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Stroud Railway Station - Heritage Statement
1.0

Introduction and Objectives of Report

1.1

Introduction and Purpose

This Heritage Statement is written by Ashley Davies Architects on behalf
of Stroud Town Council, to provide a background to inform any adaptation
proposals which may be developed for the Stroud Railway Station and/or
its setting, which might include the approach from the town centre.
In the event that any such proposals are developed, this Heritage
Statement might be developed into a Heritage Impact Statement, whereby
the proposals would be described and assessed for their impact on the
heritage asset. Such as Heritage Impact Statement might accompany said
proposals for any Planning and Listed Building Consent applications being
submitted.
The Statement seeks to establish the historic development of the
grade II listed Stroud Railway Station site and its setting, and provide an
evaluation of the significance of the structures and the site, to inform the
development of an appropriate heritage-led scheme for the site.

Ashley DAVIES Architects Limited

1.2

Authorship

1.3

The Objectives of this Heritage Impact Statement

This document has been produced in July 2019 by Ashley Davies, an RIBAaccredited Specialist Conservation Architect, an Affiliate Member of the
Institute of Historic Building Conservation, and a member of the RIBA
Conservation Register National Steering Group, following a visit to, and
appraisal of, the site in 2019.

The objective of the Heritage Statement is to establish the historic
development of the site and its setting, and provide an evaluation of the
significance of the building and its context, to inform the development of
an appropriate heritage-led scheme for the site.

Ashley is also a Chartered Architect and has undertaken Building
Conservation courses at SPAB, the RIBA, the RSAW and the CEW as
well as a hand-on practical course at Ty Mawr Lime in Brecon. He has
delivered many heritage-led projects over his career involving the repair,
restoration and adaptation of grade I, II* and II listed buildings and written
over 30no. Heritage Impact Statements in recent years.

1.4

The Structure of the Heritage Impact Statement

In line with the previously-mentioned guidance, this Heritage Statement
has been set out in two main sections with an Executive Summary.
Section 1 – ‘Understanding the Heritage’
- seeks to summarise the key information known about the study location
– its historical development and principal phases – through historical and
architectural research.
Section 2 – ‘Understanding the Significance of the Historic Asset’
- takes the form of a Statement of Significance, which involves appraisals
based on the Evidential, Historical, Aesthetic and Communal Value of the
heritage asset, drawn from what the ‘Understanding the Heritage’ research
reveals.

3

Stroud Railway Station - Heritage Statement
2.0	executive summary
Originally built in 1845, on what had previously been open grass or farm
land, it appears as though the Stroud Railway Station was extended and
altered in 1890, albeit not significantly, and was partly modernised in
1975.  However, it appears as though the Station was significantly altered
between 1913 and 1914, and is now quite changed from the building that
it was in 1845.
Whilst the adjacent Railway Goods Shed was apparently definitely
designed by the much-revered Engineer, Isambard Kingdom Brunel, the
listing for the Railway Station states that the Station was “probably by I K
Brunel”. It goes on to state that the “building (was) originally for C and
GWUR with Brunel as consultant engineer”. It also describes the eastern
(up) platform as “a Brunel ‘cottage’ with extensions of 1890 and 1914”.
Reviewing a number of sources, the feeling appears to be that Brunel had a
considerable hand in the design of Stroud Railway Station, however, due to
its major overhaul in 1914, a fair proportion of Brunel’s original design has
been lost, whilst some remains.
The Station’s construction followed rapid developments in the 16th
and 17th centuries, when Stroud had become a town dominated by the
woollen cloth industry, centring on the mills along the streams of the River
Frome. The 18th and early to mid-19th centuries saw further expansion
in the cloth trade in the Stroud valleys, as the town of Stroud became
synonymous with high-quality richly-dyed broadcloth.
Reform of industrial practices saw the disappearance of cottage industry
and the concentration of weaving and textile production into a few large
mills, which benefitted from the existing watercourses in the area for
powering the mills. However, despite the river Frome, transportation of
materials and products was a problem, not least because the clothiers
used water power to operate their machinery and so controlled the
river Frome and its major tributaries with weirs and sluices, forming large
millponds in the valley bottoms, negating its potential for transportation.
As a result, the extension of the canal system into Stroud in the late 18th
century - linking Stroud to the Severn in 1779 and to the Thames in 1789
- was a great stimulant for mill building, providing a major national artery
for commerce. However, the new canal links did not turn out to be the
major arteries it had been hoped they would, and the new turnpike roads
- also believed to be a major improvement in communications – did not
pass through the town, due to the roads in the Stroud district frequently
becoming impassable because of their heavy clay content.
When it became apparent, in the early to mid-19th century, that the
railways were set to become the communication and commercial
arteries for the country, it also became apparent that Stroud might not
be benefitting from a line through the town.  This would have seriously
impacted upon the town’s economy.
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Therefore, pressure from local mill-owners and politicians in the
1830s resulted in the newly-formed Cheltenham and Great Western
Union Railway Company choosing to run a ‘feeder’ line off the London
Paddington to Bristol line, at Swindon, passing through the Stroud valley
to Cheltenham and Gloucester, which led to Parliament passing a bill in
1836 authorising the construction of the line through Stroud. This process
also involved a meeting in Stroud at the end of 1834, where Isambard
Kingdom Brunel, the engineer for the Great Western Railway, presented
the proposals to the town. However, it was nine years from the bill being
passed before the line actually made it to Stroud, and this only happened
after the Swindon to Cirencester line was leased to the Great Western
Railway when it had become clear that the Cheltenham and Great
Western Union was not able to complete the line.
Of course, the construction of the railway caused considerable disruption
and destruction in built up areas, and Stroud itself was affected. Just to the
north of the station, the railway line scythed through the Georgian 18th
century Rowcroft terrace (now all listed), requiring two of the units to be
demolished in order to facilitate the building of a bridge over the street
below; and the railway line also cut Bath Place in two, leaving thirty houses
stranded south of the line with no access to the town centre.
The construction of the railway also caused some consternation amongst
residents, partly for this disruption and destruction of their quiet villages,
and partly as acts of robbery and drunkenness were rife amongst the
men undertaking the work. In his book ‘Notes and Recollections of
Stroud’, dated 1871, Paul Hawkins Fisher waxes lyrical on his apparent
dislike for the railways, referring to the new locomotives as “the huge
iron horse, - with his eyes of fire, his breath of flame, and his long white
mane of steam, - snorting, shrieking, roaring, and seeming to swallow the
ground, as it flashes through our beautiful valleys, at the speed of thirty
miles an hour. We have this acquired greater rapidity, and perhaps greater
safety, in travelling than formerly. But there are many who continue to
regret the loss of their pleasant journeys on a well-appointed coach,
through the invigorating air and magnificent scenery of our picturesque
neighbourhood.”
Despite this, the Stroud Railway Station was a success, hosting 49,597
passengers in 1868, growing to 81,482 passengers in 1889. resulting in
receipts of over ten and a half thousand pounds.
It is listed for its Group value with the Viaduct (which was cut through
the Rowcroft terrace); the Railway Goods Shed (which also dated to
c.1845, and was also extended c.1890, and which appears to have certainly
been built by Brunel and retains more of its original 1845 fabric than the
Station); and the Hill-Paul Mill building to the south-west of the Station
(the polychromatic brickwork former clothing factory designed by Henry
A. Cheers, built in the 1890s and in production as a factory until 1989).
The listing states that “the up (eastern) platform is a Brunel ‘cottage’ with
extensions of 1890 and 1914”, stating that it is the “earliest building”. This
might suggest that, not only the stone walls, but also the slate roof, are
original, dating to 1845, however we know that the canopies are not.

It appears as though, in 1913-14, both the platform surfaces themselves
were re-laid; the cantilevered roofs over the two platforms changed, made
larger and re-roofed with new edgings and timber awnings to the roof
perimeter; and the footbridge was completely re-built to a new design.
It appears as though, in 1913-14, the stone structures on the western
‘down’ platform changed considerably, and were extended, however it is
not clear whether this constituted an extension and adaptation of the
original structures or whether they were new. The listing states that this
“down platform building (dates to) c.1914”, suggesting they were indeed
new. However, the stone structures to the eastern platform may be the
original 1845 construction as the stonework detailing to all aspects of the
western structures is a match to those of the eastern structures, unless
the re-built stonework was simply done so to match. So, whilst the stone
structures on both sides might be original to 1845, those on the western
side might have been altered in 1914, whilst it is unknown what, if any,
alteration occurred to the eastern side stone structures.
It then appears as though the Station changed little in the 105 years
between 1914 and now. However, it might be that between 1936 and the
1960s, the rectangular stone range forming the entrance area, with the
ticket office, was constructed; and, between the 1960s and now, possibly
in 1975, the 4no. southernmost tall chimneys to the eastern platform
structures were re-build (with the northernmost one remaining); and the
large ‘STROUD STATION’ sign above the ticket office door was removed.  
The platform areas have seen some change since the 1960s, however, little
of any consequence.
Whether Brunel was leading the design and construction of the Stroud
Railway Station, or he was involved in a consultant role, this association
would be significant in assigning the Station its historical value.  Of course,
the fact that some / much of the current Station structures, including
the platform canopies, the footbridge, some of the eastern (up) platform
building, and much, possibly all, of the western (down) platform building,
are not what was constructed in 1845, possibly under Brunel’s direction,
does impact upon this historical value. However, the whole concept
of the Great Western Railway, including this line between Swindon and
Gloucester - and so much of its detail, including its bridges, viaducts,
tunnels and stations - is so closely affiliated to Brunel, that a Station
structure which dates back to the original construction of the railway, and
was probably built under the direction of Brunel, must afford it significant
historical value, even though its evidential value might be reduced by the
considerable change it has undergone since 1845.
Herein lies an important series of questions: does Stroud Station’s
apparent association with Brunel add value to it as a heritage asset? Does
the uncertainty over Brunel’s role reduce that value? Does the fact that
many aspects of the current station are not original to 1845, and Brunel’s
potential input, reduce this value? Does the fact that at least a part of the
structures dates to 1845, and probably Brunel – and an important part in
the more visible eastern (up) platform’s ‘cottage’ building – add historical
value, particularly when the number of original Brunel-designed or Brunelaffiliated Station buildings are gradually reducing in numbers?
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On this matter, we quote from Stroud Local History Society’s booklet
‘The Railway comes to Stroud – 1845’ which refers, in its ‘Postscript’,
to “the closure and demolition of all the local stations except Stroud
and Stonehouse” going on to state that “with the complete rebuilding
of Stonehouse station, the last Brunel station on the line disappeared”.
Whilst this statement suggests that Stroud Station is not a Brunel station,
or is a considerably altered Brunel station, it does reiterate the fact that
Brunel stations across the country are reducing in number and preserving
those which retain at least some aspects of Brunel’s input is important.
It is probable, that many persons of significance have, over 174 years,
passed through the Station and its buildings, entering its ticket office,
sitting in its waiting rooms, crossing over its footbridge and standing at
its platforms. However, one person of considerable note who we know
has visited the Station, is the then Princess Elizabeth (who became Queen
two years after the visit) when she visited Stroud in 1950, calling in at the
Imperial Hotel and then catching a train from Stroud Station.
The convoluted route by which Stroud Railway Station came about; the
beneficial impact that it had on the people and the industries of the area;
the destructive impact that its location had on aspects of the Georgian
town (such as Rowcroft and Bath Place); its association with Brunel; and
the importance that it has held in the community for 174 years; might
all afford it a medium to high historical value. However, whilst still
historically important, the 1914 changes have diminished the Station’s
values enough that it might now be deemed to be of medium historical
value, illustrating extremely well an aspect of life which can readily connect
the inventiveness of the Victorian era to the present – insofar as the
‘Railway’, one of the wonders of Victorian Britain, has, since 1838, provided
a vital means of transporting people and freight around the country.
The Stroud Railway Station is also a very good source of evidential value.
However, it is not all from one period and some (or much) of the original
1845 fabric appears to have been lost and replaced with fabric from 1914.
Most of this 1914 fabric, however, does appear to remain. So, we appear
to be looking at a series of structures with an 1845 base - in the structure
of the platforms and the stonework walls (and possibly the slate roofs) of
the buildings – and a 1914 second layer – in the structure and coverings of
the platform roofs, the surface of the platforms, some of the elements of
the buildings (possibly including the roofs), and the footbridge.
The appraisal of the historical maps has shown a surprising lack of change
to the Context of the Station since 1845, even if the Station itself has
changed. The local streetscape and urban grain, which was so impacted by
the construction of the railway, has not changed extensively since 1845.
Of course, change has occurred and new buildings introduction – such as
the Imperial Hotel in 1870; the Station Master’s House between 1882 and
1901; the formation of Station Road, leading from Russell Street to the
front of the Station; and the loss of most of what remained of Bath Place,
to the south west of the Station, between 1936 and 1999 – however the
general urban grain has remained relatively unchanged in the 174 years
since 1845.
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Stroud Railway Station is deemed to have medium evidential value
as an example of one of the remaining local stations along Brunel’s
transportation arteries through southern England. Its evidential value
would be higher had the current station remained as it was built in 1845,
to Brunel’s designs, and not been so considerably changed in 1914.
Built of ashlar limestone, dressed stone reveals, plinth and cornice, the two
buildings are capped with Welsh slate pitched roofs and ogee gutters, and
some flat roofs with felt coverings, with tall angled ashlar stone chimney
stacks, with drip course mouldings – which are particularly strong features,
even if most are less pleasing reconstructions of thicker versions. Inside,
the platforms comprise cantilevered canopies with felted flat roofs and
slatted timber soffits, moulded edgings, timber awnings and dogs’ tooth
painted timber fascias, supported off cast iron cantilever brackets with
iron filigree and circular motifs, and cast iron circular columns.
The interiors are relatively understated, many spaces with plain walls and
ceilings; some with covings, stop chamfered and moulded beams and, in
one case, a rather attractive bolted timber bracket supports the end of a
beam.  Some floors are stone, some are timber, some are terrazzo, some
are quarry tiled, some are marmoleum. The interior of the arrival lobby
/ ticket office area is stone flagged with internal walls of ashlar stone
and timber framed glazed screens to the platform. There are also some
interesting features on the platforms, such as: the cast iron weighbridge
and weighing support; the cast iron arrowhead gates; the patent glazing
lantern rooflights; and the long timber benches along the platforms.
The footbridge is steel framed with timber framing, panelling and fascias,
as the station canopies, and georgian wired glass inserts, with corrugated
sheet roofing.  It is not original to Brunel’s Station and it is more utilitarian
that the original was, lacking some of its vernacular character.
As the listing states, the eastern ‘up’ platform building is very much of
Brunel’s ‘cottage’ style, reflecting the local early Cotswold vernacular,
with its Welsh slate pitched roofs (one shallow and one steep), low lying
elevation and chamfered stone window- and door-surrounds; and with its
gable, steep-sloped roof and tall Tudor-like chimneys, in the Arts & Crafts
style.  It is ironic that both local vernacular and the Arts and Crafts reflect
a return to craftsmanship which rebelled against industrialisation.
Yes, inside the platforms are the decorative iron columns and brackets,
characteristics of this Victorian industrial railway style, with the decorative
painted timber embellishment, also of Victorian railway style, but moreso
reflecting the ‘cottage’ style again.  However, a document entitled
‘Brunel and His Contemporaries - A Victorian Engineering Legacy’ by
Gloucestershire County Council’ dated May 2006, actually refers to this
low-lying aesthetic in the negative, stating that “Brunel’s station at Stroud
has been described as ‘… less than satisfying. The frontage is long and low,
in stone with few sparse Tudor motifs, angled chimney stacks, a central
gable and a length of frilly valencing under the eaves at one side.” Also, the
‘bygonetransport.co.uk’ website states that “the station buildings, although
based on a Brunel design, are said to be “rather disappointing being of low
frontage”.

This slightly strange mix of styles and aesthetics do indeed struggle. This
is most evident on the main ‘front’ elevation.  The roof line is part flat, part
shallow pitch with hips and part steep pitched with gables. There are tall
angled chimneys to the steep pitched roofs, understandably, but also to
the shallow pitched roof and the flat roof.  Of the five chimney stacks, one,
the original, differs in proportions and detail from the newer four. The
eaves range from slim parapet to deeper fascia with gutter to projected
decorative timber valence matching those within the platforms. Most of
the window heads are straight, however, one is flat arched, as are the two
door openings. Some cills slope steeply, some are shallower. Some of the
windows surrounds project slightly, some do not. Some of the windows
are sash, most are chamfered timber mullion and transom with opening
casements. The windows have varying frame thicknesses. The stonework
is ashlar, however, it is of random coursing to the north entrance section,
and even more random to the wall further north, where it appears the
newest part of the building resides, and this section of stonework clashes
with its neighbouring section, sometimes sharing courses, sometime not.
This all adds an element of confusion to the Station’s aesthetic impact.
Stroud Railway Station does possess considerable aesthetic value. It is
very important in the context of the town, with its industrial Victorian
aesthetic of stone buildings and cast iron structures; its quality of ashlar
stonework with dressed openings (consistent with many other public
buildings in the town, not least the early Victorian Subscription Rooms);
and its prominent tall angled decorated ashlar stone chimney stacks.
It also possesses some lovely historic details, such as the cast iron
weighbridge and weighing support; and some interesting internal beam
designs. Some may also suggest that its ‘provincial eclectic ‘cottagey’ local
vernacular’ provides it with an aesthetic very much of the area, which
is more human than the larger Victorian stations of the same period.
However, whilst the concept of ‘cottagey’ local vernacular’ paired with
industrial Victorian is not, in itself, an issue; the mix of eave details, roof
profiles, chimney profiles, stone coursing, opening surrounds etc rather
present a confused frontage. Much of this is a result of changes over the
years, however, with some of the latter phases, such as the main entrance
structure, less successful than the earlier phases.
Stroud Station’s aesthetic value is in its tradition; the quality of its
materials and original craftsmanship and detailing; its wrought ironwork;
and its relationship to its wider setting. Despite its shortcomings of
inconsistency, mixture of styles and poorer quality later phases, Stroud
Station is considered to have medium aesthetic value.
Stroud Station was, and is, a source of social interaction and pride, and it
has, through its life providing either a valuable source of, or a vital means
of accessing many valuable sources of, income or employment. As a result,
Stroud Station is considered to have medium communal value.
In material terms, this all means that Stroud Railway Station plays an
important role in conveying the heritage values of the site, and efforts
should be made to protect and enhance these aspects, however a degree
of change may be deemed viable, especially to those aspects which are not
original to the 1845 Station.
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3.0

SECTION 1 – UNDERSTANDING THE HERITAGE

3.1

Location & Setting

Ashley DAVIES Architects Limited

The development site’s address is:
Stroud Railway Station
Station Road
Stroud
Gloucestershire
GL5 3AP
The site is in the centre of Stroud. Its OS Eastings are 384977, its OS
Northings are 205113 and its OS Grid reference is SO849051.
The Railway Station is located just to the south west of the core of the
town centre, between it and the Thames and Severn Canal. It is accessed
off Station Road which is, in turn, accessed off Russell Street. Rowcroft is
to its west and Cheapside is to its south.
3.2 Use
The Stroud Railway Station was originally built as a railway station and it
has remained in the same use for the 174 years since.
3.3 Age
The Stroud Railway Station was originally built in 1845.
It was extended and/or adapted twice, in 1890 and 1913-1914, the latter
to a significant extent such that it appears to have been almost re-built,
and was partly modernised in 1975.

