
The highways and byways of the East Riding 

Drovers’ Roads 

A drovers’ road was a route for 

driving livestock on foot from one 

place to another, such as to market 

or between summer and winter 

pasture. 

The East Yorkshire Wolds have miles 

of single track roads with wide verges believed to be sheep drover road trails. Sheep or 

cattle were best driven down broad lanes where there were not too many travellers to break 

up the herd. Drover roads were at least 40 ft (12 m) wide, sometimes up to 90 ft (27 m) 

wide. 

People using such routes were called ‘drovers’. They accompanied their livestock either on 

foot or on horseback, travelling a dozen or so miles a day and sleeping rough. They also 

used dogs to help control the stock. 

Droving declined during the 19
th
 century through a combination of agricultural change, the 

introduction of rail transport from the 1840s onwards, and more intensive use of the 

Enclosures and DroversEnclosures and Drovers  
Introduction 

Historically there have been times when a concerted effort was made to design and maintain roads. For example the Romans built straight roads between their forts and towns 

primarily for military purposes. However in rural areas, such as the East Riding of Yorkshire, roads usually grew up in an ad hoc fashion. They linked the places where people 

lived and worked and avoided difficult physical features such as boggy ground, rocky outcrops, rivers and trees. 

Gradually within our area there emerged three distinct phases of road development: drovers’ roads, turnpike roads and enclosure roads. 

Drovers’ roads were largely independent of other road systems. They were originally ‘green’ earth roads which avoided most settlements. Many still remain, particularly in upland parts of our 

region, although most now have a narrow strip of tarmac for motor vehicles. 

For many years responsibility for the maintenance of roads fell to local parishes, a duty which was fulfilled with variable enthusiasm. In 1667 Parliament passed a Turnpike Act which allowed 

entrepreneurs to build roads and charge travellers for passage to cover the costs involved and hopefully to turn a profit. By the end of the 18
th
 century a reasonable road system was in place 

even though the principles of road building had not developed much since Roman times and upkeep was expensive and patchy. 

Between 1750 and 1860 the strips of land in open fields were enclosed into more efficient units. This was done by local Acts of Parliament – the Enclosure Acts – some five thousand in all. 

The enclosers, viewed as land-grabbers by some, were obliged to create a road by-passing the newly enclosed meadows. 

These panels look at various aspects of roads in the East Riding, their origins and use, history and construction. The text and pictures originally formed an exhibition at Skidby Windmill and 

Museum of East Riding Rural Life. It was researched and produced by volunteer members of the East Riding Rural Life Project at Skidby. 

Drovers’ road  from Kiplingcotes Lane to South 
Dalton Wold 

Drovers’ Road from Warter to Huggate 

Enclosure Roads 

Although the enclosure of common land and the abolition of the strip field system had 

been taking place for several centuries, the practice became most popular in the 

eighteenth and early nineteenth centuries as a result of the Parliamentary Enclosure Acts. 

As well as transforming farming and land ownership in many areas the acts also led to 

changes in the road systems. Each enclosure required a separate act of parliament. 

Commissioners and surveyors were appointed and these were required to define all the 

public rights of way including roads, bridleways and footpaths. 

In many areas Enclosure Roads were created to replace an intricate system of paths and 

tracks which had previously linked local farms and villages. These new roads were often 

straight and can be mistaken for Roman roads. They were built to a standard width of 30 

to 40 feet with wide grass verges and bounded by hedges. This allowed room for traffic to 

negotiate obstacles such as ruts and water-logging.  

Lock Lane leading from Holme-on-

Spalding Moor to the newly built 

canal is a good example of an 

Enclosure Road, being straight with a 

wide grass verge. 

Another enclosure road is the present 

Mill Road and Mill Hill leading from 

Swanland to Melton Bottom. 

At the same time many local 

landowners took the opportunity to re-

align local roads in the vicinity of their 

property to give themselves greater 

privacy. This was the case with 

Tranby Lane close to Swanland Hall. 

As well as creating new roads, the Enclosure Acts also led to the stopping up of many old 

roads. Woodgates Lanes running from Ferriby to Swanland now stops at Mill Lane, close 

to Swanland water tower but it previously continued over the fields and across to Raywell. 

Some former roads continued in use as footpaths and bridleways. Green Lane running 

from Willerby Hill now continues as a footpath to Eppleworth Road. 

