 8 days work raising and moving engines 

 July 25 Hiram Plumb - 5½ days work making capstan etc 

 July 28 Hiram Plumb - 10½ days work making capstan and unloading engine 

 Aug 3 Hiram Plumb – 3 days work drawing engine at RR works 

 Unknown date Simeon S Chamberlin – 3 bushels charcoal for locomotive  

 Aug 1 David Tarbeau – one leather pipe for locomotive engine 

 Aug 1 A&N Blood – 10 shieves furnished for unloading locomotive 

 Aug 1 A&N Blood – 1 pulley block for unloading locomotive 

 Aug 1 A&N Blood – painting waggon for locomotive tender 

 July Patrick McEwing – 2 days in July helping to take engine out of boat 

 Aug 4 Henry Harrington – steam boiler for locomotive - $4  

 
Shieves are the pulleys for block and tackle. Henry Harrington‘s invoice for a ―boiler‖ will be 
discussed in detail later.   Vernon Leslie records that Hiram Plumb in partnership with John 
Raymond built the first mile of the railroad out of Honesdale  

 
70

. A drawing credited to James Renwick appears as the frontispiece of Vernon Leslie‘s book.  There 
are many versions of this drawing some with and some without the heat exchanger.  Albert 
Rutherford believes the original drawing was made in Honesdale in August 1829 and shows 
Stourbridge Lion after fitting with the heat exchanger.    This is probably true.  This book is not the 
place to debate the origins of a drawing but readers need to understand that drawings showing a 
nameplate, balance weights and a locomotive sitting on ―fish bellied‖ rails are suspect as all three 
items were unknown in the USA in 1829.   Like most other issues the provenance of the Renwick 
drawings raises as many questions as they answer.    
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15.  The First Run and its Aftermath – August 8 1829 onwards 

 
The events of August 8 1829 have been described many times by numerous 
authors including Horatio Allen, and it would be tedious to repeat the details in 
full. 
 
The Rastrick locomotive lived up to its expectations as regards its ability to raise 
steam and provide the traction capability as required.   Horatio Allen took the 
controls.   Later he was to record that this was with some trepidation and without 
any assistance – if any accident was to occur he wished to be only one involved.  
 
A more prosaic suggestion has emerged in that, with the failure of the Pride of 
Newcastle and with the Stourbridge Lion clearly overweight, Jervis may have 
―suggested‖ that as Horatio Allen had bought them both, then he might as well go 
down with one of them.   However, I have no proof of this other than relationships 
between the two were strained for several years thereafter.  
 
The wooden track with its strap rail creaked and groaned under the weight of the 
locomotive.  However, the track held together.  This is no surprise, as wooden 
track was later to be used with heavier locomotives than this.  Reading between 
the lines, although the weight of the locomotive was blamed, the real complaint 
was that the wheels ―pressed‖ the iron strap rail from the wooden longitudinal 
stringers.  
 
In 1870 Jervis was to write to Brown: 
 

―It was the intention of having engines of one and a quarter ton on a wheel as the heaviest; 
but the builders of the engine at that time had little experience and when the machine was 
constructed it was found to have nearly two tons on a wheel and this the road was not 
designed for‖ 

 

The English builders did have the experience, but not the technology to produce 
a locomotive less than two tons per wheel.  When the Rocket ran in October 
1829 at Rainhill it weighed in at just 4.5 tons on four wheels or an average of 
1.12 tons per wheel.  However, this was with a multitubular boiler, which simply 
was not available in 1828.   
 
I have a theory.  In Chapter 7 the details of the gauge widening needed to allow 
the new locomotive on the Stockton and Darlington Railway was mentioned.  The 
need to ease the gauge was well known by Stephenson in the summer of 1828 
so that the Liverpool and Manchester Railway was built to standard gauge (4ft 
8½in) but the locomotives continued to be built to 4ft 8in.   Whether Rastrick 
knew of this is questionable. His experience was in plateways where gauge was 
unimportant or in supplying one locomotive to a wrought iron edge railway with a 
strong sub-structure.  If he had built Stourbridge Lion to the dead size of 4ft 3in, 
as specified by Horatio Allen, then the effect of the locomotive ―crabbing‖71 on the 
curves would be to lift the strap.  
--------------------------------------------------------------------------------------------------------- 
 
71

 4 rigid wheels with no lateral freedom take a position where those wheels on the cross corners dig 
into the face and top edge of the rail.   If the wheelbase is short or the inside flange-to-flange 
dimension has a clearance compared with the notional gauge then this is minimised.  The attitude 
of the wheels in relation to the rail is often known as crabbing.  

 Horatio Allen‘s 2-2-2-2 locomotive design for the South Carolina Railroad was a curious double-
boilered locomotive which was reputed to be articulated.  In this case the cylinders were carried on 
a swivel truck.  Four were built but they were not a success probably because the maintenance of a 
flexible steam connection was beyond the technology of the time. 
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That something was suspected is supported by the statement of Horatio Allen in 
1884: 
 

―As the locomotive (Lion) was in mid air in its transference from the canal to the railroad 
the opportunity was that the axles had an unyielding parallel position, there being no king 
bolts that provided facility for passing round the curve by the power of the steam engine‖. 

 

Allen was therefore concerned that there was no lateral movement of the 
bearings in their horn guides and as such the wheels were held in tight parallel 
orientation.  He seems to have expected that there would be some articulation 
but if he had thought about it with the cylinders fixed to the frame and the wheels 
coupled, the degree of freedom expected was impossible.   
 
It is quite possible for no flange-to-flange clearance to have been built into design 
of Stourbridge Lion, and with little movement in the horn guides the locomotive 
was doomed (see later).   
 
With the single run on August 8 1829 and further short outings in August and 
September 1829 which lifted more strap rail and with the Pride of Newcastle out 
of service the locomotive experiment at Honesdale ceased72. 
 
This should have been the end of the matter.  Within a year or two the South 
Carolina Railroad, under the direction of Horatio Allen, and the Baltimore and 
Ohio Railroad opened with significantly more success than the D&H73. 
 
Jervis departed and took up a post as Chief Engineer of the Mohawk and 
Hudson Railroad, purchasing a locomotive built by David Matthew at the West 
Point Foundry called De Witt Clinton.  This had a multi-tubular boiler but apart 
from that favoured the look and feel of the Stephenson engine74.  

 
As for the locomotives, the Dundaff Republican records the Stourbridge Lion was 
placed in a shed and ―the other one on the ground on the berm side of the canal‖.  
Over the years iron parts were stolen and the locomotives deteriorated.  John 
Torrey recalls that children were frightened by the lion head on the front of the 
Stourbridge Lion. 
 
--------------------------------------------------------------------------------------------------------- 
 
72

 Albert Rutherford has provided the details of a letter written by Paul Preston on August 9 1829 in 
which he describes having been given a ride on Stourbridge Lion.  The author, writing to his father, 
says that he was given a ride on the tender as the locomotive ran back and forth along the basin 
and once ventured out onto the Lackawaxen trestle.  He later saw the locomotive running at speed 
―when the mail stage passed beneath it going at the same speed‖.  Although dated August 9 and 
describing other events which took place on August 8 there is no proof that the hitched ride was 
actually on that day.  

 Vernon Leslie in his book quotes from a letter by Dr Otis Avery dated December 9 1902 in which he 
claims also to have been given a ride after the first run in 1829.  

  
73

 The South Carolina disgraced itself by having the first locomotive boiler explosion in America with 
the Best Friend of Charleston at Forks of the Road on June 17 1831.  The steam emitting from the 
safety valve so upsetting the firemen that he screwed it down with the result that the locomotive 
retaliated by blowing off his head.   

 
74

 The importance of being able to raise sufficient steam was not lost on Matthew. He provided a blast 
which was so fierce that it had no problem raising steam but had the result that most of the fire 
disappeared up the smoke stack to the detriment of the passengers on the inaugural train.    Most 
of these had their clothes ruined by the hot embers and this probably put an end to open cars in 
America! 
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As for Delaware and Hudson, the two other locomotives from Stourbridge, they 
were carried to Rondout and placed in store but were damaged beyond any 
repair in a fire and the parts broken up for scrap some time after 1834. 
In 1834, 4 locomotives were offered to the Board of Canal Commissioners in 
Harrisburg, Pennsylvania by Charles Wurts75.  There were no takers.  
 
For some fifty years there was silence on the fate of the locomotives, and 
therefore for the subsequent history we must turn to the investigations of the 
emerging railroad historians and the local press from 1881.  
 
As we have noted, William Brown investigated the early history in his book in 
187076.     In 1876 Philadelphia held a Centennial Exhibition, now considered the 

first Worlds Fair.  The Pennsylvania Railroad‘s vintage locomotive John Bull and 
train was on display and created much interest when compared to one of 
Matthew Baldwin‘s latest 4-4-0s77.  
 
