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Executive summary 
The Royal Navy established Portsea Island as its main harbour and base in the 16th century. As a 
consequence, the surrounding rural hinterland was developed with an extensive supporting 
infrastructure, protected by a significant group of sea and land defences. Much of this survives today, 
but their heritage significance in relation to the docks is not always fully recognised. The aim of the 
project is to enhance understanding and heighten awareness of how the Portsmouth hinterland has 
developed as a result of the naval base, in order to assist local decision making, planning, development 
and management of the historic environment.  
The project entailed the collation and review of a broad range of archaeological, documentary and 
cartographic sources within the hinterland survey area, and included consultation with relevant 
stakeholders and societies. The data was analysed in order to identify relevant heritage assets that are 
not currently recorded by the primary repositories of heritage data for the area, the Historic Environment 
Records (HERs) and National Record of the Historic Environment (NRHE). The assets have been 
included in a database that is linked to a Geographical Information System (GIS) project, and from this 
distribution maps of asset types by theme and chronological period associated with the key historic 
dockyard/hinterland development phases have been produced. The asset features maps have been 
used to create a definitive narrative, comprising a thematic overview and chronological development of 
the Portsmouth hinterland as a result of the presence of the Royal Navy base and dockyard. The 
project included external expertise from Dr Duncan Redford, Head of Research at the National Museum 
of the Royal Navy, and Dr Ann Coats, Chair of the Naval Dockyards Society.  
The project found that the presence of the dockyard had a strong influence on the development of the 
character of the hinterland area immediately around Portsmouth Harbour. The dockyard was especially 
influential in the development of Portsmouth from a small coastal trading town to one of the largest 
cities in Hampshire. It attracted a large military presence to Portsea Island, which played a strong role 
in developing the social and physical characteristics of the hinterland bout Portsmouth. 
From the 17th century onwards, the growing naval and military presence in the hinterland gave rise to 
distinguishing landscape features such as forts and defensive lines, and accommodation for marines 
and artillery companies in the form of barracks. It created the provision of specific welfare for military 
personnel and their families in the form of hospitals and charitable schools. The Admiralty Board held 
enormous power over activities in the harbour area, building development, maritime trade, and later the 
laying of new infrastructure in the form of railway lines were all heavily regulated by the military. 
Where the dockyard itself had influence on the hinterland was through the contracting system employed 
by the Admiralty and Victualling Boards. This system was able to draw upon the resources of the British 
Empire, using market forces to its advantage. Many materials for building ships and victuals for 
provisioning crews were obtained in this manner from both the hinterland area and as far as the 
American colonies. These contracts were undertaken as an addition to ordinary day-to-day business, 
and were not a mainstay for contractors or their sources. As such it makes identifying this relationship 
in the hinterland difficult without the necessary documentary sources. 
This relationship is, however, visible in the decline in the local shipping industry in the late-19th century. 
During the Napoleonic Wars (1793–1815), local shipyards provided hulls for warships to be fitted out in 
the dockyard. With the post-war decline in ship production and the advances in ship technology to 
ironclads the need for timber hulls dried up, effectively closing those yards that had taken naval 
contracts. 
As part of the project a survey toolkit was created along with a user-friendly guide on how to identify 
and note the presence and significance of buildings, landscape and other heritage assets associated 
with the development of the hinterland in relation to the dockyard presence, enabling the local 
community to further understanding and add detail to the narrative.  
It is hoped that this will allow a greater understanding of not only the identified assets and themes, but 
also of the more intangible themes, such as ethnicity and gender, which cannot be established by the 
present data set. 
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1 Introduction 

1.1 Project background 

1.1.1 This Project Report for the Portsmouth Harbour Hinterland Project Historic Character 
Assessment has been prepared by MOLA (Museum of London Archaeology) for Historic 
England (HE). The project was funded through the National Heritage Protection Programme 
administered by the National Heritage Protection Commissions on behalf of HE. This 
document outlines in detail the background, aims and objectives of the project, and the 
methodology, and presents the results, which include a definitive narrative of the development 
of the Portsmouth hinterland following the establishment of the Royal Navy dockyard and naval 
base. The report is supported by a number of illustrative figures, showing the location of 
various heritage assets, by thematic type and by chronological period. The work followed an 
approach set out in a Project Design, which sets out the business case, and was undertaken in 
accordance with HE MoRPHE project management guidelines.  

1.1.2 The Crown established Portsea Island as a harbour and base for a permanent navy in the 15th 
century following the building of a dry dock by Henry VII in 1495. In subsequent centuries the 
surrounding rural hinterland was developed with an extensive range of facilities that served the 
construction, arming and servicing of naval ships and accommodated ships’ crews and 
dockyard workers. This infrastructure was protected by a significant group of sea forts and land 
defences. By the end of the 18th century the dockyards had grown to one the largest industrial 
complexes in the country, servicing an enormous fleet. Whilst the hinterland has since largely 
been urbanised with the expansion of Portsmouth, much of the historic infrastructure 
associated with the naval base survives. The heritage significance of this infrastructure, in 
relation to the nationally important naval dockyard, is not always fully recognised.  

1.1.3 The aim of the project is to enhance understanding and heighten awareness of how the 
Portsmouth hinterland has developed as a result of the presence of the naval base (including 
the docks and the associated establishments of Royal Clarence Yard, Priddy’s Hard and Gun 
Wharf), in order to assist local decision making, planning, development and management of 
the historic environment. The study will provide a narrative and thematic overview of the 
development of the hinterland as a result of the presence of the Royal Navy base. It will also 
provide a survey toolkit which will provide a user-friendly guide on how to identify the building 
types, landscape and other features associated with the naval docks, enabling the local 
community to further understanding and add detail to the narrative set out in the project report. 

1.2 Research aims  

1.2.1 The aim of the project is to enhance understanding and heighten general awareness of how 
the Portsmouth hinterland has developed, specifically how the presence of the Royal Dockyard 
and the Royal Navy in Portsmouth Harbour and the associated establishments of Royal 
Clarence Yard, Priddy’s Hard and the Gun Wharf has contributed to growth of the area and its 
local distinctiveness, along with the significance of associated heritage features and assets. 
This is intended to assist with local decision making in relation to planning, development and 
management of the historic environment. 

1.2.2 As stated in the Project Design, the project will: 
• enable local planners and communities to identify and understand the influence the 

dockyard and navy had on the hinterland of Portsmouth Harbour, in the present and 
through key phases of its development from the 16th century. 

• identify how this influence is manifested in the historic environment – in specific 
historic features, as well as whole landscapes and townscapes. 

• assess the significance of these features, so that they can be conserved and/or 
developed in a manner proportionate to their contribution to local character and 
distinctiveness (considering non-naval heritage in the process) and any special 
(including national) significance that they might have. 
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• identify key sources and areas for further research which could be taken up, for 
example, by local groups. 

• where possible, identify the condition of extant heritage assets (particularly if at risk). 
1.2.3 The broad aims of the project were achieved through six main objectives. These have shaped 

the methodology and are set out in that section. 

1.3 Report structure 

1.3.1 Following this introduction with the background and aims of the project, Section 2 details the 
methodology. Section 3 provides a chronological overview of the development of the hinterland 
immediately before the construction of dockyard facilities in the 15th century up to present day. 
Section 4 is a data analysis of the key themes, derived from archaeological information held by 
the various primary repositories of such, the Historic Environment Records (HERs) and 
Historic England designations data and its National Record for the Historic Environment 
(NRHE), enhanced by information from scrutiny of the key historic mapping. Section 5 is the 
main part of the report, the narrative, which provides a definitive overview of the development 
of the hinterland from the 16th century and an analysis of the development of the hinterland 
through a thematic approach. This section also highlights limitations in current understanding 
and provides research priorities/questions which will feed future the toolkit. This is a separate 
report comprising a pro-forma recording sheet with instructions, and guidance notes and case 
studies to allow local interest groups to continue research and investigations into the 
development of the Portsmouth hinterland. A gazetteer of heritage assets is on an 
accompanying CD. The report is illustrated with a series of thematic maps and chronological 
overview maps related specifically to the key phases of the hinterland development 
immediately prior to and following the establishment of the naval base.  

1.4 Acknowledgements 

1.4.1 We would like to than Jeremy Lake and Marion Brinton of Historic England for their guidance in 
producing the historic narrative. Dr Ann Coats and Dr Duncan Redford for their expertise in the 
history of Portsmouth Dockyard. We would also like to thank Sophie Hill and Thomas 
Houghton from Cardiff University for their assistance in researching material for the narrative. 



 

Portsmouth Hinterland Project Report. HE project no.7082 © MOLA 2015      4 
P:\HAMP\1049\na\Assessments\Portsmouth Hinterland Project Report Feb 2016.docx    

2 Methodology  

2.1 Introduction 

2.1.1 The Portsmouth Hinterland Project aims to widen awareness by the public and planners of the 
range of heritage places and features that have developed as a consequence of the presence 
of the dockyard and associated establishments, and that contribute to the character and local 
distinctiveness of dockyard's hinterland. The project will inform a strategic approach that will 
integrate the historic environment into future planning. It will be used to inform the 
determination of significance for heritage protection, including priorities for Heritage for Risk.  

2.1.2 The work undertaken has been primarily desk-based with some field verification, focussing on 
the 16th century onwards with the development of the Royal Naval Dockyard. The aims of the 
project have been met through six objectives.  

• Objective 1: Identify historic sites and features (‘heritage assets’) associated with 
the naval base within its hinterland from a variety of desk-based sources including 
local historic environment records (HERs). 

• Objective 2: create a database of relevant assets and plot their location in a linked 
Geographical Information System (GIS) database, in order to create a series of 
thematic and chronological (naval base period) maps that will support and illustrate 
the narrative. 

• Objective 3: Identify the key themes explaining the relationship between the 
dockyard and its hinterland from the 16th century to present day (eg ship building, 
food production, accommodation, transport etc). 

• Objective 4: Provide an assessment report with a definitive narrative of the 
development of the hinterland associated with the presence and growth of the naval 
base from the 16th century to present day. 

• Objective 5: Produce research questions that will inform and steer any future work. 
• Objective 6: Produce a heritage survey toolkit that will enable users (heritage 

professionals, but also potentially eg the local community) to identify the range of 
heritage assets and features. This will include a list of primary and secondary 
sources that can be used for future research 

2.1.3 This project is aimed to heighten the awareness of the importance of the dockyards on 
development of the Portsmouth hinterland. The project will draw on existing mapping and 
aerial photography provided through the National Mapping Programme (NMP; incorporated 
into the Hampshire HER), along with Historic Environment Record (HER) data, and primary 
and secondary written sources. It is not intended to provide historic character mapping of the 
area. 

2.1.4 This project will be compatible with more detailed local studies, such as the recently completed 
Gosport Urban Characterisation Study, and will inform new ways of understanding the impact 
of military towns beyond their obvious boundaries. In this way, it will contribute to their future 
management. Some projects being developed by the NHPP, notably the Hoo Project in Kent, 
have used characterisation (of landscapes, farmsteads and seascapes) and analysis of aerial 
survey by the NMP to provide a context for area and site survey including the assessment of 
the historic character and significance of archaeological earthworks and historic buildings. 

2.2 Survey Area 

2.2.1 The survey area encompassed a broad area around the historic dockyard that was defined 
from key natural topographic features that surround the dockyard, including major 
watercourses, tributary channels, the foot of the South Downs, and Langstone and Chichester 
Harbours adjacent.  

2.2.2 The survey area is shown on Fig 1aFig 1. Clockwise from the west, it broadly extends from the 
village of Calshot (National Grid Reference/NGR 447927 101489) on the western bank at the 
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mouth of Southampton Water in the west, follows the River Hamble to the foot of the South 
Downs, follows the foot of the Downs to the north of the harbour, extends down the line of 
Emsworth Channel to the north-east, and reaches the coast at West Wittering (NGR 477853 
98472) on the eastern side of Chichester Harbour in the east. The southern extent broadly 
follows the south coast of Portsea Island, extending into the mouth of Southampton Water, 
before turning northwards up the River Hamble. 

2.2.3 The foreshore and intertidal zone will be included and any structures extending from it, for 
example piers, jetties, wharves associated with the development of the naval base and 
dockyard.  

2.2.4 Much of the infrastructure that supported the dockyard and naval base is contained within the 
‘Local Hinterland’ in an area enclosed by the landward naval base defences (see Fig 1a). This 
encompassed an extensive area that was considered important to defend and includes 
Portsea Island and extends as far as Ports Down and is bounded by the line of forts 
(scheduled monuments), and the town of Gosport to the west. Portsea Island, which provided 
much of the dockyard workforce from the 1690s onwards. Beyond this is the ‘Extra-Local 
Hinterland’. Whilst much of this area was rural when the docks were first established, today 
largely built over, other than the north at the foot of the South Downs. The east-west Solent 
Corridor (‘Solent City’) along the line of the M27 motorway was for example largely developed 
from the 1930s. 

2.2.5 Individual sites lying beyond Survey Area have been discussed where they have a clear and 
significant relationship to the operation of the dockyard and the Royal Navy. The survey area 
does not include the naval dockyard of Portsmouth itself, comprising the core area bounded by 
the historic dockyard wall and including Royal Clarence Yard, Priddy’s Hard and Gun Wharf, or 
its military defences, which have previously been studied. These areas of exclusion are 
marked on Fig 1a. 

2.2.6 The majority of the Survey Area falls within the administrative area of Portsmouth City. The 
western area falls within Hampshire County, the east within Chichester District. 

2.3 Temporal scope 

2.3.1 The chronological scope of the survey encompasses the founding of the naval dockyard at 
Portsmouth in the 15th century up to the present. Assets that pre-date the dockyard, but which 
typify the rural landscape immediately before the influence of the naval docks have been 
discussed as part of the pre-dockyard baseline used to assess the initial impact of the Royal 
Naval presence. 

2.4 Data sources 

2.4.1 The data for the project was collated from a broad range of sources and included 
archaeological, documentary, cartographic and air photographic sources. Where possible the 
information was collated in digital format for incorporation into the project GIS, facilitating 
interrogation and analysis.  

Historic Environment Records 
2.4.2 The primary repositories of historic environment data within the survey area comprise the 

historic environment records (HERs) for each of the three administrative areas covered by the 
Survey Area. The HERs, maintained by the relevant local / county authority, include 
information from past investigations, local knowledge, find spots, and documentary and 
cartographic sources (marked on Fig 1b). They comprised: 

• The Hampshire Archaeology and Historic Buildings Record (AHBR). The filtered 
database was the principal database for the Survey Area and held 2668 monument 
records. 

• Portsmouth City HER. The filtered database held 935 monument records.  
• Chichester District HER. The filtered database held 331 monument records in the 

eastern edge of the Survey Area. 
2.4.3 The HER data was filtered so that only those assets relevant to the project, ie the Portsmouth 
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hinterland, not including the naval base itself, were incorporated. This included above ground 
heritage assets (buildings, structures and landscapes of historic interest) and below ground 
heritage (archaeological remains including palaeoenvironmental deposits), whether designated 
or not. Features and monuments that pre-dated the 16th century were not included in the data 
request. Only those assets that are associated with the supporting infrastructure of the 
dockyard, following its establishment in the 16th century, were obtained. 

2.4.4 All HER data was obtained in digital format in the form of PDF reports and Excel tables along 
with GIS data (eg Shapefiles).  

2.4.5 There is overlap between Hampshire and Portsmouth HERs resulting in duplicates of several 
entries in the Portsmouth City region. The data resolution between the sets varied, including 
information such as date ranges and phases of use. It was decided that where such duplicates 
occurred, the original data source should be used (Portsmouth City HER), but where no such 
conflicts arose, the data point was retained and entered into the database.  

2.4.6 It was then filtered, validated and consolidated to form a single consistent project dataset 
which was then loaded into the ArcGIS project created for this Project. The structure of the 
database is described in section 2.5 below. 