The effects of the enclosures varied in different parts of the East Riding. In the Wolds area 

almost 70% of it was enclosed by the number of wide straight roads with grass verges 

passing through large rectangular fields. However in Holderness enclosure took place 

much earlier, before the introduction of the enclosure acts, and here many roads follow 

the balks of the earlier fields and are consequently more winding. 

Lock Lane in Holme-on-Spalding Moor. An 
Enclosure Road. 

Isaac Leatham, a land surveyor and Enclosure Commissioner, wrote in 1796 

“….the Riding appears to be well accommodated with public roads. Those over the 

uninclosed part of  the Wold division require but little attention…..The roads in some 

of  the inclosed parts, though dry and upon a rock, are chiefly, from their construction, 

very indifferent. The chalk-stone, of  which the roads in this division are made, is not 

durable, but the mode of  using it renders it less so.” 

“In the flat part of  the Riding, where stone cannot be produced, some of  the roads are 

indifferent, but considerable efforts are being made to improve them. In the east 

division, it is very common to fetch gravel from the sea shore, two or three miles 

distant….. Draining is in no instance more necessary than for roads, not only in taking 

the water off  them, but from under them. In other parts a coarse dry sand is found, 

which when judiciously used, answers tolerably well, the carriages, however, move 

heavily upon it.” 

Enclosure roads in Walkington 

The map on the right is in the ERYC Archives collection and bears the legend “Plan of the 

township of Walkington as inclosed 1794”. It was produced by surveyors for the enclosure 

commissioners. Also at an early stage the commissioners often appointed a local farmer to be 

the surveyor of the highways. In return for an annuity of around £10 he had to oversee the 

construction and maintenance of the roads that were re-aligned by the enclosures. After the 

commissioners had decided on the new course of roads the plans were published so that 

landowners had chance to object. 

The surveyors planned new straight roads and new straight edged fields. In Walkington five 

large open fields and common pastures were divided between the land owners and their 

names are visible in each field, including one labelled “Tithe” showing the church was getting 

its share. In the old strip field system any one land owner had bits of land, of different types, 

spread over the whole village. The purpose of enclosure was to bring each landowner’s plot 

into one place so it could be run more efficiently. On this map the two straight roads to the left 

are enclosure roads to High Hunsley and to South Newbald. The twisty road to the south is to 

Little Weighton. The assorted strips behind the houses are the “garths” or old enclosures.  

A part of the 1794 enclosure plan of Walkington (ERYAL)      
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Turnpike Days 

By the beginning of the 18
th

 century it was becoming clear that the growth of towns and industry was being held back by the state of the road network, so a system of turnpiking 

started to develop. However, turnpiking needed a specially requested Act of Parliament so that a large section of public highway could be controlled by a body of Trustees who 

were usually men of business, landowners and corporations of towns with a vested interest in transport. Moreover it involved a new principle – that all travellers, apart from 

pedestrians, had to make a payment proportional to their use of the road. These Trusts were set up for 21 years but could be renewed, although a new Act was required each 

time. Strictly speaking a turnpike is not a road but a barrier controlling who travels along a road. The barrier consists of bars with one sharpened end, revolving on a pivot so 

that it could be opened, enabling travellers who paid the toll to pass through.  

In theory there was more scope for repair and improvement but the costs of setting up were so great that Trusts were often in debt. Nevertheless, Turnpike roads were often better than those 

maintained by the parish only. Roads were expected to provide a causeway above low-lying land and parts of roads from Hull to Hessle, Anlaby, Beverley and Holderness carry the suffix ‘High 

Road’ to the present day as a result. 

Better roads led to more road users and stage coaches became a common sight. They travelled at speeds of up to 10 miles an hour and had an air of romance as they clattered along the 

road, brightly painted and with the guard blowing his horn to warn tollgate owners to open the gate to His Majesty’s mails. A less romantic aspect of such travel was the bumping and battering 

of passengers due to poor roads, poor springs and the bad design of the coaches. 

Developments were linked also to the relative economic and social importance of the more important urban areas, so roads around Hull and Beverley were important in the 18
th
 century. 

Beverley’s interest in turnpikes shows the importance of the town as a regional capital and market centre, but also as a residential and social centre. County families such as the Bethels, 

Constables and Hildyards, supported improved roads and invested money in them. 