The first in the field was the Wayne County Herald April 14 1881, which printed 
an inaccurate paper by one Colonel James Albert Clark on the Stourbridge Lion.  
He reported that the boiler of the Lion had been taken to Carbondale and was 
still working there.  The article was taken to task by one J.T of Honesdale for the 
inaccuracies in a response in the same paper of May 12 1881.  J.T of Honesdale 
may be John Torrey but the style and content does not suit that well informed 
citizen of Honesdale.  These articles were followed by more accurate ones by 
Carbondale Leader for September 4 1888 and a response from the Honesdale 
Citizen of October 4 1888.  From these and from the investigations of John H 
White it is possible to extract the following hazy events; 
 

 Stourbridge Lion remained in its shed slowly decaying and being 
robbed of removable parts until 184578.    

 
 
 
 
 
 
 
--------------------------------------------------------------------------------------------------------- 
 
75

 The letter is recorded in John H White‘s book A History of the American Locomotive and 
Development 1830-1880.  White offers the suggestion that the sale was declined owing to the 
locomotives being slow and of a flue tube design which was considered obsolete.   There is also a 
suggestion that the Columbian Railroad also made enquiries.  It is believed the letter resides in the 
archives of the Pennsylvania Railroad Museum. 

 
76

 The History of the First Locomotives in America by William H Brown 1871.  He was unable to 
obtain much information about the subsequent disposal of the locomotives but it did act as a spur 
to others. 

 
77

 John H White in his book A History of the American Locomotive and Development 1830-1880 says 
that Stourbridge Lion‘s boiler was displayed but this fact is not confirmed in the list of exhibits 

 
78

 The Carbondale Leader article of September 1888 relies on an investigation by J A Hall editor of 
The Locomotive Engineer.  The article shows many errors.  Amongst these is the assertion that the 
Stourbridge Lion was sold and dismantled in 1834.  Dilton Yarrington later recalled that he visited 
the locomotive in 1842 still in its shed and covered in rust.   
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 On April 26 1893 the Wayne County Herald printed the recollections 
of boys who played on the old engine. This letter is on page 94 of 
Vernon Leslie‘s book.  The Leader also says ―at Carbondale . . . we 
saw the signature of Horatio Allen . . . stating that the boiler was of the 
Stourbridge Lion‖.   A detailed search in Carbondale has failed to find 
any such document.  However, a photograph of the boiler of 
Stourbridge Lion carries an inscription which may be the ―signature‖ 
alluded to by Hall in the Leader. The inscription is reproduced below.  

 
 

 
 
 
 Fig 15 The boiler at Carbondale 
 
 

 
 
 
Fig 16 The inscription reads: “Stourbridge 
Lion locomotive ran in Honesdale August 
8 1829”

 In 1845 John Simpson, foundryman of Carbondale, purchased the 
locomotive for its boiler and cylinders79.  Much of the locomotive was 
scrapped but some of the ―walking‖ beams were preserved.  Simpson 
set the boiler up on brick plinths and fired the boiler under the shell 
using the old firebox and the flue.  One cylinder was used on a 
stationery engine.  

 In 1850 Simpson closed the foundry but it was to be re-opened in 
1856 by John Stuart and William Lindsay80

 

 In 1869 Patrick Early, who have served his apprenticeship in the 
foundry, bought out Stuart and the firm became Lindsay and Early.  
However by 1871 the old boiler was showing its age81.  

 
 
 

------------------------------------------------------------------------------------------------------ 
 
79

 As for many things to do with story there is much speculation.  Albert Rutherford quotes a footnote in 
John white‘s book stating that it was G C Maynard who interviewed many ―old‖ men in 1904 who gave 
the Simpson purchase explanation.   Vernon Leslie pointed out this version does not square with 
either the D&H‘s papers of 1923 or 1933 which state the boiler was taken into the D&H own shops in 
Carbondale.  John Torrey follows the same line in his letters of 1870. Matthew just says that the boiler 
was in a foundry in Carbondale.  Vernon Leslie goes on to record that one Dilton Yarrington wrote ―. . 
. . in 1852 I saw the boiler on a railroad car which took it to the foundry of John Simpson Jnr who had 
purchased it from the Delaware and Hudson Company‖.   Albert Rutherford believes that there is a 
case for the Lion boiler to have been in the D&H workshops for a few years before being sold on to 
Simpson.           

 
80

 The spelling of the name Lindsay is uncertain.  The date of Simpson‘s departure is also uncertain 
being quoted in some quarters as ―after 1852‖.  

 
81

 A curious entry in The New York Times for July 23 1888 records ―The boiler of the first locomotive 
that ever turned a wheel on the American continent, the Stourbridge Lion . . . is in daily use in a 
foundry in Carbondale, Penn.‖ 

 
 However, they misquote the date of its first run as August 29 1829 so some suspicion must be 

applied to this note.  The source is believed to be The Engineering News for July 14 1888.  
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 Early records that steam pressure was raised by adding weight to the 
safety valve82 and that it consumed 1 ton of coal per day which was 

between 5 and 7 times the consumption of a modern boiler.  

 The boiler was set aside and a photograph exists from about this time. 
The inscription may have been the one inscribed under the 
supervision of Horatio Allen during his visit to Carbondale in 188183.   

 In 1874 Early recognising the relic‘s importance tried to sell it for 
$1000 but there were no takers.  

 In 1883 Samuel H Dotterer of the D&H RR borrowed the boiler and 
sent it to the Exposition of Railway Appliances at Chicago between 
May 24 and June 23.  En route or at the Exposition the boiler was 
attacked by relic hunters who severely damaged it.  On its return it 
was repaired and Early again sought to exhibit it but when this failed it 
was offered to the Smithsonian who had previously acquired John Bull  
as the start of a transport section.  The gift was dated June 20 1888 
but the transfer may not have taken place in October 1890. 

 Later the Smithsonian set out to acquire other artefacts.  Lion‘s beams 
and one cylinder and some wheels were acquired84.  The Smithsonian 
sought to assemble the Lion but had some difficulty85.   The 

locomotive is currently at the B&O museum at Baltimore on loan from 
the Smithsonian showing the beams and one cylinder in place.    

 The current Stourbridge Lion is a replica based on the drawings of 
Agenoria.  It is a working replica but requires much work to place the 
locomotive in to running order.  For details of the replica see the 
museum. 

 
 
 
 
--------------------------------------------------------------------------------------------------------- 

 
82

 Early says that pressure was raised by 3 to 4 times its designed pressure or to 150 to 200lbs per sq 
inch.  This is either an exaggeration or the strength of the old boiler was much greater than the 
designed working pressure would indicate.    

 
83

 Carbondale Leader for September 4 1888.   Horatio Allen also made an address on the D&H 
locomotives at the opening of the New and Erie Railroad in 1851.  The address was at Dunkirk, New 
York.  The details are in Vernon Leslie‘s book page 80.    

 
84

 Like everything else the details of the artefacts are confused.  John H White in his book on the history of 
the locomotive says ―The walking beams are undoubtedly from Stourbridge Lion but the other items are 
likely to be from Pride of Newcastle‖.   Albert Rutherford says that three wheel rims (tires) and three 
crank rings were stored in the D&H offices at Honesdale (now the museum) and were the ones 
acquired by the Smithsonian.  It would appear the wooden parts had decayed.   

 
White went on to say ―The cylinder (acquired by the Smithsonian) was separated from its mounting 
flange with which it was fixed to the locomotive boiler at the foundry‖.    This description fits that of a 
cylinder of the Pride of Newcastle and one of these is displayed today in the museum at Washington 
alongside a fictional drawing of the locomotive by Clement Stretton.   White also says that the cylinder 
was used on pumping engine No 6 at Carbondale.    However, the boiler at Baltimore shows one 
original Stourbridge cylinder in place.  The details of which cylinder and which boiler and the dates are 
much confused and therefore some research is still required.  
 

85
 It would appear that the Smithsonian Museum went to some length to reconstruct the wooden wheel 

centres with new steel axle trees to which the recovered tires and drive rings were fitted.  They had to 
make one new tire and drive ring from the pattern of the three obtained.  A photograph of the boiler and 
wheels taken in 1914 shows these wheels in place, that is, until members of a visiting English 
Newcomen Society party pointed out the error.       
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In all this the disposal of the Pride of Newcastle is unknown.  As previously 
stated wheels and one cylinder survived but the fate of the boiler is unclear86, 87.  
 
 

 
 

Fig 14 Pride‘s cylinder in the Smithsonian Museum 
 
 
 
 
 
 
 
 

 
 
 
 
--------------------------------------------------------------------------------------------------------- 
 

 
86

 Papers by Stephen Marder ―Unravelling the Myth‖ and ―Vindication for America‖ say that the Pride’s 
boiler was acquired by the Scranton Brothers for their foundry in Slocum Hollow (later Scranton).  
The Scranton Brothers did not come to Slocum Hollow until after 1840 and did not have success in 
their foundry business until 1847.   No firm supporting data for this claim has been located.  