GoogleEarth aerial photograph of the Stroud area with the Railway Station highlighted within red circle
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3.4
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Statutory Designations

3.4.1 Listing of Stroud Railway Station
The Stroud Railway Station (Listing Entry Name: Railway Station and
Footbridge) is protected by a Grade II listing, which was designated on 30
June 1989 and has not been amended since.
The listing (with an Historic England Source No. of 1223544; an English
Heritage Legacy ID of 419306; Latitude 51.7445 / 51°44’40”N; Longitude:
-2.219 / 2°13’8”W; OS Eastings of 384977; OS Northings of 205113 and
an OS Grid reference of SO849051) states:

Group value with viaduct, railway goods shed (q.v.) and Hill-Paul Mill
building to south-west.
Building originally for C and GWUR with Brunel as consultant engineer.
Taken over by GWR in 1844. (GWR Magazine July 1946, AGM Report
1936 for C and GWUR).”

“Railway station and footbridge c.1845 with additions of 1890 and 1914.

As stated within the listing, the Railway Station is listed for its Group value
with the viaduct, railway goods shed and the Hill-Paul Mill building to the
south-west.

Probably by I K Brunel, for the Cheltenham and Great Western Union
Railway, additions for Great Western Railway.

Below is the listing information for those buildings which are listed, and
other relevant listed buildings in the immediate proximity.

View along western platform with buildings & canopied beyond footbridge

Station frontage from approach

View along eastern (up) platform showing iron structure

Station rear from car park

View across railway from eastern (up) platform to western (down) platform

Limestone rubble and ashlar with Welsh slate roofs.
The up platform is a Brunel ‘cottage’ with extensions of 1890 and 1914.
Bridge to down platform probably 1914.
Earliest building (up side): Coursed ashlar limestone on chisel dressed
limestone plinth projecting chisel dressed limestone quoins and raised
ashlar dressings to windows. Ashlar chimneys, (one partly re-built in
reconstructed stone) with high level drip course mouldings. Parapets to
gables and blue Welsh slate roof. Platform canopy-with dogs’ tooth or
chevron timber fascia, supported partly on cast iron cantilever brackets
with circular motif.
Down platform building c.1914: coursed ashlar limestone with projecting
details, plinth and ashlar surrounds to flat arched doorways, all generally
detailed to match earlier building on up platform. Platform canopy and
low mono pitched roof with modern felt covering. Various chamfered
timber mullion and transom windows with some opening casements to
both buildings.
Original up platform building is rectangular in plan with projecting wing on
north-east side, with extensions to re-entrant angle, and at both ends.
Down platform building is rectangular plan with bay window at south-east
end.
Interior of both buildings divided into various station offices, waiting
rooms etc, with no features of particular interest.
Steel and timber covered footbridge links up and down platforms at
north-west end. Platforms at north-west end carried over valley and
roadway on bridge and blue engineering brick viaduct.
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3.4.2 Listings of other buildings in the immediate proximity of the Station (listed buildings in solid red; unlisted buildings of interest in broken red)

Raised
Pavement
& Railings

Rowcroft
Station
House
Imperial
Hotel

Station

Wallbridge
Warehouse

Hill-Paul
Mill
Building
26 & 27
Bath
Place

Goods
Shed
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Railway Goods Shed

The Railway Goods Shed (Listing Entry Name: Railway Goods Shed and
Offices) is protected by a Grade II* listing, which was designated on 30
June 1989 and has not been amended since.
The listing (with an Historic England Source No. of 1267258; an English
Heritage Legacy ID of 419307; Latitude: 51.7439 / 51°44’37”N; Longitude:
-2.2177 / 2°13’3”W; OS Eastings of 385065; OS Northings of 205039 and
an OS Grid reference of SO850050) states:
“Railway goods shed. c.1845; addition of c.1890; by I K Brunel for Western
Union Railway.
Goods shed: coursed and squared rubble limestone; ashlar dressings;
ashlar chimney, part rebuilt in brick; Welsh slate roof (removed February/
March 1984).

1962 view from eastern platform of Station to locomotive passing Goods Shed
(to left) credit: Ben Brooksbank
East elevation of Goods Shed

Offices: ashlar limestone; ashlar chimneys, Welsh slate roof. Tudor revival
open shed; 2-storey office attached at west end.
North (road) side: offset buttress at each end of elevation; central
4-centred arched road vehicle doorway; 4-window casement fenestration
to office with central doorway; chamfered surrounds to doorway and
casements; eaves-mounted chimney  with moulded cap; office extender to
right with single-storey flat parapet-roofed addition; further doorway and
casement to match.
South (rail) side: offset buttresses to ends and one centrally: 2 sets of
four 4-centred arched blocked lancets; painted lettering above reads: “G
W R STROUD STATION EXPRESS GOODS TRAIN SERVICES/AND
TRANSITS BETWEEN IMPORTANT TOWNS”; scattered casements to
goods office; parapet-mounted chimney with moulded cap to flat roofed
addition.

1991 Goods Shed after re-roofing; source: Stroud Preservation Society

North west corner of Goods Shed

East end: parapet-gabled with 4-centred arched road vehicle to right; rail
opening to left in early C20 with steel lintel.
West end:  parapet gabled with gable office projecting from between two
4-centred archways, left for road vehicles, right for rail.
Raised internal loading platform cut out for road vehicle loading positions;
timber boarded goods office against north wall; timber stair to upper floor
of goods office; trussed rafter and purlin roof.
Office extended c.1890 probably replacing very small lean-to office; steelframed early C20 extensions to east demolished c.1976 leaving original
building. Built to a Brunel standard design; now the only survivor of this
type.
(E T MacDermot History of the Great Western Railway, vol. i, 1964; G
Biddle and O S Nock, The Railway Heritage of Britain, 1983).
This building was previously listed grade II on 3 April 1985 on list no 47.”

Arch on long north elevation of Goods Shed

West elevation of Goods Shed
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Station House

The Station House (Listing Entry Name: Station House) is protected by a
Grade II listing, which was designated on 17 August 2006 and has not been
amended since.
The listing (with an Historic England Source No. of 1410678; Latitude:
51.7449 / 51°44’41”N; Longitude: -2.2193 / 2°13’9”W; OS Eastings of
384951; OS Northings of 205154 and an OS Grid reference of SO849051)
states:
“A station master’s house of c.1883-1901, built to the Great Western
Railway’s Standard Class `C’ house design. A house of three bays and two
storeys, of red brick with moulded brick plinth, with shallow hipped roof
and projecting eaves, and paired lateral stacks of red brick.
PLAN: The building is roughly square on plan, of double depth with two
rooms each to front and rear, and an attached single storey wash house to
the rear of the building.
EXTERIOR: Main elevation, facing the railway, has central entrance door
with timber porch on chamfered vertical timbers, with glazed sides and
hipped roof; entrance door has glazing to upper panels and fielded panels
below, with a triple light window above. Windows to ground and first
floors have segmental headed openings with brick voussoirs and stone
cills; those to the ground floor are six-over-six sashes, those to the first
floor are eight-over-eight. The wash house to the rear has an apex roof
projecting forward to provide a covered entrance to the rear of the
building, with hardstanding of engineering bricks set as paviours. The rear
entrance has a plank and batten door in a segmental arched opening with
brick voussoir.

SUBSIDIARY FEATURES: the plot in which the station master’s house sits
is bounded on the east by the cutting carrying the adjacent road under the
railway, and on this side the plot retains its original brick retaining wall and
iron railings.
HISTORY: The station master’s house is part of a group which also
includes Stroud’s GWR railway station, (listed Grade II), and the Goods
Shed (listed Grade II*) and the Imperial Hotel (unlisted). The station was
built c.1845 to I K Brunel’s design for the Cheltenham and Great Western
Union Railway, later taken over by the Great Western Railway. The Goods
Shed is also by Brunel, and also dates from c.1845. The plot on which
the station master’s house stands was purchased by the Cheltenham
and Great Western Union Railway in 1843, two years before the station
opened, but a building does not appear on the site until some point
between 1883 and 1901 (map evidence). The house is built to the design
of the GWR’s standard Class `C’ house, and remained in the ownership of
successive railway companies until 1985.

SUMMARY OF IMPORTANCE: In order to meet the criteria for
designation, railway structures dating from post-1840 must demonstrate
some historical or technological significance; architectural interest;
intactness; rarity; and group value. The former Station Master’s House is a
rare, virtually intact survival of a standard Class `C’ house for the Great
Western Railway, dating from the 1880s. The house is a robust building
of historic interest in its connection with the GWR, and with some
architectural pretension. Station House also demonstrates clear group
value with Stroud’s station buildings (1845 and later), erected to Isambard
Kingdom Brunel’s design (listed Grade II), and the Goods Shed (1845 and
later), also by Brunel (listed Grade II*).”

Photographs of Station House

INTERIOR: The ground floor has a central staircase hall with principal
rooms to either side. That to the right has original black marble fire
surround with cast iron fireplace; both rooms have original moulded
cornice, doorcasings and skirting boards, and four panelled doors with
mouldings. The stair has plain stick balusters set obliquely, with moulded
handrail, and the staircase hall is panelled below the stair. To the rear, the
kitchen retains its high fire surround and skirting boards. The scullery has a
plank and batten door with ventilation holes to the understairs cupboard,
and another plank and batten door to the walk-in pantry, which has a
row of wrought iron bacon hooks in situ. To the first floor, the principal
bedrooms have original skirting boards, doorcasings and ornate wooden
fire surrounds with oval-mirrored overmantels and cast iron grates. The
rear bedrooms have smaller, moulded timber fire surrounds and iron
grates, and their original skirtings and doorcasings. The bathroom retains
its cast iron claw footed bath, and original basin and lavatory. Doors to
the first floor are also four panelled, but without mouldings. Several of the
timber sash windows retain their fittings for blinds. The wash house to the
rear has a two light, six pane timber casement to the front, with a plank
and batten door; the interior has a built in ‘copper’ with its original plank
and batten lid.
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Raised Pavement and Railings, running from
No. 10 Rowcroft to just South of the Railway Viaduct

Ashley DAVIES Architects Limited
3.4.2.4

House nos. 1 to 10 Rowcroft and railings

This Raised Pavement and Railings (Listing Entry Name: Raised Pavement
and Railings, Running from Number 10 to Just South of Railway Viaduct) is
protected by a Grade II listing, which was designated on 17 August 2006
and has not been amended since.

House numbers 1 to 10 along Rowcroft and their railings (Listing Entry
Name: Numbers 1 to 10 (Consecutive) Including Iron Railings to Areas of
Numbers 1, 2, 3 and 6) are protected by a grouped Grade II listing, which
was designated on 25 June 1974 and has not been amended since.

The listing (with an Historic England Source no. of 1267566; an English
Heritage Legacy ID no. of 418355; Latitude: 51.745 / 51°44’41”N;
Longitude: -2.2196 / 2°13’10”W; OS Eastings of 384936; OS Northings of
205167 and an OS Grid reference of SO849051) states:

The listing (with an Historic England Source No. of 1223073; an English
Heritage Legacy ID of 418352; Latitude: 51.7451 / 51°44’42”N; Longitude:
-2.2195 / 2°13’10”W; OS Eastings of 384938; OS Northings of 205179 and
an OS Grid reference of SO849051) states:

“Raised pavement and railings, running from No 10 to just south of
railway viaduct. SO 8405 5/462 IT GV 2. C18/ early C19. Raised
pavement with 39 cast iron posts and railings, Tapering columns with coved
capitals and ball finials.  Nos 1 to 11 (consec) form a group with the raised
pavement and railings.”

“C18. Ashlar. Slate roofs. 2 storeys and attics. Moulded eaves cornice and
blocking course, ramped progressively up hill. 3 ranges of double-hung
sash windows each. Doors with plain architraves and fanlights. Nos 4 and
10 have crowning pediments with circular windows in tympana. No 10
has a 2-storey extension, breaking forward in centre: 1 range of tripartite
double-hung sash windows, crowning cornices and sills on consoles.

3.4.2.5

Nos. 26 & 27 Bath Place

Nos. 26 & 27 Bath Place (Listing Entry Name: 26 and 27, Bath Place) are
protected by a Grade II listing, which was designated on 9 April 2001 and
has not been amended since.
The listing (with an Historic England Source no. of 1246243; an English
Heritage Legacy ID no. of 487372; Latitude: 51.7436 / 51°44’37”N; Longitude: -2.2188 / 2°13’7”W; OS Eastings of 384988; OS Northings of 205012
and an OS Grid reference of SO849050) states:
“Pair of houses, c.1820. Ashlar fronts of limestone, sides and rear of rubble
construction with quoins, kitchen extensions to rear with brick walls. Slate
roofs. Each house is of three storeys, two bays wide. Projecting plinths and
string course. Six panelled doors. Blind windows to the outer bay of each
house’s upper floors with trompe l’oeil painted sash windows. Later Victorian sash windows. Modern porch addition to 26. Interior to 26 retains
doors, cupboards, fire surround on the first floor, wooden stair and panel
partitions; interior of 27 not inspected.”

Nos 1 to 11 (consec) form a group with the raised pavement and railings.”

Photographs of house nos. 1 to 10 Rowcroft
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3.4.2.6 Wallbridge Warehouse
The Wallbridge Warehouse (Listing Entry Name: Wallbridge Warehouse) is
protected by a Grade II listing, which was designated on : 23 January 2012
and has not been amended since.
The listing (with an Historic England Source No. of 1399895; Latitude:
51.7449 / 51°44’41”N; Longitude: -2.2193 / 2°13’9”W; OS Eastings of
384951; OS Northings of 205154 and an OS Grid reference of SO849051)
states:
Latitude: 51.7438 / 51°44’37”N; Longitude: -2.22 / 2°13’11”W; OS
Eastings of 384907; OS Northings of 205038 and an OS Grid reference of
SO849050) states:
“Summary
Wallbridge Warehouse is a canal wharf warehouse built in 1828, with later
adaptations. It forms the focus of the former wharf area and is one of the
few remaining canal buildings on the Thames and Severn Canal.
Description
A canal warehouse, built in 1828, as part of the Wallbridge Wharf on the
Thames and Severn Canal. The warehouse stands on the north side of the
canal, alongside the large coping stones of the former wharf walls.

History

Reasons for Listing

The Stroudwater Navigation, built in 1775-9, was designed to link the
River Severn at Framilode to Stroud, allowing coal to be brought from
Shropshire, Staffordshire and the Forest of Dean to the textile mills of the
Stroud valleys. The Thames and Severn Canal, constructed in 1783-9, links
with the Stroudwater at Wallbridge, and was designed to run eastwards
from Stroud, eventually linking the River Severn to the River Thames at
Inglesham, near Lechlade. The Cotswold Canals, as they are also known,
were generally successful, though the Thames and Severn in particular
suffered serious technical failings which compromised its profitability;
despite this, both canals continued in use well into the C20.

Wallbridge Warehouse, dating from 1828, is designated at Grade II, for the
following principal reasons:
* Architectural interest: the building is a relatively uncommon surviving
example of a wharf warehouse, retaining quality ashlar dressings and intact
adjoining wharf walls
* Historic interest: as part of the development of the nationally-significant
interchange between the Stroudwater Navigation and the Thames and
Severn Canal.”

Wallbridge is the western terminus of the Thames and Severn Canal, at
its junction with the Stroudwater Navigation. There are two locks at
Wallbridge and the area between them has been heavily built over with a
modern road network. Wallbridge Upper Lock stands next to Wallbridge
Wharf, which was created as one of five principal canal company
wharves on the waterway. The wharf warehouse was built in 1828, when
Wallbridge Wharf was second only to Brimscombe Port in terms of
income for the company.  The roof and floor structure of the warehouse
appears to have been rebuilt in the later C19. The building has been
derelict for many years, probably since the canal was formally closed in
1933.

Wallbridge Warehouse, built by the Thames & Severn Canal Company
at Wallbridge Wharf in Stroud – source: British Listing website

MATERIALS: the building is constructed from squared and coursed local
limestone, with large ashlar quoins and dressings. The roof is covered in
slate.
PLAN: the building is rectangular on plan.
EXTERIOR: the building is of two storeys below a pitched roof. The
canalside elevation has central former door openings, partly sealed in
brick and concrete block, with windows inserted at each level. There are
upper windows to either side with metal frames. The canalside openings
have concrete lintels. Iron fixings remain embedded in the elevation at
various levels. The west gable end has wide double doors and a taking-in
door above, both with ashlar stone architraves.  The ground-floor doors
have an oak lintel and the upper opening has an ashlar lintel. The rear
elevation has two metal-framed windows at upper level, either side of a
central taking-in door with an ashlar architrave and timber lintel. The east
gable has some brick modifications, and there is a central taking-in door/
window.
INTERIOR: the ground floor has three, evenly-spaced timber posts in the
centre of the flag stone floor, supporting the first-floor structure. There
is a plain timber stair in the north-west corner. The first floor has C19
floorboards and the roof is a C19 king-post structure, composed of four
trusses.
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3.4.3 Conservation Area
The legal definition of a Conservation Area is set out in Section 69 of the
Planning (Listed Buildings and Conservation Areas) Act 1990, as being:
‘’An area of special architectural or historic interest, the character or
appearance of which it is desirable to preserve or enhance”.
Stroud Railway Station is situated within Stroud District Council’s
‘Conservation Area No.28 - Stroud Station’, which was first designated as
a conservation area in November 1986. It was included in a review of the
Industrial Heritage Conservation Area, which runs along the valley bottom
adjacent to Stroud Station CA, which was designated in September
1987. The resulting conservation area statement and Design Guide
were adopted as Supplementary Planning Advice (SPA) by the Council in
November 2008.
The Industrial Heritage Conservation Area of the Stroud Valleys
was one of the first instances in Britain where the value of an area’s
industrial heritage was recognised as being worthy of conservation. The
documentation summarises the Character of the Industrial Heritage
Conservation Area as:
“The Stroud Valleys have an important legacy as one of the country’s
earliest cloth-making areas, a legacy which can be traced back to at least
the 13th century. . . . . By the 17th century, cloth manufacture was well
established in the Stroud valleys and the industry expanded and evolved
over the 18th and 19th centuries to become the life-blood of the area.
The cloth industry generated enormous wealth for several very powerful
clothier families, who effectively commanded the local economy and left a
legacy of well-built mills and grand houses. A large proportion of villages
and hamlets in the Stroud Valleys either grew up specifically to serve
the various mills or to accommodate cottage-based weavers, or else (as
home to the hundreds of mill workers) they came to be dominated by the
industry. . . . The Stroud Valleys’ mills have also supported other agricultural
and manufacturing processes for hundreds of years – from cider pressing
and corn grinding, to wire and pin making, ironworks, engineering and
walking stick production. Since the later 19th century, many mills have
diversified to other industries, and textile manufacture has virtually
disappeared in the locality. However, a rich built heritage of former mills,
associated buildings and the transport infrastructure (canals, roads and
railways) remains.”