Local Turnpikes 

Hull – Beverley via Newland, Dunswell and Woodmansey. This was opened in 1744 with tollbars at Newland 

and Woodmansey. A Renewal Act in 1764 included the road from the west end of Cottingham to Newland Bridge. 

Leven (White Cross) – Beverley  Opened in 1761 this was a causeway road over marshy countryside and, at 

only 6 miles long, was one of the shortest turnpikes, but the road was often under water until the River Hull was 

controlled in 1767 and Beverley and Barmston Drain completed in the early 1800’s. 

Beverley – York  This was controlled by two Trusts, one opened in 1764 ran from Beverley to Kexby Bridge via 

Market Weighton and Pocklington. The second was from York to Grimston and Garrowby Hill. The reason for two 

Trusts was due to opposition by York to a tollbar at Grimston Smithy as much of the produce for York markets 

would have to pass through it. 

Hull – Anlaby – Kirkella  This was opened in 1745 to provide better access to the new suburbs being developed 

for the merchant classes who were moving out of the city to areas of fresh air to the west. It was also part of the 

highway to the expanding towns of the West Riding. However, it was almost constantly flooded and the parishes 

were unable to meet the demands for statutory labour. 

Hull – Bilton – Wyton – Preston – Hedon  Opened in 1745 with a Renewal Act in 1767 allowing a branch from 

Wyton through Sproatley to Humbleton. 

Hedon – Patrington  An Act of 1761 extended the road from Hedon 

hoping to reinvigorate Patrington Haven as a port for agricultural 

produce from Holderness to the West Riding. 

Other Turnpikes in this area include:-  

Beverley – Molescroft – Leconfield – Beswick – Driffield – 

Kendale House (near Kilham).1766. 

Molescroft – Bainton Balk 1766. 

Beverley – Hessle 1769. 

Kirkella – Raywell – Riplingham – North Cave 1774. 

Barmby Moor – Market Weighton 1793. 

Woodmansey Toll  - a pencil drawing by C.W. Clennell  
1830-40 
Beverley Art Gallery collection 

Tolls 

Tolls to be taken to pay for turnpikes were meticulously listed in the Act of Parliament which set them up. Pedestrians did not pay - a 

side gate allowed them to pass without hindrance. Other exceptions were as follows: travel on election days, church- or chapel-goers 

on Sundays, soldiers on the march, implements of husbandry and carts carrying manure or road repair materials. However payment 

was due on all other carts, carriages and animals but normally only once per day. Smaller trusts allowed free passage if payment had 

been made at an earlier toll. Also, sometimes return within the day was free on production of a ticket as on the Hull to Beverley 

turnpike. On the Hull to Hedon turnpike payment had to be made at both tollbars but return within the day was free. 

As traffic developed it became clear that, even on a turnpike road, horses’ hooves and the wheels of coaches, carts and wagons could 

cause considerable damage to the roads surface. The Highways Act of 1753 prohibited the use of wagons or carts with wheels of less 

than 9 in. in the “felly” (felly is the width of the wheel rim). After 1773 the schedule of tolls became more elaborate and a wide disparity 

resulted between wagons and carts on the one hand and coaches and carriages on the other as the tolls charged at Grimston Bar 

show. (see table below right ) 

Examples of Tolls Charged 

 

Traffic Hull to Beverley 1744 Hull to Kirkella 1745 

Coach drawn by 6 horses 1/6 1/- 

Coach drawn by 3 or 4 horses 1/- 8d 

Coach drawn by 2 horses 9d 6d 

Coach drawn by 1 horse 6d 3d 

Wagon drawn by 5 or more hors-
es 

1/6 1/- 

Wagon drawn by 3 or 4 horses 1/- 8d 

Wagon drawn by 2 horses 9d 6d 

Wagon drawn by 1 horse 6d 3d 

Each horse laden or unladen 1½d 1d 

Calves, sheep, pigs etc, per 
score 

5d 5d 

Cattle, per score or pro rata - 10d 

Toll keepers were equipped with a hand 

gauge. This had a marker which slid 

along a bar to measure wheel widths. 

Later, the weight of wagons also became 

a factor in the charges too.  Wheel measuring gauge 

Note: These prices are in shillings and pence (d); ¼d is a farthing. 