Historic England 
2.4.7 The HE National Record of the Historic Environment (NRHE) was consulted. This is a national 

database maintained by HE. Whilst it is generally not as comprehensive as the HERs (see 
below), as it has been managed separately and in parallel to the HERs, it can occasionally 
contain additional information not recorded on the HERs. As with the HER, the data was 
obtained in digital format in the form of PDF reports and GIS data, filtered so that only relevant 
records were included. The search produced 2092 monument records and 836 event records 
within the Survey Area. The majority were already contained within the HERs and these 
duplicate records were removed once the HER data was validated (spatial location checked).  

2.4.8 Up-to-date HE designations GIS data was obtained and loaded into the GIS project. This 
information was incorporated into the project database without creating duplicate records. 

2.4.9 The HE Hampshire Regional Teams were consulted, including Heritage at Risk information. 
2.4.10 Recent HE projects provided useful information for the project. These comprised: 

• C20th Naval Dockyards (Ref. 6265). This provided an overview of the development 
of naval dockyards in England during the 20th century. 

• Defence Disposals (Ref 6365). This project is an assessment framework for sites 
considered for disposal including character and significance. 

• The Home Front (1914–18) (Ref 6113). This project entailed public participation in 
recording the impact of the First World War on England. 

• Military Towns (Gosport) (Ref 6444): Project outlining military and other influences in 
shaping the town of Gosport, including the historic character and archaeological 
potential. 

• National Suburbs Project (Ref 5924). Research and investigation of all kinds of 
suburbs in England, 1850 to present, including military and naval towns. 

Other datasets 
2.4.11 Digital data was also obtained from: 

• Local authority – locally listed buildings and conservation areas 
• Defence of Britain Project - GIS data 
• National Trust Historic Buildings Sites and Monuments Record (NTHBSMR) 

Documentary sources 
2.4.12 The two Project Experts and Jeremy Lake of HE provided a comprehensive list of 

documentary sources, alongside those listed in the HE Project Brief. There is a considerable 
amount of published material relevant to the subject (several hundred books and journals) and 
it has not been possible within the scope of the project to review all this, but rather the key 
published sources. These were examined at the British National Copyright Library, the 
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Portsmouth Record Office, or were obtained online, or kindly provided Jeremy Lake. A 
comprehensive list of reference material, including primary sources, has been compiled during 
the course of the project and is presented alongside the key themes within the toolkit. These 
are intended to guide researchers in further more detailed study of each of the themes. Other 
than historic maps and trade directories (the latter used to examine some of the more 
intangible themes in terms of visibility on HERs) primary sources were not examined. A list of 
such material (eg census returns, naval contracts etc) has been compiled to guide future 
researchers.  

Cartographic sources 
2.4.13 A range of historic maps was scrutinised in order to identify assets relevant for the project 

which were not recorded on any existing archaeological databases (HER/NHRE), for example 
extant or non-extant buildings and structures associated with dock related infrastructure etc 
(see section 2.5).  

2.4.14 Georeferenced digital historic Ordnance Survey 6” mapping comprising the 1st edition (1860–
70s), 2nd edition (1890s), third edition (1900s/10s) and subsequent additions (1930s) were 
obtained for the Survey Area from HE and incorporated into the project GIS. The Ordnance 
Survey 1” map of 1810 was also consulted. Earlier historic maps and tithe maps of Portsea 
Island were examined at the Portsmouth Record Office. Similar maps of the wider hinterland 
were not obtained, owing to the size of the survey area, and the number of parishes contained 
within it. Copies of the relevant parish tithe maps will be available from the Hampshire Record 
Office, Winchester. 

National Mapping Programme (NMP) 
2.4.15 The Survey Area falls within the coverage of the ongoing HE National Mapping Programme 

(NMP). The aim of the project is to map digitally all cropmarks, parchmarks and earthworks of 
potential archaeological interest as identified from aerial photographs. The NMP for this area 
dates to 2010–2013. The relevant NMP Ordnance Survey quarter sheets were already 
incorporated into the Hampshire HER dataset, and so were not separately obtained.  

HE consultations 
2.4.16 The following Historic England personnel were consulted in relation to this project: 
2.4.17 Jeremy Lake. Historic Environment Intelligence Team – Jeremy was consulted for advice on 

the narrative, including general developments of the dockyards and Royal Navy, information 
relating to the Hampshire Farm Building Project, and the development of farming in the 
hinterland. 

2.4.18 Robert Lloyd Sweet – Historic Places Advisor. Robert was consulted to provide guidance on 
the development of the toolkit. 

External consultations 
2.4.19 A broad range of relevant external stakeholders and interest groups were consulted via email. 

The aims and objectives and scope of the project were set out along with a request for any 
relevant information which might contribute to the project, primarily that which can be of benefit 
to future researchers working with the toolkit. The organisations were also asked whether they 
would like to trial the draft toolkit, and also if their members would be interested in participating 
once it was finalised. 

2.5 Project database: asset identification and mapping 

Project database 
2.5.1 The digital data collected from the historic environment databases (the HERs, the NRHE, and 

the HE designations dataset) was used to populate a database for the project created using 
Microsoft Excel (2010).  

2.5.2 Incorporating the considerable number of data records (5000+) into the project database was a 
considerable undertaking as they had to be made consistent with common data fields relevant 
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for the project. This step was crucial in order to facilitate data analysis, the generation of asset 
density/distribution maps, and to obtain an accurate understanding of the data as it currently 
stands. The project database represents the Survey Area ‘baseline’ for further research 
(documentary or otherwise) to be carried out, for example via the survey toolkit.  

2.5.3 The fields of the project database are matched by the recording proforma of the toolkit, so that 
data can be transferred from subsequent surveys directly into the database. Essentially the 
aim of the toolkit is to enhance and add to the project database following the completion of the 
project, including those thematic areas which are poorly represented. Several of the intangible 
themes, for example gender, are entirely absent. This enhancement will eventually feed back 
into the HERs/NRHE used for the purposes of resource management and development 
control. 

2.5.4 The relevant HER was used initially to compile the database entry, however, for the area of 
Portsmouth City, a combination of Portsmouth City HER and Hampshire HER was used as 
historic features noted on the latter were not included in the former, which may be significant to 
note generally in terms of local resource management. 

2.5.5 The data was ‘cleaned’ of duplicate entries. Initially, this was done by searching for overlaid 
points in ArcGIS, and removing the duplicates. Once this had been accomplished, the 
monument point locations were visually examined, as duplications were found to not always 
occur on the same coordinates for an asset. 

2.5.6 The Historic England national designations data was incorporated into the project database. 
Where there was already an entry (ie from the HER) this was cross-referenced and the 
duplicate record removed, with relevant data extracted (eg name, listed building ref number 
and grade). The listed building descriptions on the National Heritage List data presented to us 
did not contain any information on a building’s date. Whilst such details are available in the 
relevant Listed Building description, it was considered they were too numerous to warrant a 
systematic entry by hand.  

2.5.7 A small number of designated assets were not present in the HER and had limited information 
on date range or monument type. It has not been possible to carry out further research to 
clarify the nature of the assets. These designated assets have been added to the project 
database and asset mapping but their significance to the dockyard would require further study.  

2.5.8 The NHRE data was incorporated into the project database in a similar manner outlined above. 
The data includes entries that may have been missed from the HER, likely because the feature 
is no longer extant. The data did not include an ‘asset type’ which was used to identify the 
thematic group, nor a date range used to assign a dockyard phase. It may have been possible 
to allocate each asset a group through the asset description and the use of pastscape, 
however it was considered that the number of assets were too numerous to enter by hand. 

2.5.9 The database fields are as follows: 
• Project ID no. – a unique reference number generated for the project. 
• HER reference number 
• NHRE reference number 
• Listed building ID (if relevant) 
• Asset name (if named) 
• Asset type [AMIE description]. The Archives and Monuments Information, England – 

the standard thesaurus of asset types used by Historic England  
• Thematic group [drop down list]:  

o Ship building, fitting out and armaments 
o Food production and processing 
o Retail and marketing 
o Clothing 
o Health and welfare 
o Education 
o Religion/burial 
o Recreation 
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o Transport and communications 
o Accommodation 
o Materials provision 
o Military function 
o Administration and finance 
o Gender 
o Sea defence, land reclamation, and water management 
o Immigration and ethnic diversity 
o Crime and punishment 
o Other 

• Thematic Group 2 (if applicable) – in some cases, an asset could be considered part 
of two groups e.g. barracks are accommodation, but also have a military function.  

• Date (chronological date) 
• Dockyard Phase [drop down list, see below]:  
• Grid reference [National Grid Reference] 
• Description [existing HER/NRHE description or free text field for previously 

unidentified asset] 
• Interpretation [free text field, qualified with possible, probable, known  - left 

intentionally blank for further research] 
• Associated assets [Project ID nos. – left intentionally blank for further research] 
• Asset significance [drop down list, see below]: 

o Very High 
o High 
o Medium 
o Low 
o Negligible 

• Dockyard significance [drop down list – left intentionally blank for further research]: 
o Very High 
o High 
o Medium 
o Low 
o Negligible 

• Effect on hinterland [free text field – left intentionally blank for further research] 
2.5.10 The dataset is reproduced as a gazetteer on an accompanying CD.  
2.5.11 This stage fulfilled Objective 1: Identify historic sites and features and Objective 2: plot the 

location of identified relevant heritage assets. 

Identifying features on historic mapping 

2.5.12 Upon completion of sorting and editing the HER and Designations data, the database was 
added to with features identified from historic OS maps. Starting with the 1st edition 6” map , 
each map was visually inspected in a systematic manner and a GIS point added when a 
feature not marked by the appropriate HER or NHRE was identified. 

2.5.13 It was decided that such features to be included would comprise: 
• Discrete unnamed buildings (public houses, schools, chapels etc); 
• Churchyards or burial grounds; 
• Previously unidentified industrial features, such as evidence of large-scale 

quarrying, industrialised farming (such as dairies); 
• Previously unidentified military installations; 

2.5.14 Unless direct links to the dockyard or the Royal Navy can be identified, previously unmarked 
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farms or houses in the hinterland were not added. 
2.5.15 Areas of coppice, and settlement growth were not included, but will be described in the 

narrative.  
2.5.16 It was considered that transportation links, such as new roads or rail routes would not be 

digitised owing to time constraints. These will instead be described in the narrative. 
2.5.17 The area designated the local hinterland, the area of Portsmouth, Portsea, Southsea and 

Great Salterns was subjected to an examination of pre-OS mapping to identify any features 
that were not present on the OS maps. This included the parish tithe maps, and the War Office 
maps. General observations from these maps will be included in the narrative, below.  

Defining Dockyard Phases 

2.5.18 In order to assess the significance of the assets in terms of their relationship with the naval 
dockyard, it was important to establish a robust chronology of development. This was 
conducted with assistance from the Project Experts, Dr Ann Coats and Dr Duncan Redford.  

2.5.19 The phases are defined by the main character developments of Portsmouth Naval Dockyard, 
starting from the pre-dockyard period to the modern period. In some phases, where multiple 
developments took place, sub phases (A–C) have been established to greater define the 
phase. 

2.5.20 Table 1 outlines the date ranges and key characteristics of each dockyard period, and was 
used to populate the ‘Phase’ field of the project database. 

2.5.21 For many of the records, assigning the phase field was straightforward and was based on the 
taking the date range in the original record and assigning it to the relevant Dockyard Phase.  

2.5.22 Due to time constraints and the nature of the data it was not possible to place every identified 
asset in the database into a Dockyard Phase. Approximately 33% could not be placed into a 
phase, e.g. with date ranges too broad to accurately place, or where date ranges were not 
easily or readily accessible were given the period “Unknown Post-Medieval”. These will be 
included into the relevant distribution maps, whilst their significance to the dockyard is 
unknown without further study. 
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Table 1: Date ranges and key characteristics of each dockyard period 
 
Phase Dates Title Character 
1 3rd–11th 

century AD 
Pre-dockyard Naval activities based at Portchester Castle in the 

Roman, Saxon, and periods. 
1a 1205–1253  Medieval Naval Dockyard with a galley dock near 

the Millpond and present Gunwharf  
1b 1492–1628  First dry dock and land enclosed near the current 

site of HMS Victory 
1c 1628–1688  Expanded use of Portsmouth Harbour and new 

double dock 1658 
    
2 1689–1760 Renaissance and 

consolidation of the 
Royal Navy 

Dockyard doubled in size on reclaimed land: first 
stone dock and basin, workshops, chapel, officers’ 
terrace were built. The Naval Academy was an 
Admiralty attempt to control officer training.  

    
3 1761–1814 Rebuilding and 

innovation 
More slips on more reclaimed land, Basin/docks 
increased/extended, timber sheds to dry timber, 
steam powered machinery for block-making, 
dredging and pumping, caissons for dock entrances 

    
4 1815–1889 Sustaining and 

expanding Empire 
Royal Engineers, then Civil Engineers took over 
dockyard design from the Surveyor; faster 
telecommunications; specialised steam power and 
improved concrete used to build larger and deeper 
docks and basins 

4a 1815–1834  Retrenchment followed the defeat of Napoleon in 
1815, with no major international rival. 

4b 1835–1859  Land taken from Portsea for Steam Basin; Steam 
Factory, Iron and Brass Foundry, Smithery, Iron 
Foundry, Dock Nos 8 and 9, Boathouse No 6 built; 
railway introduced 

4c 1860–1889  Ironclads, iron/steel hulls, the Great Extension 
doubled the yard using convict labour: 3 new 
Basins, Dock Nos 11, 12, 13 (14, 15 entrances), 
Deep Dock, South and North Locks, new Dockyard 
Wall, extensive railway, coal-fired steam and 
hydraulic power 

    
5 1890–1918 Arms Race Dreadnoughts, steam turbines, armament 

technology, oil as fuel, C and D Locks, Floating 
Dock, electricity, naval barracks, wartime women 
employees  

    
6 1919–1959 Modern: 

Depression, 
Rearmament, 
Second World War, 
Austerity, end of 
Empire 

Boathouse No. 4 built; Rigging House and 
Semaphore Tower rebuilt pre-war; more women 
employees, bomb damage Second World War; 
serving a reduced navy post-war; electricity as 
power 

    
7 1960 to 

present 
Contemporary: 
Cold War, cuts, 
restructuring and 
rebuilding 

Uncompetitive pay rates/career progression, but 
women given equal pay and training 1969; 
Falklands 1982; Fleet Maintenance and Repair 
Organisation 1984; Portsmouth the focus of 
commercial electronic technology; 10% of site 
leased to BAES for shipbuilding 2008; shipbuilding 
ended 2013; investment and personnel for two new 
carriers 
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Assigning asset significance 

2.5.23 ‘Significance’ lies in the value of a heritage asset to this and future generations because of its 
heritage interest, which may be archaeological, architectural, artistic or historic. Archaeological 
interest includes 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, and may apply to standing 
buildings or structures as well as buried remains. Known and potential heritage assets have 
been identified from national and local designations, HER data and expert opinion. The 
determination of the significance of these assets is based on statutory designation and/or 
professional judgement against four values (EH 2008):  

• Evidential value: the potential of the physical remains to yield evidence of past 
human activity. This might take into account date; rarity; state of preservation; 
diversity/complexity; contribution to published priorities; supporting documentation; 
collective value and comparative potential. 

• Aesthetic value: this derives from the ways in which people draw sensory and 
intellectual stimulation from the heritage asset, taking into account what other people 
have said or written;  

• Historical value: the ways in which past people, events and aspects of life can be 
connected through heritage asset to the present, such a connection often being 
illustrative or associative;  

• Communal value: this derives from the meanings of a heritage asset for the people 
who know about it, or for whom it figures in their collective experience or memory; 
communal values are closely bound up with historical, particularly associative, and 
aesthetic values, along with and educational, social or economic values. 