 
Horace Hollister‘s book ―History of the Lackawanna Valley‖ quotes ― The first stationary steam-
engine used in the valley of the Lackawanna, between Carbondale and Wilkes-Barre, where now 
no less than five hundred daily vindicate the name of Stephenson, was put up in the rolling mill in 
Scranton in 1847‖.    Allowing for Hollister‘s flowery prose the linking of the boilers with Stephenson 
is interesting but not conclusive. 
 
In an aside, a review of the business development of Scranton and Carbondale in the 19

th
 century 

has suggested that Scranton being developed by local people grew in importance while 
Carbondale being founded and exploited by New York City factions (Wurts Brothers) drifted and 
failed to develop its full potential.   This is an interesting side aspect of this story and one which 
could generate much discussion.  
 

87
 Albert Rutherford and I have exchanged a number of mails on the mystery of what happened after 

August 1829.  The fact that the D&H offered the locomotives including the Pride of Newcastle for 
sale in 1834 would seem to indicate that the parts if not a whole locomotive was still around some 5 
years after 1829.  That no-one recalls the locomotive would seem to indicate that it was dismantled 
very quickly.  There would not be many parts.  The boiler, two cylinders and two wheelsets would 
be the major components.  We know that at least one cylinder (maybe both) found its way to 
Carbondale, the wheels remained in Honesdale and the boiler may have been stored pending its 
disposal as described in the notes above.   The rest comprising the connecting rods, cylinder 
mounting plate and bar frames would have been attractive to the D&H blacksmiths being first 
quality steel.     
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16.  What’s in a Name? 
 

Many authors use the name America for the Stephenson Locomotive.  Clement 
Stretton used it in his The Development of the Locomotive88 in 1896 but the 

drawing below was reproduced in 1893 in the American Engineer and Railroad 
Journal and may well have been produced as early as 1890.   His drawing of the 

Stephenson locomotive has been reproduced many times and I make no 
excuses for reproducing it below: 
 

 
 

Fig 17 Stretton‘s America 
 

When Stretton produced this drawing in the 1890‘s only one drawing89 of 

Stephenson No 12 existed but this was buried in the Stephenson drawing office 
and was not discovered until after Stretton‘s death.   Stretton did have access to 
drawings of the Lancashire Witch and the Description Book90.     As result 
Stretton produced a ―sports model‖ locomotive loosely based on Lancashire 
Witch but which has almost no correct dimension and has appurtenances fitted 
which the locomotive never had. The biggest departure is the name America on a 
nameplate which is very British but has no basis in fact.   In 1924, when D&H 
President L F Loree presented his paper to the Newcomen Society in London he 
used the name America, to be pulled up sharply by Secretary Dickinson, who 
pointed out that the name was a fiction engineered by Stretton due his 
misreading of the Description Book.   
 

--------------------------------------------------------------------------------------------------------- 
 
88

 Clement Stretton in the 1890s was a leading authority on railways and august bodies such as the 
Science Museum in London, England used his services.  However, as the 20

th
 century dawned it 

became clear that when he could not determine the facts he made the details up and so he lost 
credibility.  The Science Museum later dissociated itself from his work.  

 
89

 It is difficult to work out what was in Stretton‘s mind.  He had access to the drawings of Lancashire 
Witch and the dimensions in the Description Book yet almost none of the dimensions of the 
Stretton version are correct.  The Stephenson drawing is an arrangement of the boiler drawn in July 
1828 on which is written ―Engine for Mr Allen‖,    This drawing is in the Newcastle Archives and 
gives the cylinder position, wheels and boiler arrangement from which the drawing on the cover is 
produced with reference to other critical dimensions provided by the Description Book.   

 
90

 Three books have survived from the Stephenson Works.  The Description Book has the Works 
Number and the details of all locomotives built from 1828.  Although created in 1831 the records 
from 1828 to 1831 were copied from an earlier document and it is errors in this copying which has 
led to mistakes over the name.  The other two books are the Works Ledger detailing the sales and 
charges and the Order Book which contains the orders placed.    

 In 1896 the Description Book was in the possession of the Science Museum but the other two are 
more recent discoveries. 
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So how did this come about?    
 

The entry for Nos 11 (page 1) and 12 (page 2) are given below (in script very 
much like the handwriting in the book): 
 

1 Description of Lancashire Witch (No 11) constructed 1828 

 
2 Description of Allans Engine America (No 12) constructed 1828 
 
(Note the misspelling of Allen is original) 

 
What is significant about these entries is that the name Lancashire Witch is in 
bold and with a different nib on the pen, whereas America is in the same hand 
and form as the rest of the sentence.   The principle is continued wherever a 
name was known.   Both titles are followed by the details of construction, all in 
the same hand but in yet another different nib.   
 
Remembering that this was written in 1831, some three years after the event, it is 
possible the South Street clerk omitted the word ―for‖ from in front of the word 
America.   This is supported by the fact that No 12‘s entry is long and tight to the 
page as will be seen above.   This is conjecture but has logic about it and, in 
1924,  Dickinson, the secretary to the Newcomen Society, thought so too. 
 

However, this produces a mystery.  How did Robert Thayer‘s coffin-shaped box 
get the name America on it if it wasn‘t known until the1890s, many years after the 
last of the original engineers had died? 
 
In 2000 I was in the Archives of the Institution of Mechanical Engineers (I Mech 
E) in London, England researching boiler records, when my eyes lit on a name in 
the catalogue91.  The name was John Torrey and it was a letter written in 1883 to 
Robert Stephenson and Co.   
 
 
 
 
 
 
 
 
 
 
 
--------------------------------------------------------------------------------------------------------- 
 
91

 I Mech E reference IMS171 Ms 7.  It would appear that the letter, with other Stephenson papers, was 
deposited with the I Mech E in November 1957 by a Mrs Winifred Crow of Dittisham, Devon.   According 
to the archive accession record the documents were owned by her late husband.  In the 1880s the 
works manager at the South Street works was William Crow.  In 1888 there was a visit to the works by 
some ship builders who reported their visit in the The Shipping World for 1

st
 March 1888 (a copy of 

which is in the same IMS171 folder).  William Crow made a presentation at which he refuted the Torrey 
claim concerning the first bogie truck.  It would appear that the Torrey letter rankled with South Street 
and the existence of the letter can probably be attributed to the fact that William Crow squirreled the 

letter away only to surface in 1957.        
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 The letter begins: 
 
I have just received from D [Sir David] Dale Esq. of Darlington some interesting papers 
furnished by you and I thank you for them. 

 

I am endeavouring to ascertain as historical facts some particulars respecting the first 

locomotives imported into America and among these facts the date of shipment in England and its 
arrival in New York. 

 

The locomotive sent to America was without doubt one of the two built at your works for the 
Delaware and Hudson Canal Co.  It has been stated that one of the two arrived in May 1829 and 

the other in September 1829 but have not been able to find any statement recorded at the time 

which corroborates such a statement.    The extract from your books furnished by you shows that 

it was shipped by you to London on the 30
th
 October 1828  and one may find in the newspapers of 

the time, the notices of arrival in New York some months earlier than we searched for. 

  
It ends: 
 
Very respectfully yours, 

 

John Torrey, Honesdale, Pennsylvania, 7
th

 May 1883 
 
Sir David Dale92 was a former secretary to the North Eastern Railway but may, at 
the time, have been a director of Robert Stephenson & Co.  It was clear Dale had 
been remitted to reply to an earlier letter (not yet discovered) about No 12 which 
was the locomotive shipped in 1828.   Torrey says ―extract from your books‖ but 
the only books were the three listed in the notes.   Therefore it is most likely that 
Dale made the same mistake as Stretton and told Torrey that the Stephenson 
locomotive was called ―America‖.  So now we have the name ―America‖ in 
Pennsylvania some 13 years earlier than has been previously believed.  
 
Torrey also said: 
 
As to the first bogie engine run in America it was claimed in Brown’s History of the First 

Locomotives in America. (Appletons 1871 P264) that John B Jervis Esq. drew the plans for a 
“Bogie” in 1831 which was built in New York and in August 1832 was put on the Mohawk and 

Hudson railroad and used there many years and that the first one built in England was the Davy 

Crockett made at your works for the Saratoga and Schenectady Railroad after drawings 

furnished by Mr Jervis and imported in 1833.   I think that Mr Jervis, who is still living, has 
claimed and still claims that the “Bogie truck” originated from him.  

   
This purports to the debate in 1870/1 on the origins of the bogie truck but 
indicates that Torrey was still in contact with Jervis.   So it is quite likely that 
Jervis was told the details by Torrey.   
 
Could this be the source of the name America on Robert Thayer‘s box? 
   
--------------------------------------------------------------------------------------------------------- 
 
92

 In 1851 Dale was appointed secretary at the age 22 to a small railway in the Cleveland Hills south 
of Middlesbrough.  He became secretary to the North Eastern Railway when it absorbed this line 
and on July 1 1881 he was appointed director, a post he retained until his death in 1906.  He was 
the major proprietor in the Consett Steel Works, County Durham and was knighted for his work in 
establishing a conciliation and arbitration process for resolving trade union disputes within the steel 
industry.  
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17.  What Really Happened? 