Tolls at Grimston Bar , near York, on the York – Kexby – Garrowby Hill Turnpike 

No. of horses Coach/carriage Wagon / cart with wheels of fellies width 

    6 in 4½ in Narrow 

6 2/3 2/3 2/9¾ 3/4½ 

5 not stated 1/10½ 2/4 2/9¾ 

4 1/6 1/6 1/10½ 2/3 

3 1/1½ 1/1½ 1/4¾ 1/8¼ 

2 9d 9d 11¼ 1/1½ 

1 4½d 4½d 5d 6¾d 

White Cross at Leven 

From Leven village the roads lead north to Brandesburton and 

Bridlington, east to Hornsea, then south to Hull and Beverley. 

The Hull to Beverley road divides in the south-east corner of the Parish 

at a place called White Cross; named after a medieval stone cross, the 

shaft of which still remains there. 

The White Cross house situated here was probably used as a tollhouse. 

The road between White Cross and Beverley was turnpiked in 1761, and 

the trusts were continued until 1867. The proposal in 1767 to continue 

the turnpike from White Cross to Bridlington was ineffective. 

Between 1796 and 1828 there were improvements to the Hornsea road. 

The White Cross junction, the Bridlington road and the Hornsea road 

were all improved in the mid 20 century. In 1994 a bypass was opened 

for Leven and Brandesburton. 
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Tollhouses 

As tolls needed to be collected 24 hours a day, Turnpike Trusts erected purpose built tollhouses beside the turnpike gates to house the toll-collector. Often these were family houses as the 

collector’s wife and children would help when he was resting.  

In order to attract a reliable worker they were often well-built with an office, domestic accommodation, garden, well and privies. However, as some were situated in lonely positions, away from 

towns they could also be a target for thieves who knew that there could be large amounts of cash there. Consequently some had bars on the windows and strong shutters. 

Because they were often situated at crossroads or junctions some were built in unusual shapes. The tollhouse at Wyton Bar was triangular in order that the toll-collector could observe the 

three roads it served. Outside the tollhouse, situated on a blind window or wall was a board displaying the charges illuminated by a lamp. 

Although tollhouses still exist in some parts of the country, few remain standing today in East Yorkshire. Smaller, poorly built ones on the less well-used roads were abandoned and fell into 

disrepair when the Trusts were wound up. Others were demolished during road widening schemes due to their proximity to the carriageway. 

Toll Bar Cottage, Woodmansey 

Situated at the junction of Long 

Lane and Ferry Lane and also 

collected tolls from traffic joining 

the road from Wawne ferry. A 

vehicle with 4 horses paid 1/- and 

a horse and rider would have paid 

1½d  

“From Beverley to Driffield is, I think, by much 

the best turnpike road I have met with in 

Yorkshire….”  

From “A Six Months’ Tour through the North of 

England” by Arthur Young, published in 1770. 

Postcard of Sunderlandwick Old Toll Bar, Driffield. From David 
Neave Collection. This is now the entrance to Driffield Golf Club 

New  Walk Toll House, Beverley, Sessions building behind. Drawing by C.W. Clennell  
Drawing from Beverley Art Gallery Collection 

Molescroft Toll House (now demolished), ERYC collection and the same aspect today 

Two views of “First Gate into Westwood, York Road”, Beverley. Pencil drawings by C.W. Clennell (c. 1830-40). Drawings from Beverley Art Gallery Collection 

Bubwith Toll Bridge crossing R. Derwent looking towards 

Carlton Toll Bridge, crossing R. Aire c.1900 

Cottingham Road, Hull 

Toll-collectors:- 

 “they’re all on ‘em men as has met with some disappointment 

in life, consequence of  vich, they retires from the world and 

shuts themselves up in pikes:  partly with a view of  being 

solitary, and partly to revenge themselves on mankind, by 

taking tolls” 

Sam Weller in ‘Pickwick Papers’ by Charles Dickens Beverley Road, Dunswell 

These panels were researched and produced by volunteers of the East Riding Rural Life project at Skidby Windmill. 

To join the volunteers contact Skidby Mill on (01482) 848405. 
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Roman Roads 

When the Romans conquered Britain in AD 43 one of their first priorities was the construction of roads in order to connect forts and camps and to facilitate transport of stores and troops. This 

was essential in order to control the population, and over the centuries of Roman rule up to 410 AD, these were the only means of communication, with the towns in the proximity depending 

on these roads for their prosperity and growth. 