 

2.5.24 Only designated assets were assigned a significance rating in the project database. Due to the 
volume of data and the nature of the records, no attempt was made to assign significance 
based on the HER or NHRE entry. Significance to individual assets can be assigned with more 
detailed research as part of future surveys carried out with the survey toolkit. 

2.5.25 Similarly, whilst a dockyard significance field is included in the project database, this was left 
blank and is intended to be completed with more detailed research after the project with the 
use of the survey toolkit. The levels of dockyard significance are as follows: 

 

Table 2: Significance of heritage assets associated with the dockyard 

Heritage asset description Significance 
An unusual surviving feature, site or building which is firmly documented and whose 
historic character results from how it has established or adapted to serve the 
dockyard  
 
e.g. The Horsea Island torpedo lake and HMS Excellent on Whale Island, a barn 
built specifically to house cattle to meet a Victualling contract. 

High 

Any recognisable  feature,  building or site which, in the form that it survives, is 
firmly documented as being established or adapted to serve the dockyard 
 
e.g. A house that can be directly linked to a dockyard family or naval officer. A farm 
that supplied the victualling yard. 
 

Medium 
 

Any recognisable  feature,  building or site which has no proven relationship to the 
dockyard, although part of the history of Portsmouth and its hinterland 
 
e.g. The London & South Western Railway and London, Brighton & South Coast 
Railways 
 

Low 
 
 

Heritage assets that have a clear potential, but for which current knowledge is 
insufficient to allow significance to be determined 
 

Uncertain 
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Geographical Information System (GIS) 
2.5.26 The project database was incorporated into a GIS project which was created for the project 

using ESRI ArcGIS 10.2. The GIS is a powerful spatial programme in which layers of data can 
be overlain over modern and historic mapping. The data can be sorted and interrogated 
through the different fields in the database to create a variety of asset distribution maps, for 
example by chronological date, thematic type, significance etc. This provided a very useful 
broad picture of asset distribution, which was used to produce illustrative maps and also do 
facilitate data analysis, discussed below.  

Mapping 
2.5.1 The collated information was used to create a series of thematic and chronology maps in order 

to facilitate the examination of the changes to the landscape imposed by the dockyard and its 
associated hinterland features, the writing of the narrative overview, and also to provide a clear 
list of sites for future studies. 

2.5.2 GIS asset distribution and density maps were produced by thematic asset type and by 
principal dockyard/dockyard hinterland development phase.  

2.5.3 A map showing basic historic landscape character (eg healthland, arable, settlement) 
immediately prior to the establishment of the dockyard was created, followed by a series of 
maps showing each of the principal dockyard phases with all asset types with their significance 
and defining thematic character zones.  

2.6 Chronological overview 

2.6.1 Documentary and cartographic information, along with consultation with the Project Experts, 
was used to provide a broad chronological overview, which is presented in Section 2.9.1. This 
summarises the main developments of the dockyard and Portsmouth in from the 16th century 
to present day. It is not intended to provide an exhaustive history of the Survey Area or a 
detailed analysis of the developments to the hinterland in this time, but is primarily for setting 
the context for the discussion of each of the identified themes, which is set out in Section 5. 
The chronology outline the main changes in both the development of the dockyard and in the 
wider society over time, and pinpoint significant events and the effects these may have had on 
the development of the hinterland. 

2.7 Data analysis  

2.7.1 Section 4 provides an analysis of current understanding as presented in the project database, 
and historic maps. It provides an essential overview of the primary historic environment 
databases within the Survey Area. The results have highlighted the data limitations, in 
particular the visibility of a number of intangible themes in the digital record. 

2.8 Narrative 

2.8.1 Section 5 comprises the main narrative and addresses the main aim of the project, bringing all 
the elements together in a definitive assessment of how the dockyard affected the character of 
the landscape. The narrative is thematic. Within the discussion of the key themes, each is 
discussed in detail and how this affected the development of the hinterland.  

2.9 Toolkit 

2.9.1 The Toolkit (a separate report) created as part of this project, for use by the local community 
and heritage professionals in identifying and recording the presence of heritage assets 
associated with the Portsmouth hinterland development, was created using the expertise of 
MOLA Community Archaeology Team based on considerable experience in producing guides 
for community-orientated programmes.  
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3 Chronological overview 

3.1 Introduction 

3.1.1 Until the establishment of the naval dockyard on Portsea Island in the 15th century, the 
surrounding area was largely rural. By the end of the 18th century, the naval dockyards had 
expanded into the largest industrial complex in England, constructing and maintaining Britain’s 
sea power. Despite this, the significance of these sites in relation to the docks is not always 
fully understood. 

3.1.2 The development of British military might in the ensuing centuries, particularly in relation to the 
Royal Navy was supported and indeed, bolstered by the close relationship between civilian 
and military manufactories. This close relationship has led to a need to understand the 
development of ordnance yards that supplied and armed British fighting vessels, as inter-
related complexes that span civilian and military spheres (Lake 2003; Evans 2006). 

3.1.3 The impact of naval dockyards on their surrounding landscapes can be seen through the 
extraction of raw materials, the management of natural resources such as timber for ship 
construction and charcoal production, and upon settlement development and the changes to 
rural economies to support and supply the navy. They also served as communication centres 
for the world-wide imperial network. 

3.1.4 This section will cover the wider narrative context of the Portsmouth dockyard. It outlines the 
major technological developments of the Royal Navy, and the evolution of the Royal 
Dockyards to cope with these, primarily based on Lake and Douet’s report (1998). It will then 
explore the wider hinterland area, highlighting the main developments in the surrounding 
landscape. 

3.2 The principal shipbuilding developments of the Royal Navy 

3.2.1 A permanent English navy can be traced back to the 15th century, and the combined private 
and state fleets of King Henry VIII and Queen Elizabeth I. It was not officially recognised as 
‘the Royal Navy’ until 1660 with the restoration of the monarchy, becoming a professional 
national institution, rather than a semi-professional body under possession of the Crown. The 
Royal Navy has become synonymous with Britain’s military and imperial might from the 18th 
and 19th centuries. 

3.2.2 Since the mid-18th century, the Royal Navy has always been at the forefront of military ship 
design and development and this helped to ensure that it remained the World’s foremost naval 
power up until the end of the Second World War. The fleet’s ships transitioning from wood for 
much of its history into iron towards the middle of the 19th century, and later to steel, were 
constructed, maintained and supplied in the main Royal Dockyards: Woolwich, Deptford, 
Chatham, Sheerness, Portsmouth and Plymouth. Of these Portsmouth retains the distinction of 
being the first Royal Dockyard. Below are outlined the key advances in the Royal Navy from 
1690 until the early 20th century.  

3.2.3 Shipbuilding was not the only function of England’s 18th-century dockyard yards, which were 
also concerned with fleet maintenance in peace time, caring for the fleet in reserve, and repair 
and refitting during war to keep as many ships as possible in commission. In this last measure 
of their effectiveness, they did notably better than their French and Spanish equivalents. 

3.2.4 The royal dockyards were responsible for building the 'Great Ships' of 90–100 guns. Smaller 
cruisers were built in commercial yards, and it was this class of ship which increased most 
during the period, seven-fold over the century, in order to meet the flexible needs of the Royal 
Navy in terms of coastal defence, blockade, and protection of merchant fleets. Ship design in 
the early stages of the Royal Navy, between 1715 and 1749, was inflexible and changed very 
little however. This was largely due to the long career of the Surveyor of the Navy, Sir Jacob 
Acworth, who held a very conservative view of ship building. 

3.2.5 After the appointment by Anson of Thomas Slade as Surveyor in 1755, British ship design 
went through a much faster development. Between 1779 and 1781 copper sheathing spread 
throughout the fleet; with Slade's new designs, including the new 64-gun ship, and the 
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carronade (a short smooth bore cannon), these innovations were the most notable of the 
century in terms of ship building, and ensured that the Royal Navy remained at the forefront of 
the advancement of shipbuilding development and foremost maritime power.  

3.2.6 From the late 18th century, the diminishing supply of large timbers, coupled with the falling 
cost and greater availability of cast iron caused it increasingly to be used as a substitute for 
wood for repairing warships, replacing rotten or war-damaged beams, and other frame timbers. 
Such developments, still in the wooden ship era, placed increasing demand on the dockyard 
smitheries, and the construction of new smitheries during the pre-steam years, at Portsmouth 
(1795), Devonport (1776 and 1811) and Chatham (c 1808) testifies to this trend. The French 
also used iron for frames and fittings from the mid-18th century. 

3.2.7 From the 1830s, new three-decker ships such as Symond’s Queen used a new timber cross-
bracing system, allowing greater ship size. The Queen was over 1000 tons larger than Victory 
whilst being superficially similar. These new types of capital ships (‘ship of the line’, ie primary 
warship) also incorporated ever larger quantities of iron components in their structure, often in 
the form of knees and diagonals. 

3.2.8 All these ships were built in the Royal yards, which also served to protect them during the 
period of construction, which was an average of five years for capital ships (the Queen took 
seven years before it was launched in 1839). In order to ensure that warships in construction 
were not damaged by exposure to the elements the long-span roofs of the building slips were 
designed (see Section 3.4 and 4.2). 

3.2.9 Until the advent of the ironclad, a composite ship with its wooden hull sheathed in iron plates, 
all capital ships had been built in the royal yards. In response to the world’s first ironclad, the 
French Gloire, completed in 1859, Warrior (completed 1860), was however built by Thames 
Iron Works, which had the specialist resources and personnel which the traditional ship 
building yards lacked. The Achilles, laid down in 1861, was the first iron ship to be built in a 
naval yard, but private yards continued to be responsible for building a good deal of the iron 
navy. Between Warrior and Dreadnought the numbers of ironclads (including wooden-hulled 
ones) and pre-Dreadnoughts built were - Portsmouth 17, Pembroke 18, Devonport 8, 
Woolwich 3, Chatham 26, and Deptford 2. Private yards such as William Beardmore and Co. 
Ltd and Dalmuir and Parkhead, and Vickers at Barrow were responsible for the construction of 
a further 53. 

3.2.10 Between 1860 and 1914, at the height of the British Empire and an arms race with countries of 
Europe, witnessed profound changes in shipbuilding, propulsion and armaments. As the 
possible permutations of armour, power, size and other factors for a given displacement grew 
markedly, the best course for the navy became a matter of heated national debate. There was 
no great programme of additional buildings of the scale of the Steam Factories, which built the 
machinery required by the new steam-powered warships, most impressively displayed at 
Devonport and Portsmouth. The major constructional efforts from the 1860s were instead 
concentrated on expanding the dockyards at Portsmouth, Keyham and Chatham.  

3.2.11 The dockyards of the time consisted almost entirely of docks and basins enclosing large 
expanses of water, with associated pumping stations and cranes, railways and hydraulics. 
New factories were required because shipbuilding in iron and steel was to a large extent a 
matter of assembling components brought from elsewhere. The Factory, built in 1903, was the 
largest and most complex engineering workshop to be constructed at Portsmouth. Armour 
plate was supplied by private firms in Sheffield and elsewhere and shaped to fit in the yards; 
existing buildings could then be re-tooled and more powerful cranes and railway systems 
installed to handle the materials. A significant addition at Portsmouth in this respect was the 
Armour Plating Shop, although it survives only in fragmentary condition.  

3.2.12 New engineering facilities were eventually provided at Chatham. Unlike the massive masonry 
works of the steam engineering shops of the sister yards, the Admiralty exploited the flexibility 
of the disused iron slip covers from Woolwich. When the yard there closed in 1869, they were 
dismantled and re-erected between the Georgian dockyard and the new basins to the north, as 
the Machine Shop, Boiler shop and Factory. 

3.2.13 Metal shipbuilding took place in the open, dispensing with the need for slip roofs. Shipbuilding 
with wood continued however at Devonport, for the composite ships built during the 1870s and 
1880s for service on African or Oriental stations. Before the invention of anti-fouling paint in the 
1890s, iron hulls in these warm waters deteriorated too quickly to be economic. The iron 
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skeletons of these ships were planked with wood, to reduce maintenance costs in areas 
without dockyard facilities. One example of a Composite Shipbuilding Shop, connected by a 
plate-bending shop to a large covered slip, survives at Devonport. 

3.3 The evolution of the Royal dockyards in England 

3.3.1 War, administrative reform and technological development have been the chief influences over 
the way in which the dockyards of the Royal Navy have developed, and with occasional 
catastrophic fires, they have provided the timing of the major new phases of constructions. 
These are summarised below. Though the various dockyards themselves trace their history 
back to Henry VII, the earliest above ground structures are no earlier than the end of the 17th 
century.  

3.3.2 The Admiralty became a permanent bureaucracy in the last years of the 17th century, with the 
First Lord a member of the cabinet. The Admiralty retained control over the handling of the 
fleet at sea and of naval personnel, but devolved substantial sections of its administrative work 
to the Navy Board, who controlled the dockyards and ships in ordinary, to the Victualling 
Board, and to the Sick and Hurt Board. Ordnance for both the services was organised by the 
Ordnance Board.  

3.3.3 In 1690 a site to the west of Plymouth was chosen for a completely new dockyard, providing 
fleet services in the Western Approaches. It was completed by the end of the decade, and 
consisted of a dry dock, large store, smithery, ropery and large terrace of houses for the yard 
officers. Its completion marked the end of this period of dockyard construction. 

3.3.4 After the Peace of Utrecht in 1713, which formally ended the War of the Spanish Succession 
(1701–1714 – war with France and the Holy Roman Empire would continue for another year), 
a period of little activity followed, as the country was at a relative peace. Despite a modest 
reorganisation of the centre of Chatham, this was a period without major building works or 
restructuring. The most significant changes were at Chatham, where a new officers' terrace, 
store, sail loft and guard houses were built in the 1720s, influenced stylistically by the 
Ordnance Board's enormous new warehouse on its neighbouring Yard. By the mid-18th 
century Chatham had slipped from its former pre-eminence, due to the silting of the River 
Medway and the centre of gravity of the country's naval works shifting to the south coast, to re-
face the old enemy: France. 

3.3.5 The Seven Years War of 1754–63, with France as the major adversary, reinforced the need to 
invest in the dockyards of the English Channel, and precipitated a significant change in the 
planning of dockyard works. The effectiveness of the navy's administration of the dockyards 
can be taken from the conclusion that during the late 18th century 'Britain prevailed by 
outbuilding her opponents'. The French Revolutionary Wars (1793–1801) and Napoleonic 
Wars (1803–1814 and 1815) saw the Royal Navy reach a peak of efficiency, dominating the 
navies of all Britain's adversaries, which spent most of the war blockaded in port. 

3.3.6 Successively under the First Lords of the Admiralty Anson, Egmont and Sandwich, policies of 
long-term reconstruction were laid down by the Admiralty, based on plans for the efficient 
layout of the separate parts of the yards, and programmes of costed works. These involved an 
unprecedented amount of rebuilding, which absorbed a very large proportion of the nation's 
defence expenditure. Work was concentrated at the two largest dockyards, Plymouth and 
Portsmouth. At Portsmouth, the ropery, docks, and much of the yard's storage capacity dates 
from this period. At Plymouth, there were new smitheries and stores, and the ropery was 
rebuilt to allow more effective operation of the yard. A lesser rebuilding followed at Chatham 
after Lord Sandwich reassessed its role, and it became the main building yard for the navy 
from the 1770s. There the most significant additions were two huge warehouses which front 
the southern end of the quay, followed by the new ropery that was built to its rear. By the early 
1780s, ahead of France and Spain, the navy had sheathed most of the fleet’s hulls with copper 
to protect them against shipworm and marine growth, and did not have to dock them for refits. 