 

An old engineer once said ―The effectiveness of a steam locomotive is solely 
down to its ability to boil water‖.   Although simplistic, this statement is absolutely 
true, as the raising of sufficient steam is one feature which is essential for a 
locomotive to work.  
 
In order to understand how this determined what happened in Honesdale in 1829 
we must return to England. 
 
At the start of the Industrial Revolution at the end of the 18th Century, stationary 
engine houses had very tall smokestacks so that sufficient draught was available 
to create a hot fire.   When engineers like Trevithick explored how the stationary 
boilers could be made travelling, very tall smokestacks were not possible, so 
other ways of providing a draught were needed.   Trevithick came up with the 
idea of turning the exhaust steam from the cylinders up the smoke stack.  This 
created a vacuum in the smoke box such that air had to enter by the firebox door 
and so the fire got its draught (of sorts).   
 
However, as railroad promoters started building railroads outside colliery areas 
they came under pressure to reduce smoke and so coke93 was specified.  
Although this reduced the smoke and fumes it was more expensive and, 
unfortunately, required more air to burn effectively.   So in the small locomotive 
grates coke produced indifferent fires. 
 
In 1826 Hackworth at Shildon, County Durham, experimented with improved 
draughts and tapered the orifice which admitted the exhaust steam to the 
smokestack.  This increased the speed94 with some affect on the steam flow but 

this greatly increased the air drawn through the fire grate so that coke burnt with 
a hot fire.  When John Rastrick and later Horatio Allen visited Hackworth the 
effect of this ―blast‖ pipe was noted but seems to have not been seen by either of 
the Stephenson‘s95.    

 
As a result Lancashire Witch steamed indifferently leading to the engineman 
having to take extreme measures96.   Later Robert Stephenson modified the 
tender of Lancashire Witch with a blower worked by gears from the tender axle, 
and which produced jet of air in the base of the firebox through nozzles.    
 
It is therefore a fair certainty that No 12, as the Pride of Newcastle, and sister of 
the Lancashire Witch, had the same weakness.   Horatio Allen, of course, would 
know nothing of the tender blower.   
--------------------------------------------------------------------------------------------------------- 
 
93

 Coke is a distillate of coal created by heating to 1000
0
C in the absence of air.  This drives off water 

and coal tar which produces black smoke.   Its prime use was in blast furnaces where the burning 
of coke is assisted by forced air blast.   Anthracite or stone coal is one extreme end of the same 
family and requires even more air to burn than coke.   

 
94

 This is now known as the venturi effect which plays a role in modern jet engines.  
 
95

 In their defence Robert was in Colombia and George was in Liverpool defending his reputation as a 
railway engineer.  Neither was in a position to observe such developments.   

 
96

 When he visited in July 1828, Horatio Allen was alarmed to observe that the engineman placed 
additional weights on the safety valve to attempt to raise steam.  No doubt he observed this from 
safe distance having been regaled with the effects of boiler explosions when visiting the Stockton 
and Darlington Railway in May when S&D No 5 had exploded at Simpasture killing the fireman.   
This again was due to the safety valve being tied down.   
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The Rocket at Rainhill in October 1829 improved its steaming during its stay at 
the Rainhill trials, is recounted in The Engineering and History of the Rocket.   
Michael Bailey records that work was done on the blast to combine the twin 
exhaust into a single blast pipe such that it achieved a speed of 30mph on the 
14th October 97, 98.  Therefore, it is with some certainty that the Pride of Newcastle 

would struggle with the basic requirements of a locomotive boiler – that‘s the 
ability to boil water.   
 
Not so the Stourbridge Lion.  Rastrick had observed the effect of a narrowed 
blast pipe and the Lion (and Agenoria) would never suffer for want of steam.  
 
None of this would be known by Horatio Allen when he awaited the locomotives 
arrival in New York in the spring of 1829.   What he did know was Rastrick‘s 
views on efficiency and the use of feed water heating.   
 
With time on his hands he set about tinkering with the Pride of Newcastle after its 
arrival in February 1829.   He fitted a feed water heater (hot water reservoir) to 
the Pride in May/June and when this adversely affected the steaming he raised 
the smokestack.   That the Pride would not steam would appear to be in conflict 
with the reports of steaming in June 1829 in the yard of Abeel and Dunscomb.  It 
must be understood, however, that the application of steam to just turn the 
wheels when raised off the ground is a much less onerous task than providing 
steam for traction, and that it is unlikely that the full pressure of 50psi was 
obtained then.  
 
The poor steaming of Pride must have been some concern to Horatio Allen, as 
was the weight of the Lion, but whatever reservations he had he kept to himself.  
On arrival at Honesdale to await the arrival of the canal boats he set in motion 
the construction of a feed water heater for the Lion.  This was the ―steam boiler‖ 
supplied by Henry Harrington for $4 referred to in Chapter 14.  With a superior 
draught this would have only a marginal effect on the ability to raise steam with 
the anthracite coal. 
--------------------------------------------------------------------------------------------------------- 
 
97

 The Engineering and History of the Rocket page 22 and 23.   Stephenson is quoted as have conducted 
tests with Rocket’s blast pipe following a test run on the Killingworth Railway before shipping to Rainhill.    
Nicholas Woods, writing in 1831, says that ―At Rainhill . . .  by applying the steam more powerfully in the 
chimney, to increase the draught, (the engine) was enabled to raise a much greater quantity of steam 
than before‖.   Stephenson‘s recollections of the evolution of the blast pipe were recalled in 1857 when 
a battle raged over its invention.   

 
98 

The Hackworth locomotive Sans Pareil was a contender at the Rainhill trials of October 1829.  Although 
successful on the first day of the trial a crack developed in the cylinder which crippled its performance 
on the second day.  There is a claim in the records of the Longstaff and Langstaff family of Durham that 
the details of the narrowed blastpipe on Sans Pareil was sought after by the Stephenson camp on the 
first day of the trials.  The subsequent improvement in performance of Rocket is set out as described in 
the note above.   Whilst setting out the Langstaff statement I make no claim to its authenticity but like 
most events its existence is important.  

The details of the Langstaff involvement is recorded in ―A history of the Langstaff and Longstaff 
family from Norman times to the end of the 19

th
 Century‖  by George Blundell Langstaff MA MD 

FRA, Published by Mitchell Hughes and Clarke London 1906. 

Samuel Smiles in his biography of George Stephenson says of the Hackworth locomotive ―. . . it had the 
same blast but that there was a contraction of the orifice by which the draught was intensified‖. He went 
on to add ―This had drawbacks because so fierce was the draught that the Hackworth locomotive 
consumed 692 lbs of coke per hour most of which went unburned up the chimney‖.     This fierce 
draught is just what an anthracite burning locomotive would like.  

The De Witt Clinton of the Mohawk and Hudson Railroad also had a narrowed blast pipe with the result 
that on the opening day much of the fire was ejected from the smokestack the hot cinders ruining the 
clothes of the important passengers riding in the open cars behind. 
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With Stourbridge Lion proving problematical to extract from the boat, attempts 
were made to steam the Pride of Newcastle.  But to no avail it would simply not 
burn the anthracite coal.    So all effort was focussed on running the Stourbridge 
Lion. 
 
At this point we have another digression.   Much emphasis has been placed by 
authors on the fact that Stourbridge Lion was too heavy for the wooden track.  In 
addition it has been suggested that the hemlock timbers were unseasoned and 
were warped and twisted.  Others say that the problem was that the strap rail 
was forced into the timbers by the weight and still others say the strap was 
stripped from the timber surface as the screws were torn out.    
 
In my mind this is too simple.  The B&O successfully ran locomotives on strap rail 
almost identical with that on the D&H and on that line, axle loads grew far beyond 
that of Stourbridge Lion.  The locomotive should have been capable of being 
operated.  There has to be something else. 
 
Then in 2007, whilst I was conducting a test with a Hi-railer on a trolley line we 
had terrible difficulty in staying on the rails.  On conducting an inquiry I found that 
although both the trolley line and our wheels were nominally 4ft 8½in in gauge 
the trolley line was more like 4ft 8in thus reducing the clearance between our 
wheel and rail to zero.  
 
This set me thinking.  The trolley rails were unyielding rolled steel firmly secured 
in metal cross ties so our wheels suffered but had these been wooden with a thin 
metal strip and our wheels being under an 8 ton locomotive then we would have 
torn the track asunder.  What if Rastrick made the Stourbridge Lion wheels dead 
to 4ft 3in99?    He had no previous locomotive experience, unlike Stephenson, 

who had been involved in the 1827 Stockton and Darlington widening (see 
Chapter 9 above).      
 