The roads were as straight as possible and made of the most enduring materials that could be provided in the district and also some occasionally transported at great expense from other 

areas. They were generally paved with large blocks of stone with foundations of flint or cobblestones cemented with lime, chalk or gravel. They varied in width and typically had drainage 

ditches at both sides and were named Viae Stratae (= paved ways — in modern Italian ‘strada’ and the English ‘street’). 

Roman Roads in Brough on Humber   

Petuaria (meaning something like ‘quarter’ or ‘fourth part’) was originally a Roman fort situated where 

Brough now stands and was founded in 70 AD and abandoned in about 125 AD. Petuaria marked the 

southern end of the Roman road known now as ‘Cade’s Road’ which ran roughly northwards for 100 

miles to Pons Aelius (Newcastle upon Tyne). The section from Petuaria to Eboracum (York) was also the 

final section of Ermine Street. 

A communication network was added during the Roman period originating at the forts of Brough and 

Malton. The road between the two towns ran along the western side of the Wolds with a branch leading 

further westward to Stamford Bridge. A road also extended eastward from Stamford Bridge across the 

central Wolds to the North Sea coast at Bridlington. Another road originating at Lincoln crossed the River 

Humber (Abus Fluvius), entering the East Riding at Brough. 

Ermine Street includes a section in the East 
Riding 

Roman Road Construction 

Roman road construction was always adapted to local topography and ground conditions. The 

principle was a track way with a ditch for drainage down both sides. Material was derived locally, but 

if no suitable stone was available it might be brought from a distance. 

The thickness and the layering of the road varied. On stable, rocky ground the road would consist of 

only one layer of well-fitted cobblestones. In soft and unstable ground, the soft soil was excavated 

and replaced by several layers of cobbles, gravels and rubble held together with compacted sandy 

soil or lime mortar. Some layers were made waterproof by well-compacted clay soil. 

The width of the road ranged from 4 metres to 8 metres and was defined by kerbstones on each 

side. The total depth of the road from the surface to the bottom of the base could reach 1 to 1∙5 

metres. Roman roads were built to resist rain, freezing and flooding. They were constructed to need 

as little repair as possible. 

The Groma 

To build straight roads Roman surveyors used a type of surveying instrument called a groma. The 

instrument was a simple cross of wood with arms of equal length, attached to a vertical shaft. Each arm 

had a plumb line suspended from the end of it; each line was equal in length to the other plumb lines. 

The groma was set up on the highest point of the ground and then turned so that one of the arms pointed 

in the direction the road was to take. The groma was then twisted until the surveyor could sight two of the 

strings to the starting point. An assistant, using ranging poles, was needed to fix a straight line of poles 

marking the course of the road. 

Cross section of a Roman Road 

From Warter village a Roman Road runs in a north-westerly direction along a 

wide straight section for a mile and a quarter and on to high ground ( 620ft) 

on Coldwold. 

Section of Roman road to Warter Village 

End of the existing Roman road from 
Warter village to Coldwold Cottages. 

Medieval Roads 

Roman roads formed the basis of Britain’s main road system after the Norman Conquest and they were given royal protection, 

becoming known as the King’s Highways. 

However, local journeys made by merchants with their packhorses or farmers moving livestock relied on drove roads some of which 

had existed since prehistoric times. Some of these were also given the status of King’s Highway. This meant that they had legal status 

as a right of way and the traveller was free to “pass and re-pass” over them. Manorial Courts frequently heard disputes over 

obstructions or attempts to divert these routes. 

When Edward I adopted the port of Hull firm steps were taken to improve road access to the town. A Commission of 1302 led to the 

formation of a King’s Highway from Drypool to Hedon via Wyton and Preston, along what is now Holderness Rd. This stayed as the 

main route between the two places for 500 years. 

Travel could also be dangerous long before the time of the 18
th
 century highwaymen. In 1285 Edward I passed a statute requiring 

roads passing through woodland to be cleared of vegetation for 200 feet on either side to prevent ambush by robbers and outlaws. 
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Repair and Maintenance 

Before 1555 the upkeep of the King’s Highways was largely the responsibility of the monasteries and boroughs in the area as they were anxious to promote trade. An attempt to widen 

responsibility was made with the passing of the 1555 Statute of Highways. This called for six days gratuitous labour per year from all parishioners and two “honest persons” were to be elected 

each year to supervise the work. Cottagers gave personal labour and the more wealthy provided carts and extra labour according to the value of their land. Fines were imposed on parishes 

which did not maintain the roads within their boundaries. 