3.3.7 To the continuing rebuilding work was added in the 1790s a period of sharp technological 
development in terms of the use of iron for repair work, chiefly associated with Sir Samuel 
Bentham's reign from 1795 to 1807 as Inspector General of Naval Works, with a brief from the 
Admiralty to modernise operations in the dockyards. Bentham is associated with several highly 
innovative improvements to mechanised sawing and woodworking, the introduction of steam 
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engines, and the first dockyard buildings made stronger and more fire resistant through cast 
iron columns and cross struts. He also promoted the use of steam power for pumping out 
Portsmouth reservoir, dredging and supplying the fire main, established the first factory in the 
world to use machine tools for mass production of blocks, and a wooden ship-caisson to 
improve on gates to open docks and basins. 

3.3.8 The technical innovations of the wars with France in the 18th and early 19th century, were only 
a foretaste of what was to follow. The dockyards became geared to a technological race with 
the French, and to the incorporation of new industrial techniques and processes. It used to be 
thought that the Royal Navy had been slow to adapt in this respect, from a combination of 
post-Trafalgar confidence, and conservatism. The modern attitude is more sympathetic, 
suggesting that in view of the unproven nature of many technical 'advances', and the huge 
consequences which changes had for national security, the Navy Board and the Admiralty, 
which took over direct control of the dockyards in 1832, proceeded with a philosophy which 
was 'conservative but rational'. The Navy saw little serious action during this period owing to 
the absence of any opponent strong enough to challenge its dominance. Ship development 
however underwent a comprehensive transformation, brought about by steam propulsion, 
metal ship construction, and explosive munitions and this is reflected in the development of the 
dockyards. Despite having to replace its entire timber war fleet, the Navy managed to retain its 
overwhelming advantage over all potential rivals. 

3.3.9 For a brief period from 1831 the Navy's steam facility was concentrated at Woolwich, close to 
the national centre of marine steam engineering, the commercial yards on the Thames. As a 
direct consequence of concern at French progress, which resulted in the construction of the 
Gloire- the first real ironclad vessel, in 1843–4 land was procured for two massive steam 
engine-powered engineering factories, with related basins, at Portsmouth and at Keyham, just 
north of the old Morice Ordnance Yard at Devonport. By the time that the watershed HMS 
Warrior had been launched from a private yard in 1860, these two yards had built an 
impressive capacity for fitting and servicing the growing steam-powered iron fleet. Chatham 
was similarly expanded to the north with the new workshops re-using the former iron slip 
covers dismantled and moved from Woolwich, when it closed in 1869.  

3.3.10 A further consequence of the transition to a steam-driven fleet was the need for coaling 
stations around the coast. Their location was determined by both the coal-carrying capacity of 
the ships of the mid-century and strategic concerns. These combined to prompt the 
construction from 1847 of the secure anchorage and coaling facility at Portland, conveniently 
equidistant between Portsmouth and Plymouth, and facing the large French naval dockyard at 
Cherbourg. 

3.3.11 Such confidence in the supremacy of British ships as the vanquishing of the French 
technological threat engendered lasted a mere 20 years. By 1889 renewed anxieties over 
British isolation in Europe prompted further shipbuilding efforts, and a commensurate 
expansion and reorganisation of the dockyards to cope with the additional work. All three main 
yards were extended to the north with new basins and docks. From the 1900s, renewed naval 
rivalry with Germany and Russia, as well as the French, forced continued renewal of the fleet 
with improved vessels, and huge investment, under a series of Naval Loans, in the dockyards. 
Lord Fisher took over the Admiralty in 1904 and HMS Dreadnought was built at the lengthened 
Slip No.5 at Portsmouth the following year. Her size set a new threshold for British naval 
docks, and her oil-powered engines spelt the end of coaling stations and their replacement by 
oiling depots. In terms of the dockyard structures, however, these revolutions in shipbuilding 
had limited impact beyond the vast new granite-lined locks, docks and basins, as much of this 
infrastructure was already in place. The late-Victorian and Edwardian navy was largely 
serviced by the infrastructure delivered by the Devonport, Keyham, and Portsmouth Great 
Extensions of the 1860s–1880s. 

3.4 Chronological Overview of the Portsmouth Harbour Hinterland 

The topography and geology of Portsmouth and its hinterland 
3.4.1 Portsmouth town occupies the majority of Portsea Island, on the south Hampshire coast. The 

island is bordered to the west by Portsmouth harbour, to the east by Langstone Harbour, to the 
south by Spithead, and to the north by Ports Creek, separating it from the mainland. The island 
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is flat, and low-lying. Across from Portsmouth Harbour, to the west, lies Gosport and 
Alverstoke, similarly on flat, low lying ground. These landmasses form a natural harbour mouth 
and basin, with deep water channels (Fig 2).  

3.4.2 To the north of Portsea Island and Gosport and Alverstoke, the topography becomes 
increasingly uneven, with smaller hills covering the entirety of the landscape. The exceptions 
to this are Portsdown Hill, a large ridge 1km north of Portsea Island, and the South Downs, 
which lie just beyond the survey area. 

3.4.3 The British Geological Survey (BGS) 1:50,000 scale map sheet 331 (Fig 3) shows that the 
underlying geology of Portsea Island comprises a band of sand and gravel deposits to the 
south-west of the island, a band of Langley silt (also known as brickearth) in the centre of the 
island, and alluvial deposits to the north in the vicinity of Ports Creek. These deposits overlie 
bedrocks of Bracklesham Group and Barton Group sand, silt and clay deposits, indicating a 
prehistoric environment dominated by shallow seas. 

3.4.4 In the wider survey area, the underlying geology comprises Thames group gravels, with 
patches of sandy gravel and brickearth. The most distinguishing geological feature of this area 
is the chalk bedrocks of Portsdown Hill and the South Downs. 

Phase 1: Naval Base to Dockyard (3rd century AD – 1688) 
3.4.5 The main early focal point in the Survey Area was not at Portsmouth but at Portchester, to the 

north-west, at the head of the natural bay that forms Portsmouth Harbour. Here, the Roman 
fortress Portus Adurni was built during the 3rd century as part of a series of Saxon Shore Forts 
to protect the southern coastline of Britain, possibly from Saxon raiders. The fort is listed in the 
Notitia Dignitatum and the remains are a scheduled monument.  

3.4.6 The town of Portsmouth was established in the 1190s by King Richard I, although there was 
probably a small maritime settlement and port here in the Saxon period, belonging to the 
adjacent manors of Fratton and Buckland as noted in Domesday (1086). The shift from the 
fortified Portchester is not fully understood, but it is likely that increasing difficulties in reaching 
the anchorage at the top of the harbour due to changing sea levels was a factor (VCH 
Hampshire III 172–192). 

3.4.7 Until this point, settlement in Survey Area likely comprised of a few sea-faring people along the 
coast, occasional market towns linked by a road network, with scattered farmsteads beyond. 
During the Saxon period Southampton developed as the main harbour and maritime centre, no 
doubt owing to its sheltered position on the Solent, and proximity to Winchester, the capital of 
Saxon Wessex. Portsmouth nevertheless grew in significance following the royal charter 
granted in 1194 allowing a market to be held there (Quail 1994 14–18). Providing access 
across the English Channel to the continent and for reaching Portchester Castle, used to 
muster troops in the 13th and 14th centuries, the town was used as the rendezvous for 
campaigns into France. 

3.4.8 Prior to the establishment of the naval base in the 15th century, the town served as an 
important trading port with the continent. The chief items of trade included wine, wheat, wool, 
wax, woad, and iron. Yet despite this importance, the port does not appear to have achieved a 
great size, as evidenced by having only two sizable ships to answer a Royal summons in the 
14th century (VCH Hampshire III 172–192). It was more likely then, a collection of small, 
wealthy traders as evidenced by the relative opulence of the houses, many containing upper 
levels and solars (upper storey private living and sleeping quarters). 

3.4.9 The town dwindled in size following a French naval attack in 1338 and four subsequent attacks 
in the 14th century, despite continued attempts to fortify the settlement. It remained sparsely 
populated until the construction of the dry dock near the King’s Steps by King Henry VII in 
1495 (Coad, 1989, 90). This created a relationship with a permanent Crown navy that breathed 
new life into the town, with the establishment of breweries, leased to private owners on the 
provision that they would supply the King during times of war, and foreign trade increased- no 
doubt aided by the King’s policy of promoting overseas trade. Rivers draining into 
Southampton Water had long been used to build and lay up warships; and Richard I (reigned 
1189–1199) and John (reined 1199–1216) had built a galley dock at Portsmouth which had 
endured for a few decades. (Oppenheim, 1896, xxxiv-xxxv; Fontana, 2013). 

3.4.10 The incessant attacks by the French highlighted the need for defence improvements to the 
town and dock. The initial programme of defences in the 15th century comprised the 
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construction of two defensive towers, the ‘Round’ and ‘Square’ Towers by Robert Barbot. 
(VCH Hampshire III 172–192). The original wooden towers are no longer extant, but were 
replaced by stone in the 1490s and both are Grade I Listed. 

3.4.11 The dockyard was expanded under King Henry VIII, and a total of 85 ships were built at 
Portsmouth, partly due to the king’s aggressive foreign policy 
(http://portsmouthdockyard.org.uk). The defensive arrangements were again reviewed in the 
16th century, when the Bishop of Winchester urged that the town should be more heavily 
fortified with artillery (VCH Hampshire III 172–192). It seems though that this was insufficient to 
prevent the capture of a British ship that had been run aground by the French in 1538. In the 
following year, defensive ramparts were constructed around the city, but in such a hasty 
manner that they barely lasted two years before falling down (ibid). The town defences were 
rebuilt, but Portsmouth was generally not considered a well defended place, and that a man 
could ride a strong horse up the defensive ditch (ibid). The town defences survived until a 
storm in 1624 damaged the ramparts, within a decade plans were being made to remove the 
wall altogether (ibid). 

3.4.12 The earliest mapping of Portsmouth is a pre-Tudor map dating to 1540 by an unknown author 
(Fig 4). The map is largely illustrative, and covers the area of what is now Old Portsmouth, 
showing the town defences, the Camber, and the Square Tower. The map does not show the 
lands of Portsea Island beyond the walls, nor does it show the location of the early dockyard. 
Clues to the rural character of Portsea at this time can be seen in Cowdray’s 1545 engraving 
of the encamped army at Portsmouth (Fig 5). The engraving shows the town of Portsmouth 
and the coastal forts, including Southsea Castle, surrounded by various soldiers of the English 
army, and their tents. The only other features in this landscape are four or five small farm 
houses amongst the large formations of armed men. This would seem to indicate that outside 
the walled town of Portsmouth, the island was still sparsely populated, with small farming 
communities.  

3.4.13 The earliest map of the area at a reasonable scale is the Ordnance Survey 1” map of 1810 
(Fig 10a, 10b, 10c). Although this map is much later than this development phase, it 
nevertheless provides a good overview of the general topography and settlement pattern of the 
hinterland, which is unlikely to have changed significantly since later medieval times. The key 
medieval settlements, other than Portsmouth, would have been Wickham, Funtley, Boarhunt, 
North Boarhunt, Wallington, Titchfield, Alverstoke, Swanwick, Southwick, Purbrook, 
Portchester, Wymering, Bedhampton, Cosham, Farlington, Warblington and Emsworth, North 
Hayling, Stoke, Southbourne, Chidham, located at the foot of the South Downs, and linked to 
with each other and Portsmouth through a network of roads., linked to with each other and 
Portsmouth through a network of roads. 

3.4.14 There are 310 assets within the project database associated with this phase within the Survey 
Area, which represents 6% of the total hinterland assets identified. Their distribution can be 
seen in (Fig 15). Within the thematic groups the assets comprise 153 entries for 
Accommodation, 53 entries for Food Production and Processing, and 28 entries for Religion 
and Burial. There is a total of 24 uncategorised assets. 

Phase 2: Renaissance and Consolidation (1689–1760) 
3.4.15 The docks found a new lease of life from the mid-17th century with the advent of the Dutch and 

later, French Wars. Following the renewed ship building in the dockyard with the launch of the 
Portsmouth (1650), a new double dry dock was ordered to be constructed in 1658, which 
increased business for the town. From 1690 the working area was doubled, with the 
construction of a new stone dock, a new wooden dock, two basins and a system of culverts to 
drain the dry dock (Coad, 1989, 95-7). The new stone dock allowed more efficient access for 
shipwrights to the underside of vessels and resulted in less water to be pumped out. The new 
complex was constructed partly on reclaimed land, in what today forms the south-west corner 
of the yard, and marked an enormous feat of civil engineering. Further expansion until the 
1730s included a dockyard wall, workshops, an officers’ terrace, a chapel and the Naval 
Academy. 

3.4.16 The increased garrison of the town in the mid-17th century during the emergence of the Royal 
Navy as a cohesive force, along with the renewed production in the southern dockyards lead to 
overcrowded conditions, which can be seen by the dramatic increase in coal and food imports 
to the town from 1650 (Thomas 1984, 4). These conditions were alleviated by the growth of 
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this new suburb described by Defoe in 1724 as a ‘town by themselves’ outside the walls of 
Portsmouth, to the north-east of the town (Defoe, 1962, I, 137). 

3.4.17 The ‘King’s Docks’ as they were referred to are marked on the Portsmouth Harbour map of 
1698 (not reproduced due to quality). This map is largely indicative, but shows the extent of the 
town and new dockyards, it also marks the main settlements in the harbour area. Whilst it is 
unlikely that the marked towns are accurate in terms of size, the map shows that Portsea 
Island largely retained its medieval characteristics. 

3.4.18 Conditions on the island are also evidence on the 1716 Survey of Portsea Defences (Fig 7). 
The map shows the walled town of Portsmouth, and the dockyard to the north of Mill Pond, but 
also outlines the field boundaries on the island, indicating largely agrarian rural conditions. The 
map shows the settlement beyond the town walls. To the north of Mill Pond, a collection of 
terraced buildings labelled “The Common” is shown. Whilst extramural development was not 
as severely restricted as within Portsmouth’s walls, the Admiralty Board nevertheless placed 
regulations on building height, so as not to restrict the lines of sight from the defensive walls. 
The population in this area continued to thrive, to the extent that in 1753–1754 St George’s 
was built as a chapel of ease (Masters 1979, 10). 

3.4.19 Beyond the new urban area, the island of Portsea can be seen as a patchwork of fields, 
punctuated with small rural villages. The southern tip of the island, what would later become 
Southsea Common, is labelled as the “Great Morass” and appears to be largely marshland. To 
the north of the island, Desmaretz constructed defensive lines of earthen ramparts 1756–1757 
at Hilsea (Mitchell, 1988, 7). 

3.4.20 With the expansion of the dockyard the Common (later known as Portsea) became 
increasingly a residential, business and recreational area, with public houses, taverns and 
brothels for workers, sailors, and soldiers, its 504 county freehold voters outnumbering Old 
Portsmouth’s 93 county voters in 1790 (Hampshire Poll Book). The Point, that area near the 
Camber in Old Portsmouth, remained a working seagoing community with alehouses and 
brothels, while the older established merchants, bankers and inns were located in Broad 
Street. Whilst their locations cannot be confirmed it seems that brothels may also have existed 
in tenement houses located conveniently close to taverns or alehouses to the south of the 
dockyard in Yorke’s Drift, White’s Row, Blossom Alley, and Bonfire Corner, the last two being 
the only extant streets thus associated (Webb 1987 28).  

3.4.21 Beyond Portsmouth and its immediate surrounds the rest of the hinterland Survey Area 
remained largely unchanged. The first detailed map of the South Hampshire area is Thomas 
Milne’s map of 1791 (not reproduced due to copyright). The map shows generally small scale 
settlement in the areas outside of Portsea Island that probably characterises the hinterland at 
this time. 

3.4.22 There are 584 assets associated with this phase within the Survey Area, which represents 
11% of the total hinterland assets identified. Their distribution can be seen in in Fig 16. Within 
the thematic groups the assets comprises 350 entries for Accommodation, 70 for Food 
Production and Processing, there are 28 entries for Recreation. 