So if the Stourbridge Lion had been built with an absolute gauge of 4ft 3in then 
the strap rail would not have withstood the ―crabbing‖ motion of the rigid 
wheelbase of the locomotive and would have been torn from the wooden rail.  As 
we have seen in Chapter 15 Horatio Allen was extremely concerned when he 
observed the lack of free movement in the horn guides. 
 
Some time in August, Resident Engineer James Archbald, walked the track and 
later again with John Jervis.  Jervis was to comment: 
 

―Mr Archbald . . . . examined the effect of the locomotive and reported to me that the weight of the 
engine so impressed the light iron plate into the wood that he was of the opinion it would not do to 
rely on it as a means of transportation‖  

 
What we do not know for sure is if the wheels of Stourbridge Lion were flat at the 
tire surface or coned – the replica is flat – see Appendix B.   The originator of the 
self-centring effect of the coned tire is not known, but George Stephenson 
described the coning in his Observations of Edge and Tram Railways in 1821 
and it is thought that the early S&D locomotives had coned wheels.  Therefore, 
the assumption that the Pride of Newcastle had them is sound.  
 
--------------------------------------------------------------------------------------------------------- 
 

99
 For the details of wheels and gauges - See Appendix B. 
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The cone of the wheel would result in pressure on the edge of the strap rail.   I 
find it difficult to believe that a strap some 2 inches could be forced down but 
pressure on one edge is different.  Even more so if the flange-root of the tire 
―crowds‖ the strap as it would if the clearance was absent 100 
  
So the damage to the track means it is possible in the case of the Rastrick 
locomotive that both the gauge and the locomotives were 4ft 3in, a factor which 
affected the way Stourbridge Lion behaved and made it unusable.    
 
Therefore, the engineers had no option.  One locomotive would not steam 
because its boiler would not burn the anthracite, and the other would steam but 
destroyed the track.     It may also explain why Stourbridge Lion’s boiler had a 
long life and Pride of Newcastle disappeared very quickly. 
       
18.  The Final Word 

 

There is a tendency to dismiss the pioneer engineers as being simply misguided 
enough to build a road too weak for their locomotives.  That would not be fair.   
 
The decision to use locomotives as the future transport technology was correct 
only the timing of that decision proved their undoing.   The purchases were made 
at a time when locomotive design was about to go through a sea-change but they 
were not to know that.   As it happens one locomotive was purchased from the 
stable of a supplier who went on to design the locomotive which was the 
ancestor of all modern locomotives and the other from another stable of an 
eminent engineer whose design skills were demonstrated by the long life of the 
boiler and Lion‘s sister locomotive (Agenoria).     Had the purchases been 9 to 12 
months later there might have been a different outcome. 
 
Conspiracy theories abound.   I do not think there was any conspiracy of silence.  
The failure of one locomotive could be considered unfortunate but the failure of a 
second could be considered by investors as carelessness.   So information on 
the Pride of Newcastle was simply not publicised to prevent damage to the D&H 
Company.  This is no different to any company today who may wish to keep bad 
news from leaking to the world.   
 
Within a few weeks Horatio Allen departed for the South Carolina Railroad and 
an illustrious career as a consulting engineer.  Jervis, too, was to leave the D&H 
for the Mohawk and Hudson Railroad in the company of David Matthew and both 
these engineers had the success with locomotives which had eluded them at 
Honesdale. 
 
 

 
100

 Stephenson did build his locomotives from Lancashire Witch onward to 4ft 8in with a half inch 
clearance.  Locomotives of other gauges had a like clearance so that is the reason why the Pride of 
Newcastle’s wheelsets survived and Stourbridge Lion’s did not.  They were usable.  William 
Tomlinson‘s book North Eastern Railway published in 1914, pages 81 to 85, have a discourse on 
the evolution of the ―standard‖ gauge.   When the addition of the ½in to make 4ft 8½in was made, is 
unclear.  Nicholas Woods in his 1838 book claims that the Stockton and Darlington was 4ft 8½in 
but as late as 1846 a report by an engineer named John Dixon reported that ―. . .  there is half an 
inch difference between the line of the Stockton railway and the adjacent Great North of England 
Railway which does not prejudice the interchange of engines and carriages‖.    There remains a 
need for a detailed and accurate discourse on the evolvement of rail gauges.          
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So the failure of the locomotives on the Gravity Railroad was pushed into history 
and the backs of their minds until the late 19th Century quest for information 
started to awaken memories.   William Brown‘s investigations in 1870 not only 
brought the engineers together for the first time in about 40 years but it stirred 
memories which were found to be flawed by the passage of time.   Editors of 
engineering publications and the national and local press joined the fray and a 
welter of information and conclusions were circulated.   
 
In their declining years they must have given much thought as to what could 
have been done and the opportunities lost.  John Torrey probed the origins in 
England but by 1883 Foster and Rastrick had closed, and although Robert 
Stephenson and Co was extant there was no-one left alive to give a first hand 
account.  It is significant that Torrey speaks in the plural – ―. . . . . and one may 
find in the newspapers of the time, the notices of arrival in New York some 
months earlier than we searched for‖.     Was he inquiring on behalf of others?  
Were they Allen and Jervis? 
 
Horatio Allen tried to set the record straight with his presentation and article of 
the April 4 1884.   Although much more informed than in his letters to Brown in 
1870 and probably with the benefit of Torrey‘s investigations, there are still errors 
in his statements, but the regret of not having a success with the Stephenson 
engine shows through.    He says ―. . . . . it is to be regretted that one of the 
Stephenson locomotives was not sent and for the reason that the locomotives 
built for the Delaware and Hudson Canal Company by Stephenson were the 
prototypes of the locomotive Rocket whose performance in October (1829) so 
astonished the world‖.   He adds ―. . . . . if one of the two engines . . . . had been 
the one used on August 9 the performance of the Rocket in England would have 
been anticipated in this country‖.    Simply put, he means that had they managed 
to get the Pride of Newcastle to work then the D&H would have had an event in 
August which would have upstaged that at Rainhill in October.    There is some 
wishful thinking here but sentiments are clear. 
 
Whether this regret was shared by John Bloomfield Jervis is not known.  He was 
not one to descend into print as was Horatio Allen but it is clear from his spirited 
defence of his role in the invention of the bogie truck in 1870 that he wished to be 
remembered for work that he had done.    It is likely that he too regretted the 
failure of the first locomotives despite his subsequent success. 
 
We must now return to the Thayer box.  This artefact about 9ins long is in the 
shape of a late 19th century coffin.    The style is not unlike that produced to 
commemorate a sad event suitably inscribed.  The drawings and photographs 
are shown in Chapter 14.    Looking at each: 
 
Base 
 
This is inscribed with Jervis‘s name the Canal Company and the date 1829.   
There can be no dispute on this. 
 
Sides 
 
The side has the words Iron Horse and America.    The term Iron Horse appears 
to have been coined about 1840 but came into more general use after the first 
trans-continental railroad was completed in 1869.  America is believed to be the 
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name, and Chapter 16 has the discussion on its origins.   It is possible the use of 
this name emanates from the inquiries by John Torrey to David Dale in England. 
 
Lid Top   
   
This is a carving of an early locomotive.  Which is unclear for it bears no 
relationship with either Stourbridge Lion or the Pride of Newcastle whether we 
consider Stretton‘s rendition or any other.   However, if we consider the first 
Matthew locomotive for the Mohawk and Hudson Railroad, De Witt Clinton, we 
have a striking resemblance.   
 
Looking at the picture below, the shape, dome, smokestack and tender all agree 
with the accepted representation of the De Witt Clinton.    This locomotive was 
one of the first to be acquired by John B Jervis on becoming the railroad‘s chief 
engineer.    But why this locomotive? 
 
The answer is simple.  In 1880s no-one in England or the U.S had any idea what 
the Pride of Newcastle looked like, and Stretton‘s rendition was some ten years 
in the future. What was known was that Matthew followed the Stephenson 
pattern for the De Witt Clinton, and therefore that locomotive was the closest 
likeness which was available.   So the De Witt Clinton became the model for a 
box commemorating an English locomotive.  Matthew must be turning in his 
grave!101 

 
 

  
 

Fig 18 De Witt Clinton.   An elongated model of De Witt Clinton showing clearly the correlation with 
the carving on the box.  The model shows a tender with a roof which was add later to avoid fires 
from the locomotive‘s hot cinders.  In its first form the tender held a barrel and a bale of something 
possibly cotton and this is depicted on the carving.  The bale of cotton was to protect the 
passengers from boiler explosions.  
 

--------------------------------------------------------------------------------------------------------- 
 
101

 David Matthew was an immigrant Scot with no love for the English. His resentment of the pole 
position of English engineers was encapsulated in his observations on May 7 1884.   ―The 
Stourbridge Lion ran only five miles on the D&H by Horatio Allen in 1829 and was then abandoned.  
Also the two others imported by that company and no further use was made of them as locomotive 
engines. (This) leaving the track clear for American built locomotives to start the railroad in 
America.  The public speakers all give credit to the English engines so much they have been led 
astray in this matter‖. 