Further Acts in 1766 and1773 increased the fines which were payable, but some people preferred to pay the fine rather than do the work. The money raised from these fines was used to pay 

for labour and this proved to be better than the work provided by unwilling villagers. 

From about 1600 carts began to be used to transport larger loads but if the wheels were too narrow they became stuck in the mud and damaged the surface of the road even more. Broad 

wheels however had a rolling effect which was beneficial, resulting in 1662 in a ban on wagons with wheels less than 4 inches wide. Wheel width was also taken into consideration when 

calculating tolls on the later turnpike roads and toll collectors were issued with a wheel gauge to measure the width, narrower wheels resulting in higher tolls. 

Many experiments were carried out to try to improve road surfaces and drainage. The term “barrelling” was used to describe the convex cross-section of the surface and the White Cross to 

Beverley road aimed to use this structure for a road 24 feet wide. The turnpike trustees thought that this was the most satisfactory way of gaining adequate drainage for a road in low-lying 

land. This shape is now known as the camber of the road. 

The system of free local labour continued until 1835 when a new Highways Act placed all highways under the direction of Parish Surveyors. They had a duty to keep the roads in good repair, 

the cost to be met by a rate levied on all occupiers of land. 

Finally, the Local Government Act of 1888 transferred responsibility for main roads to the new County Councils with Urban and Rural District Councils taking over repair of the minor roads. 

Writing in 1697 the traveller Celia Fiennes showed how important it was to keep the roads dry. 

“We went from Beverley to Hull, 6 miles all upon a causeway secured with two little rivers 

running on each side” 

Access from Hull to Hedon and South Holderness.  

Before the example set by the monks of Meaux Abbey of drainage and cultivation 

of the Hull Valley, the Hedon area was regarded as infertile and only fit for growing 

oats. The best roads were merely tracks generally impassable in wet weather. The 

River Hull had to be used to transport wool from Beverley to Hull  

Only when Edward I adopted the port of Hull were firm steps taken to improve 

roads for access to and from the town. A Commission of 1302 led to the formation 

of a King's Highway from Drypool to Hedon via what is now known as Holderness 

Road - via Wyton and Preston. This stayed as the main route between the two 

places for 500 years.  

After the Hull to Beverley Turnpike Trust was formed in March 1744, Hedon Corporation put forward a Bill for a Trust from 

Sacred Gate in Hedon to Hull North Bridge via Preston and Wyton Holmes. Assent was received in 1745 and the Trust 

survived until 1878. Toll bars were built at Summergangs Gate i.e. the junction of Ings and Holderness Roads today, and at 

Wyton Holmes i.e. the junction of Sproatley and Preston Roads in Bilton — a place still known as Wyton Bar.  

The latter bar had a triangular shape in order that the toll keeper could observe the 3 roads served. A table of tolls covered 

coaches and wagons, varying according to the number of horses pulling, and, in the case of wagons, the width of the 

wheels. To assess the latter the keeper was issued with a wooden measuring gauge. In 1761 the Turnpike was extended 

from Sacred Gate to Patrington Haven. Collection of tolls was let by auction. In 1842 the rent of 

Summergangs Bar had been £700, and of Wyton Bar £245. Repair expenses fell to the founders of 

the Trust, i.e. Hull and Hedon Corporations, and improved roads increased the number of users. 

Stage coaches could carry parcels and passengers from Hull to Patrington at 10m.p.h.  

Wyton Old Bar, Former Toll House, Wyton near Bilton 1906. 
It was triangular so that the toll collector could observe three roads. 

Coaches in Lowgate, Hull 

Cottingham Road, Hull c.1905 

Main St. Skidby looking east c.1920 
Broad arrow on milestone at Scorborough  - possibly a 
survey mark 

Holderness Road 
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Milestones and Signposts 

The first milestones were put in place by the Romans to aid timing. They marked every 1000th double step with a large cylindrical stone and as the Latin word for 1000 is ‘mille’ this gives us 

they word ‘mile’. These Roman miles measured 1618 yards, less than the later Standard British Mile of 1760 yards, but the old distance was still used in some parts of Britain as late as the 

19
th
 century. 