The Conservation Area notes go on to state:

The notes also refer, with interest, to the fact that:

“As well as linking and revitalising, evolving transport infrastructure often
demolished, truncated, isolated and split apart the close-knit historic fabric.
Early C19th artisan terraces at Bath Place, Cheapside, were severed from
the town centre by the Great Western railway line in 1845, preventing
further southerly town centre expansion. Viaducts slice through
Wallbridge Mill and Bourne Mill and the only surviving building at Capel’s
Mill is one built into a viaduct arch by the railway company, to compensate
for demolitions. The Study Area is peppered with buildings which relate
to the operation or support of the transport infrastructure. Turnpike
toll houses, wharf- and lock cottages and railway signal boxes ensured
the smooth running of the infrastructure; workers were often housed
on the spot; coaching inns, canalside pubs and road- and rail-related
hotels provided refreshment and accommodation for travellers (man and
horse alike). Like the canals, the roads and railways brought their own
architectural vocabulary – railway architecture is particularly distinctive:
the rather whimsical ‘cottagey’ revivalist styles beloved of the Victorians,
combined with the latest robust cast iron or black brick…a mix of the
technological and the picturesque – rather like the overall character of the
IHCA study area as a whole.”

“The railways greatly changed the appearance of the area. Their haulage
capabilities meant an influx of red brick and Welsh slate, building materials
that were far cheaper than the district’s traditional stone. This allowed
some Victorian industrialists, such as the philanthropic George Holloway,
to build affordable housing for workers. Stroud town and its immediate
surroundings gained red brick terraces, unheard of in the villages cut off
from the railway at that point.”
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3.5 	Outline History and Heritage of Stroud
The following is extracted from the Conservation Area Statement written
by Stroud District Council, dated April 2008:
Origins of the Settlement

Expansion and Development of Stroud

Although Stroud parish was originally part of Bisley, its identity as a
distinct unit had begun to emerge by the 13th century. The manor houses
of Paganhill, Over Lypiatt and Nether Lypiatt formed the most ancient
dwelling places within what was to become the Stroud parish, but the
parish would take its name from a tiny area called ‘la Strode’, which was
first recorded in 1221.

Sixteenth Century

Eighteenth Century

The development of the town from the 16th century was fairly rapid,
centring on a trading space, around an area between the 13th century
church and what we now know as the High Street. Around 1590, a Market
House was built here by John Throckmorton, lord of Over Lypiatt Manor.
Now known as the Town Hall, much of it survives, with some 19th century
additions and alterations. The building was originally freestanding in the
centre of the the market area, which was known in the 17th century as
‘the Pitching’, but later became ‘The Shambles’. Trading and other activities
also took place at The Cross.

The focus of the town was very much toward the north and east of the
High Street during the 1700s.

The settlement however, seems to have originated a little further up
the hill, the earliest houses being built on the better-drained slope at
the end of the ridge which lies between the two streams. The origins of
the settlement are rooted in Gloucestershire’s medieval wool trade, the
occupations of spinning and weaving being an ever-evolving tradition, which
continued to influence Stroud’s development into the 20th century.
The early expansion of the settlement, centred around what is now known
as the High Street, on the route between Bisley and Paganhill. The church
was built by 1279 and was sited north of High Street. It was not until
1304, however, that it was assigned parochial rights by the rectors of Bisley.
The parochial rights made the tiny church the ecclesiastical centre of the
parish. The West Tower of the church, dating from the 14th century, still
forms part of St Laurence’s today.

Seventeenth Century
By the early 17th century, the town had both a market and fair, and by
1654 the principal inn of the town, the George, had opened on the south
side of the High Street.
The development of Stroud owes much to the cloth industry, which
can be traced back to at least the 14th century in the Stroud Valley.
Gloucestershire had a thriving wool trade, and the Cotswolds had been
used for sheep farming since ancient times, the quality of wool produced
in the region was renowned. It was this industrial and mercantile basis,
rather than a strictly agrarian one, which was to play the major role in
the town’s expansion and changing fortunes. By the early 17th century,
textile production was the dominant industry within the area. Stroud
town became known as the centre of this industry, supporting the clothproduction of the surrounding valleys, and being described in the mid 18th
century as “a sort of capital of the clothing villages”.
The late 1600s were a particular period of growth within Stroud, however
there are few buildings of this antiquity surviving on the High Street.
There are examples of the mid- to late-17th century mostly within the
streets up the hill beyond The Cross, evidence of the eastward expansion
which occurred over the 17th and 18th centuries.
It is mainly on Lower Street, Middle Street and Whitehall that surviving
houses of the 17th or early 18th century can be seen today. The area was
developed as a weaving suburb between c.1680 and 1720, and its heritage
as such can be detected in the built form of the cottages.

In June 1742, The Shambles was the site of a sermon preached by John
Wesley. A plaque on the Church Institute today commemorates how
Wesley made use of a butcher’s block to stand on as he preached his
first Stroud sermon. He returned frequently to the town during the mid
18th century, where a strong Methodist following had developed. The
first example of a hexagonal chapel (an architectural form which became
favoured by Wesley) was built on Acre Street in 1763.
Much of the 18th century development in what is now the ‘town centre’
has been demolished or is concealed behind later facades and additions.
Some building was carried out on King Street, which was named in honour
of the visit of George III in 1788.
There were few large houses in the town centre during the 18th century.
Most of the wealth of Stroud was associated with textile manufacture and
the wealthy clothiers generally lived close to their mills. The later 1790s
however, saw some substantial houses included within development (since
gone) on King Street and its western extension, Rowcroft, nearer to the
industrial ‘basin’ of the town. Among these was Rowcroft House, which
was rebuilt in the 1930s as the Lloyds Bank building. In the upper part
of the town, Whitehall is where the most important town houses were
constructed.
The development pattern within Stroud and its environs is
characteristically an industrial one, with transport routes, mills and
manufacturing bases along the valley bottoms. Existing watercourses
provided a means of powering the mills, and the extension of the canal
system into Stroud in the late 18th century further stimulated mill building.
The Stroudwater Canal (1775-79), which stretched from the Severn to
Stroud at Wallbridge, was linked to the navigable Thames at Lechlade in
1789 by the Thames and Severn Canal. It was hailed as a major national
artery for commerce, although the high hopes held for its impact on the
town failed to materialise fully.
The cloth manufacturing industry reached its peak towards the turn of the
century and during the first third of the 19th century.
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Nineteenth Century
Over the course of the 19th century, the town doubled in size. Early
expansion was mainly to the south west of the original nucleus, stimulated
by the building in 1800 of the new link from the Bath road at Lightpill to
Rowcroft, and of the London Road in 1815.
The period 1800-1840 was a period of growth and expansion. New
streets such as George Street (1826) were broad and elegantly modelled,
in the Georgian and neo-classical mould. Between London Road and the
High Street, several new streets had begun to be built by the 1830s, among
them Bedford Street, Union Street and John Street.
The new roads and transport links reduced the isolation of the provincial
town and improved trade.
The Subscription Rooms (1833-4) provided a prominent aesthetic and
social focus for the new part of the town. Previously, in 1831, Richard
Parker, the owner of the Royal George, had opened an assembly room
adjoining his Inn at King Street Parade. This was named the Victoria Rooms
and was one of the first establishments in the country to be dedicated to
Victoria, at that time princess and heiress to the throne.

Twentieth Century and present
Industrial expansion often ran in tandem with social improvements during
the high Victorian period. A leading industrialist and politician, George
Holloway (his statue is situated on Rowcroft, outside Stroud House),
pioneered the manufacture of ready-made clothing and introduced a
number of social reforms to Stroud at about the same time that the civic
movement was gathering pace across the country. In 1855, the Holloway
family firm’s clothing factory inspired the naming of Threadneedle Street,
on which their factory stood. Messrs. Holloway Brothers’ manufactory
used several of the newly invented patent sewing machines.

In the early 20th century, Stroud was still a thriving manufacturing town,
with a number of large employers with substantial premises in and around
the town centre.
Overall, the 20th century’s contribution to the townscape has not been
overwhelmingly positive. Large-scale redevelopment has often created
large and insensitively sited new buildings, including Merrywalks shopping
centre and the Police Station. Increased car use has resulted in large
car parks and road widening schemes, involving much demolition and
disruption to the historic pattern of Stroud. Cornhill, the link road
constructed in the 1980s, ripped through the Cross, resulting in a loss of
the continuity between High Street and Nelson Street and severing the
link between the old medieval nucleus and Stroud’s first ‘suburb’ to the
east.
While 19th century redevelopment swept away many of the town’s early
buildings, the 20th century’s impact has been even greater, with little of
positive townscape value created in return.

The course of the 19th century changed the face of Stroud. Reform of
industrial practices throughout the century saw the disappearance of
cottage industry and the concentration of weaving and textile production
into a few large mills. The advent of steam power led the Stroud mills into
fierce competition with manufacturing centres in the North of England
and on the Continent, and the 19th century was a period of continual
boom and bust.
The next phase in the fortunes of Stroud came with the arrival of the
Swindon and Gloucester Great Western Railway line in 1845. The station
was located south of Russell Street, reasserting the new southwestern
emphasis of the town centre. The line, though, effectively created a
boundary to further southward expansion and sliced through Rowcroft
and Bath Place, the latter becoming cut off from the rest of the town
centre. The railway provided Stroud with an infrastructure for industrial
growth. However, the later 1840s and 1850s were not a period of great
expansion for the town. Inevitably, the ailing canal system was severely
hit by the railway’s arrival, and from the mid 19th century did little real
business, although it continued to supply coal to the steam powered mills
in the region.
The rapid growth and refinement of early 19th century Stroud was
slowed, but from 1860 to the turn of the century, a post-recession boom
brought civic and municipal improvements.  The Victorian influence on
the town is still felt today. A number of public buildings were introduced,
including the imposing and ornate Art School on Lansdown (1890-9). Ever
improving transport links (the Midland Railway arrived in 1866) brought an
influx of new industry.
1835 John Wood’s map of Stroud with site of future Railway Station in red circle (source: Company of the Proprietors of the Stroudwater Navigation)
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The Stroud Railway Station

3.6.1 The History of the Stroud Railway Station

3.6.1.1

The following text is a summary of the review of various sources, however,
principally:
• ‘The Railway comes to Stroud 1845’
by the Stroud Local History Society.
As well as:
• Historic Environment Record
• ‘www.stroudlocalhistorysociety.org.uk’ website.
• ‘www.stroudpreservationtrust.org.uk’ website.
• ‘digitalstroud.co.uk’ website.
• ‘visitthecotswolds.org.uk’ website.
• ‘bygonetransport.co.uk’ website.
• ‘History of the Industrial Stroud Valleys’
(Draft Conservation Area Statement – Industrial Heritage
Conservation Area:Volume 1), written by Stroud District Council.
• ‘Notes and Recollections of Stroud’ by Paul Hawkins Fisher, 1871.
• ‘Brunel and His Contemporaries - A Victorian Engineering Legacy Teaching Resources’ by Gloucestershire County Council - May 2006
• ‘Stroud Subscription Rooms 1832-1950’ by Marion Hearfield            
for the Stroud Local History Society.
• Conservation Area Statement, written by Stroud District Council,
dated April 2008.
• Stroud District Council’s ‘A Heritage Strategy for Stroud District Valuing our historic environment and assets.
• ‘British History Online - A History of the County of
Gloucester:Volume 11’ - Bisley and Longtree Hundreds.
Originally published by Victoria County History, London, 1976.
• ‘Gloucestershire Biographical Notes - William Henry Hyett’.
• Stroud News & Journal - 9th April 2016
• ‘British Listed Buildings’ website.
• Wikipedia.

After rapid developments in the 16th and 17th centuries, including the
provision of a market and a fair, Stroud had become a town dominated by
the woollen cloth industry, centring on the mills along the streams. The
18th century saw a great expansion in the cloth trade in the Stroud valleys
and, in 1714, Stroud was described as ‘the metropolitical town . . . for the
clothing trade’ and, in 1757, as ‘a sort of capital of the clothing villages’. Its
name became synonymous with high-quality richly-dyed broadcloth.

Existing watercourses in the area provided a means of powering the mills,
however, the river Frome, which had become an unofficial transport route
for local goods proved not to be a major part of this national transport
link because the clothiers relied on water power to operate their
machinery and so controlled the river Frome and major tributaries with
weirs and sluices, forming large millponds in the valley bottoms, leaving the
right to harness the rivers’ power a fiercely guarded matter.

The early to mid-19th century was a period of growth and expansion for
Stroud, as the cloth manufacturing industry was at its zenith. Reform of
industrial practices was seeing the disappearance of cottage industry and
the concentration of weaving and textile production into a few large mills.

As a result, the extension of the canal system into Stroud in the late 18th
century - linking Stroud to the Severn in 1779 and to the Thames in 1789
- was a great stimulant of mill building. The Stroudwater Canal (177579), which stretched from the Severn to Stroud at Wallbridge (just below
the future railway station location), was linked to the navigable Thames
at Lechlade in 1789 by the Thames and Severn Canal. It was hailed as a
major national artery for commerce.

View of Wallbridge, Stroud, c.1790, artist: unknown; source: Museum in the Park

Stroud leading up to the introduction of the Railway
- 1775-1845

Wallbridge Warehouse, built by the Thames & Severn Canal Company
at Wallbridge Wharf in Stroud – source: British Listing website
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During the 19th century the town roughly doubled in extent, new broad
streets of brick being grafted upon the old Cotswold town with its steep
streets and gabled stone houses. Its position as the focus of an important
industrial region was recognised in 1832 when it was made the centre of a
parliamentary borough.
However, the new canal links did not turn out to be the major artery it
had been hoped they would, and the new turnpike roads - also believed
to be a major improvement in communications - passed north and south
of town, but not through it, partly due to the terrible condition of the
roads in the Stroud district due to the clay of the Severn Vale meaning
that keeping the main roads to the west of Stroud in good order was
very difficult: horses and coaches became bogged down in the mire and
the road was frequently impassable. Instead, with the advent of steam
power, the railway was set to become the communication and commercial
arteries for the country. The development of the railways led the Stroud
mills into fierce competition with manufacturing centres in the North
of England and on the Continent; such competition proving to be more
economically advantageous. This competition led to concern from
Mill-owners within the Stroud area for the lack of railway connections
between Stroud and other conurbations, particularly London.
In 1825, a group of manufacturers - resulting from a quarrel with the
Stroudwater Canal Company over toll charges and a lack of towing
paths suitable for horses - had sought to promote the construction of
the Stroud and Severn Railroad, between the river and Brinscombe. The
threat had proved useful, as the canal company agreed to lower tolls and
widen the towpaths. However, the canals never offered a truly viable
solution to transportation of produce, primarily woollen cloth, as they
were too slow and theft was a big issue; with most of the cloth going to
London – Stroud’s main market for cloth – by road. However, the cost of
transporting by road was very high - £14 per ton.
The Great Western Railway bill passed through Parliament in 1835,
however, the manufacturing bosses of Stroud had, for some years’ prior,
been advocating a ‘feeder’ line off the London Paddington to Bristol line,
at Swindon, passing through the Stroud valley from Cheltenham and
Gloucester. As a result, when a meeting was held in Stroud at the end
of 1834, where Isambard Kingdom Brunel, the engineer for the Great
Western Railway, explained to the local manufacturers the advantages
of building a railway through the Stroud valley, the proposals were
whole-heartedly supported. At the meeting, Brunel explained that the
proposed route - through the Stroud valley – was the best option from
an engineering and a commercial perspective. Brunel explained that the
detail of the route required further work; a record of his comments being:
“Speaking as an engineer, he would prefer going up the vale of Chalford,
but looking at the property that would be injured, it might be advisable to
adopt the Nailsworth valley”.
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At this meeting were many of the principal mill-owners, including the
Marlings, the Stantons, the Playnes, and John Biddle; Joseph Watts (the
proprietor of Stroud Brewery); and William Henry Hyett (1795-1877),
of Painswick House, who was one of Stroud’s two MPs and previously
the Mayor of Gloucester; as well as an athlete, philanthropist, teacher
and poet. The result of this was the formation of a local committee to
promote the Great Western Railway, and, in March 1835, a petition of the
‘Inhabitants of Stroud’ in favour of the Great Western Railway Bill was sent
to the House of Commons.
A further meeting was held in October 1835, where the solicitor to the
newly-formed ‘Cheltenham and Great Western Union Railway Company’,
C. Lawrence, and the MP, William Henry Hyett, both spoke. This was
followed by the sale of shares in the new company, the enthusiasm for
which was described in the ‘Gloucester Journal’ as ‘unprecedented’,
particularly in Stroud itself, as opposed to some of the other (larger)
towns which would benefit from the line, where fewer shares were
purchased.
The Cheltenham and Great Western Union Railway Company would be
set up with twenty-two directors; eight of which were from the Stroud
district; seven were from woollen manufacturing families and the eighth
was William Henry Hyett, who was elected the first chairman of the
company.
At the same time, the directors of the London and Birmingham Railway
Company proposed a more direct route from London to Cheltenham and
Gloucester which would not pass through Stroud, but would run through
the Chiltern and Cotswold Hills. This naturally worried the directors
of the Cheltenham and Great Western Union Railway Company, who
produced a pamphlet, in 1836, contrasting “the dreary, desolate district”
through which the London and Birmingham’s line would pass with the
“populous and beautiful” country through which their line would pass.
In 1836, Parliament passed the bill authorising the construction of the line
through Stroud. However, it was nine years before the line actually made
it to Stroud.
Construction began at the Swindon end of the line, and progressed to
Kemble, to the south east of Stroud; however, the northern section of the
line, between Kemble and Gloucester, which would pass through Stroud,
did not progress as fast, delayed by a lack of funds, made worse by the
trade depression, which started in 1837, and which effected the woollen
industry in the west of England particularly hard. This resulted in many
share-holders failing to fulfil their engagements to increase their holdings,
and thereby forfeiting their existing shares, share prices falling, and, in 1840,
Hyett resigning his position as chairman.