  
This came from an engineer who had learned much from observing the Stephenson engine.  In fact 
over the 10 years to 1840 almost 33% of U.S engines came from England which supplied 149 
locomotives in that period.  
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Lid Underside   
 
Turning to the underside of the carved lid we have the statement Blew Up July 26 
1829.    This has been taken by Robert Thayer and others to mean that it 
exploded on that date.   However, most of these commentators are non-
railroaders and, to a long serving railroad man, Blew Up has a different meaning.     
 
In steam railroading, to Blow Down (the boiler) means to reduce steam pressure, 
usually at the end of the day when the locomotive is stabled or at the end of a run 
to avoid excessive blowing off of the safety valves.  In the converse, Blow Up is 
to raise steam either at the start of the day or when there is a shortage102. 

 

So did the enigmatic inscription mean that steam was attempted to be raised on 
a locomotive they identified as America on the D&H on July 26 1829?  I think the 
answer is yes.    If so who owned the box and who carved it? 
 
I have a letter from Robert Thayer in which he describes taking the box to the 
Smithsonian Museum in 1991.  Although the curator poured cold water on some 
of the story he offered the opinion that the box was carved by David Matthew.  
Robert believed this, but in my view nothing could be further from the truth.    Not 
only would Matthew be disinclined to carve an image of his precious De Witt 
Clinton on a box commemorating an English locomotive, but the style is crude 
and the lettering is quite unlike Matthew.  If not Matthew then who did carve the 
box? 
 
We simply do not know.  There is a suggestion that John Jervis had a brother 
who was carver, but to date no confirmation of this has been located103. 
 
19.  Conclusion 

  

In the retelling of this story the status of Stourbridge Lion is unchanged.  It was 
the first locomotive to be operated in the Western Hemisphere to be operated 
even if it was not the first locomotive to arrive.   
 
But we must put this in context. 
 
Rastrick‘s design for the Stourbridge Lion was the last gasp of a type employing 
―working‖ beams and a flue tube boiler.  Within 6 months the design was 
consigned to history by the advent of the Rocket at Rainhill, Lancashire in 
October 1829.    That the boiler of Stourbridge Lion and its sister Agenoria had 
 
 
--------------------------------------------------------------------------------------------------------- 
 
102

 Searching the internet for references has produced a variety of uses of Blew Up or Blow Up in 
respect of steam locomotives among them being ―. . . . we stopped at the foot of the bank for a 
blow up‖.   ―. . . . the first time the locomotive was blown up‖ ―. . . . we had to stop frequently for a 
blow up due to poor coal‖ 
 
In addition, colloquial English has the phrase ―I had to stop for a blow‖ meaning stopping to gather 
ones breathe usually when running.    
 
But was the term in use in the mid 19

th
 century?   The earliest date so far is about 1890.  

 
103

 John B Jervis ordered the destruction of much correspondence, mainly personal, under the terms 
of his will.   
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such long lives is a tribute to the engineering skills of John Rastrick and the 
suitability of the choice of that supplier by Horatio Allen.   
 
However, the Stephenson locomotive Pride of Newcastle was the portent of the 
future, even if it had some crippling deficiencies which made it inferior to the 
Stourbridge Lion.   
 
The views of Horatio Allen and John B Jervis in 1883/4, distorted by old age and 
incomplete memories, were that Pride of Newcastle was a locomotive of Rocket 
calibre.    They believed that they could have had a success ―if they had only 
operated that locomotive‖104.   Neither could remember why the locomotive failed.  

Horatio Allen believed that Pride of Newcastle was never sent to Honesdale and 
that the decision to withhold it was made by Jervis.     
 
John B Jervis, with the added information supplied by John Torrey in Honesdale, 
was better informed but unlikely to go into print.   I suggest that his regret 
focused on a piece of memorabilia in the form of a carved wooden box probably 
for cigars.   This was to commemorate the burial of the hopes of the first 
successful locomotive railroad in America, a crown that was snatched by the 
Baltimore and Ohio Railroad a year later.  
 
The carved box which was discovered by Robert Thayer may be a fake.  I have 
held it in my hands as have many others105 and the age and colour is consistent 

with the fourth quarter of the 19th Century.  As to the inscription, it is important to 
consider the objectives in making such a fake: 
 

 Why carve De Witt Clinton when Stretton‘s rendition of ―America‖ was 
available? 

 Why carve a box about a locomotive which was in such serious dispute? 

 Why allege such an outlandish suggestion that it ―blew up‖ on July 26 
1829, a suggestion which was bound to bring down suspicion on its 
claims.  

 It has taken Bob and me some twenty years to work out the details, some 
information being only available from the end of the 20th Century and after 
the box was discovered.  How could anyone without the assistance of 
modern search facilities be able to determine such details? 

 The box seems to have been carved in the U.S yet much of the 
information was in the UK the only known researchers of this being Dale 
(1883), Stretton (1895) and Loree (1924).   Stretton‘s reputation for fakery 
has been described and although he was an accomplished draughtsman, 
wood carving was not among his attributes.  There is also important 
matter that the carving would have shown Stretton‘s ―America‖ 

 
--------------------------------------------------------------------------------------------------------- 
 
104

 Horatio Allen was so confused that when he examined Stourbridge Lion’s boiler at Chicago in 1883 
he expected to find a multi-tubular boiler and was most disturbed to find only a flue tube.   

 
105

     Bob had the disquieting practice of handing it out to anyone who showed an interest. In 2001 at the 
Early Railway Conference in Manchester, England he passed the box out to the audience of some 
one hundred people and whilst I tried to follow its progress round the room while Bob spoke, I lost 
sight of it several times.  I was relieved to receive it back in my hands.  Bob was not concerned 
stating clearly ―The box is not important only the message it conveys is. If the box disappears 
tomorrow the message will endure‖.   This could be his epitaph.     
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It is my opinion that the box is not a fake and that it represents real events from 
1829 although not carved until 1883/4.   It is currently in private hands. 
 
In setting out this story I wish to place before the reader as much of the beliefs 
behind the events of December 1827 to August 1829 in the hope that others with 
research skills may be able to take it further.       
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Appendix A 
 
The Pride of Newcastle showing the green outline of the drawing made by Clement Stretton in 1890s.  The Stretton rendition not only 
has the wheelbase incorrect but has the cylinders in the wrong place.  The addition of a dome and ―pop‖ safety valve is pure fiction 
as is the nameplate.   The black outline is generated from the boiler drawing and the general arrangement of sister locomotive 
Lancashire Witch.    For details of Clement Stretton – see text.  
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Appendix B Wheels and Track 
 
The track gauge is the one always quoted when a railroad is described.  
Modern ―standard‖ gauge is 4ft 8½‖ (1435mm) and the current AAR standard 
for US railroads gives the following norms: 
 
Gauge (inside rail to rail)    4ft 8½‖ (1435mm)  
Back-to-back  (inside wheel to wheel)  4ft 5‖ (1350mm) 
Flange thickness (at root)    1.37‖ (35mm) 
Minimum clearance between flange and rail .3‖ (7.5mm) 
 
It will be seen that the minimum root to root dimension is 4ft 7.9 inches or near 
4ft 8 inches.  Some locomotives are smaller. 
 
For the D&H Canal Company‘s Gravity Railroad a gauge of 4ft 3‖ (1295mm) 
was chosen.    But little or northing was said about the wheels or clearances. 
 
Modern wheels are ―coned‖ as shown below and the wheel tire sits on the top 
edge of the rail.  On straight (tangent) track both the flanges are clear of the rail 
inner face.    
 

 
 

 
 
 
 
 
 
 
 
 

 
 
 
This is a diagram of the Stourbridge 
Lion wheelset on the assumption that 
the wheel was coned.   The gauge is 
shown as 4ft 3in. 

 
For the wheels to be correct a back-
to-back dimension of the wheel of 
some 4ft 0in (1219mm) would be 
expected.   

 
The ―Note‖ refers to the flange root 
dimension and for this to be correct 
should be 4ft 2in to 4ft 2½ in (1269 to 
1282mm).   But what were the 
figures?

 

Albert Rutherford has taken some measurements of the replica Stourbridge 
Lion in the Wayne County Historical Society Museum at Honesdale.  The first 
surprise is that the tires are not coned but flat.   The back-to-back dimension is 
4ft 1‖ (1255mm) and the flange root dimension 4ft 3.5‖ (1307mm).   There is 
therefore no clearance over nominal gauge.  When the track on which the 
locomotive sits is measured this shows a dimension of 4ft 5‖ (1345mm).   
 



The Pride and the Lion  Page 70 of 78 Wayne County Historical Society 

Although the measurements were taken on the replica and not the original this 
is highly suspicious as the replica was operated on track in the past which must 
have been widened as indicated by the dimension measured by Albert 
Rutherford.  
 