Phase 3: Rebuilding and Innovation (1761–1814) 
3.4.23 Archer’s 1773 plan of Portsea (Fig 9) shows the continued expansion of The Common, which 

has now been enclosed by fortifications designed to protect the settlement and dockyard. A 
ribbon settlement is also shown along the London Road, labelled “Half Way House”, which 
would later form part of Portsea. The remainder of Portsea Island was still predominantly rural 
medieval in character at this time. 

3.4.24 The Ordnance Survey (OS) 1” map of 1810 (Fig 10) shows that development in the immediate 
hinterland was focussed around the area of the naval dockyard, which had undergone a phase 
of rebuilding and innovation with the construction of additional slips on more reclaimed land, an 
expansion of basins and docks, along with timber sheds to dry timber, steam powered 
machinery for block-making, dredging and pumping, and caissons for dock entrances. The 
landward side of the docks are shown to have fortifications encompassing large blocks of 
buildings. Whilst some of these may relate to army barracks, it is likely that these buildings are 
terraces and the small scale of the map makes it difficult to differentiate between them. By this 
time, the area of settlement has spread beyond the defensive walls into the area marked as 
Portsea, broadly spreading along the main north–south road from Portsmouth. The expansion 
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of the town into Portsea was largely due to overcrowded conditions in the preceding centuries, 
particularly for troops for the garrison, but exacerbated by siege in the mid-17th century and 
growing poverty (VCH Hampshire iii, 172–192). 

3.4.25 To the south of the dockyard, the area of Portsmouth historic core has expanded to fill the area 
of the walled town. Whilst the individual buildings cannot be discerned, the general street 
layout broadly follows that of the existing early post-medieval town. Settlement beyond the 
fortifications is confined to Croxton Town (later forming part of Southsea) to the east of the 
town. 

3.4.26 Beyond the area of Portsmouth and the dockyard, settlement follows a ribbon pattern along the 
main north–south road. From this time the villages of Stubbington in the north to Fratton in the 
south of Portsea Island are almost entirely connected. To the east of the island, settlement is 
sparser, contained to isolated villages connected by the second main north–south road. To the 
north of Portsea Island, Hilsea barracks are marked at the junction between the two north–
south roads.  

3.4.27 The surrounding extra-local hinterland has a distinctly rural character. Small village-sized 
settlements lie beyond the area of Portsdown connected by a few main roads. The north of the 
study area is occupied by the Forest of Bere, interconnected with smaller areas of coppice. 
The western extent of the study area is occupied by Titchfield Common, a large area of open 
land with little settlement. 

3.4.28 The largest settlements within the study area at the time were Havant and Emsworth that lay 
on the former Roman road from Chichester. By the time of the OS 1 inch map, the millpond 
that dominates the east of Emsworth is shown, as well as a possible harbour along its 
southern extent protecting the quays and oyster beds which comprised the town’s main 
industries. 

3.4.29 There are 1138 assets associated with this phase within the Survey Area, which represents 
22% of the total hinterland assets identified. Their distribution can be seen in Fig 17. Within the 
thematic groups the assets comprise 602 entries for Accommodation, 81 for Food Production 
and Processing, and 68 entries for Recreation. 

Phase 4: Sustaining and Expanding the Empire 

Phase 4a (1815–1834) 

3.4.30 This phase is one of retrenchment. By the end of the Napoleonic Wars at the start of the 19th 
century, the docks had grown in size and importance. Portsmouth’s economy had traditionally 
been expanded and augmented during periods of war, with Britain at relative peace the 
dockyard would not have been as busy as at the turn of the century. The little new 
development in the yard no doubt had ramifications in the immediate area of Portsea Island.  

3.4.31 By 1816 the expansion of settlement of Portsea had developed into two very distinctive areas. 
To the north of the Commercial Road was Landport, a decidedly working-class district that 
served dock workers, and to the south in the area of Southsea were “rows of elegant terraces” 
(Webb 1989 13). These houses and villas served as temporary residences for vacationers and 
naval officers. These were all speculative developments, the result of local architects and 
builders. In the surrounding hinterland across the Study Area settlement would not have grown 
much beyond that illustrated in the OS 1 inch map. 

3.4.32 There are 156 assets associated with this phase within the Survey Area, which represents 3% 
of the total hinterland assets identified. Their distribution can be seen in Fig 18. Within the 
thematic groups the assets comprise 73 entries for Accommodation, 5 entries for Food 
Production and Processing, and 4 entries for Religion and Burial. There are a total of 51 
uncategorised assets. 

Phase 4b (1835–1859) 

3.4.33 During this phase land was taken from Portsea for the construction of the Steam Basin, Steam 
Factory, Iron and Brass Foundry, Smithery, Iron Foundry, Dock Nos 8 and 9, and Boathouse 
No 6, developments which reflected the concern to match technological developments in 
France.  

3.4.34 The Portsea parish Tithe Map of 1836 (presented by the University of Portsmouth: 
http://bobcat.iso.port.ac.uk/) shows these developments, and the beginning of rapid expansion 
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on Portsea island, with new houses and streets laid out in the area of Landport to the north-
east of the dockyard. The apportionment that accompanies the map indicates that the 
Admiralty Board owned a tract of pasture land on the eastern side of the settlement of Portsea, 
labelled ‘glacis’. This tithe-exempt stretch is the eastern landward defences of the dockyard, 
but also highlights building restrictions placed on the civilian population. Settlement is confined 
largely to the east of the island. 

3.4.35 The map also shows the ill-fated Portsmouth to Arundel Canal, which opened in 1822. The 
canal had been intended to transport goods from the port at Portsmouth to London, but its 
opening was poorly timed, following the end of the Napoleonic Wars, and the transportation of 
goods was less than expected, owing to poorly faring competition with the traditional coastal 
routes (Vine 1994). In 1825, plans for the Surrey and Hampshire Railway were already being 
drawn up, an ill portent for the future of the canal. In 1827 the Portsea section of the canal was 
drained as locals complained that salt water was contaminating their wells. This section of the 
canal closed formally in 1830, and was sold to the railway company in 1845 (Cuthbert 1988). 

3.4.36 The parish Tithe maps for the remainder of the survey area were not consulted. The survey 
area contains a total 30 parishes, and it would not have been possible to examine each of 
these within the scope of the project. The Tithe maps would be able to provide a greater 
resolution of the development of the hinterland area during this period predating the more 
modern OS maps, and can be found in the National Archives Kew, and in the Hampshire 
Record Office, Winchester. 

3.4.37 There are 472 assets associated with this phase within the Survey Area, which represents 9% 
of the total hinterland assets identified. Their distribution can be seen in Fig 18. Within the 
thematic groups the assets comprise 245 entries for Accommodation, 31 for Food Production 
and Processing, and 23 entries for Military Function. There are a total of 76 assets in this 
phase which are uncategorised. 

Phase 4c (1860–1889) 

3.4.38 This phase is linked with the expanding empire and major developments in shipbuilding, with 
the introduction of the Ironclads and iron/steel hulls and coal-fired steam and hydraulic power. 
The ‘Great Extension’ to the docks doubled the size of the dockyard, with the construction of 
three new Basins, Dock Nos 11–15, Deep Dock, South and North Locks, along with a new 
Dockyard Wall and extensive dock railway. The growth of the dockyard is matched by the 
growth of the adjacent town of Portsmouth, and also to a lesser extent in the broader 
hinterland of the Survey Area, where a number of new settlements have been established in 
close proximity to the new railway (see below). 

3.4.39 The OS 1st edition 6”:mile map of 1866–68 (Fig 11)shows substantial development on Portsea 
Island, covering nearly 1/3 of the landmass. The area of Porstea, beyond the walls of the 
dockyard now extends as far east as the villages of Kingston, Fratton, and Buckland tapering 
off to the north near Stamshaw. Beyond this it appears that streets have been laid out, but at 
the time of drawing, no buildings had been constructed suggesting a deliberate pre-planned 
approach to expansion. The Hilsea Lines (HE AM listing 1001861) were built 1858–71 across 
the top of Portsea Island to protect the dockyard from attack from the north. Tunnels carried 
roads and later, a railway line. However, they became obsolete even while they were being 
built, due to rifled and long range guns being sited in the new forts built on the top of 
Portsmouth Hill in the 1860s (Mitchell, 1988). 

3.4.40 Those buildings which have been built comprise largely of terraced residences, with occasional 
villas. Along the coast, a few hotels are marked, indicating the town’s growing importance as a 
holidaying destination. The east of the developed area appears to have a more industrial 
character, with farms, a bone works, brewery, and Union workhouse. Beyond this the rest of 
the island is sparsely populated, interspersed with chapels and burial grounds. 

3.4.41 Portsea Island is shown bisected by the Portsmouth Branch of the London and South Western 
Railway (LSWR). Originally the London, Brighton and South Coast Railway (LBSCR), the line 
was bought out wholly by the LSWR in 1859, although the map shows the LBSCR owning the 
stretch of track connecting Portsmouth Station to the harbour. The rail line replaced the 
unsuccessful Portsmouth to Arundel Canal, built in 1823, the eastern section of which can still 
be seen at this time. The railway also connected Gosport and Alverstoke along the Gosport 
Branch, and the smaller Stokes Bay Railway. Despite these additions, Gosport remains largely 
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the same as it did at the turn of the 19th century, with the main settlement area to the south-
west of Weevil, and a northern ribbon settlement along the road from Forton to Brockhurst. 

3.4.42 Within the extra local hinterland, evidence of mass deforestation of the Forest of Bere is 
apparent. The map shows large areas of field in locations that once were woodland, the main 
concentrations of forest now being in the north-west and north-east of the study area. 
Interspersed between the new fields are smaller woods, once part of the main forest and areas 
surviving as coppice. There appears to be little cartographic evidence to suggest processing of 
felled wood in the outlying towns (eg saw pits/mills), although these may not have been 
marked on the 6” maps, it was presumably transported away from the forest for processing. 

3.4.43 New towns, such as Waterloo and North Boarhunt have been established in the wake of the 
disafforestation in 1810 of the Forest of Bere, in the north of the Survey Area. These towns 
were constructed along the earlier roads, although now surrounded by fields. The new town of 
Waterloo appears to have superseded a small cross-roads settlement within the wood marked 
on the OS 1” map of 1810 (Fig 10). 

3.4.44 It is likely that at least some of the lumber felled ended up at Emsworth. The OS 1st edition 
map shows that as well as Old Slipper Mill, the town had a strong ship manufacturing industry 
as evidenced by a ropewalk, saw mills and timber yards, as well as maltings and breweries to 
provision said ships. It is unlikely that this was to build and maintain the military vessels such 
as in Portsmouth Dockyard, but may have been for merchant vessels and civilian craft. 

3.4.45 There are 383 assets associated with this phase within the Survey Area, which represents 8% 
of the total hinterland assets identified. Their distribution can be seen in in Fig 18. Within the 
thematic groups the assets comprise 72 entries for Accommodation, 59 entries for Food 
Production and Processing, and 48 entries for Materials Provision. There are a total of 41 
assets which are uncategorised. 

Phase 5: The Arms Race (1890–1918) 
3.4.46 Phase 5, the Arms Race, is linked with the introduction of dreadnoughts, steam turbines, 

armament technology, oil as fuel, C and D Locks, Floating Dock, electricity, naval barracks, 
and wartime women employees during the First World War. These developments are largely 
contained within the existing naval base, but associated growth has taken place on both sides 
of the harbour, within the Survey Area. 

3.4.47 The OS 2nd edition 6”:mile map of 1898 (Fig 12) shows the continued urbanisation of the west 
of Portsea Island. By this period the extent of the island up to the rail line of the LSWR track 
has been completely urbanised. Beyond the railway to the east lie a substantial brick and tile 
works, with associated clay pits which likely provided much of the material for the expansion of 
Portsea. The east of the island remained largely marginal at this time, the southern tip given 
over to Eastney Royal Marine barracks (built in 1863, omitted from the OS 1st edition as it was 
a military installation), and to the east of Milton, a large area of land is occupied by the building 
and grounds of the Borough of Portsmouth Lunatic Asylum (1879). 

3.4.48 Further significant developments include Horsea Island, to the north of Tipner Barracks. The 
two islands that comprised Horsea were joined in 1889, and an 800 yard artificial lake 
excavated between them, and was used by the military for the testing of new torpedoes. The 
area of the new lake was reclaimed using chalk from the South Downs, to the north of the 
Survey Area. It is likely that this was excavated at the Paulsgrove Chalk Pit and brought to the 
islands. 

3.4.49 The surrounding settlements within the Survey Area appear to be broadly similar in character 
to the mid-19th century, comprising rural towns and villages surrounded by open fields, albeit 
with minor developments, particularly in those to the north and west of Portsea Island. The 
towns of Havant and Emsworth, the most sizable at the start of the century have barely grown, 
whereas smaller villages like Cosham, on the north of Portsbridge, now boasts a new suburbs 
to the south of the rail line as well as a cattle market in the centre of the town. This is not to 
suggest that development in these larger towns was stagnant. The mapping indicates new 
industries in Havant, such as a leather works, flour mill and parchment works. 

3.4.50 Development in the surrounding hinterland is characterised by the presence of brick fields and 
kilns. These features lie close to the outskirts of the smaller settlements in the countryside, 
suggesting that developments are occurring on a local basis, with local resources. 

3.4.51 The Ordnance Survey 3rd edition 6”:mile map of 1914 (Fig 13) shows that the development of 



 

Portsmouth Hinterland Project Report. HE project no.7082 © MOLA 2015      24 
P:\HAMP\1049\na\Assessments\Portsmouth Hinterland Project Report Feb 2016.docx    

Portsea Island was nowhere as rapid at the start of the 20th century as it had been the 19th. 
The urbanised area is largely contained by the railway, although rows of terraced houses are 
shown emerging along the south coast towards Eastney Barracks. To the east of Portsea, the 
marginal land remains largely unused, occupied by the Hilsea Gas Works, and the Brick and 
Tile Works. 

3.4.52 Communications between Portsea Island and the surrounding countryside have been 
improved by this time. The construction of the Portsdown and Horndean Light Railway. The 
railway opened in 1899, running alongside the London Road through Cosham, Purbrook, 
Waterlooville, Cowplain, and Horndean. Whilst the light railway would have undoubtedly 
provided opportunities for commuting from the smaller, rural towns into Portsmouth, it also 
served to take the populace of Portsmouth into the countryside. Tea gardens around Cosham 
and Horndean and the large number of inns along the route attest to an increasing tourist 
economy.  

3.4.53 On the outskirts of Cosham, Queen Alexandra Military Hospital was constructed at the turn of 
the 20th century. The hospital replaced the earlier military hospital on Lion Terrace, Portsea. 
Other healthcare institutions appear in the landscape, including sanatoriums, fever hospitals 
and an orphanage. 

3.4.54 There are 234 assets associated with this phase within the Survey Area, which represents 4% 
of the total hinterland assets identified. Their distribution can be seen in in Fig 19. Within the 
thematic groups the assets comprise 34 entries for Recreation, 30 entries for Materials 
Provision, and 29 for Accommodation. A total of 27 assets are uncategorised. 

Phase 6: The Modern Period - The Great Depression, World War II, and the end of the 
Empire (1919–1959) 

3.4.55 This phase is linked with the construction of Boathouse No. 4; Rigging House and Semaphore 
Tower rebuilt prior to the Second World War, the introduction of electricity as power. It also 
included the employment of more women at the docks and wartime bomb damage. 

3.4.56 The OS 6”:mile map of 1938 shows Portsea Island has been almost entirely urbanised by the 
mid-20th century. The differentiations between the residential, industrial and marginal spaces 
have become blurred, with a greater number of terraced streets expanding beyond the railway 
line, and further north along the London Road. The map shows new suburbs have been laid 
out, but building has yet to begin suggesting a degree of deliberate urban planning that was 
not apparent since the 1st edition map. 