In 1836-7, two expressions of discontent with the lack of a railway link
came from local manufacturing bosses, Charles Stephens, of Stanley Mill,
and Thomas Marling, of Ham Mill. Their comments were:
“The position of Stroud was rather peculiar, it being rather isolated,
and separated from any great line of communication, and if they did not
succeed in bring this railway through the valleys he believed that their
existence as a manufacturing town would be destroyed”
and
“A Communication direct from Stroud to London by Railroad (is) not only
essential to our Prosperity, but almost to our Existence, if there are other
Railroads extending to other Manufacturing Districts”.
In 1841, the line from Birmingham to Gloucester was opened, onto
which Cheltenham and Great Western Union’s line would join; whilst
Cheltenham and Great Western Union’s line between Kemble and
Cirencester also opened. However, by 1842, it had become clear that
the Cheltenham and Great Western Union was not able to complete
the line from Cirencester through Stroud to Gloucester. The Swindon
to Cirencester line had been leased to the Great Western Railway, and
Parliament passed an act authorising the sale or lease of the whole
Swindon to Gloucester line to the Great Western Railway in order to
raise more capital.
In 1843, the Great Western Railway bought out the Cheltenham and
Great Western Union Railway Company and, within two years, in 1845,
it completed the Kemble to Gloucester run, passing through Stroud, as
well as Stonehouse, Brimscombe and Tetbury Road (chosen, despite its
isolation, because a station was not allowed at Kemble).
The speed with which this section was completed was likely, in part, due
to the agreement made that the Great Western Railway could buy half of
the share in the track between Gloucester and Cheltenham – which had
already been laid by the Birmingham and Gloucester Railway Company – if
they succeeded in opening the line between Swindon and Gloucester by
21st June 1845. They met this target with a month to spare.
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Of course, the construction of the railway caused considerable disruption
and destruction in built up areas, and Stroud itself was affected. Just to the
north of the station, the railway line scythed through the Georgian 18th
century Rowcroft terrace (now all listed), requiring two of the units to be
demolished in order to facilitate the building of a bridge over the street
below, simply so that the railway company did not have to have dealings
with the Stroudwater Canal Company, which would have been required
had the line run a little further to the south.

Ashley DAVIES Architects Limited
In his book ‘Notes and Recollections of Stroud’, dated 1871, Paul Hawkins
Fisher wrote that “in 1845, the houses in Rowcroft were considerably
reduced in value, and their eligibility, as residences, was much affected, by
the Great Western Railway, which, after leaving its Stroud station, is carried
across the road on a black, plain-looking viaduct. In order to make room
for the railway to pass onward, the first two houses in the row were taken
down; and, to admit the passing of carriages under the viaduct, the whole
road beneath it and in front of Rowcroft was excavated, to the depth of
six feet at the lowest part, with a gradual ascent to its upper end.

The ‘bygonetransport.co.uk’ website states that “Stroud station was
opened on 14th April 1845, when the first Director’s train passed through.
Only a fortnight before, the road bridge over Rowcroft was still being
constructed, after the demolition of a block of houses”.

“In consequence of this alteration, carriages could not any longer be
drawn up before the houses; and they became, and now are, accessible
only from either end of the pavement in their front, which is protected by
iron rails from the deep road below. Besides this, it became necessary to
build a high, blank wall, as a support of the opposite bank, and to be the
fence for the Station; and thus the entrance to the town, at this place, has
been greatly disfigured by the ugly railway bridge, and the dirty hollow way
that passes under it”.
The construction of the railway also caused some consternation amongst
some residents, partly for this disruption and destruction of their
quiet villages, and partly as acts of robbery and drunkenness were rife
amongst the men undertaking the work. However, it did result in the reemployment of many of those who has lost their jobs from the downturn
in the cloth industry, albeit probably fewer than might have been hoped, as
more labour came from outside the local area.

Rowcroft terrace housing now from the road

In his book ‘Notes and Recollections of Stroud’, dated 1871, Paul Hawkins
Fisher waxes lyrical on his apparent dislike for the railways: “But the iron
age of railways at length commenced, to the dismay of coachmasters,
landlords of way-side inns, and posting houses. The Bristol and Gloucester,
now a part of the Midland Railway, - drove the Bath and Bristol coaches off
the road. Then the Great Western Railway, - as fast as it was opened from
London to Maindenhead, Abingdon, Faringdon, Swindon, and Cirencester, in
succession, - shortened the journey of the London coaches, which drove
only to those places respectively; and there, depositing their passengers
for London, returned with those for Stroud.

Painting of ‘Stroud from near Rodborough Fort, Gloucestershire’
by Alfred Newland Smith, dated 1848, with the railway & viaduct in the distance

Painting of ‘Ebley Cloth Mills, Stroud, Gloucesterhsire’, dated c.1850,
attributed to Alfred Newland Smith

“This continued until the opening of the Great Western Railway to
Stroud, on the 14th of April 1845; soon after which our coaches ceased
running. Then came, to startle us from our propriety, the huge iron horse,
- with his eyes of fire, his breath of flame, and his long white mane of
steam, - snorting, shrieking, roaring, and seeming to swallow the ground,
as it flashes through our beautiful valleys, at the speed of thirty miles
an hour. We have this acquired greater rapidity, and perhaps greater
safety, in travelling than formerly. But there are many who continue to
regret the loss of their pleasant journeys on a well-appointed coach,
through the invigorating air and magnificent scenery of our picturesque
neighbourhood.”

Rowcroft terrace housing now, with railway line slicing through the terrace

Painting of a train on the railway line approaching to Stroud from London
source: Stroud Town Council
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3.6.1.2 The Location and Setting of Stroud Station

3.6.1.3 The Designer of Stroud Station

In his book ‘Notes and Recollections of Stroud’, dated 1871, Paul Hawkins
Fisher described the main streets of Stroud, as of 1871. Of Russell Street,
the road off which the Station is accessed, he wrote that it “stands on
the line of the new turnpike road, from its beginning to a little beyond
its junction with the upper end of George-street. The place called St.
Briavels is now the south-west corner of this street; and, at a short
distance above, is the entrance to the Station of Great Western Railway,
and to the Imperial Hotel. Higher up, and branching from it on the same
side is Bath Terrace – the original lane leading into Bath Place – which is a
collection of houses and gardens, commenced on Great Shurmers, soon
after Hodges began building. When completed, it consisted of thirty-seven
houses, exclusive of those which compose the Terrace. But, in the year
1845, the Great Western Railway was carried through it, causing seven of
the houses to be taken down, and separating the rest of them from the
Terrace.

The listing for the Stroud Railway Station states that it was “probably by
I K Brunel”, going on to state that it was “originally for C and GWUR
with Brunel as consultant engineer”. Whilst the listing for the Railway
Goods Shed (which was built at around the same time as the Station –
c.1845) specifically states “by I K Brunel for Western Union Railway” and
the listing for the nearby Station House states that is “part of a group
which also includes Stroud’s GWR railway station, (listed Grade II), and
the Goods Shed (listed Grade II*) and the Imperial Hotel (unlisted). The
station was built c.1845 to I K Brunel’s design . . . . The Goods Shed is also
by Brunel, and also dates from c.1845” and summarises that the “Station
House also demonstrates clear group value with Stroud’s station buildings
(1845 and later), erected to Isambard Kingdom Brunel’s design (listed
Grade II), and the Goods Shed (1845 and later), also by Brunel (listed
Grade II*).”

Fishers further writes, of the area to the east of the Station, “the
proprietors of the Great Western Railway have made a road from the
eastward end of their Goods Station, into London Road, nearly opposite
to Union Street”.
The ‘bygonetransport.co.uk’ website states that “to the west of the station
was the private siding of R. Townsend, seed merchant. Their siding lay at
right angles to the main siding and trucks were hand shunted via a wagon
turntable. Should the wind be against the direction of movement then
the local tank engine would travel down on the up line to give assistance.
Both the main sidings and the west siding were provided with a signal box.
Loading bays were added to both the up and down yards at the eastern
end. The west end of the station was built on the brick arches of Watts
viaduct, and the down platform provided an aerial view into the Stroud
Brewery. It is said that on a dark night enginemen on a train stopped over
the viaduct had to be careful not to jump off the train.“

This is echoed on the ‘Digital Stroud’ website, managed by Stroud Local
History Society, which refers to the Station being “built to the designs of
Isambard Kingdom Brunel”, yet “rebuilt in 1914”.
The summary appears to be, therefore, the Brunel had a considerable
hand in the design of Stroud Railway Station, however, due to its major
overhaul in 1914, a proportion of Brunel’s original design has been lost,
whilst some remains.

The Heritage Gateway website (11189/59-60 - SO849051) states,
of Stroud Station and its sidings, that it “opened in 1845, alterations
were made in 1890, with further extensions in 1913-14 and was partly
modernised in 1975. {Source Work 5629.} Of the once numerous stations
and halts on the line only Stroud and Kemble remain. Stroud retains
typical Brunel buildings. Painting showing the original timber viaducts
on the line and Stroud Station in 1845 can be seen in Stroud Museum.
{Source Work 2471.}
The Heritage Gateway website goes on to state, of the Railway goods
shed and offices at Stroud Station, that they were “built in 1845 by IK
Brunel for the Western Union Railway with additions in 1890. The Grade II
listed building is in the Tudor revival style. It was built to a Brunel standard
design and is now the only survivor of its type.”
In ‘Brunel and His Contemporaries - A Victorian Engineering Legacy Teaching Resources by Gloucestershire County Council’, dated May 2006,
Stroud Station is referred to as a Brunel design, albeit not necessarily in
glowing terms.
Stroud Local History Society’s booklet ‘The Railway comes to Stroud –
1845’ refers, in its ‘Postscript’, refers to “the closure and demolition of
all the local stations except Stroud and Stonehouse” going on to states
that “with the complete rebuilding of Stonehouse station, the last Brunel
station on the line disappeared”. This appears to suggest that the Stroud
Local History Society does not believe that Stroud Station, which still
exists, was designed by Brunel.
This is one interpretation of this, however, the booklet goes on to state
that “Stroud station had been completely changed since it was first built”,
which might suggest that another interpretation is that, like Stonehouse
station, the considerable change to Stroud station means that what
remains cannot be deemed to have been designed by Brunel.

1882 Ordnance Survey map with Railway Station identified within red circle

Photograph of Isambard Kingdom Brunel (1806-1859)
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3.6.1.4 The Goods Shed

3.6.1.5 The Opening of the Swindon-Gloucester Line - 1845

As the Heritage Gateway website states “the Railway goods shed and
offices at Stroud Station (which laid to the east of the station) were built
in 1845 by IK Brunel for the Western Union Railway with additions in
1890, after the removal of a soil bank from the outside of the Imperial
Hotel, adjacent to the main station yard. The grade II listed building is in
the Tudor revival style. It was built to a Brunel standard design and is now
the only survivor of its type.”

On Monday 12th May 1845, the Swindon to Gloucester railway line was
opened. Unlike the July 1844 opening of the Bristol to Gloucester line,
the Swindon to Gloucester line’s opening was relatively low key, principally
due to disagreements with the Birmingham and Gloucester Railway
Company delaying Great Western’s use of their station at Gloucester.
There was also a delay to the opening of both the Brimscombe and
Stonehouse stations of three weeks, meaning that they did not open until
1st June 1845.

The Stroud Preservation Trust’s website states: “the Goods Shed was
built in 1845 to a standard design by Isambard Kingdom Brunel, and is
now the only survivor of this type. It is a distinctive example of industrial
architecture in Brunel’s Tudor Gothic revival style with fine buttresses,
stonework and arches. A 2 storey office extension was built around 1890
at the west end. Until 1966, the Goods Shed was a busy interchange used
for transferring goods to road vehicles, at first horse drawn carts and
later lorries. Out of use, the building was open and vulnerable and fell into
disrepair. In 1984 British Rail removed the slate roof which had become
dangerous to the public. The building was listed Grade 2 in 1985 at the
request of Stroud Preservation Trust and upgraded to Grade 2 Star in
1989.
Built of Cotswold stone, with an attached side office, the Stroud
Preservation Trust’s website further states that “this elegant, industrial
building, designed by one of England’s greatest engineers, had been
considered a possible project soon after Stroud Preservation Trust was
formed. In 1986, after two years of complex negotiations, the Trust agreed
a 40 year lease with British Rail. Fundraising began with the appeal patron
being Reverend W. Awdry, author of the ‘Thomas the Tank Engine’ books,
who had retired to Stroud. Major repairs and improvements, including a
new slate roof, stonework repairs and installation of some services, were
carried out in 1988 at a cost of £130,000. The Goods Shed had been
rescued from dereliction but needed a user to secure its future.”
The shed bears the GWR painted lettering “GWR STROUD STATION
Express goods train services daily transits between important towns”.

3.6.1.6 The first 25 Years of the Railway in and around Stroud
– 1845-1870
During its first week in use, an offer was made for return fares to London
at twenty-one shillings (£1.05) for second class and 31 shillings (£1.55)
for first class – as long as the outward journey was on Monday or Tuesday
and the return journey on Thursday or Saturday. However, by the end
of 1848, the concept of the return ticket had been removed; only to be
reinstated in 1849, due to loss of business. Later, in 1851, the townsfolk of
Stroud were particularly annoyed when there appeared to be a reluctance
to extend low excursion fares and some of the excursion trains heading
to the Great Exhibition in London, passed through Stroud station without
stopping.
Disaster was averted on 8th July 1851, when a middle coupling of a train
heading for the Great Exhibition with 23 carriages containing 1,500
passengers gave way whilst the train was climbing up a steep incline from
Brimscombe station to the Sapperton tunnel, only a few miles to the south
east of Stroud. The rear twelve carriages subsequently ran back down the
hill and collided with a mail train. No one was hurt, however, because the
mail train was, at the time, reversing away in an attempt to avert a collision,
because the driver of the mail train – Henry Wilkinson – had been warned
by a frantic signalman – Thomas Gibbons – of the impending disaster.
In 1852, the electric telegraph was extended along the line and made
available for public use in March 1853.
By 1854, clearly there was an easing on any restrictions on low excursion
fares, as the ‘Stroud Free Press’ refers to nearly three hundred passengers
joining a train taking passengers to London for the openings of the Crystal
Palace on its new site.  At this point, first class passengers were paying
9 shillings (45p) for a return fare, with 5 shillings (25p) the fare for third
class passengers in closed carriages.
As a Great Western line, the new line was to be wide gauge of 7 feet and
½ and inch, rather than the British gauge of 4 feet and 8 inches. However,
in 1872, the gauge was converted to the standard British gauge, when the
timber viaducts began to be changed for brick ones.

1991 Goods Shed after re-roofing; source: Stroud Preservation Society

The railway in Stroud ran parallel to the canals (the Stroudwater and
the Thames & Severn canals), only 200 yards to the north of them. This
effectively formed a barrier to the expansion of the town to the south.

Indeed, when the railway line cut Bath Place in two, thirty houses were
stranded south of the line with no access to the town centre without
simply crossing the railway line. As a result, in 1846, the railway company
formed the street now known as Cheapside to provide these people with
access to the road passing under the railway bridge at Rowcroft, as well as
agreeing to pay one quarter of their local rates.
However, the construction of the railway line and Stroud station did
stimulate further development to the north and east – i.e. to the southwest part of the town – along with some further demolition of early
houses.
Benefits were established immediately, with the day mail arriving from
London three hours earlier than it had when delivered by stage coach,
whilst the London morning papers were available by the early afternoon.
The cloth and corn manufacturers benefitted from the railways, as they
had hoped, with the swifter bringing in of raw materials and subsequently
taking out of the products themselves. However, the line of the railway
was too high above the Chalford valley floor, where the mills were, and
so did not come close enough to many of the mills and factories to be of
great benefit, particularly those in the south, making the canal wharves still
the best passage for certain items, such as coal. As a result, they struggled
with long distant trade.
Of course, there were casualties: stage coaches soon stopped running;
and, as a result, many inns suffered. The companies who ran the canals
and turnpike roads, whilst benefitting from the building of the railways - as
these were the routes by which building materials were transported –
were soon to be badly impacted by the success of the railways.
As soon as it was built, also, the approach to the Station caused some
consternation, as it provided opportunity for anti-social behaviour.
Amongst examples are those described in a ‘Gloucester Journal’ article
from 1845 describing the groups of boys causing nuisance hassling
passengers to carry their bags; a result being the payments being
squandered by the boys in gambling, giving rise to altercations and foul
language.
Originally no footbridge was provided. The passengers were expected to
take the “risk” of the level crossing which resulted in many fatal accidents.
The bridge was eventually built by the local engineering firm of Daniels.
The ‘bygonetransport.co.uk’ website states that “the railway required
that a standard time be kept throughout the system, and until 1880, this
standard time was known as Railway Time. However, it was noted by the
Greenwich Royal Observatory that “Stroud did not immediately adopt to
Railway Time, and the citizens continued to use local time, which meant
that the 11.30 am London train left at 11.21 am. This time difference of
nine minutes was enough for trains to be missed, so in 1858 a railway
clock was set up in Kings Street Stroud”. This weight wound clock was
built by Robert Bragg and has been preserved in Stroud library. simple
electric clock now replaces the original railway clock.”
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3.6.1.7 The next 150 Years of the Railway in and around Stroud
– 1870-2019
For thirty years after the station’s construction, the station yard was still
a mound of spoil from the works which had not been cleared. It was only
flattened in the early 1870s, allowing for building of the Imperial Hotel in
around 1870 and, later in 1890, the expanse of the Goods Shed.
Around 1870, to the other side of the station yard, just 25 metres to the
north east of the Station building, the Imperial Hotel was built. A large
three-storey stone building, the Imperial Hotel was designed by local
architect, Benjamin Bucknall, who also designed the Woodchester mansion.
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However, the Midland line was closed for passenger traffic in 1947 and
closed entirely in 1966. Brimscombe station and the stops along the
Great Western line were closed in 1964 and the goods depot at Stroud
was closed in 1967, however, Stroud has remained one of the stops for
passenger trains from Cheltenham and Gloucester to London.
The ‘bygonetransport.co.uk’ website states that “Some rebuilding and
refurbishment took place between 1870 and 1890 and again in 1914 when,
due to the increased traffic created by the railmotors, it was necessary to
set back the down platform buildings and lengthen the up platform at its
western end.”
From 1886 to 1947, Stroud had two passenger railway stations, as the
wooden ‘Stroud Wallbridge’ or ‘Stroud Cheapside’ station, which was on
a short 1.25 mile long branch from Dudbridge on the Stonehouse and
Nailsworth Railway, part of the Midland Railway, was opened to goods
traffic in 1885 and to passengers on 1st July 1886.  Whilst it remained
open for goods traffic until 1966, it closed to passengers in June 1947.  It
was demolished to accommodate the town’s ring road. As a result, the
1845 station was then known as ‘Stroud Great Western’, ‘Stroud Russell
Street’ or ‘Stroud Central’.