So if the wheels were made by the D&H to Rastrick drawings then there is a 
strong possibility that the wheels of Stourbridge Lion in 1829 were not coned 
and were tight to nominal gauge as suspected.     In 1929, when a 
demonstration run was made with the replica Lion, was this discovered and the 
gauge quietly eased to suit the wheels?  Unless some record of the 
arrangements for the demonstration has survived we may never know. 
 
Significantly, Larry Lowenthal records that later, when locomotives were finally 
used on the D&H, 4ft 3in track the gauge was opened out to 4ft 3½inches but it 
may have been eased earlier when steel rails were introduced.  
 
Even more interesting is the comment by Vernon Leslie that the strict 
interpretation of the track description would suggest that iron was placed on the 
inside edge of the stringers (Chapter 6).  To do so would narrow the gauge by 
1‖ making it impossible for the locomotive to be worked unless this was taken 
into account when setting gauge.  That is unless the gauge was taken with the 
strap rail in position in which case the stringer gauge would be 4ft 4 inches 
 
Even more intriguing is the suggestion that the inner edge iron was in place for 
the locomotive trial of August 8 but hurriedly removed for the later trial in 
September.    With the inner iron strap removed the top strap would be 
vulnerable. 
 
Certainly the B&O drawing shows no inner iron (Figure 2).  Still more intriguing 
is the suggestion that the D&H had surplus iron because it discontinued the 
inner edge fitting. 
 
As Vernon Leslie says there is a lack of clarity in the actual arrangement of the 
strap rail and its dimensions.  I could not agree more.  Maybe someone will be 
able to solve this one day. 

 

 
 
 

 
 
 
 

The strap rail and wheel flange of 
the replica Stourbridge Lion in the 
museum at Honesdale taken 
November 2009 by Albert 
Rutherford.  This shows a clear gap 
between the flange and the inner 
edge of the rail but the rail gauge is 
4ft 5in some 2 inches wider that that 
generally accepted for the D&H 
Gravity Road. Albert Rutherford, Honesdale 
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Appendix D. A List of People Mentioned in this Book 
 
 

Name Role and date Involvement 

ABEEL, Garrett Byvance 
(1768-1829)                         

Proprietor of Abeel & Dunscomb New York City Foundry where Pride of Newcastle was stored from February to July, 
1829 and demonstrated in June 

ALLEN, Horatio 
(1802-1899) 

American engineer and D&H agent 1827-1829 Purchased first locomotives and drove Stourbridge Lion at                                                                                   
Honesdale on August 8, 1829. 

ARCHBALD, James  
(1793-1870)        

Resident engineer, D&H Canal Co. in 1829                                                                Wrote about track condition after trial of Stourbridge Lion in August, 
1829 

AVERY, Dr. Otis 
(1808-1904)                  

Honesdale area dentist                                Rode on Lion on August 8, 1829, after Allen‘s trip and subsequently 
wrote about it 

BIRKINSHAW, John Ironmaster of Bedlington Ironworks, 
Northumberland England in 1820s 

Made first wrought iron rails which displaced cast iron in1820. Visited 
by Allen in 1828 

BLACKMAN, Bliss New York socialite and ardent diarist in 1829 Witnessed testing of Pride and Lion in New York City, and wrote 
articles to newspapers 

BLENKENSOP, John 
(1783-18310 

Engineer of Middleton Railway, Yorkshire, 
England 

Demonstrated his engine to Allen in spring, 1828, at Leeds, England 

BLOOD, A. & N Firm of carpenters and craftsmen at Honesdale 
in 1829 

Provided equipment to unload engines from D&H canal boats to 
Gravity RR track August 1829 

BOLTON, John 
(        -1838) 

Second President of D&H Canal Co.  1828-
1831 

Ordered engines to be sent to head of canal in July, 1829 

BOOTH, Henry 
(1788-1869) 

Secretary of Liverpool & Manchester Railway 
1826-1846 and originator of multi-tubular boiler 
idea 

Friend of George Stephenson.  Met and advised Allen at Liverpool in 
spring of 1828 

BROWN, William H American railroad historian Wrote History of the First Locomotives in America and maintained a 
record of correspondence about the D&H from many engineers  
including Allen and Jervis                                                             

 

BROWN, William and James 
(W. & J. BROWN & Co) 

Purchasing agents for D&H Canal Co.  Based in 
Liverpool between 1810 and 1839 (a division of 
Brown Bros., Baltimore, Maryland) 

Handled financial aspects of the purchase of materials, including the 
shipping to New York  

CHAMBERLAIN, Samuel Resident of Honesdale in 1829 Supplied three bushels of charcoal ―for locomotives.‖ per D&H records 

CLARK, Col. James Albert Historian of the Lackawanna Valley of North 
Eastern Pennsylvania 

In 1881 wrote an inaccurate latter-day description of Stourbridge Lion 



The Pride and the Lion  Page 75 of 78 Wayne County Historical Society 

CLOTHIER, Alan Retired archivist of the Stephenson Trust, 
Newcastle, England 

Provided details and access to drawings held by the Robert 
Stephenson Works, South St 

DALE, Sir David 
(1837-1906) 

Secretary of North Eastern Ry, York, England Replied to John Torrey as to the details of the Stephenson engines 
specifically No. 12 (Pride) in 1883.  His position in the company of 
RS&Co is unclear 

DICKINSON, Dr. Henry Winram 
(1870-1952) 

Editor of Transactions of the Newcomen 
Society, London, from 1920 to1951 

The first to point out to Loree in 1924 that the name America was a 
―miss-read‖ of the title for No. 12 (Pride) in the Works Description Book 
of RS&Co 

DOTTERER, Samuel H Official of the D&H Railroad Co  Borrowed Stourbridge Lion’s boiler to exhibit at the Chicago Exposition 
in 1883 

DUNSCOMB, Edward 
(1804-1895) 

Son-in-law and partner of Garrett Abeel, and 
manager of the Abeel & Dunscomb Foundry in 
1829 

The foundry in which Pride of Newcastle was stored (Feb. to July 
1829) and demonstrated in June 

EARLY, Patrick Foundryman of Carbondale Pennsylvania Former apprentice of John Simpson.   Bought out John Stuart in 1869 
to form Lindsay & Early.  Took the boiler from Lion out of service in 
1871, claiming it was obsolete 

FLEWWELLING, Samuel 
(1776-1848) 

Treasurer of D&H Canal Co. in 1829 Corresponded with Bolton and others concerning locomotives 

FOSTER, James Ironmaster and partner in Foster, Rastrick & 
Co., Stourbridge, England 

Engineer whose firm built Stourbridge Lion in 1828-1829 

GUEST, Sir Josiah Ironmaster of Dowlais, South Wales (later 
Guest, Keene & Nettlefold, or GKN) 

Tendered for the rolling of D&H strap rail in spring, 1828.  Allen 
rejected their sample 

HACKETT - Master of the ship William Byrne His ship conveyed Horatio Allen from New York to Liverpool in winter 
of 1828 

HACKWORTH, Timothy 
(1786-1850) 

Engineer for the Stockton & Darlington Railway 
1825-1850 

Met and advised Allen in May, 1828 and provided reports and costs 

HALL, J. A Editor of Locomotive Engineer Wrote account of a visit to Carbondale in September, 1888 when he 
examined Lion’s boiler 

HARRINGTON, Harry Blacksmith of Honesdale in 1829 Provided a ―small boiler‖ now identified as the heat exchanger for 
Stourbridge Lion in July-August of 1829 

HARTLEY, Jesse 
(1780-1860) 

Engineer of Liverpool Docks from1824 to 1860 Took Horatio Allen on tour of the docks in February/March, 1828, and 
advised him on the purchase of chains for the inclined planes on the 
D&H Gravity RR.  Allen could not remember his name in 1883 and 
called him Hastley 

HOLLISTER, Dr. Horace 
(1822-1893) 

Physician, antiquarian and historian of 
Scranton, Pennsylvania 

Wrote History of the Lackawanna Valley in which he claims that one 
boiler made by George Stephenson was in use in Scranton in 1847 
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HONE, Philip 
(1822-1893) 

First President of the D&H Canal Company 
1825-1826. Mayor of New York City 1826 

Witnessed testing of the engines in New York.  Honesdale (formerly 
Dyberry Forks) named in his honor 

JERVIS, John Bloomfield 
(1795-1885) 

American railroad pioneer and chief engineer for 
the D&H 1827-1830 

Commissioned Allen to purchase engines in England 

KEMBLE (or KIMBLE), William 
(1795-1885) 

Proprietor of West Point Foundry New York City Foundry in which Stourbridge Lion was stored (May to July, 1829) and 
demonstrated in June 

KNEASS, Samuel H 
(1806-1858) 

Civil engineer and architect of Philadelphia, 
Pennsylvania 

Member of a delegation from the Pennsylvania  Society for the 
Promotion of Internal Improvements that visited the Hetton Railway in 
1826; assisted in the Strickland report on railroads 

LANGSTAFF, George Blundell 
(1849-1921) 

Author of comprehensive history of Langstaff 
family and relative of Thomas Langstaff. 