3.4.57 Such planning is discernible in the north of the island, at Hilsea. Until the 20th century, the 
area had been dominated by the artillery barracks and fortifications that protect the northward 
extent of Portsea Island. By the 1930s the area had become heavily residential in character, 
along with a railway depot and associated sidings. 

3.4.58 Beyond the Hilsea Lines (see 3.4.16 and 3.4.36), plans are shown for mass development in 
Cosham, Farlington and Wymering, effectively joining the three towns into a large suburb of 
Portsea. The main feature of the area is still Queen Alexandra Hospital, now taken over by the 
Board of Pensions, it has a training centre for the blind and children’s home attached to it. 

3.4.59 Developments appear to be most noticeable along the London Road, and along the southern 
coastal region. Houses now stretch from Cowplain to Cosham along the north-south road, and 
the settlements of Purbrook and Waterlooville have grown, with new residential districts. To the 
west, new residential areas have been laid out in Portchester, and Fareham, which no doubt 
enjoys an important location at the junction between the Southern Railway, and the Meon 
Valley Line. The south of Fareham is now occupied by HMS Collingwood, a Royal Naval 
training facility. 

3.4.60 Portsmouth suffered heavily during World War II. A key target for Luftwaffe bombers, the city 
suffered 67 air raids from 1940–1944, destroying nearly 10% of housing and killing 930 
civilians (Easthope, 1944, 5). Starfish decoy lights were established on the neighbouring and 
sparsely populated Hayling Island (Dobinson, 2000; Jenkins, 1986). Following the war, the 
urgent need for housing saw many of the former slum areas cleared away. The towns in the 
hinterland area were not as badly affected as Portsmouth and Gosport by the German 
bombing runs. Owning no sensitive targets, these outlying towns were hit when the bombers 
cleared the last of their payloads (Eric Walker 2005 
http://www.bbc.co.uk/history/ww2peopleswar/stories/29/a4397529.shtml). 
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3.4.61 There are 71 assets associated with this phase within the Survey Area, which represents 1% 
of the total hinterland assets identified. Their distribution can be seen in in Fig 20. Within the 
thematic groups the assets comprise 10 entries for Education, 8 entries for Materials Provision, 
5 for Food Production and Processing, and 5 for Health and Welfare. A total of 4 assets are 
uncategorised. 

Phase 7: The Present (1960 onwards) 
3.4.62 The final, current, phase of the dockyards is linked with the Falklands War of 1982; fleet 

maintenance and repair organisation in 1984, lease part of the dockyard to BAES (British 
Aerospace Systems) for shipbuilding 2008 and the end of shipbuilding in 2013. During this 
period Portsmouth became a focus of commercial electronic technology. Recently there has 
been investment by the Royal Navy for two new aircraft carriers.  

3.4.63 In the 1960s and 70s, large areas of central Portsmouth, mostly around Buckland, Landsport, 
and Somerstown were cleared to make way for new council estates. Estates were also built to 
the north, such as Portsdown Park, on Portsdown Hill above Cosham, and further estates at 
Crookhorn and Wecock Farm.  Portsdown Park suffered from severe damp, and was 
demolished in 1987 after attempts to cure this problem failed. The development of private 
estates appears to be more sedate, yet consistent, with Gatcombe Park in Hilsea being 
constructed in the 1970s, Anchorage Park in the 1980s, and Port Solent in the 1990s. 

3.4.64 The city’s employment changed drastically in the post-war period. By 1966, the dockyard 
employed just 14% of the city’s workforce (a massive downturn from 46% a decade earlier), 
and the old industries such as brewing and corsetry vanished. The city became a hub for the 
electronics industry, when in 1979 IBM computers moved their UK headquarters to 
Portsmouth. The service industry was also a large employer, as Zurich Insurance had moved 
there in 1968 (localhistories.org/Portsmouth). 

3.4.65 There are 39 assets associated with this phase in the Survey Area, which represents <1% of 
the total hinterland assets identified. Their distribution can be seen in Fig 21. Within the 
thematic groups the assets comprise 12 entries for Accommodation, 11 for Recreation, and 4 
for Education. A total of 4 assets are uncategorised. 
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4 The Key Themes – Data Analysis 

4.1 Introduction  

4.1.1 The project database holds 5092 identified historic assets within the Survey Area, comprising 
data from the three HERs, Statutory Designations data, HRHE data, and the analysis of 
historic mapping. The results of this information were used to produce a series of GIS 
distribution maps showing the general themes and trends within the dockyard hinterland. 

4.1.2 Of the total number of assets within the study area, 1169 are ‘Unknown’ in terms of thematic 
group. These are features that do not fit into one of the thematic groups, or do not have a 
MIDAS description that can easily place them into a thematic group.  

4.1.3 This data is presented here with a brief commentary in order to provide an understanding of 
the nature and extent of data held by the primary repositories of historic environment 
information, which is used by the county and local authorities for resource management and 
development control purposes, along with archaeological contractors. 

4.1.4 Following the filtering and validation of the data and its incorporation into the project database, 
the limitations of the data have become very apparent. Some of the thematic groups outlined in 
Section 5, such as clothing, ethnicity, and gender are entirely absent. The information 
presented in this data analysis section is without context and cannot be used on its own to 
tease out the more subtle links between the dockyard and the surrounding hinterland. Other 
sources of information, primarily documentary sources, have been used to shed light on these 
aspects for the narrative.  

4.1.5 The limitations in not providing the ‘full picture’ serves as a cautionary note for planners, 
curators and archaeological contractors, who might relying heavily on the digital data for 
development control, resource management, and heritage assessment.  

4.1.6 Irrespective of the limitations, the project database and the data analysis provides an important 
starting point for further surveys enhancing the HERs and the NRHE aimed at improving 
understanding of the heritage resource of the Portsmouth hinterland. 

4.1.7 Graph 1 below shows the distribution of the assets in the project database within the Survey 
Area by thematic type. Fig 22–Fig 33 shows their spatial distribution. 
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Graph 1:  Pie-chart showing the distribution of assets in the Portsmouth dockyard 
hinterland by thematic type 

 

4.2 Ship building, fitting out and armaments  

4.2.1 There are 27 assets associated with this theme within the Survey Area, which represents 0.5% 
of the total hinterland assets identified. Their distribution by dockyard phase can be seen in Fig 
22 and in Graph 2. These features do not include the known ship building elements of the 
Royal Naval Dockyard. Of the datable assets within this group: 

• 21% (6) can be assigned to Phase III of the Dockyard (1761–1814) 
• 14% (4) to Phase II (1689–1760) 
• 11% (3) to Phase IV (1815–1889) 

4.2.2 Of the total number of assets, 43% (12) are of an unknown post-medieval date: these are 
assets within the Hampshire HER data that had date ranges considered to be too broad to 
assign a phase group. 
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Graph 2:  Distribution of assets associated with Ship building, fitting out and armaments 
by Dockyard Phase 

 
 

4.2.3 The majority of assets identified with ship building in the hinterland area are ropewalks or 
roperies. These are centred on the Emsworth ship building centre at Emsworth Channel, c 
12.5km north-east of the dockyard. The HER data also notes two small roperies in Gosport, to 
the south of Royal Clarence Yard.  

4.2.4 There are four identified iron working sites within the study area: two blacksmith’s workshops 
in the immediate vicinity of Royal Clarence Yard, Treadgold’s Iron foundry, in Portsmouth, and 
Funtley Iron Works, near Titchfield. The Funtley Iron Works had a strong and proven link to the 
dockyard, providing a variety of iron fittings. 

4.2.5 Largely absent from the project databased (ie the HER and historic mapping) are assets 
associated with timber production. Only two features, the site of Atlanta works in Camdentown, 
Gosport, and the saw pit at Cooper’s Hard are marked. The mill dates to the modern period, 
and was unlikely to be used for the construction of naval ships. It is likely that earlier saw mills 
within the hinterland area were demolished with no record of their presence. Saw pits, given 
their nature, would be unlikely to leave a lasting, visible presence in the hinterland area. 

4.3 Food production and processing  

4.3.1 There are 499 assets associated with this theme within the Survey Area, which represents 
9.7% of the total hinterland assets identified. Their distribution can be seen in Fig 23and in 
Graph 3. Of the total number of assets in this group: 

• 20% (96) can be dated to Phase IV (1815–1889)  
• 17% (81) to Phase III (1761–1814) 
• 15% (70) to Phase II (1689–1760).  

4.3.2 A total of 176 assets could not be accurately dated and form the majority of the dataset (33%). 
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Graph 3:  Distribution of assets associated with ‘Food production and processing’ by 
dockyard phase 
 

 

Farming 
4.3.3 That majority of features within this group are farms and farm buildings, with a total of 205 

assets falling into these categories. The distribution of these can be seen in Fig 23, and show 
a clear pattern of distribution to the wider hinterland area, north of Portsdown, often close to 
rivers or major roads. Portsea Island appears to be devoid of farming activity, with the 
exception of Green, near Hilsea. A thatched barn survives in Milton Park, Portsmouth, dated 
1800/1850, included in the City of Portsmouth’s local list. 

4.3.4 Out of the total number of assets in this group, 94 are related to the raising and maintaining of 
livestock. Whilst a majority of these are labelled as ‘barns’, there are a number of features 
specifically related to the raising of cattle including cattle shelters, a calf house and a dairy 
farm, indicating that not all cattle was intended for slaughter. The two cattle shelters are 
located to the north of Fareham, and the three dairies identified in the hinterland at Warshash, 
Barn Farm (east of the River Hamble), and north of Clanfield.  

4.3.5 The raising of swine appears to be largely absent from the spatial data. Only two assets 
associated with pig farming appear in the hinterland, to the north of Funtley and at Swanwick. 
It is likely that such practices are largely archaeologically invisible, as pig sties and shelters 
would not leave surviving evidence, given their largely temporary nature. 

Milling and grain 
4.3.6 There are 87 assets within the study area that can be associated with the production and 

storage of grain. Of these 35 are granaries, the remaining 52 are mills of various type including 
tidal mills, water mills, windmills, and a steam mill. 

4.3.7 One of these, Dock Mill, located in Southsea, has a known direct and positive link with the 
dockyard. The mill was established at the end of the 18th century as a co-operative for 
dockworkers to produce their own bread. Following the end of the Napoleonic Wars, the price 
of grain dropped and the co-operative was no longer viable, the mill was sold to various 
owners.  

4.3.8 Of the remaining windmills, 4 can be dated to Phase IV of the dockyard, 3 can be dated to 
Phase II of the dockyard, and 2 date to Phase III of the dockyard. The remaining mills are of an 
unknown date. 

4.3.9 The vast majority of mills in the area use water or tides to generate power. Of the 52 mills, 31 
are either tidal mills or water mills. The use of water as a power source seems to pre-date that 
of windmills in the area, as 7 of these mills fall into Phase I of the dockyard. Given their power-
source, watermills occur along the main rivers in the survey area, tidal mills occur in inlets 
along the coast, particularly at river mouths. As a result, no such features occur within the 
Portsea Island area, and their locations are driven more by proximity to a running water 
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source. 
4.3.10 There are a total of 36 granaries in the survey area: 16 are datable to Phase III, 8 are datable 

to Phase IV, and 8 to Phase II. Two granaries in the survey area are datable to Phase I. Of 
these assets, 35 can be positively attributed to a farm, and likely serve as grain storage for that 
farm. These farms appear to be associated with the raising of livestock, for example at Leigh 
Park Farmhouse, Havant, where there are cow sheds and a cattle byre, and at Manor Farm, 
Boarhunt, where there is a milking parlour and barns. Only one granary, on Mill Lane, 
Bedhampton suggests a positive link with a mill, being situated in close proximity to 
Bedhampton Springs Mill.  

Brewing 
4.3.11 There are 12 assets within the hinterland area that can be positively associated with brewing: 

these include breweries (and ‘brew houses’) and malt houses. The spatial distribution of these 
indicates they are located within the more prominent towns in the area, particularly those that 
have a strong maritime association: 4 are located in Portsmouth itself, 1 in Emsworth, 1 in 
Portchester and 1 in Fareham. A further 2 are located in Horndean. A solitary brew house is 
marked at Rookwood Farm. 

4.3.12 Of these, 7 are datable, falling into Phase III and IV of the dockyard. This would have been at 
the height of the dockyard’s importance, when Britain was at war overseas in Europe and the 
Americas, and maintaining the Empire. They no doubt had some role in supplying the 
dockyard and navy with beer, particularly those located within Portsea itself. 

4.3.13 There are 2 malt houses within the hinterland survey area, at Chidham and Wickham. Neither 
of these is located in a town with a brewery. The malt house at Chidham lies 4km east of the 
brewery at Emsworth, and it is reasonable to suggest that it may have provided malt for this 
brewery. The malt house at Wickham no doubt provided malt for other breweries within the 
hinterland area. 

4.3.14 It is likely that there were more breweries and malt houses within the hinterland area, possibly 
as extensions to public houses. However, these may have fallen into disuse and are now 
absent from the historic environment record.  

Processing 
4.3.15 There are 26 assets identified relating to food processing within the hinterland area. These 

comprise of salterns, ice houses and one bottling plant. The distribution of ice houses suggests 
that these are features on larger estates, close to major houses. Salterns are located on the 
coastal areas, near the high tide mark. 

4.3.16 The distribution of salterns is a logical one, given the nature of the industrial process of 
manufacturing salt, along the low-lying coastal regions. Whilst of the 10 examples only three 
are datable, these suggest an industrial process that precedes the dockyard (one is dated to 
the early medieval period) and continued throughout the post-medieval period. 

4.3.17 The distribution of ice houses, within large estates, suggests a domestic rather than 
commercial use for these assets. Their presence is more likely the need for owners of these 
estates to preserve perishable foods, rather than as a result of the developing dockyard. 

4.3.18 meat production, livestock management, expansion of existing farms, creation of new farms 
(and changes to farming practice); slaughter houses, breweries, maltings, fresh fruit and 
vegetables (market gardening around Titchfield etc); specialised storage (salterns, ice houses, 
cannings), grain for bread and beer (produced locally or imported by ship, as the design of the 
granary at RCY suggests); local mills.  

4.4 Transport and communications  

4.4.1 There are 121 assets associated with this theme within the Survey Area, which represents 
2.3% of the total hinterland assets identified. Their distribution can be seen in Fig 24 and in 
Graph 4. Of the total number of datable assets in this group: 

• 32% (39) date to Phase IV (1815–1889)  
• 27% (33) date to Phase III (1761–1814)  
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• 15% (18) date to Phase II (1689–1760)  

Graph 4:  Distribution of assets associated with ‘Transportation and communication’ by 
dockyard phase 

 
 
4.4.2 It should be reiterated that although the London, Brighton and South Coast Railway (LB&SCR) 

and London and South West Railway (L&SWR) forms an integral part of the transportation 
routes from the mid-19th century id has not been included in the geospatial analysis of asset 
points, it is likely that the HER reference point for the railway lies some distance outside the 
survey area, or that key assets have been destroyed and are therefore not recorded, it will 
however, be included in the narrative discussion, below. Similarly, the road network from the 
preceding periods has not been included in this analysis. 

4.4.3 There are 15 listed features associated with the railways in the survey area. These represent 
features related to the two major railway companies that operated in the hinterland area. No 
assets related to the Admiralty-run section of railway that connected to the dockyard are 
recorded in the HER. A single track railway line (1849) from the town station to the dockyard 
ran along the west side of Unicorn Road. The Alfred Road level crossing gates have been 
preserved and re-sited just outside the new Unicorn entrance to the yard. The Edinburgh Road 
level crossing gates over are still in situ, permanently open. 