Newspaper
articles from
Princess
Elizabeth’s visit
in 1950

The number of passengers who had booked at the Station in 1868 was
49,597, while the number twenty years later was 77,309. In 1889, 81,482
passengers were booked with receipts of over £10,500.

The Station was in the ‘Stroud News & Journal’ of 9th April 2016 when
it referred to the day in 1914 when Belgian refugees from the first world
war arrived at the station stating that “around 100 Belgian refugees from
Malines (Mechelin in Flemish) arrived in Stroud in mid-September 1914 as
they escaped German bombardment. . . .  Residents fled to Antwerp, then
to London, before arriving in Stroud on September 9. . . . Around 2,000
people came to welcome the refugees as they arrived at Stroud railway
station, opening the train doors and cheering the arrival. . . . Motor cars
were ready outside the station to take the refugees to the Convent at
Beeches Green where they were given a meal.”

The cloth industry had lost its dominance in Stroud by the end of the
19th century but the adaptation of the mills to a variety of light industrial
purposes maintained the growth of population during the 20th century.

In 1950, Princess Elizabeth (to become the Queen two years later) visited
Stroud, calling in at the Imperial Hotel and then catching a train from
Stroud Station. A series of newspaper extract follow.

A 1960s photograph of Stroud looking west shows that a rectangular
water tower had joined the round tower, the tall yard lamp has gone,
however, the old bus garage remains. Both have since been removed.

Newspaper article from Princess Elizabeth’s visit in 1950

Round water tower with the old corrugated iron bus garage in the rear

Imperial Hotel, 2019

At the same time, the mid to end of the 19th century, the railways were
bringing great change to the appearance of the area. Their haulage
capabilities meant building materials were being brought in from other
areas – items such as red brick and Welsh slate – which were cheaper
than local stone. This meant that Victorian industrialists, such as George
Holloway (MP for Stroud 1886-92), were able to build affordable houses
for workers; and resulted in an influx of red brick terraces to Stroud town
centre, and other surrounding towns, where red brick had not appeared
before.
The Midland railway was brought to Stroud in 1886 by a short branch
from the Nailsworth line to a station just south of the Great Western
station. This railway line did manage to reach the mills in the way that
the main line had not, with sidings directly by the mills, improving the
transportation of goods and coal and providing great benefit to the
clothiers. The result was that the Stroudwater canal was badly hit.
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3.6.2 Historical Development of Setting and Context of the 		
Stroud Railway Station - Appraisal of Historic Maps
With the railway line and the Railway Station dating to 1845, the first two
maps found of the area show it before the huge change resulting from
their introduction.
Charles Baker’s 1820 map (the original of which is owned by St Laurence
church and stored in Glos Archives, and is included courtesy of the vicar
and churchwardens of St Laurence’s parish church, Stroud, whilst the
electronic version was acquired via the Stroud Local History Society)
shows Russell Street, in red, as a principal road passing to the south of
the town centre. Russell Street had been formed, in 1814, from a public
footpath after the new London Road. Russell Street was named after Lord
John Russell, a son of the Duke of Bedford, who had been in Parliament
since 1813, and in 1834 was a member of the government, and whose
Reform Act, extending the vote to a wider range of citizens, resulted in
the Borough of Stroud being constituted in 1832 with two Members of
Parliament. The map shows George Street, just to the north of Russell
Street, however, at this stage, it was only a path across open, undeveloped
land.
To the south of Russell Street, in the zone between it and the Canal, the
area is principally fields, however directly to the south of Russell Street,
the area along the road comprises a number of buildings and yards, with
a further zone of yards (perhaps not, at this stage, buildings) running
north-south from Russell Street down to the Thames and Severn Canal;
the fields are then either side of this.  This is the area which, in 1845, was
considerably changed by the railway and its Station.

1820 Charles Baker’s map with site of future Railway Station in red circle (source: Stroud Local History Society; courtesy of: St Laurence parish church & Glos Archives)

The 1835 John Wood map of Stroud town centre map (which is included
courtesy of the Company of the Proprietors of the Stroudwater
Navigation, for whom it was commissioned) shows a little more detail
of a similar urban grain. Russell Street remains a prominent road to the
south of the city centre, whilst George Street (known from 1826 as Great
George Street, a name derived from the Royal George Hotel, at the end of
King Street), had become a formal street built up on both sides.
The land to the south of Russell Street, soon to be taken up for the
railway and Station, is very much as it was in 1820 in layout, however, it
had been further built upon. A few more buildings have appeared along
the edge of Russell Street, and a number of buildings had been built in the
zone running from Russell Street to the Canal. The buildings appear to
have been facing onto fields and the Thames and Severn Canal, with their
yards backing onto a road down the centre, called Bath Place. By 1835,
there were apparently 37 houses along Bath Place.  The field to the west is
noted as belonging to ‘Mr Robinson’. Beyond it, towards the Canal were
a wharf to the Canal and a few structures, one of which is the Wallbridge
Warehouse, which had been built in 1828 and still exists.

1835 John Wood’s map of Stroud with site of future Railway Station in red circle (source: Company of the Proprietors of the Stroudwater Navigation)
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The road on the other side of Mr Robinson’s field and parallel to Bath
Place, which had been formed by 1820, was called Rowcroft and was lined,
on its west side, with a row of what appears to be 11no. terrace houses.
These were, apparently, stone houses built in the first decade of the 19th
century, apparently comprised of a symmetrical group, the central and two
end buildings accentuated by pediments. Apparently, there was a house
and land in this area, called Rowcroft, in Henry VIII’s time.
The extension of the canal system into Stroud in the late 18th century
- linking Stroud to the Severn in 1779 and to the Thames in 1789 –
had been a great stimulant of mill building; and the early to mid-19th
century was a period of growth and expansion for Stroud, as the cloth
manufacturing industry was at its zenith. By 1820 and 1835, there were
a number of mill buildings and warehouses to the south and west of
Rowcroft, Bath Place and Mr Robinson’s field, some of their side of the
Canal, however, most on the other side of the Canal, which also included a
large millpond in the valley bottom.
The laying of the railway, and the viaduct, resulted in the demolition of part
of Bath Place and the loss of the two southern houses of Rowcroft, with
both streets cut in two.
The Railway Station was built, in 1845, on the field which had belonged to
Mr Robinson.
In about 1870 the Imperial Hotel, a large three-storey stone building, was
built on the north side of the station yard.
In his book ‘Notes and Recollections of Stroud’, dated 1871, Paul Hawkins
Fisher described the main streets of Stroud, as of 1871. Of Russell Street,
the road off which the Station is accessed, he wrote that it “stands on
the line of the new turnpike road, from its beginning to a little beyond
its junction with the upper end of George-street. The place called St.
Briavels is now the south-west corner of this street; and, at a short
distance above, is the entrance to the Station of Great Western Railway,
and to the Imperial Hotel. Higher up, and branching from it on the same
side is Bath Terrace – the original lane leading into Bath Place – which is a
collection of houses and gardens, commenced on Great Shurmers, soon
after Hodges began building. When completed, it consisted of thirty-seven
houses, exclusive of those which compose the Terrace. But, in the year
1845, the Great Western Railway was carried through it, causing seven of
the houses to be taken down, and separating the rest of them from the
Terrace”.
The next plan discovered is the first of the Ordnance Survey maps,
following a survey in 1882.  This is the first of the maps discovered which
includes the Station. It also includes the Imperial Hotel. Russell Street is
much as it was in 1835, however with the frontages to the street much
deeper now. The northern half of Bath Place remains and Rowcroft
remains, albeit separated by the viaduct.

Ashley DAVIES Architects Limited
Essentially, the urban fabric to the north and east of the Station – towards
the town centre – remained, in 1882, much as it was in 1835, albeit denser;
however, the plots of land were similar. One change had, however, been
the formation of Station Road, leading from Russell Street to the front of
the Station. This was not actually ‘paved and channelled’ until 1886, when
it had been named Great Western Road and was accepted as a public road.
As a result of the sub-division of Rowcroft and Bath Place, in 1846, the
Railway Company built a road from Rowcroft to Bath Place, on the other
side of the railway line to link the 30 houses there back to Russell Street,
under the viaduct. It is not clear why it was called Cheapside, as this
apparently means ‘market place’ and there are no records of a market
place at this location.
Between 1835 and 1882, further building development occurred to the
south west of the area notably in the area directly to the south of the
Railway Station, between it and the Canal, with the 1828 Wallbridge
Warehouse.

1882 Ordnance Survey map with Railway Station identified within red circle

The 1882 map provides a very clear plan form on the Station, with the
footbridge linking the two platforms to the north west, two platforms of
similar length, and a grouping of 5no. structures, or rooms, to the south
east of the eastern platform and 3no. structures, or rooms, (2no. of which
were connected, 1 no. was separate) to the north west of the western
platform.
The 1882 map also shows the Goods Shed to the south east of the
Station, beyond Bath Place.
The 1901 Ordnance Survey map differs very little from the 1882 map. The
detail of the Station itself is similar, however, it appears to suggest that View:
the Gloucestershire XLIX.3 (Kings Stanley; Rodborough; Stroud) - Ordnance Survey 25 inch England
whole of the eastern platform, along with the 5no. grouped structures,https://maps.nls.uk/view/116521476
were under one roof; whereas only the northern half of the western
platform, along with the 3no. structure, were under the one roof; the
southern half of the platform seeming to not be covered.
1901 Ordnance Survey map with Railway Station identified within red circle
It is not known quite when the Station Master’s House, directly to the
north west of the Station, was built, however, the maps suggest that it was
between 1882 and 1901, as it now appears on the 1901 map. Beyond that,
very little else changed in those year with regard to the urban grain.
Once again, the urban fabric had changed little by 1921. There were a
couple of small structures added to the landscaped area of trees directly
to the south west of the Station and some small changes had occurred to
the built forms just off Russell Street.

The plan form of the Station itself again appears to be relatively consistent
with the 1882 and 1901 plans, although it may be possible that the
footbridge had been re-built between 1901 and 1921 and that the
View: Gloucestershire XLIX.3 (Kings Stanley; Rodborough; Stroud) - Ordnance Survey 25 inch Engla
structures on the western platform had been altered or re-built and the https://maps.nls.uk/view/109727527
roof extended over more of the platform.
1921 Ordnance Survey map with Railway Station identified within red circle
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By 1936, a few more small structures had appeared within the landscaped
area of trees directly to the south west of the Station and many of the
plots between Russell Street and the railway line, just to the east of the
Station, had been built up further, resulting in very little undeveloped space
between the rear of the original Russell Street buildings and the access
road between the Station and the Goods Shed.
The plan form of the Station did not change between 1921 and 1936,
however, the suggestion of 5no. separate structure, or rooms, grouped
together, on the 1882, 1901 and 1921 plans is, in 1936, shown as one more
continuous structure with 2no. distinct spaces at the southern end.
The 1945 GoogleEarth image is, unfortunately, not clear enough to make
out any detail, however, the 1999 GoogleEarth image show further change.
Most of the small structures within the tree enclosure just to the south
west of the Station had been removed and the space re-surfaced as a car
park. Further to the south east, all but two of those houses which had
remained at the south end of Bath Place had been demolished, along with
the Hill-Paul Mill building, and further car parking provided.

1921 Ordnance Survey map with Railway Station identified within red circle

1945 GoogleEarth image with Railway Station identified within red circle

The ‘actual’ photographic layout of the Station building, in the 1999
GoogleEarth image, appears to be fairly consistent with the 1936 map in
all but one aspect – the rectangular element forming the entrance area,
with the ticket office, which appears on the 1999 image, does not appear
on the 1936 and 1928 maps.
The 2018 GoogleEarth image shows little having changed in and around
the Station from 1999 to 2018. A few of the structures to the west of the
Hill-Paul Mill Building, to the south west of the Station, had been removed,
however, little else with regard to the urban grain had changed. Nothing
appears to have changed with regard to the roof form of the Station itself.
View: Gloucestershire XLIX.3 (Kings Stanley; Rodborough; Stroud) - Ordnance Survey 25 inch England and Wales, 1841-1952
https://maps.nls.uk/view/109727530

The summary is therefore of a huge impact upon the urban grain in 1845
when the railway and the Station were constructed, especially with the
loss of much of Bath Place and some of Rowcroft and the development
of Mr Robinson’s field; however, an otherwise generally consistent urban
grain around the Station in the 200 years between 1820 and 2018, with
occasional changes, such as the introduction of the Station Master’s House
between 1882 and 1901 and the loss of most of what remained of Bath
Place between 1936 and 1999.

1936 Ordnance Survey map with Railway Station identified within red circle

1999 GoogleEarth image with Railway Station identified within red circle

View: Gloucestershire XLIX.3 (Kings Stanley; Rodborough; Stroud) - Ordnance Survey 25 inch England and Wales, 1841-1952
https://maps.nls.uk/view/109727533

1938 Ordnance Survey map with Railway Station identified within red circle

2018 GoogleEarth image with Railway Station identified within red circle
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3.6.3 The Physical Development of the Stroud Railway Station
This section draws from information gleaned during the historical archival
research, a review of the historical maps and the historical photographs
discovered and an appraisal of the fabric of the existing Station.
Built in 1845, historians suggest that Stroud Railway Station was extended
and altered twice, in 1890 and in 1914, and is now a very different building
to what it was in 1845. Historians further suggest that, in 1914, the
Station was ‘rebuilt’, and the timber platform awnings were added.
An appraisal of the 1882 and 1901 maps suggest no obvious change in
layout of the Station, but only a potential extension of the western (down)
platform southwards. This might be consistent with the term ‘extended
and altered’.
Whereas, in keeping with the suggestion of a ‘re-building’ in 1914, an
appraisal of the 1901 and 1921 maps do show a considerable change to
the structures on the western (down) platform, however they show no
apparent change to the structures on the eastern (up) platform, at least
not in plan form. To the western platform the structures appear to have
been altered or re-built and the roof extended over more of the platform.
Also the footbridge appears to have been re-built.

c.1905 view from south east to platforms, standing on western (down) platform
source:WorthPoint website & eBay UK website

c.1910 view from north west to platforms, looking under footbridge
source: www.archive.images.co.uk website

1960s view from south east to platforms, standing on western (down) platform
source: www.rail-online.co.uk website

1960s/70s view from north west to platforms, looking under footbridge
source: ebay.co.uk website (owner unknown)

2019 view from south east to platforms, standing on western (down) platform

2019 view from north west to platforms, looking under footbridge

This suggests that any work in 1890 does not appear to have altered
the plan form much and any work in 1914 also does not appear to have
altered the plan form of the structures on the eastern platform much,
whilst they appear to have considerably changed those on the western
platform.
Consistent with the historian’s suggestions, the plan form did not change
further between 1921 and 1936.
Between 1936 and 1999, however, it appears as though the rectangular
element forming the entrance area, with the ticket office, was constructed.
Photographs of Stroud Station, dated c.1905 and c.1910 (see top row to
the right), show cantilevered canopies to the platforms with a shallow
pitched roof, possibly tiled or possibly leaded, timber moulded edgings to
the roofs and timber awnings. However, the roof appears, from the c.1905
& c.1910 photographs to project over about two-thirds of the width of
the platform, whilst, in the 1960s and now (see middle and bottoms rows
to the right), it projects over the full extent of the platform. The timber
awnings, in the 1960s and now, whilst similar to those of c.1905 & c.1910,
are not the same. Similarly, the current timber moulded edging to the
roof is considerably deeper in the 1960s and now than it was in c.1905
& c.1910. All of this suggests that the current timber roof edgings and
cantilevered roof structure dates to after 1910. Also, the roof covering
appears, in c.1905 & c.1910, to be either shallow tiled or leaded, with equicentred rolls apparent, and not the flat roof it is now.  
To the right are photographs from c.1905 and c.1910, from the 1960s/70s
and from 2019, all taken from a very similar location, for comparison.
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The size of the structure on the western platform was, in c.1910 much
smaller than it was in the 1960s and is now, particularly in its length. The
relationship between the overhanging roof and the main structure also
differs considerably. This is also apparent in the 1928 ‘Britain from above’
aerial photographs - see photographs to the right.
The eastern platform is currently, as it was in the 1960s, supported
by a series of four cast iron circular columns, with the platform roof
cantilevered from these. These columns are not apparent in the c.1910
photograph, whereas they are in the 1960s photographs. Also, the iron
filigree cantilevered brackets supporting the roof over the south platform
do not appear in the c.1905 and c.1910 photos, however, do in the 1960s
photographs, and now.
This being said, the stone structure of the main building to the eastern
(main entrance) platform in c.1910 looks like it may be the same as
currently, and in the 1960s, albeit with some alterations to detailed aspects.