In 1667 the Justices were ordered to erect guide posts where routes intersected to aid travellers, especially in more remote parts of the country. The arrival of turnpike roads in the 18
th
 century 

led to an improvement in the road system and in 1767 mileposts were made compulsory on all turnpikes. These not only informed travellers of directions and distances but also helped 

coaches keep to schedules and were used when calculating the charges for changing horses at coaching inns. A further use was in calculating postal charges before the introduction of a 

uniform postal rate in 1840.  

Milestones were usually either the ‘tombstone’ or the ‘horse mounting’ type and both styles can still be seen in this region. Being close to the road many have suffered from the effects of mud 

and salt and some have become overgrown or have lost their metal plates. However, most are still marked on modern Ordnance Survey maps. 

Signposts as we know today did not appear until much later. Many of the early ones were erected by the AA and RAC in the early days of motoring. These early signposts were usually made 

of cast iron with raised lettering, sometimes incorporating small circular reflectors. Because they were erected by local Councils their styles varied, some in East Yorkshire displayed a circle on 

the top with the Authority’s name. Sadly, many of these old signposts were removed during the Second World War to confuse invading forces. 

London to Flambrugh:  John Ogilby 

This chart depicts the route from Lincoln to Flamborough by way of: 

Lincoln - Barton - Hull - Newland - Beverley - Little Driffield - 

Bridlington - Flamborough - Flamborough Head 

Types of milestone in our region 

Above is a selection of mileposts to be found in our area. The first two are of the mounting block type indicating that many travellers were on horse back when the road and its marking were 

instigated. The third and fourth are of the tombstone variety. The third is situated at the entrance to the two thousand year old magistracy of Brough (closed at the end of the 20th century) and 

reads “YORK 30 LINCOLN 35 MILES” It marks the turnpike between Brough Ferry and North Newbald and is believed to have been restored by Elloughton and Brough Council in 1883. The 

fourth post is on the old road between Market Weighton and Selby. 

Mounting block at Riplingham Road, Kirkella Mounting block, Tickton Bridge Stone on the turnpike between Brough Ferry and North 
Newbald. 

“Tombstone” at Mill 
House 

Triangular milestone at 
Hedon. 

Road Maps 

Travellers in the past usually relied on asking the local people 

for directions. In 1675, John Ogilby published the first really 

accurate set of road maps. He had the main roads measured 

with a 'wheel dimensurator' or `way-wiser', recording places 

on the route and including side roads, rivers, hills, windmills, 

churches and bridges. He used a scale of one-inch to a mile, 

marking a dot every eight of a mile (a furlong) along the road. 

The road was marked as a solid line if bounded by a hedge, 

and dotted if open to field or moor. The statute mile, defined 

as 1760 yards was made legal in 1593. Ogilby's use of the 

statute mile became established throughout the country, and 

the one-inch to a mile scale became widely used in county 

cartography. In the 18th century the statute mile was also 

used on the milestones erected by the turnpike trusts 

Eventually it was used by the Ordnance Survey, having been 

established by the Act for the Uniformity of Measures in 1824. 

These are pictures of mounting block milestones on the roads from Beverley to Driffield, York and Malton -  
now the A164, A1079 and B1248. 

John Ogilby's maps were published in an atlas named 

Britannia. Each map page had the road drawn as if on a 

strip of rolled paper, about two and half inches wide, with 

compass roses showing the orientation of each strip. 

Pages with accompanying notes were interleaved with the 

maps. 

The maps had scrolls, usually 7 per page, with an 

ornamental cartouche and were very large, and were 

intended for reference only, not for travelling with. 

A way-wiser (or dimensurator) consists of a large wheel that rolls along 

a level surface, plus a dial 

which registers the distance 

travelled. The wheel usually 

measures 8.25 ft in 

circumference, requiring 2 

revolutions to equal 1 pole. 320 

poles equal 1 mile. The larger 

hand on the dial makes 1 

revolution per mile. The shorter 

hand indicates the number of 

miles travelled. 

Detail of a John Ogilby map showing 
Beverley at the bottom right. 

A Way-wiser in use. 