4.4.4 Aside from rail features, the most numerable assets in this group are toll gates, bridges and 
houses, comprising 13 entries. As expected, these features lie along the main roads within the 
hinterland area. Along with these 13 assets related to the post office, including mail boxes and 
offices were identified. These assets show a general distribution towards the centres of 
population areas. Given the size and relative complexity of the Portsmouth and Gosport areas, 
there are multiple post-boxes and offices, likely servicing the component areas of these towns.. 

4.4.5 New roads, new railway, new canals, secondary ports along the coast, bridges, toll roads; toll 
houses, telegraph line (eg. station at Wickham), the Admiralty shutter/semaphore telegraph 
stations to Portsmouth Dockyard, Southsea Common and the Square Tower overlooking 
Spithead. 

4.5 Accommodation 

4.5.1 There are 1797 assets associated with this theme within the Survey Area, which represents 
35% of the total hinterland assets identified. Their distribution can be seen in Fig 25. Of this 
total: 

• 37% (602) date to Phase III (1761–1814) 
• 24% (390) date to Phase IV (1815–1889) 
• 22% (350) to Phase II (1689–1760)  

4.5.2 A total of 188 assets in this group (10%) are undated. 
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Graph 4:  

 
 

4.5.3 A total of 60 of these assets could be described as high status residences. These include 
villas, town houses, mansion flats and houses, manor houses, officer’s messes and 
residences, and country houses. 

4.5.4 With the exception of the higher-status officer’s accommodation, a total of 23 assets have a 
distinct military function, comprising barracks and infantry barracks. A majority of these are 
likely related to the Royal Marines and Artillery presences in the hinterland area, although 2 
asset at HMS Nelson Wardroom is more closely linked with the Royal Navy. 

4.5.5 A total of 182 assets could be described as lower status residences. These comprise of 
terraces, terraced houses and tenement blocks. It is possible to suggest that such buildings 
would have been occupied by dockyard workers and their families.  

4.5.6 The remainder of the assets in this group may comprise of a mix of higher and lower-status 
residences, but without more detailed information on the assets, such a distinction may not be 
possible, and may create false data. Generalisations, such as location, may provide clues as 
to the use of these assets and will be discussed below. 

4.6 Materials provision 

4.6.1 There are 216 assets associated with this theme within the Survey Area, which represents 
4.2% of the total hinterland assets identified. Their distribution can be seen in Fig 26. Of these 
assets: 

• 29% (62) can be dated to Phase IV (1815–1889)  
• 14% (31) can be dated to Phase V (1890–1914)  
• 10% (21) can be dated to Phase III (1761–1814)  

4.6.2 A total of 87 assets associated with this group have not been dated. 
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Graph 6:  Distribution of assets associated with ‘Materials provision’ by dockyard phase 

 

Quarrying 
4.6.3 By far the largest assemblages of asset types in this group are extractive pits and quarry pits, 

which comprise 33% of the group. These include generic ‘extraction pits’ and ‘quarry pits’ and 
more specific chalk, gravel, and brickearth pits. 

4.6.4 The term ‘quarry’ applies specifically to the extraction of stone for building, whereas ‘extraction’ 
is used to define the removal of a range of materials, likely gravels and chalk. The materials 
extracted from these pits would no doubt have been used in reclamation deposits over more 
waterlogged areas. Of particular note, the area of the dockyard is on reclaimed land, no doubt 
using locally-available materials to firm up the marshland. Likewise the torpedo lake on Horsea 
Island was constructed on reclaimed ground using nearby chalk deposits (likely from the 
Paulsgrove Chalk Pit). 

4.6.5 Further use for these materials would be to provide ballast for the ships in the dockyard. Ship’s 
ballast was often lead or stone. An examination indicates no lead mines in the survey area, but 
a limestone was quarried nearby on the Isle of Wight. The positive identification of a lead 
quarry or mine would likely indicate extraction for ballast. 

4.6.6 The datable quarries and pits within this group all fall within Phase IV of the dockyard. Whilst 
this may indicate an intensification of such activities during this period, it is likely that this 
represents a bias in the data, and that earlier such pits have either not been recorded, or 
comprise part of the unknown date assemblage. 

Brick works 
4.6.7 Bricks 60 assets within this group associated with the production of bricks. Of these, 18 are 

dated to Phase IV of the dockyard, 16 to Phase V, 5 to Phase III, and one to Phase II of the 
dockyard. This may represent a bias in the data as many of these were identified using historic 
mapping, and are unlikely to have survived and become part of the HER. 

4.6.8 Another likely reason for this is that many of these brickworks appear to be smaller in scale, 
possibly servicing the local community, rather than the larger brick industries in the area. This, 
coupled with the apparent wide-spread growth of towns during Phase IV suggests local brick 
industries servicing their respective towns. 

Smithies 
4.6.9 There are 17 smithies identified within the survey area. Of these 10 are dated to Phase IV of 

the dockyard, and 6 are dated to Phase V of the dockyard. One asset, the Old Smithy, is dated 
to Phase III. This would appear to represent a bias in the data, as majority of these features 
were identified through historic mapping and are likely absent from the HERs as they may no 
longer be extant.  

4.6.10 The spatial distribution of smithies suggests they are related to rural and agricultural 
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economies, occurring near hamlets, villages, and farmsteads. Larger smithies may have 
fulfilled contractual orders to provide the dockyard with smaller, necessary components, such 
as nails, an archaeologically invisible link, but smaller smithies were more likely geared 
towards servicing the local community. 

Timber 
4.6.11 There are two assets within the survey area associated with the storage of timber. These are 

the timber yards at Southwick and Havant. Both date to Phase V of the dockyard, during the 
decline of the ironclad warship, before the rise of the dreadnought. It is possible that timbers 
stored in these yards were transported to the dockyard to be used in the manufacture of ships, 
possibly as decking. 

4.7 Military function 

4.7.1 There are 326 assets associated with this theme within the Survey Area, which represents 
6.3% of the total hinterland assets identified. Their distribution can be seen in Fig 27. Of the 
datable assets in this group: 

• 14% (45) are dated to Phase IV (1815–1889) 
• 9% (29) are dated to Phase III (1761–1814) 
• 5% (17) to Phase I (3rd Century AD– 1689). 

Graph 7:  Distribution of assets associated with ‘Military function (non-dockyard)’ by 
dockyard phase 

 
 

4.7.2 There are 199 undated assets in this group (61%), largely comprising of Statutorily Designated 
assets. Many of these undatable assets are likely World War II features, such as pillboxes, gun 
emplacements and anti-aircraft batteries. Whilst this has created an anomaly in the data, it was 
outside the scope and time constraints of this project to ‘fix’ these gaps. 

4.7.3 The highest concentration of military features lie within 10km of the dockyard, including the 
Portsdown defensive line of forts, Gosport Lines, and Hilsea Lines. The placement of these 
assets is no doubt to protect the dockyard and victualling station at Gosport. These include a 
broad range of defensive features, not limited to Palmerstone’s forts, and include the earlier, 
medieval and Tudor defences of Portsmouth. The tithe map of Portchester parish shows a 
powder magazine north of the castle (TNA, 1839, IR 30/31/205). 

4.7.4 There is one supply station (except for Gosport) within the survey area: the powder magazine 
at Tipner. The complex comprises 6 assets including the former magazines, adjacent 
buildings, and guard house, and served as a naval and army magazine until the 1890s when it 
became an army supply depot. The magazine replaced an earlier one at nearby Stamshaw, 
which was demolished. 

4.7.5 One asset, not present in the HER data, but with a strong positive link to the dockyard is the 
former torpedo range on Horsea Island. This asset dates to Phase V of the dockyard, to 
answer the advances in torpedo warfare. The Horsea Island Torpedo Range had a direct 
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physical impact to the geography of the hinterland area as prior to its construction Horsea 
Island was in fact two land masses that were accessible at low tide. 

4.7.6 Another feature that has directly altered the geography of the area is HMS Excellent, the 
gunnery school at Whale Island. From 1820 until the late 19th century, the island was a sliver 
of land with a successive number of ships named HMS Excellent and used in the training of 
ship’s gunners. The present state of Whale Island as a stone frigate can be attributed to 
Admiral Sir Percy Scott, who speculated the island could be converted from a mud flat for 
present use, and the need to dump excavated soil from the Portsmouth 1867–81 Great 
Extension. 

4.7.7 Not the known dockyard defences, which are well studied, but may include supporting military 
installations, supply, and ordinance.  

4.8 Sea defence, reclamation, and water management 

4.8.1 There are 42 assets associated with this theme within the Survey Area, which represents 0.8% 
of the total hinterland assets identified. Of the datable assets in this group 

• 33% (14) can be dated to Phase IV (1815–1889) 
• 10% (4) to Phase I (3rd Century AD–1689) 
• 7% (3) to Phase III (1761–1814)  
 

Graph 8: Distribution of assets associated with ‘Sea defence, reclamation, and water 
management’ by dockyard phase 

 
4.8.2 A total of 18 assets (43%) cannot be accurately dated to a dockyard phase. 
4.8.3 These represent physical features identified in the survey area. More nebulous indicators such 

as made ground deposits have not been identified in the various data sources, but would be 
expected in the low-lying marshland areas that plagued Portsea Island. The most numerous 
feature types in this group are drainage ditches and systems comprising 9 of the total number 
of assets in the group. Given the nature of these features, only two have been positively dated 
to Phase I and Phase II of the dockyard, but likely extend through all periods. 

4.8.4 The most common asset type in Phase IV of the dockyard is groynes, comprising 6 of the 
identified assets. It should be noted that these are not individual groynes along the coasts, as 
these are too numerous to catalogue, but represent groups of such features. It is unlikely that 
these features bear a relationship with the dockyard, but are instead used to defend against 
tidal erosion of the less populated areas of the coastal zone. 

4.8.5 There are 3 identified water meadows in the survey area, outside Portsea Island: to the north 
of Fareham; to the north of North Park Farm; and to the north of Lumley Mill. All three are 
located close to the banks of a river and likely form part of an agricultural water management 
strategy. 

4.8.6 As mentioned above in section 4.7, land reclamation is a prominent characteristic of the 
militarisation of the hinterland area. Both Horsea and Whale Islands have had their 
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geographies changed through programmes of land reclamation in the 19th century. The area 
of the dockyards was constructed on reclaimed land in the 16th century. There are no 
identified assets in the survey area directly associated with either of these phases of 
reclamation. Maps also show that the east coast of Portsea Island was ‘evened out’ between 
the C16th and C19 centuries, with earlier salterns and mudflats reclaimed. 

4.8.7 Evidence of land reclamation (Horsea island), drainage ditches, groynes, soakaways, tidal 
locks, break waters. 

4.9 Administration and finance  

4.9.1 There are 67 assets associated with this theme within the Survey Area, which represents 1.3% 
of the total hinterland assets identified. Of the datable assets within this group,  

• 40% (27) can be dated to Phase III  
• 19% (13) to Phase V  
• 18% (12) to Phase IV 

Graph 9:  Distribution of assets associated with ‘Administration and finance’ by 
dockyard phase 

 
4.9.2 A total of 2 assets (3%) cannot be accurately dated to a dockyard phase.  
4.9.3 Spatial distribution of these assets indicates a trend towards the centres of settlement areas, 

particularly along main roads. GIS information cannot tell the nature of the offices, for example 
those of civilian, law, naval or other such businesses that would require such a property. 
Offices of a distinctly naval character, such as Navy Agents and Brokers, those who acted on 
behalf of naval officers (in the distribution of prize money etc.) can be found in trade directories 
of the period, such as Joseph Simons, a naval broker, who operated out of 11 The Hard. 

4.10 Retail and marketing 

4.10.1 There are 76 assets associated with this theme within the Survey Area, which represents 1.4% 
of the total hinterland assets identified. Their distribution can be seen in Fig 28. Of the datable 
assets in this group: 

• 63% (48) can be dated to Phase III (1761–1814) 
• 8% (6) can be dated to Phase II (1689–1760) 
• 7% (5) can be dated to Phase IV (1815–1889) 

 

 

 

 

 

III. Rebuilding and
Innovation

IV. Empire

V. Age of Imperialism



 

Portsmouth Hinterland Project Report. HE project no.7082 © MOLA 2015      37 
P:\HAMP\1049\na\Assessments\Portsmouth Hinterland Project Report Feb 2016.docx    

Graph 10:  Distribution of assets associated with ‘Retail and marketing’ by dockyard 
phase. 

 
4.10.2 A total of 11 assets (14%) are undatable to a dockyard phase. 
4.10.3 The spatial distribution of these assets indicates prevalence towards the main high streets of 

towns in the hinterland area. The exception to this is in Portsmouth itself, where aside from the 
Point, there are shops indicated within the areas of Southsea and Portsea, likely very different 
in character reflecting the varying populations until the 20th century. 

4.10.4 The geospatial data does not indicate what businesses and shops were operating in which 
locations. The use of alternate data sources, such as the 18th and 19th century trade 
directories (such as Kelly's and others) may shed some light on the kinds of businesses 
operating in the hinterland area. It is likely that retail and marketing has strong links to both 
gender and ethnic issues. 

4.10.5 A chief retailer that is unique to the coastal areas of the survey area is the ship’s chandler. 
Trade directories indicate that these were located close to marina or dock areas in the Point, at 
Portchester, Fareham and Emsworth. Whilst it is plausible that such businesses could have 
supplied much needed last minute or forgotten items to the fleet, it is more likely that these 
represent a mercantile business common to port towns.  

4.11 Health and welfare 

4.11.1 There are 106 assets associated with this theme within the Survey Area, which represents 2% 
of the total hinterland assets identified. Their distribution can be seen in Fig 29. Of the datable 
assets in this group: 

• 21% (22) can be dated to Phase III (1761–1814)  
• 14% (15) can be dated to Phase IV (1815–1889)  
• 13% (14) to Phase V (1890–1914) 
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Graph 11:  Distribution of assets associated with ‘Health and Welfare’ by dockyard 
phase 

 

Hospitals 
4.11.2 The types of assets associated with this theme change over time. Starting with religious 

institutions, such as the Hospital of St John and St Nicholas, and Domus Dei in the pre-naval 
phase, by Phases II and III of the Dockyard, features associated with health and welfare are 
focussed largely on the military personnel that would have lived in the hinterland area, either 
as part of the Royal Navy, or the Royal Artillery and Army.  

4.11.3 A chief feature in this group is RNH Haslar, Gosport. The hospital, founded in the mid-18th 
century (Phase II of the Dockyard), specialised in the care of service personnel, particularly 
sailors. The hospital was expanded on over the ensuing centuries and included a number of 
specialist wards, such as a psychiatric ward for sailors, a ‘zymotic disease’ ward (for infectious 
diseases), and later a decompression chamber for divers.  

4.11.4 Whilst some military hospitals and infirmaries are located within barracks complexes, such as 
St George’s Barracks, HMS Vernon, and Fort Cumberland, there are other military hospitals no 
affiliated with a barracks, such as Portchester House, Queen Alexandra Hospital and the 
aforementioned RNH Haslar. 

4.11.5 By Phase IV and V of the dockyard, a greater number of features associated with general 
welfare can be seen in the hinterland area, including an orphanage, union workhouse, 
convalescent home and nursing home, alms houses, and county pauper asylum. Whilst the 
earlier military hospitals would still be functioning, these features show development of more 
socially-focussed healthcare particularly towards the elderly, poor and orphaned. 

4.11.6 There are seven hospitals within the survey area that specialise in infectious diseases, 
including a small pox hospital, a zymotic disease hospital, three isolation hospitals, and two 
infectious disease hospitals. Given the gaps in the spatial data, only one asset, a former 
infectious disease hospital can be dated, to Phase V of the dockyard. There are also two 
sanatoriums dated to Phase V of the dockyard, suggesting that during this phase hospitals 
were chiefly concerned with the fight against infectious disease. These institutions however, 
cover a range of contagious illnesses, both domestic and foreign. It is reasonable to suggest 
that they could have treated sailors and dockyard workers. 