1906 view from south east looking northwards up the eastern (up) platform
with the footbridge in the foreground source: Stroud Town Council

c.1905 view from south east to platforms, standing on western (down) platform
source: www.archive.images.co.uk website

1920s-50s view from south east to platforms, standing on western platform
source: Stroud Town Council

1928 aerial view from south east; source: ‘Britain from above’ website

2019 view from south east to platforms, standing on western (down) platform

1965 view from south east to platforms, standing on western (down) platform
source: ebay.co.uk website (owner unknown)

Also, the surface of the platforms is very different. In c. 1910, it was
made up of smaller block paver units running parallel to the railway line,
with long, thin block pavers at the edge, perpendicular to the line. By the
1960s, and now, the platform was paved in large stone flag units running
perpendicular to the line, with large stone flag units at the edge, running
parallel to the line.
Finally, the platform bridge was, in c.1905 & c.1910, very different to what
it was in the 1960s and is now. In c.1905 and c.1910, there were steps
perpendicular to the platforms and line, making the structure of the bridge
rise on both ends and level out in the middle, by the use of large haunches
at each end. Whereas now, all the steps are parallel with the platforms
and line and the entire bridge is level across its whole length. In addition
to this, the roofing was different, as were the side walls.  This accords with
the apparent change in form and configuration between the 1901 and
1921 maps.
This all confirms the suggestion from historians and our assessment of the
historical maps that major alterations were made to the Station structures
in between c.1910 and 1921, corroborating the 1914 date for the major
redevelopment of the Station.
No photographs have been found pre- c.1905, and so it is not possible
to establish, from maps or photographs, what, if any, changes occurred in
1890, if indeed they did, however, as stated, an appraisal of the 1882 and
1901 maps suggest no obvious change in layout of the Station, but only a
potential extension of the western platform southwards.
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It appears as though, in 1913-14, the stone structures on the western
‘down’ platform changed considerably, and were extended, however it is
not clear whether this constituted an extension and adaptation of the
original structures or whether they were new. The listing states that this
“down platform building (dates to) c.1914”, suggesting they were new.
However, there is nothing to suggest that the stone structures to the
eastern platform are anything but the original 1845 construction as the
stonework detailing to all aspects of the western structures is a perfect
match to those of the eastern structures, suggesting that the stone
structures on both sides might be original to 1845, albeit those on the
western side might have been altered in 1914, whilst it is unknown what, if
any, alteration occurred to the eastern side stone structures.
The listing states that “the up (eastern) platform is a Brunel ‘cottage’ with
extensions of 1890 and 1914”, stating that it is the “earliest building”. This
might suggest that, not only the stone walls, but also the slate roof, are
original, dating to 1845.
The ‘bygonetransport.co.uk’ website states that “Some of the fine tall
chimney stacks have been repaired and replaced, as a near copy to the
originals. Some rebuilding and refurbishment took place between 1870 and
1890 and again in 1914 when, due to the increased traffic created by the
railmotors, it was necessary to set back the down platform buildings and
lengthen the up platform at its western end. Two water towers were sited
in the down yard with the Great Western bus garage near by.”

1960s A rectangular water tower has joined the round tower, the tall yard lamp
has gone but the old bus garage remains. source: bygonetransport.co.uk website

1960s view from south east to platforms, standing on eastern (up) platform
source: bygonetransport.co.uk website

1962 source:Wikipedia; credit: Ben Brooksbank

1964 view from south east to platforms, standing on eastern (up) platform
source: Preserved British Steam Locomotive website; credit: John Freeth

1960s view from south east to platforms, standing on eastern (up) platform
source: Railway Station Photographs

2019 view from south east to platforms, standing on eastern (up) platform

The maps showed little change in the Station between 1921 and 1936,
which is reflected in the 1928 aerial photograph.
Between the 1960s and now, the two water towers to the south west of
the western platform (one round and one rectangular), which were on
the 1882, 1901, 1921 maps, the 1928 aerial photograph and in a series of
1960s photographs had, by 1999, been removed and taken over by car
parking.
It appears, therefore, as though the platform surfaces themselves were relaid at that time; the cantilevered roofs over the two platforms completely
changed, made larger and re-roofed with iron columns, girder trusses and
decorative cantilevered brackets with new edgings and timber awnings to
the roof perimeter; and the footbridge was completely re-built to a new
design.
It appears as though the stone structures on the western platform
changed considerably, and were extended, however it is not clear whether
this constituted an extension and adaptation of the original structures
or whether it was new. However, there is no suggestion that the stone
structures to the eastern platform are anything but the original 1845
construction and the stonework detailing to all aspects of the western
structures is a perfect match to those of the eastern structures, suggesting
that the stone structures on both sides are probably original to 1845,
albeit those on the western side might have been altered in 1914, whilst
it is unknown what, if any, alteration occurred to the eastern side stone
structures.
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The GoogleEarth photographic layout of the Station building, from 1999,
appears to be fairly consistent with the 1936 map in all but one aspect –
the rectangular element forming the entrance area, with the ticket office,
which appears on the 1999 image, does not appear on the 1936 map. A
photograph from the 1960s shows this stone element of the frontage and
we have found no earlier photographs of the front to confirm whether
it was indeed part of the 1914 adaptations or whether it was added on
between 1936 and the 1960s. However, this section of the stonework is
different to the rest of the eastern platform structure – the stone does
not appear to match perfectly and the window surrounds do not project
as they do on the other windows - and its roof is flat, whilst all the other
roofs to this structure are slate pitched. The internal wall to this space is
also of ashlar stone, suggesting that this was, originally, an outer wall. This
is all suggestive that this element does indeed date to between 1936 and
the 1960s.
There is also an aerial photograph of the Station, which is undated,
however does appear to have probably been taken between around the
1930s or 40s, or possibly 1928, which appears not to show the Ticket
Office structure.
Looking at the 1960s photographs of the Station and now, little of
consequence has changed. There is no change to the stonework and the
fenestration and window patterns are exactly the same (although frames
might have been replaced like-for-like). It appears, however, as though
the 4no. southernmost tall chimneys to the eastern platform structures
have been re-build since the 1960s, as the current ones are not of quite
the same proportions as those pictured in the 1960s, appearing taller,
slenderer, wider band courses and with less distance between the cap
and the band course. However, the most northern of the 5no. chimneys
appears to be as it was in the 1960s and appears to be the design that all
of the chimneys were in the 1960s. It is also possible that the roof might
have been re-slatted in that time. The large ‘STROUD STATION’ sign
above the ticket office door has been removed; all of the poster holders
have changed; and the rainwater pipes and soil and vent pipes, which
were white in the 1960s, are now black, however they are all in the same
position.

1920/1930s aerial view from south west, entitled ‘Stroud from an aeroplane’; showing, in red circle, where entrance / box office source range now is
source: Stroud Town Council, prob. orig. Britain from above’ website

1960s view of frontage of Station (entrance / ticket office range to right)
source: ebay.co.uk website (owner unknown)
2019 view of frontage of Station (entrance / ticket office range to right)

Within the platform areas, signage and poster have changed between
the 1960s and now; the iron columns and girder beams, and the cornice
of the overhanging roof, which were all painted white in the 1960s, are
now painted blue; a yellow line has been painted on the platform edges;
however, little of any consequence has change in the fifty or so years since
the 1960s.
It is possible that most of these small changes were undertaken in
1975, when the Station undertook some modernisation, however, this is
uncorroborated.

1997 view of the north eastern entrance / ticket office range
source: hiveminer website

2019 view of the north eastern entrance / ticket office range
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3.6.4 Current Setting & Context of the Stroud Railway Station
The Railway Station is located just to the south west of the core of the
town centre, between it and the Thames and Severn Canal. It is accessed
off Station Road which is, in turn, accessed off Russell Street.
Rowcroft is to its west , just beyond the viaduct, and Cheapside is to its
south, along with the Hill-Paul Mill building and the remaining residential
units from the earlier Bath Place.
With a relatively good-sized open area in front, the Station is uncluttered
and clearly visible on approach. It faces the Imperial Hotel, and its
forecourt, and the old Station Masters’ House and it looks along its
tracks towards the Railway Goods Shed. However, this ‘approach’ is
principally a vehicular one and, whilst there is parking to the side of the
main entrance, the front apron is used consistently for drop-off and
vehicular manoeuvring, such that pedestrian approach is compromised and
a relatively ‘uncluttered’ approach actually results in an uneasy relationship
between pedestrian and vehicle and a rather undistinguished expanse
of tarmac leading right up to the building plinth. Indeed, the pedestrian
pavement running down Station Road is relatively narrow and the
pedestrian crossing leading from the pavement to the Station entrance is
long and potentially off-putting to the infirm, disabled, parents with buggies
or people carrying suitcases.

A - view south westerly up Station Road to Station entrance

D - view eastwards to Station across south car park

B - view south westerly at end of Station Road to Station entrance

E - view north westwards to Station across south car park

C - view eastwards to Station on right & Imperial Hotel on left

F - view north westwards to Station from Goods Shed

To the rear, again the setting of the Station is one of a long stretch
of tarmac dedicated to car parking. Beyond the tarmac is an area of
greenery, with trees. In the past, this whole area was green with many
trees.
Possibly part of the issue with drop off at the front is that there is no
means of crossing from one platform to the other without using the
footbridge. Whilst accessible to most, the footbridge is inaccessible to
wheelchair users and the infirm and would be a struggle for parents with
buggies and people with considerable baggage. This would encourage
anyone using the north platform with access issues to park up or drop off
at the front, rather than use the dedicated car park at the rear.

D

C

B

A

E
F
GoogleEarth map of site with letters referring to photographs to the right
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3.6.5 Character, Architectural Design and Materials
of the Stroud Railway Station
Built of ashlar limestone (principally coursed, but not coursed in areas),
dressed stone reveals (slightly projected), projected plinth and profiled
cornice, the two buildings are capped with Welsh slate pitched roofs and
ogee gutters, and some flat roofs with modern felt coverings, with tall
angled ashlar stone chimney stacks, with high level drip course mouldings.
On this page is a series of photographs of the Eastern (up) Platform
building.
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On this page is a series of photographs of the Western (down) Platform
building.
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Inside, the platforms comprise cantilevered canopies with felted flat roofs
and slatted timber soffits on timber joists supported off steel UB sections,
moulded edgings, timber awnings and dogs’ tooth or chevron painted
timber fascias, supported partly on cast iron cantilever brackets with iron
filigree and a circular motif, off cast iron circular columns on the north
platform and off the wall to the south platform.
On this page is a series of photographs of the Eastern (up) Platform area.

32

Stroud Railway Station - Heritage Statement

Ashley DAVIES Architects Limited

On this page is a series of photographs of the Western (down) Platform
area.
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Some doors have flat curved heads, some are straight headed, and the
door leafs themselves vary in style. Architraves are heavily moulded.
Below are photographs of just four of those doors.
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Most of the window heads are straight, however, one is flat arched, as
are the two door openings. Some cills slope steeply, some are shallower.
Some of the windows surrounds project slightly, some do not. Some of
the windows are sash, most are chamfered timber mullion and transom
windows with some opening casements. The windows have varying
frame thicknesses. There is one bay window to the east end of the south
building.
Below are photographs of just six of those variant windows.
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The interior of both buildings is divided into a ticket office, various station
offices, waiting rooms, toilets and stores.  Plastered to walls and lath and
plastered to ceilings, the rooms to the north (main) building are coved at
ceilings, with stop chamfers to some beams and mouldings to others. In
one case, a rather attractive bolted timber bracket supports the end of a
beam. Whilst the rooms to the south building are plainer, with no covings,
however, in one case, a picture rail.
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The interior of the arrival lobby / ticket office area is stone flagged with
internal walls of ashlar stone and timber framed glazed screens to the
platform. The roof is of steel beams with timber boarding. This all accords
with the assessment that was a later extension.
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Some floors are stone, some are timber, some are terrazzo, some are
quarry tiled, some are marmoleum.
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Patent glazing lantern rooflights light both the recessed area of the south
platform and one of the toilets to the south building. These appear to
have been installed between 1997 and 2007.
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On the east platform, by the entrance, the cast iron weighbridge and
weighing support still exist, made by Henry Pooley & Sons Ltd of
Birmingham and London.
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The gates into the Station are black painted wrought iron with arrowhead
verticals and a bracing flat diagonal.

There are a series of long timber benches along the platforms.
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The footbridge is steel framed with timber framing, panelling and fascias,
as the station canopies, and georgian wired glass inserts, with corrugated
sheet roofing.
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Grade II listed for its “group value with viaduct, railway goods shed
(q.v.) and Hill-Paul Mill building to south-west”, Stroud District Council’s
‘Industrial Heritage Conservation Area’ documentation describes Stroud
Station as “the only one of numerous original GWR stations and halts
to survive basically unaltered. The 1845 station buildings, designed by
the famous Isambard Kingdom Brunel, are typical of Victorian railway
architecture. Provincial railway buildings often tended towards a rather
eclectic ‘cottagey’ style, typically taking loose references from the local
vernacular. Here at Stroud, the golden limestone buildings (including
some Arts & Crafts-influenced 1914 extensions) hark back to the early
Cotswold vernacular, with features such as the robust chamfered stone
window- and door-surrounds, hood moulds, pointed gables and tall
chimneys.  Decorative iron columns and brackets, supporting the flat
platform canopy, are also distinctive characteristics of this railway style.
The Victorian penchant for decorative detailing is also evident in the use of
painted timber embellishments, such as the charming canopy fascia, which
looks almost like inverted picket fencing, hanging down like a pelmet”.
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Yes, inside the platforms are the decorative iron columns and brackets,
characteristics of this Victorian industrial railway style, with the decorative
painted timber embellishment, also of Victorian railway style, but moreso
reflecting the ‘cottage’ style again.
However, a document entitled ‘Brunel and His Contemporaries - A
Victorian Engineering Legacy - Teaching Resources by Gloucestershire
County Council’, dated May 2006, actually refers to this low-lying aesthetic
in the negative, stating that “Brunel’s station at Stroud has been described
as ‘… less than satisfying. The frontage is long and low, in stone with few
sparse Tudor motifs, angled chimney stacks, a central gable and a length of
frilly valencing under the eaves at one side.”
This slightly strange mix of styles and aesthetics do indeed struggle. This
is most evident on the main ‘front’ elevation.  The roof line is part flat, part
shallow pitch with hips and part steep pitched with gables.

There are tall angled chimneys to the steep pitched roofs, understandably,
but also to the shallow pitched roof and the flat roof.  Of the 5no. chimney
stacks, one, the original, differs in proportions and detail from the newer
4no. The eaves range from slim parapet to deeper fascia with gutter to
projected decorative timber valence to match those within the platforms.
Most of the window heads are straight, however, one is flat arched, as
are the two door openings. Some cills slope steeply, some are shallower.
Some of the windows surrounds project slightly, some do not. Some of
the windows are sash, most are chamfered timber mullion and transom
windows with some opening casements. The windows have varying frame
thicknesses. The stonework is ashlar, however, it is of random ashlar to
the north entrance section, and even more random to the wall further
north, where it appears the newest part of the building resides, and this
section of stonework clashes with its neighbouring section, sometimes
sharing courses, sometime not.

The documentation goes on to talk about the adjacent, also listed, Station
Masters’ House, stating that “there were a number of ‘standard’ GWR
designs for Station Masters’ houses, and also for signalmen, platelayers and
station staff. These came out between 1885 and 1910, when the GWR
had the money to carry out the work on a large scale. At Stroud, the
former station master’s house seems to be a variant of GWR’s ‘Type C’:
a slightly anomalous brick building, amidst Stroud Station’s other golden
limestone structures. This lovely, simple, square building is evocative
of an early 19th century farmhouse or vicarage and has a polite (albeit
provincial) elegance about it – although it seems likely the house was
actually built in the early 20th century.”
It might be that Stroud Station has not quite survived ‘basically unaltered’
from 1845, however, much of the 1914 fabric which appears to have
replaced the 1845 fabric follows the same aesthetic lines, albeit with some
variations. Indeed, the “decorative iron columns and brackets, supporting
the flat platform canopy, (which) are also distinctive characteristics of this
(Victorian) railway style” might date to 1914; and the “decorative detailing
(which) is also evident in the use of painted timber embellishments,
such as the charming canopy fascia” might also date to 1914; however
probably the ironwork, and definitely the timber embellishments, are clear
representations from 1914 of the original Victorian aesthetic.
The timber awnings now, whilst similar to those of c.1905 & c.1910, are
not the same. Similarly, the current timber moulded edging to the roof is
considerably deeper now than it was in c.1905 & c.1910.
As the listing states, the eastern ‘up’ platform building is very much of
Brunel’s ‘cottage’ style, reflecting the local early Cotswold vernacular, with
its Welsh slate pitched roofs (one set shallow and one set pitched), low
lying elevation and chamfered stone window- and door-surrounds; and
with its gable, steep-sloped roof and tall Tudor-like chimneys, in the Arts
& Crafts style. It is, of course, ironic that both local vernacular and the
Arts and Crafts reflect a return to craftsmanship which rebelled against
industrialisation.
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5.0
SECTION 3 - UNDERSTANDING THE SIGNIFICANCE
			
OF THE HISTORIC ASSET –
				
‘STATEMENT OF SIGNIFICANCE’
5.1

An Assessment of Significance

One of the real strengths of any historic building assessment is that it
focuses attentions on what is of high importance about a cultural or
national asset, whilst similarly defining aspects which are of little or no
importance. Thus, in planning what or how to conserve, or develop, areas
around it, it is possible to make decisions based on the best possible
analytical process rather than on individual preference, or some other
arbitrary method.
This section of the report seeks to set out, albeit briefly, what makes the
heritage asset, the Stroud Railway Station of value and should therefore be
protected.
The assessment of significance has been provided to give an initial
guidance on the proposals for the development.
Significance can be defined as the sum of the cultural, social and/or natural
heritage values that make a building or place important to this and future
generations. The aim of conservation is to sensitively manage change
to a place to ensure that its significance is not only protected, but also
revealed, reinforced and enhanced at every possible opportunity. It should
also ensure that decisions regarding both day-today and long term use and
management of the site take into account all of the values that contribute
to a place’s significance.

The purpose of a Statement of Significance is to identify the areas and
aspects of the Stroud Railway Station which have cultural significance.  
Cultural significance is a concept which helps us in estimating the value of
a place and which:

The Government’s Planning Policy Statement 5 (PPS5) states that
Significance is “the value of a heritage asset to this and future generations
because of its heritage interest. That interest may be archaeological,
architectural, artistic or historic”.

•
•
•

Annex 2 of PPS5 clarifies these categories of interest as follows:

Helps us understand the past;
Enrich our present lives;
Will be of value to future generations.

Most historic sites or buildings are significant for a range of reasons,
and it is important to understand all of its values in order that informed,
balanced decisions can be made.
Many heritage values are recognised by the statutory designation and
regulation of significant places.  In statutory terms, the significance of the
Stroud Railway Station is formally recognised by its Listing. As a Grade II
Listed Building, it is a building ‘of special interest, warranting every effort to
preserve’ it, as appraised by Historic England.
However, while these designations provide baseline guidance to the
significance of the Stroud Railway Station it is useful to go beyond this
view to arrive at a deeper understanding of its values and significance.