Wrote about deficiencies in the Stephenson engines giving weight to 
the suggestion that they would not steam with anthracite.   

LANGSTAFF, Thomas 
(           -1835) 

An engineer in Durham from 1827 to 1830 May have given financial support to Hackworth and identified the 
weaknesses in steaming of Stephenson engines.   Murdered in West 
Virginia 

LESLIE, Dr. Vernon E 
(1909-1994) 

Author, educator, archaeologist and County 
Historian for Wayne County, Pennsylvania   

Wrote extensively on the history of Honesdale and the D&H, including 
Honesdale and the Stourbridge Lion 

LINDSAY, William Foundryman of Carbondale Pennsylvania and 
partner of John Stuart 

Purchased the foundry where the boiler of Stourbridge Lion had been 
installed 

LOREE, Lenor Fresnel  
(1858-1940)  

President of D&H Railroad Co from 1907 to 
1938 

Presented paper on D&H engines to Newcomen Society in 1924 
(subsequently widely quoted) 

MARDER, Stephen American railroad writer Wrote two accounts of the disposal of the boilers, suggesting that 
Pride’s was sold to the Scranton brothers for their rolling mill in Slocum 
Hollow (now Scranton) 

MATTHEW, David 
(1810-1890) 

Engineer at West Point Foundry and builder of 
DeWitt Clinton      

Set up and tested Stourbridge Lion.   Produced his history of 
locomotives in 1884 

MAURY, James 
(1746-1840) 

US Consul in Liverpool (first consul in England 
established in 1790) 

Facilitated Horatio Allen‘s introduction to the Liverpool engineers in 
1828.  Lived at 4 Rodney St. next to Henry Booth and retired in 1829 

MAYNARD, George C 
(1839-1918) 

Curator at United States National Museum 
(Smithsonian) 

In 1904 interviewed several older residents of Honesdale concerning 
disposal of parts of Stourbridge Lion 

McEWING, Patrick Laborer at Honesdale in 1829 Helped unload locomotives in July 1829 

PEASE, Joseph 
(1799-1872) 

Quaker who was a promoter of the  Stockton & 
Darlington Railway 

Benefactor of George Stephenson and later a director of RS&Co. 
Purchased Thomas Langstaff‘s mine from which funds were made 
available for funding locomotives 

PLUMB (or PLUM), Hiram Engineer and machinist of Honesdale in 1820s Contracted for capstans and tripod to lift locomotives at Honesdale 
(and possibly also at Rondout) 

PRESTON, Paul S Son of Samuel Preston, an early settler of Wrote to his father on Aug. 9, 1829 stating that he and a companion 
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(1796-1873) 
 

Wayne County, Pennsylvania    had ridden on Stourbridge Lion’s tender the previous day right after 
Allen‘s trial run 

RENWICK, James 
 

Senior member of the faculty of Columbia 
University in New York City during 1820s 

Acted as consulting engineer to the D&H Canal Co. 1826-1828. 
Favored idea of locomotives and made sketch of Stourbridge Lion at 
Honesdale in the summer of 1829 

RASTRICK, John Urpeth 
(1790-1856) 

Partner in Foster, Rastrick & Co Stourbridge, 
Staffordshire, England 

Engineer, designer and builder of Stourbridge Lion 

SCRANTON, George W 
(1811-1861) and                      
SCRANTON, Selden T 
(1814-1891) 

Ironmasters and entrepreneurs in North Eastern 
Pennsylvania for whom the city of Scranton is 
named 

Established Lackawanna Furnace & Rolling Mills Co.  Pioneer 
producers of T-rail, and said to have used a Stephenson boiler in their 
rolling mill 

SIMPSON, John Foundryman of Carbondale, Pennsylvania Purchased the derelict Stourbridge Lion in 1845 for its boiler and 
cylinders to be used in his foundry 

SMILES, Samuel 
(1812-1904) 

British author and biographer of George 
Stephenson 

Recorded claims as to the origin of the blast pipe 

SPARROW, W&L Ironmasters of Temple Street, Wolverhampton, 
England 

Tendered for and won the D&H Canal Co. strap rail contract for strap 
rail in 1828 

SPENCER, Russel (sic) Blacksmith at Honesdale in 1829 Made repairs to the locomotives in the summer of 1829 due to 
damage in unloading them from canal boats 

STEPHENSON, George 
(1781-1848) 

Celebrated English engineer and locomotive 
builder—designed first ―modern‖  steam 
locomotive 

In Liverpool in 1828, building the Liverpool & Manchester Ry.  Met and 
advised Allen 

STEPHENSON, George Robert 
(1819-1905)       

English civil engineer and cousin of Robert 
Stephenson 

Director of RS&Co. in 1883, to whom John Torrey wrote.  He passed 
along the letter to Dale 

STEPHENSON, Robert 
(1803-1859) 

Railway engineer and son of George 
Stephenson.  Managing partner of RS&Co. from 
1823 to 1859 

Designed and built Locomotive No.12 (Pride of Newcastle) for the 
D&H Canal Co 

STRETTON, Clement Edwin   
(1850-1915) 

Railroad historian and expert for the Science 
Museum in London                        

Provided the name America and made inaccurate drawing of 
Locomotive No. 12 in 1890s 

STRICKLAND, William 
1788-1854) 

Civil engineer of Philadelphia, Pennsylvania Visited Hetton Railway in 1826 and in that year produced a report on 
railroads read by Jervis 

STUART, John Foundryman of Carbondale Pennsylvania, and 
partner of William Lindsay 

In 1856 purchased foundry where Lion’s boiler had been set up for 
stationary service 

STARBUCK, Edward F Agent for Robert Stephenson & Co 1828 based 
in London 

Oversaw transfer of the Pride of Newcastle from the Younghusband to 
the Columbia 

SULLIVAN, Col. John Langdon Canal engineer and  surveyor Canal engineer and  surveyor route for D&H in 1826-1827 
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TARBEAU (or TARBOX), David Leather worker at Honesdale in 1829 Provided leather hose, probably to supply water from Lion’s tender to 
its hot water reservoir 

THAYER, Robert Lindsay 
(1949-2008) 

Antique dealer of Lime Rock, Connecticut Discovered wooden ―box‖ that claims to suggest Pride of Newcastle 
ran in July, 1829 

TORREY, Maj. Jason           
(1772-1848) 

Prominent Wayne County resident—surveyor, 
land agent and businessman 

Encouraged construction by D&H and supplied lumber for shed which 
housed Lion for several years after its trial run 

TORREY, John 
(1807-1894) 

Son of Jason Torrey who was also a prominent 
Honesdale businessman in his own right 

Wrote to Stephensons in 1883 with questions on Locomotive No. 12 
(Pride of Newcastle). 

WALKER, James Engineer and consultant Commissioned by Liverpool & Manchester Ry. to report on fixed 
engines and locomotives in 1828.  Saw and reported Lion under 
construction at Stourbridge in early 1829 

WHISTLER, George Washington 
(1800-1849) 

Consultant to B&O and B&A Railroads Travelled to England with Ross Winans.  Purchased an engine from 
RS&Co. which was lost at sea            

WHITE, John H., Jnr 
(1933 -        ) 

Railroad historian and curator of the National 
Museum (Smithsonian)                      

Wrote A History of the American Locomotive—Its Development: 1830-
1880, in which he described the disposal of Stourbridge Lion 

WOOD, Nicholas 
(1795-1865) 

Author and associate of George and Robert 
Stephenson 

Wrote first handbook on railroads and mentor to Horatio Allen, whom 
he met in Newcastle in 1828 

WRIGHT, Benjamin 
(1770-1842) 

Chief engineer on Erie Canal and first chief 
engineer for the D&H Canal Co 

Engineer in charge and main architect of the D&H Canal. Resigned in 
favor of John B Jervis in 1827 

WURTS, John 
(1792-1861) 

Youngest of the Wurts brothers. Lawyer and 
member of Pennsylvania State Senate prior to 
becoming D&H President 

Third President of the D&H Canal Company 1831-1858 

WURTS, Maurice 
1783-1854) and 
WURTS, William 
(1788-1858)  

Philadelphia merchants who bought coal-
bearing lands in northeast Pennsylvania in early 
1800s 

Opened first anthracite mine in Carbondale; conceived idea for canal 
to market their coal.  Merged with D&H Canal Co. in 1825 

YARRINGTON, Dilton D&H employee in Carbondale who wrote 
accounts of early days of the D&H operations 

Recalled seeing the locomotives and their later use as stationary 
boilers 

YOUNG, Coe F 
( 1824-1889) 

General Superintendent-D&H Canal Co. Lived 
at Honesdale in 1870              

Searched for documents at request of William H. Brown and supplied 
some information, but said some ―files have been removed and not 
returned.‖ 
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