Archaeological Interest is “an interest in carrying out an expert
investigation at some point in the future into the evidence a heritage asset may
hold of past human activity. Heritage assets with archaeological interest are the
primary source of evidence about the substance and evolution of places, and
of the people and cultures that made them.These heritage assets are part of a
record of the past that begins with traces of early humans and continues to be
created and destroyed“.
Architectural Interest is an “interest in the design and general aesthetics
of a place. (It) can arise from conscious design or fortuitously from the way
the heritage asset has evolved. More specifically, (it) is an interest in the art or
science of the design, construction, craftsmanship and decoration of buildings
and structures of all types”.
Artistic Interest is an “interest in the design and general aesthetics of a
place. (It) can arise from conscious design or fortuitously from the way the
heritage asset has evolved. More specifically, (it) is an interest in other human
creative skill, like sculpture”.
Historic Interest is “an interest in past lives and events (including prehistoric). Heritage assets can illustrate or be associated with them. Heritage
assets with historic interest not only provide a material record of our nation’s
history, but can also provide an emotional meaning for communities derived
from their collective experience of a place and can symbolise wider values such
as faith and cultural identity”.
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PPS5’s accompanying Practice Guide expands on how one can analyse
the public’s interest in heritage assets by sub-dividing it into aesthetic,
evidential, historic and communal values. These values can be used to
inform the structured and consistent assessment of buildings.
Historical Value is deemed to be the associative or illustrative ways in
which past people, events and aspects of life can be connected through a
place to the present.
In practice, much of the historical value of an asset is inseparable from
its evidential value — a well-preserved building can illustrate an aspect
of past life much better than can a damaged or heavily altered building.
But historical value may also reside in the less tangible — in associations
with notable people events or movements of proven regional or national
significance.  As in the criteria for listing, however, these associations
will be more powerful if the building as it survives directly confirms the
association (i.e. is recognisably the building with which connection is
claimed).
The difference between evidential value and illustrative historical value
may seem difficult to define, but in general, evidential value relates to the
material evidence about how a particular building or site functioned, and
historical value to the capacity of that site to illustrate broader historical
themes — its contribution to our understanding of aspects of past life, be
they for example the organisation of society, developments in agriculture
or industry, or in religious observance.
Understanding historical value therefore requires a broader understanding
of the asset in context, whereas a good understanding of evidential value
can be reached by close physical analysis on site.

For the purpose of this study we have adopted a fairly standard
classification using five levels of significance, which are sufficient to
measure each aspect of significance and to compare it to others
consistently.
Aesthetic Value relates to the external appearance and form of an asset
and its relationship to its context and setting. It may relate to conscious
design or style, adherence to tradition, to quality of craftsmanship or
technology of construction, or it may reflect the results of development
over time.
High-quality conscious design — so-called ‘polite architecture’ often
associated with named architects — and vernacular building according to
clear regional traditions (and perhaps unconscious design), have their own
aesthetic codes. But for both, composition, plan, method of construction,
materials, finish and detail — including interior detail — are the essential
elements of design.
Context may also be relevant here — the relationship of a building to its
setting, whether a designed landscape, a working agricultural or industrial
landscape, or a townscape, may be an important aspect of its aesthetic
appeal.
Communal Value derives from the meanings that an asset has for
the people who relate to it, or for whom it figures in their collective
experience or memory. It includes social and economic value, as well as
commemorative, spiritual or symbolic value.
Each of these elements will be dealt with on the following pages.

Evidential Value is deemed to derive from those elements of a historic
asset that can provide evidence about past human activity, and especially
its historic fabric, supported in some cases by documentation.
All buildings — domestic, commercial, religious, industrial etc — have
the capacity to provide evidence of specific past human activity from one
or perhaps several periods. The extent to which they do so depends on
coherence and integrity, or an intelligible development sequence. The
extent of survival of original or clearly phased fabric and layout, or of
detail relating to use (including internal detail) are particularly important.

The significance of a place is the sum of these values, brought together
and expressed in a statement of significance.  This statement forms the
foundation upon which any proposals for change and enhancement of a
place can be considered and carried forward.

High:  An aspect of value that strongly contributes to the significance of
a place, forming a key piece of its history and cultural value which may be
of national or international importance. In material terms, these aspects
will best contribute towards the heritage values. Conservation will be a
priority, and alteration is likely to be resisted unless it is demonstrated
that significance will be greatly enhanced, reinforced or revealed as a
result.
Medium: An aspect of value that will have some cultural importance
(perhaps on a regional scale) and will make a moderate contribution to
the significance of a place.  In material terms they will play an important
role in conveying the heritage values. Efforts should be made to protect
and enhance these aspects, though a greater degree of flexibility is possible
than with aspects of high value.
Low: An aspect of value that will make a slight (yet still noteworthy)
contribution to the significance of a place, but perhaps only on a local
scale. In material terms it will still add something to the heritage values
(such as helping to maintain plan form and historic character), although
this contribution may have been compromised by loss or uninformed
intervention. A greater capacity for enhancement exists than for items
of medium or high value, although a low designation does not necessarily
mean that the feature is expendable.
Neutral: An aspect that has no discernible value that neither adds to
nor detracts from the significance of the place.  Informed change will be
acceptable.
Detrimental: An aspect of the place that detracts from its values and
therefore its significance.  In material terms, removal or reversal of these
aspects should be strongly encouraged.

In order to identify the relative contributions that these values make to
the significance of a place and therefore the capacity for these values to be
revealed and/or enhanced, a range of classifications are used.

Context may also be relevant: the evidential value of a single industrial
or agricultural building for example will be diminished if other associated
buildings have already been lost or damaged.
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Historical Value

After rapid developments in the 16th and 17th centuries, Stroud had
become a town dominated by the woollen cloth industry, centring on the
mills along the streams of the River Frome. The 18th and early to mid19th centuries saw further expansion in the cloth trade in the Stroud
valleys, as the town of Stroud became synonymous with high-quality richlydyed broadcloth.
Reform of industrial practices saw the disappearance of cottage industry
and the concentration of weaving and textile production into a few large
mills, which benefitted from the existing watercourses in the area for
powering the mills. However, despite the river Frome, transportation of
materials and products was a problem, not least because the clothiers
relied on water power to operate their machinery and so controlled the
river Frome and its major tributaries with weirs and sluices, forming large
millponds in the valley bottoms, negating its potential for transportation.
As a result, the extension of the canal system into Stroud in the late 18th
century - linking Stroud to the Severn in 1779 and to the Thames in 1789
- was a great stimulant of mill building, providing a major national artery
for commerce. However, the new canal links did not turn out to be the
major artery it had been hoped they would, and the new turnpike roads
- also believed to be a major improvement in communications – did not
pass through the town, due to the roads in the Stroud district frequently
becoming impassable because of their heavy clay content.
When it became apparent, in the early to mid-19th century, that the
railways were set to become the communication and commercial
arteries for the country, it also became apparent that Stroud might not
be benefitting from a line through the town.  This would have seriously
impacted upon the town’s economy.
Pressure from local mill-owners and politicians in the 1830s resulted
in the newly-formed Cheltenham and Great Western Union Railway
Company choosing to run a ‘feeder’ line off the London Paddington to
Bristol line, at Swindon, passing through the Stroud valley to Cheltenham
and Gloucester, which led to Parliament passing a bill in 1836 authorising
the construction of the line through Stroud. This process also involved a
meeting in Stroud at the end of 1834, where Isambard Kingdom Brunel,
the engineer for the Great Western Railway, presented the proposals to
the town. However, it was nine years from the bill being passed before the
line actually made it to Stroud, and this only happened after the Swindon
to Cirencester line was leased to the Great Western Railway when it had
become clear that the Cheltenham and Great Western Union was not
able to complete the line.

Of course, the construction of the railway caused considerable disruption
and destruction in built up areas, and Stroud itself was affected. Just to the
north of the station, the railway line scythed through the Georgian 18th
century Rowcroft terrace (now all listed), requiring two of the units to be
demolished in order to facilitate the building of a bridge over the street
below, simply so that the railway company did not have to have dealings
with the Stroudwater Canal Company, which would have been required
had the line run a little further to the south. The railway line also cut
Bath Place in two, leaving thirty houses stranded south of the line with no
access to the town centre.
The construction of the railway also caused some consternation amongst
some residents, partly for this disruption and destruction of their
quiet villages, and partly as acts of robbery and drunkenness were rife
amongst the men undertaking the work. However, it did result in the reemployment of many of those who has lost their jobs from the downturn
in the cloth industry, albeit probably fewer than might have been hoped, as
more labour came from outside the local area.
In his book ‘Notes and Recollections of Stroud’, dated 1871, Paul Hawkins
Fisher waxes lyrical on his apparent dislike for the railways, referring to the
new locomotives as “the huge iron horse, - with his eyes of fire, his breath
of flame, and his long white mane of steam, - snorting, shrieking, roaring,
and seeming to swallow the ground, as it flashes through our beautiful
valleys, at the speed of thirty miles an hour. We have this acquired greater
rapidity, and perhaps greater safety, in travelling than formerly. But there
are many who continue to regret the loss of their pleasant journeys on a
well-appointed coach, through the invigorating air and magnificent scenery
of our picturesque neighbourhood.”
Built in 1845, on what had previously been open grass or farm land, with
Isambard Kingdom Brunel probably as consultant engineer, the Stroud
Railway Station was extended and possibly slightly altered in 1890;
significantly altered, indeed partly re-built, in 1914; and partly modernised
in 1975.
It has therefore changed considerably since it was first built in 1845.  
However, the Railway Station is listed for its Group value with the Viaduct
(which was cut through the Rowcroft terrace); the Railway Goods Shed
(which also dated to c.1845, and was also extended c.1890, and which
appears to have certainly been built by Brunel and retains more of its
original 1845 fabric than the Station); and the Hill-Paul Mill building to the
south-west of the Station (the polychromatic brickwork former clothing
factory designed by Henry A. Cheers, built in the 1890s and in production
as a factory until 1989).

It appears as though, in 1913-14, the stone structures on the western
‘down’ platform changed considerably, and were extended, however it is
not clear whether this constituted an extension and adaptation of the
original structures or whether they were new. The listing states that this
“down platform building (dates to) c.1914”, suggesting they were new.
However, there is nothing to suggest that the stone structures to the
eastern platform are anything but the original 1845 construction as the
stonework detailing to all aspects of the western structures is a perfect
match to those of the eastern structures, suggesting that the stone
structures on both sides might be original to 1845, albeit those on the
western side might have been altered in 1914, whilst it is unknown what, if
any, alteration occurred to the eastern side stone structures.
The listing states that “the up (eastern) platform is a Brunel ‘cottage’ with
extensions of 1890 and 1914”, stating that it is the “earliest building”. This
might suggest that, not only the stone walls, but also the slate roof, are
original, dating to 1845.
Historical Value is deemed to be the associative or illustrative ways in
which past people, events and aspects of life can be connected through
a place to the present. It relates to the capacity of a site to illustrate
broader historical themes — its contribution to our understanding
of aspects of past life, be they for example the organisation of society,
developments in agriculture or industry, or in religious observance.
Undoubtedly, the Stroud Railway Station illustrates extremely well an
aspect of life which can be very readily connected to the present – the
threshold for transporting people and freight around the country.
An historic asset might illustrate a particular aspect of past life or it might
be associated with a notable family, person, event or movement. The
design and construction Great Western Railway, one of the wonders of
Victorian Britain, was the brain-child of Britain’s most famous Engineer
and, arguably, one of its most famous sons.
Whilst the adjacent Railway Goods Shed was apparently designed by
Isambard Kingdom Brunel, the listing for the Railway Station states that
the Station was “probably by I K Brunel”. It goes on to state that the
“building (was) originally for C and GWUR with Brunel as consultant
engineer”. It also describes the eastern (up) platform as “a Brunel ‘cottage’
with extensions of 1890 and 1914”.
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Whether Brunel was leading the design and construction of the Stroud
Railway Station, or that he was involved in a consultant role, this
association would be significant in assigning the Station its historical value.  
Of course, the fact that some / much of the current Station structures,
including the platform canopies and structure, the footbridge, some of
the eastern (up) platform building, and much, possibly all, of the western
(down) platform building, are not what was constructed in 1845, possibly
under Brunel’s direction, does impact upon this historical value. However,
the whole concept of the Great Western Railway, including this line
between Swindon and Gloucester - and so much of its detail, including its
bridges, viaducts, tunnels and stations - is so closely affiliated to Brunel,
that a Station structure which dates back to the original construction of
the railway, and was probably built under the direction of Brunel, must
afford it significant historical value, even though its evidential value might
be reduced by the considerable change it has undergone since 1845.
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The convoluted route by which Stroud Railway Station came about; the
beneficial impact that it had on the people and the industries of the area;
the destructive impact that its location had on aspects of the Georgian
town (Rowcroft and Bath Place to name the two most impacted areas);
its association with Brunel; and the importance that it has held in the
community for 174 years; might all afford it a medium to high heritage
value.
However, whilst it is the case that historical values are not so easily
diminished by change as evidential values, they are harmed where
adaptation has obliterated them or concealed them.

Adaptation has not ‘obliterated’ or ‘concealed’ the Station is its entirety;
and the principal period of adaptation - 1914 – provides these adaptations
with their own historical value; however, the 1914 changes did diminish the
Station’s historical values enough that it might now be deemed to be of
Medium Historical Value, illustrating extremely well an aspect of life which
can very readily connect the inventiveness of the Victorian era to the
present – insofar as the ‘Railway’, one of the wonders of Victorian Britain,
has, since 1838, and still does now, provided a vital means of transporting
people and freight around the country.
In material terms, this means that it plays an important role in conveying
the heritage values of the site, and efforts should be made to protect and
enhance these aspects, however a degree of change may be deemed viable,
especially to those aspects which are not original to the 1845 Station.

Herein lies an important series of questions: does Stroud Station’s
apparent association to Brunel add value to it as a heritage asset? Does
the uncertainty over Brunel’s actual role reduce that value? Does the fact
that many aspects of the current station structures are not original to
1845 and Brunel’s potential input reduce this value? Does the fact that at
least a part of the structures dates to 1845, and probably Brunel – and an
important part in the more visible eastern (up) platform’s ‘cottage’ building
– add historical value, particularly when the number of original Bruneldesigned or Brunel-affiliated Station buildings are gradually reducing in
numbers.
On this matter, we quote from Stroud Local History Society’s booklet
‘The Railway comes to Stroud – 1845’ which refers, in its ‘Postscript’,
to “the closure and demolition of all the local stations except Stroud
and Stonehouse” going on to states that “with the complete rebuilding
of Stonehouse station, the last Brunel station on the line disappeared”.
Whilst this statement is suggesting that Stroud Station is not a Brunel
Station, or is a considerably altered Brunel Station, it does reiterate the
fact that Brunel Stations across the country are reducing in number and
preserving those which retain at least some aspects of Brunel’s input
might be important.

1820 Charles Baker’s map with site of future Railway Station in red circle
source: Stroud Local History Society;St Laurence parish church & Glos Archives

c.1905 view from south east to platforms, standing on western (down) platform
source:WorthPoint website & eBay UK website

It is possible, nay probable, that many persons of significance have, over
174 years, passed through the Station and its buildings, entering its ticket
office, sitting in its waiting rooms, crossing over its footbridge and standing
at its platforms. However, one person of considerable note who we know
has visited the Station, is the then Princess Elizabeth (who became the
Queen two years after the visit) when she undertook a formal visit of
Stroud in 1950, calling in at the Imperial Hotel and then catching a train
from Stroud Station.

1882 Ordnance Survey map with Railway Station identified within red circle

1960s view from south east to platforms, standing on western (down) platform
source: www.rail-online.co.uk website
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Evidential Value

Originally built in 1845, on what had previously been open grass or farm
land, it appears as though the Stroud Railway Station was extended and
altered in 1890, however, not significantly, and was partly modernised in
1975.  However, it appears as though the Station was significantly altered
between 1913 and 1914, and is now a very different building to what it
was in 1845.
It appears as though, in 1913-14, the platform surfaces themselves
were re-laid; the cantilevered roofs over the two platforms completely
changed, made larger and re-roofed with iron columns, girder trusses and
decorative cantilevered brackets with new edgings and timber awnings to
the roof perimeter; and the footbridge was completely re-built to a new
design.
It appears as though, in 1913-14, the stone structures on the western
‘down’ platform changed considerably, and were extended, however it is
not clear whether this constituted an extension and adaptation of the
original structures or whether they were new. The listing states that this
“down platform building (dates to) c.1914”, suggesting they were new.
However, there is nothing to suggest that the stone structures to the
eastern platform are anything but the original 1845 construction as the
stonework detailing to all aspects of the western structures is a perfect
match to those of the eastern structures, suggesting that the stone
structures on both sides might be original to 1845, albeit those on the
western side might have been altered in 1914, whilst it is unknown what, if
any, alteration occurred to the eastern side stone structures.
The listing states that “the up (eastern) platform is a Brunel ‘cottage’ with
extensions of 1890 and 1914”, stating that it is the “earliest building”. This
might suggest that, not only the stone walls, but also the slate roof, are
original, dating to 1845.
It then appears as though the Station changed little in the 105 years
between 1914 and now. However, it might be that between 1936 and
the 1960s, the rectangular element forming the entrance area, with the
ticket office, was constructed; between the 1960s and now, the two water
towers to the south west of the western platform (one round and one
rectangular), were demolished; and, between the 1960s and now, possibly
in 1975, the 4no. southernmost tall chimneys to the eastern platform
structures were re-build (with the northernmost one remaining); the large
‘STROUD STATION’ sign above the ticket office door was removed; all
of the poster holders changed; and the rainwater pipes and soil and vent
pipes, which were white in the 1960s, are now black, however they are all
in the same position.
Within the platform areas, signage and poster have changed between
the 1960s and now; the iron columns and girder beams, and the cornice
of the overhanging roof, which were all painted white in the 1960s, are
now painted blue; a yellow line has been painted on the platform edges;
however, little of any consequence has change in the fifty or so years since
the 1960s.

Insofar as Evidential Value is deemed to derive from those elements of a
historic asset that can provide evidence about past human activity, and
especially its historic fabric, the Stroud Railway Station is a very good
source of evidential value. However, it is not all from one period and
some (or much) of the original 1845 fabric appears to have been lost and
replaced with fabric from 1914. Most of this 1914 fabric, however, does
appear to remain. So, we appear to be looking at a series of structures
with an 1845 base - in the structure of the platforms and the stonework
walls (and possibly the slate roofs) of the buildings – and a 1914 second
layer – in the structure and coverings of the platform roofs, the surface of
the platforms, some of the elements of the buildings (possibly including the
roofs), and the footbridge.

All buildings have the capacity to provide evidence of specific past human
activity from one or perhaps several periods. The extent to which they
do so depends on coherence and integrity, or an intelligible development
sequence. The extent of survival of original or clearly phased fabric
and layout, or of detail relating to use (including internal detail) are
particularly important. The Stroud Railway Station does indeed represent
a phased development, principally, however not exclusively, to two phases.
However, the distinction between phases is not wholly clear, specifically
with the main stone building structures, which causes some element of
confusion. However, where the platform roofs, and their structures, and
the footbridge are concerned, there is no doubt that they relate to a
subsequent phase.

Evidential value may be visible and relatively easy to assess, or it may be
buried below ground, under water or be hidden by later fabric. Much of
the 1845 and 1914 fabric is visible and easy to access, however, much of
the 1845 fabric has been lost or hidden by later fabric.

Context may also be relevant: the evidential value of a single industrial
or agricultural building for example will be diminished if other associated
buildings have already been lost or damaged. The appraisal of the
historical maps has shown a surprising lack of change to the context of
the Station since 1845, even if the Station itself has changed. The local
streetscape and urban grain, which was so impacted by the construction
of the railway, has not changed extensively since 1845. Of course, change
has occurred and new buildings introduction – such as the introduction
of the Imperial Hotel in 1870; the introduction of the Station Master’s
House between 1882 and 1901; the formation of Station Road, leading
from Russell Street to the front of the Station; and the loss of most of
what remained of Bath Place, to the south west of the Station, between
1936 and 1999 – however the general urban grain has remained relatively
unchanged in the 174 years since 1845.

Of course, there could feasibly be archaeological remains in the ground,
under the building, however, since the site was, prior to construction,
an area of open ground, not built upon, any archaeology in the ground
is unlikely to comprise any building evidence, and any farming or rural
archaeological evidence is likely to have been disrupted in 1845, when the
railway line and Station were initially constructed.
Additional evidential value can be gained from documentary sources,
pictorial records and archaeological archives or museum collections. The
pictorial evidence of the Station is fairly good, through photographs from
the early 1900s, the 1960s and modern time. Unfortunately, however, no
pictorial evidence has been found prior to the early 1900s, which make it
difficult to establish what, if any, change the structures underwent in 1890;
and in between 1910 and 1960, which makes it difficult to appreciate if all
of the changes occurred in 1914 or whether any date to the 50 years after
that.
In terms of documentary sources, Stroud Local History Society’s
document ‘The Railway comes to Stroud 1845’, which itself draws
from various sources, provides a very helpful history leading up to the
construction of the railway through Stroud in 1845, it was not possible to
find much documentary evidence of the building of the Station itself.

The difference between evidential value and illustrative historical value
may seem difficult to define, but in general, evidential value relates to the
material evidence about how a particular building or site functioned, and
historical value to the capacity of that site to illustrate broader historical
themes — its contribution to our understanding of aspects of past life, be
they for example the organisation of society, developments in agriculture
or industry, or in religious observance. The Stroud Railway Station, and
the Great Western Railway, clearly remains a very good example of lifechanging early Victorian industrial development, providing people and
industry with much-needed, fast connections with the rest of the country,
whilst also delivering disruption and destruction to rural communities
across the country.
In this matter – and those other aspects referred to above – the Stroud
Railway Station is considered to have Medium Evidential Value, in addition
to its medium historical value, as an example of one of the remaining local
stations along Isambard Kingdom Brunel’s transportation arteries through
southern England. Its evidential value would have been higher had the
current station remained as it was built in 1845, to Brunel’s designs, and
not been so considerably changed in 1914.
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Aesthetic Value

Built of ashlar limestone, dressed stone reveals plinth and cornice, the
two buildings are capped with Welsh slate pitched roofs and ogee gutters,
and some flat roofs with modern felt coverings, with tall angled ashlar
stone chimney stacks, with high level drip course mouldings – which are
particularly strong features, even if most are less pleasing reconstructions
of thicker versions. Inside, the platforms comprise cantilevered canopies
with felted flat roofs and slatted timber soffits, moulded edgings, timber
awnings and dogs’ tooth or chevron painted timber fascias, supported off
cast iron cantilever brackets with iron filigree and a circular motif, and cast
iron circular columns.

It might be that Stroud Station has not quite survived ‘basically unaltered’
from 1845, however, much of the 1914 fabric which appears to have
replaced the 1845 fabric follows the same aesthetic lines, albeit with some
variations. Indeed, the “decorative iron columns and brackets, supporting
the flat platform canopy, (which) are also distinctive characteristics of this
(Victorian) railway style” might date to 1914; and the “decorative detailing
(which) is also evident in the use of painted timber embellishments,
such as the charming canopy fascia” might also date to 1914; however
probably the ironwork, and definitely the timber embellishments, are clear
representations from 1914 of the original Victorian aesthetic.

The interiors are relatively understated, many spaces with plain walls and
ceilings; some with covings, stop chamfered and moulded beams and, in
one case, a rather attractive bolted timber bracket supports the end of a
beam.  Some floors are stone, some are timber, some are terrazzo, some
are quarry tiled, some are marmoleum. The interior of the arrival lobby
/ ticket office area is stone flagged with internal walls of ashlar stone and
timber framed glazed screens to the platform.

The timber awnings now, whilst similar to those of the early 1900s, are
not the same. Similarly, the current timber moulded edging to the roof is
considerably deeper now than it was in the early 1900s.

As the listing states, the eastern ‘up’ platform building is very much of
Brunel’s ‘cottage’ style, reflecting the local early Cotswold vernacular, with
its Welsh slate pitched roofs (one set shallow and one set pitched), low
lying elevation and chamfered stone window- and door-surrounds; and
with its gable, steep-sloped roof and tall Tudor-like chimneys, in the Arts
& Crafts style. It is, of course, ironic that both local vernacular and the
Arts and Crafts reflect a return to craftsmanship which rebelled against
industrialisation.
Yes, inside the platforms are the decorative iron columns and brackets,
characteristics of this Victorian industrial railway style, with the decorative
painted timber embellishment, also of Victorian railway style, but moreso
reflecting the ‘cottage’ style again.

There are some very interesting features within the platform areas,
such as: the cast iron weighbridge and weighing support; the cast iron
arrowhead gates; the patent glazing lantern rooflights; the long timber
benches along the platforms.
The footbridge is steel framed with timber framing, panelling and fascias,
as the station canopies, and georgian wired glass inserts, with corrugated
sheet roofing.  It is not original to Brunel’s Station and it is more utilitarian
that the original was, lacking some of its vernacular character.
Grade II listed for its “group value with viaduct, railway goods shed
(q.v.) and Hill-Paul Mill building to south-west”, Stroud District Council’s
‘Industrial Heritage Conservation Area’ documentation describes Stroud
Station as “the only one of numerous original GWR stations and halts
to survive basically unaltered. The 1845 station buildings, designed by
the famous Isambard Kingdom Brunel, are typical of Victorian railway
architecture. Provincial railway buildings often tended towards a rather
eclectic ‘cottagey’ style, typically taking loose references from the local
vernacular. Here at Stroud, the golden limestone buildings (including
some Arts & Crafts-influenced 1914 extensions) hark back to the early
Cotswold vernacular, with features such as the robust chamfered stone
window- and door-surrounds, hood moulds, pointed gables and tall
chimneys.  Decorative iron columns and brackets, supporting the flat
platform canopy, are also distinctive characteristics of this railway style.
The Victorian penchant for decorative detailing is also evident in the use of
painted timber embellishments, such as the charming canopy fascia, which
looks almost like inverted picket fencing, hanging down like a pelmet”.
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However, a document entitled ‘Brunel and His Contemporaries - A
Victorian Engineering Legacy - Teaching Resources by Gloucestershire
County Council’, dated May 2006, actually refers to this low-lying aesthetic
in the negative, stating that “Brunel’s station at Stroud has been described
as ‘… less than satisfying. The frontage is long and low, in stone with few
sparse Tudor motifs, angled chimney stacks, a central gable and a length of
frilly valencing under the eaves at one side.”
This slightly strange mix of styles and aesthetics do indeed struggle. This
is most evident on the main ‘front’ elevation.  The roof line is part flat,
part shallow pitch with hips and part steep pitched with gables. There
are tall angled chimneys to the steep pitched roofs, understandably, but
also to the shallow pitched roof and the flat roof.  Of the 5no. chimney
stacks, one, the original, differs in proportions and detail from the newer
4no. The eaves range from slim parapet to deeper fascia with gutter to
projected decorative timber valence to match those within the platforms.
Most of the window heads are straight, however, one is flat arched, as
are the two door openings. Some cills slope steeply, some are shallower.
Some of the windows surrounds project slightly, some do not. Some of
the windows are sash, most are chamfered timber mullion and transom
windows with some opening casements. The windows have varying frame
thicknesses. The stonework is ashlar, however, it is of random ashlar to
the north entrance section, and even more random to the wall further
north, where it appears the newest part of the building resides, and this
section of stonework clashes with its neighbouring section, sometimes
sharing courses, sometime not. This all adds an element of confusion to
the Station’s aesthetic impact.

Ashley DAVIES Architects Limited
High-quality conscious design — so-called ‘polite architecture’ often
associated with named architects — and vernacular building according to
clear regional traditions (and perhaps unconscious design), are deemed to
have their own aesthetic codes. Where the two are merged, this code is
not always successful.

Aesthetic Value may relate to adherence to tradition, to quality of
craftsmanship or technology of construction, or it may reflect the results
of development over time. Again, Stroud Station displays both the
adherence to tradition, quality craftsmanship and technological advances of
the day, as well as the results of development over time.

It is, therefore, with interest, that we see Gloucestershire County
Council’s ‘Brunel and His Contemporaries - A Victorian Engineering Legacy
- Teaching Resources’ stating that “Brunel’s station at Stroud has been
described as ‘… less than satisfying”.

Stroud Station’s aesthetic value is in its tradition; the quality of its
materials and original craftsmanship and detailing; its wrought ironwork;
and its relationship to its wider setting. Despite its shortcomings of
inconsistency, mixture of styles and poorer quality later phases, Stroud
Station is considered to have Medium Aesthetic Value. Efforts should
therefore be made to protect and enhance the asset, though a degree
of flexibility is possible in the way it, or its setting, may be adapted.  This
flexibility is particularly specific to those areas which are not original to
1845, such as the entrance structure, the footbridge and some of the
windows.

The ‘bygonetransport.co.uk’ website states that “the station buildings,
although based on a Brunel design, are said to be “rather disappointing
being of low frontage”.
Aesthetic Value may relate to conscious design or style or it may be a
seemingly fortuitous outcome of the way in which an historic asset has
evolved and been used over time, or a combination of both. Stroud
Station is very much a combination of both conscious design / style and
the result of the building’s evolution over time.

Aesthetic Value relates to the external appearance and form of an asset
and its relationship to its context and setting, be it a designed landscape,
a working agricultural or industrial landscape, or a townscape. Aesthetic
Value derives from the way in which people draw sensory and intellectual
stimulation from an historic asset. In this respect, Stroud Railway
Station possesses considerable aesthetic value. It is very important in
the context of the town, with its industrial Victorian aesthetic of stone
buildings and cast iron structures; its quality of ashlar stone with dressed
openings (consistent with many other public buildings in the town, not
least the early Victorian Subscription Rooms); and its prominent tall
angled decorated ashlar stone chimney stacks. It also possesses some
lovely historic details of the past, such as the cast iron weighbridge and
weighing support; and some interesting internal beam designs. Some may
also suggest that its ‘provincial eclectic ‘cottagey’ local vernacular’ aspects
provide it with an aesthetic very much of the area which is softer and
more human than the larger Victorian stations of the same period.
However, as stated, the Station presents a slightly strange mix of styles
and aesthetics which do indeed struggle. The concept of ‘cottagey’ local
vernacular’ paired with industrial Victorian is not, in itself, an issue; but the
mix of eave details, roof profiles, chimney profiles, stone coursing, opening
surrounds rather present a confused frontage. Much of this is a result of
changes over the years, however, with some of the latter phases, such as
the main entrance structure, less successful than the earlier phases.
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Communal Value

Communal Value derives from the meanings that an asset has for
the people who relate to it, or for whom it figures in their collective
experience or memory. There can be no question that the Stroud Railway
Station would figure in their collective experience and memories of almost
every person who has lived in and around Stroud, and many who have
visited Stroud, over a 184-year period.
Communal Value includes social and economic value, as well as
commemorative, spiritual or symbolic value. At the advent of the ‘Railway’,
there was a promise of far greater opportunity to trade efficiently beyond
one’s locality, as the railway was going to be considerably quicker, easier,
cheaper and safer than the canals and the turnpike roads, and would
provide access to areas far beyond those which had been accessible.
Stroud’s cloth industry benefitted significantly economically.
Of course, the railway was not just a means of transporting materials
and products, but people; and the railway provided the people of Stroud
and its environs with a quick and affordable means of getting around the
country, particularly to London. In this respect, the social value of the
‘railway’ and Stroud’s Station was considerable.
The Station also possesses its commemorative values, one such example
being the day, in 1950, when the Princess Elizabeth, after her visit to the
town, took a train from Stroud Station.

Fisher further waxes lyrical on his apparent dislike for the railways and
the locomotives: “But the iron age of railways at length commenced,
to the dismay of coachmasters, landlords of way-side inns, and posting
houses. . . . Then came, to startle us from our propriety, the huge iron
horse, - with his eyes of fire, his breath of flame, and his long white
mane of steam, - snorting, shrieking, roaring, and seeming to swallow the
ground, as it flashes through our beautiful valleys, at the speed of thirty
miles an hour. We have this acquired greater rapidity, and perhaps greater
safety, in travelling than formerly. But there are many who continue to
regret the loss of their pleasant journeys on a well-appointed coach,
through the invigorating air and magnificent scenery of our picturesque
neighbourhood.”
Communal value is closely linked to historical and aesthetic values and
it is here that the Station’s values will be considerable. The Station is
an expression of Stroud’s position as a Victorian textile town and the
importance of country-wide connectivity. It is an expression of the town’s
determination to bring the railway to Stroud when, at one point, this
might not have been the case. It remains an expression of a proud period
in British history with far-reaching consequences. This is a matter for
communal pride.

Noted in Stroud District Council’s ‘Industrial Heritage Conservation
Area’ as “designed by the famous Isambard Kingdom Brunel” and “the
only one of numerous original GWR stations and halts to survive basically
unaltered, Stroud is rightly proud of both these facts, although it is fair to
say that those alterations which it has experienced have not been entirely
successful and, as Gloucestershire County Council’s ‘Brunel and His
Contemporaries - A Victorian Engineering Legacy - Teaching Resources’
suggests, this may not be Brunel’s most celebrated of designs.
Historic assets can also have social value, acting as a source of social
interaction, distinctiveness or coherence; economic value, providing a
valuable source of income or employment; or they may have spiritual
value, emanating from religious beliefs or modern perceptions of the spirit
of a place. Stroud Station was and is a source of social interaction and
pride, and it has, through its life providing either a valuable source of, of a
vital means of accessing many valuable sources of, income or employment.
As a result, Stroud Station is considered to have Medium Communal Value.

The meanings that the Station has for people who relate to it are likely to
have been, and continue to be, primarily positive, however, at the time of
its construction, not all of the community were happy with the arrival of
the ‘Railway’ and Stroud’s Station. In his book ‘Notes and Recollections of
Stroud’, dated 1871, Paul Hawkins Fisher wrote that “in 1845, the houses
in Rowcroft were considerably reduced in value, and their eligibility, as
residences, was much affected, by the Great Western Railway, which, after
leaving its Stroud station, is carried across the road on a black, plainlooking viaduct. In order to make room for the railway to pass onward,
the first two houses in the row were taken down; and, to admit the
passing of carriages under the viaduct, the whole road beneath it and in
front of Rowcroft was excavated, to the depth of six feet at the lowest
part, with a gradual ascent to its upper end.
“In consequence of this alteration, carriages could not any longer be
drawn up before the houses; and they became, and now are, accessible
only from either end of the pavement in their front, which is protected by
iron rails from the deep road below. Besides this, it became necessary to
build a high, blank wall, as a support of the opposite bank, and to be the
fence for the Station; and thus the entrance to the town, at this place, has
been greatly disfigured by the ugly railway bridge, and the dirty hollow way
that passes under it”.

1906 Men & boys photographed on platforms & rails looking northwards up eastern (up) platform with footbridge in the foreground; source: Stroud Town Council

49

Stroud Railway Station - Heritage Statement
5.0
•
•
•
•
•
•
•
•
•
•
•
•
•
•
•
•
•
•
•
•
•

Ashley DAVIES Architects Limited

Bibliography
‘The Railway comes to Stroud 1845’ by the Stroud Local History Society.
Historic Environment Record
‘www.stroudlocalhistorysociety.org.uk’ website.
‘www.stroudpreservationtrust.org.uk’ website.
‘digitalstroud.co.uk’ website.
‘visitthecotswolds.org.uk’ website.
‘bygonetransport.co.uk’ website.
‘History of the Industrial Stroud Valleys’ (Draft Conservation Area Statement – Industrial Heritage Conservation Area:Volume 1), written by Stroud District Council.
‘Notes and Recollections of Stroud’ by Paul Hawkins Fisher, 1871.
‘Brunel and His Contemporaries - A Victorian Engineering Legacy - Teaching Resources’ by Gloucestershire County Council - May 2006
‘Stroud Subscription Rooms 1832-1950’ by Marion Hearfield for the Stroud Local History Society.
Conservation Area Statement, written by Stroud District Council, dated April 2008.
Stroud District Council’s ‘A Heritage Strategy for Stroud District - Valuing our historic environment and assets.
‘British History Online - A History of the County of Gloucester:Volume 11’ - Bisley and Longtree Hundreds. Originally published by Victoria County History, London, 1976.
‘Gloucestershire Biographical Notes - William Henry Hyett’.
Stroud News & Journal - 9th April 2016
Stroud District Council’s ‘A Heritage Strategy for Stroud District - Valuing our historic environment and assets.
‘Gloucestershire Biographical Notes - William Henry Hyett’.
‘British Listed Buildings’ website.
Supplementary Planning Advice’, dated February 2018.
Planning (Listed Buildings and Conservation Areas) Act 1990.

50