4.11.7 The now Blake Maternity Hospital could also fall into this category, as it was designed as an 
isolation ward in 1898. Its use changed to a maternity ward in the 20th century, no doubt as a 
result of increasing general healthcare, and the use of antibiotic treatments. 

Water 
4.11.8 There are 21 identified assets associated with the provision of water. Of these, 7 are dated to 

Phase III of the dockyard, 4 to Phase IV of the dockyard, and 1 asset to both Phase I and 
Phase II. The remaining 8 features are of an unknown post-medieval date. 

4.11.9 This represents a bias in the data, as these features are the result of HER data, and other 
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prominent features may not have survived to be incorporated into the database, especially 
after the introduction of water mains. Examination of historic mapping indicated a wealth of 
smaller water features such as pumps, however these were considered too numerous to 
identify.  

4.12 Education  

4.12.1 There are 91 assets associated with this theme within the Survey Area, which represents 1.7% 
of the total hinterland assets identified. Their distribution can be seen in Fig 30. Of the datable 
assets in this group: 

• 38% (35) can be dated to Phase IV (1815–1889) 
• 23% (21) are dated to Phase V (1890–1914) 
• 11% (10) features dating to Phase VI (1919–1959)  

Graph 12:  Distribution of assets associated with 'Education' by dockyard phase 

 
4.12.2 A total of 10 assets in this group (11%) are undatable. 
4.12.3 The spatial distribution of these assets shows that education centres are heavily associated 

with the spread of settlements in the survey area. The areas of Portsea and Gosport have a 
higher concentration of education features than any other part of the survey area, owing to the 
relative size and density of population. There is a lacuna of these features in the rural centre of 
the survey area around Deanmead, and sparsely populated areas such as West Wittering and 
Thorney Island. 

4.12.4 There were three specialist schools for the education and care of seamen’s orphans: The 
Seamen and Marines’ Children’s Schools, Bath Square (1825); The Seamen, Marines and 
Fishermen’s Schools, Ordnance Row (1836); and Portsmouth Seamen and Marines’ Orphan 
Schools, St Michael’s Road (1834).  

4.12.5 In Southsea, the more affluent area of Portsmouth, Eastman’s Royal Naval Academy was 
located. The school is not marked on any historic maps, or in the HER data, but does survive 
in a photograph suggesting the 1851 building is located at 38–42 South Parade. Many 
graduates of the school (later known as Eastman’s Preparatory School) went onto have 
careers in the Royal Navy (Owen 1991).  

4.12.6 The education of the children of dockyard workers cannot be shown in the geospatial data. It is 
however, likely that they formed a large population of the various free, ragged, and Sunday 
schools that were located within Portsea Island. 

4.13 Religion and burial 

4.13.1 There are 217 assets associated with this theme within the Survey Area, which represents 
4.2% of the total hinterland assets identified. Their distribution can be seen in Fig 31. Of the 
datable assets in this group: 

• 30% (66) date to Phase IV (1815–1889) 
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• 13% (28) date to Phase I (3rd Century AD–1689) 
• 10% (21) date to Phase III (1761–1814) 

Graph 13:  Distribution of assets associated with 'Religion and burial' by dockyard phase 

 
4.13.2 A total of 13 of these features (6%) are not dated. 
4.13.3 The large number of assets dating to Phase IV of the dockyard can be attributed to the rapid 

population expansion of the hinterland area during the early–mid 19th century. Aside from an 
increased number of Anglican Churches in the survey area, there are 15 new Independent and 
Methodist chapels, as well as two Baptist Churches.  

4.13.4 This expansion does not seem to be unique to the Portsmouth hinterland area, and variation in 
religious doctrines is likely an answer to the relaxation of religious practices in the 18th 
century. Church records of these and Church of England institutions may shed more light on 
the attendances, and roles played in the hinterland area, such as St Luke’s Church at RNH 
Haslar. The distribution of assets associated with religion suggests that there is no strong 
factor deciding the location of these features, aside from the presence of a settlement.  

4.13.5 One asset can be identified as having an indication of ethnic diversity in the hinterland area: 
The Portsmouth and Southsea Synagogue. The synagogue was established in c 1747 with its 
own Rabbinate to serve the growing Jewish population in the city, who were attracted there by 
the increased mercantile opportunities. The Jewish cemetery was established in Lazy Lane 
(now Fawcett Road) in 1749, and extended in 1800, 1844 and 1882. 

4.13.6 Of the total number of assets in this thematic group, 52 are related specifically to burial. None 
of these assets can be positively identified with the dockyard or naval presence. It is likely that 
some, such as the graveyard associated with St Luke’s Church at RNH Haslar, served specific 
military communities.  

4.14 Recreation  

4.14.1 There are 260 assets associated with this theme within the Survey Area, which represents 
5.1% of the total hinterland assets identified. Their distribution can be seen in Fig 32. Of the 
datable assets in this group 

• 26% (68) can be dated to Phase III (1761–1814) 
• 18% (46) to Phase IV (1815–1889) 
• 13% (34) to Phase V (1890–1914) 

 

 

 

 

 

 

I. Pre-naval

III. Rebuilding and
Innovation

IV. Empire



 

Portsmouth Hinterland Project Report. HE project no.7082 © MOLA 2015      41 
P:\HAMP\1049\na\Assessments\Portsmouth Hinterland Project Report Feb 2016.docx    

 

 

Graph 14:  Distribution of assets associated with 'Recreation' by dockyard phase 

 
4.14.2 A total of 20 assets (8%) cannot be dated accurately. 
4.14.3 By far the largest asset type in this group is public houses, which total 130 entries. Distribution 

of these is based on the presence of a settlement, with inns being located primarily along the 
main road network. As settlements increase in size, the number of public houses increases.  

4.14.4 There are 19 hotels within the survey area that could indicate the spread of tourism. These 
range in date from Phase I to Phase V of the dockyard. It is likely, however, that some of these 
assets were not intended to be used for tourism, but over time have become appropriated for 
that use, for example Crofton Manor Old Church (Phase I) 

4.14.5 There appears to be a rise in tourism in Portsmouth during Phase III and IV of the dockyard. 
One hotel is present on Portsmouth High Street dating to Phase II of the dockyard, yet by 
Phase III, there is a second, as well as two further hotels in the affluent Southsea area. A 
further two hotels in this area date to Phase IV of the dockyard.  

4.14.6 It is unlikely that this was for local tourism, but capitalising on the growing trend for seaside 
holidays amongst the middle and upper classes. It is also likely that these may have served as 
temporary accommodations for the itinerant Naval Officers.  

4.14.7 The spread of prostitution in the area is invisible from the archaeological record, and no assets 
can be positively identified with this theme. Documentary sources would indicate that the areas 
around the Point and dockyards were rife with brothels either attached to or next to public 
houses.  

4.15 Crime and punishment 

4.15.1 There are 9 assets associated with this theme within the Survey Area, which represents <1% 
of the total hinterland assets identified. Their distribution can be seen in Fig 33. Of those that 
can be dated: 

• 22% (2) date of Phase III (1761–1814) 
• 11% (1) dates to Phase IV (1815–1889) 
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Graph 15:  Distribution of assets associated with 'Crime and punishment' by dockyard 
phase 

 
4.15.2 A total of 6 assets associated with this group (66%) cannot be dated accurately. 
4.15.3 The predominant features in this group include Forton Prison near Gosport and the Borough 

Jail in Portsea. The survey area includes two POW camps: one at Portchester Castle, and the 
other close by at Downend (Prisoner of War Camp 251). A stocks and whipping post is noted 
at Hayling Island. 

4.15.4 The spatial distribution of these assets indicates that Portsmouth and Portsea Island served as 
the main focus of judiciary influence in the survey area. It is possible that the local settlements 
had their own local judiciary services, such as the stocks, however the main body was focused 
in the area of the civil authority. 

4.15.5 It has been suggested that the presence of the POW camp at Portchester Castle had an effect 
on the local economy. It is indicated that the camp held a market every two weeks where 
prisoners could sell items they had made. A particular trade of the time was in lace, with up to 
3000 prisoners 'employed' in such a manner. The effect was to put local lace makers out of 
business. 

4.15.6 Convict labour was also used in the programmes of land reclamation in the survey area, 
particularly for naval purposes (such as Whale Island, mentioned above). These were convicts 
convicted at local Assizes and allocated to military locations such as dockyards and ordnance 
sites. Crime was associated with the valuable stores held in the dockyard and on ships, 
assault and murder, military and dockyard discipline, food riots, convicts and prisoners of war. 

4.16 Clothing 

4.16.1 There are no assets directly associated with this theme within the Survey Area. The provision 
of clothing for dockworkers and sailors is too intangible for a spatial survey. Other sources of 
information would have to be consulted, chiefly the Kelly's Trade (and other) directories of the 
18th and 19th centuries.  

4.16.2 A preliminary survey of these indicates the presence of 'slop seller's in the Portsmouth and 
Gosport areas, in locations close to the dockyards (such as the Hard). These are merchants 
who traded in slops, rough clothing for sailors and dockworkers. These are more numerous 
than Army and Navy clothiers who would have made and sold garments for the officer classes. 
The locations of these retailers are in more affluent areas, such as along the high streets of 
Portsmouth, Portsea, and Gosport. The Hat-in-Hand (not listed) is at the centre of small-scale 
hat and capmakers, many of them Jewish, located along Queen Street, Portsea (Camden/Hat-
in-Hand, 1 Havant Street, Portsmouth, PO1 3EG, SU 63109 00359). 

4.16.3 The examination of the trade directories does not indicate a similar level of diversity for stay 
makers (corset makers). It would appear that whilst clothing for naval personnel, sailors, and 
dockworkers had a strong socio-economic divide, purveyors of women's clothing transcended 
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this. Although their locations were not in such prominent locations for the dockyards, rather in 
the economic hubs of the various component areas of Portsmouth, such as the High Street, 
and St George's Square (Portsea). 

4.17 Immigration/Ethnic diversity 

4.17.1 There are two assets associated with this theme within the Survey Area, which represents 
<1% of the total hinterland assets identified. The only positively identified features associated 
with ethnic diversity are the Portsmouth and Southsea Synagogue and the Jewish cemetery. 
Both assets were included in Religion and Burial, although they have ethnic connotations. 

4.17.2 As Portsmouth was a port town it is reasonable to assume that the population was largely 
cosmopolitan, comprising of the local populace, as well as traders, merchants, sailors and the 
like from numerous countries. This complex and dynamic population would be largely invisible 
in the archaeological record, with the exception of the aforementioned Jewry. It may be 
possible to see this in census records, or in the trade directories. 

4.18 Gender  

4.18.1 There are no assets directly associated with this theme within the Survey Area. Gender is too 
intangible for a spatial survey based on HER data. Other sources of information such as Kelly's 
trade (and other) directories as well as census data may be consulted. 

4.18.2 An initial examination of trade directories indicates a stronger female presence in the local 
economy than would previously have been assumed for the 18th and 19th centuries. The 
directories suggest a strong female presence in all industries such as corset making, retail, 
and butchery, in particular pork, carpentry and bricklaying, plumbing and painting. Both 
Fareham and Wickham in the mid-19th century had post-mistresses. 

4.18.3 There do appear to be a few exceptions to this generally quite egalitarian economy: it does not 
appear that women were part of the clergy, or served as bankers, attorneys or brokers, doctors 
or surgeons.  
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5 Thematic Narrative 

5.1 Introduction 

5.1.1 The national developments of the Royal Dockyards and the technological advances of the 
Royal Navy that spurred these are set out in Section 3.2 and 3.3. An overview of these 
developments serves as a national backdrop to the development of the hinterland area in 
Section 3.4, all of which are summarised below. These provide key context for the 
development of the thematic groups outlined in Section 4. 

5.1.2 The creation of the dockyard in the 15th century and its subsequent development ultimately 
transformed what was a medieval backwater into an 18th and 19th century industrial 
powerhouse. The development of the hinterland was in part aided by the Navy Board’s use of 
contractors to supply and maintain the dockyard and victualling yard.  

5.1.3 Portsmouth dockyard and the surrounding town appear to lie between two worlds: those of the 
military and civilian populations. Whilst technically a military installation, governed by the 
Admiralty and Navy Boards, it is worth remembering in the larger context that the majority of 
the dockyard workers and staff were civilian.  

5.1.4 It has long been attested that the British Fleet owed much of its success in the Napoleonic 
wars to the relationship between the Victualling Board, Navy Board and private contractors 
(Knight and Wilcox 2010). Unlike contemporary navies, the Royal Navy was able to draw upon 
vast resources in the private sector, ensuring that a large, fully armed, and sustained fleet was 
in operation. This is not to suggest that the contractor state was a perfect system, it was open 
to corruption and exploitation on both sides of the contract, although increasing Navy and 
Victualling Board efforts curbed the extent of this. The nature of the contractor state and this 
relationship therefore provided enormous opportunities for wider influence of the dockyard in 
hinterland area. 
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Table 4: Summary of Key Developments in the Royal Navy, Historic Dockyards, Portsmouth Dockyard, and Portsmouth Hinterland 
Date Changes in the ships of the Royal Navy Developments in the Royal Dockyards Developments in Portsmouth Dockyard The Hinterland Area 

1400s–1689 • Use of private vessels, 
• 1413-1439, building of six ‘Great Ships’ including Grace 

Dieu 
• 1509–1514 the fleet is expanded from five to 30 ships, 

including Mary Rose and Henri a Grace Dieu. 
• 1573 – The first full rigged ship, the ‘Dreadnaught’ 

introduced.  
• Tactics changed from ship-to-ship combat to broadsides. 
• 1637- the first three decker Sovereign of the Seas 
• 1683 – creation of the Victualling Board 

• 1512 – Woolwich Dockyard began 
• 1513 – Deptford Dockyard  began 
• Reference to Chatham Yard from 1547. 
• First ships built at Chatham in 1586 – Sunne 
• 1613 Chatham moves to its present site 
• 1618–1625 – a new ropewalk, dry dock and officer’s 

accommodation built at Chatham. 
• 1640–60 – During the Civil Wars the dockyards are run by 

Parliament. They are stretched by the demands of the 1st Anglo-
Dutch War (1652–54). 

• 1651 – Navigation Act designed to curb Dutch trade requires 
more naval ships to be maintained. 

• Harwich Navy yard important during the Anglo-Dutch wars. 
• 1655 – Jamaica is captured, Port Royal Dockyard established 

c1675. 
• 1658 – the greatly enlarged navy is hugely in debt, a contributory 

factor to the restoration of Charles II. 
• 1660 – Re-formed Navy Board administers the dockyards, their 

structures are designed by Surveyor of the Navy. 
• 1661–84 – Tangier is a garrisoned colony, the harbour is fortified 

and a mole built. It is evacuated in 1684 and the mole destroyed. 

• 1495 – The first dry dock at Portsmouth laid near King’s 
Steps in the town. 

• Dockyard expanded under Henry VIII 
• 1658 new double dry dock built. 

• Largely rural. Portsea Island sparsely populated. 
• 1418–1426 – first Round Tower build in timber, rebuilt in 

stone in the 1490s 
• 1494 – construction of the Square Tower 
• Portsmouth enclosed by fortifications 

1690–1712 • Standardisation of ship sizes and guns carried • 1690 –A new dockyard constructed at Plymouth Dock 
• 1704 – Gibraltar Dockyard established. 

• 1691–98 – Stone dock and basin (No 1) built, with another 
wet dock and wooden dock. 

• 1704 – Dockyard chapel built. 
• 1711 –Dockyard wall built  

• Portsmouth & Sheet Turnpike Trust Act 1711 

1713–1759 • Conservatism in ship design, although ships are getting 
larger 

• French designs influence master shipwright and Surveyor of 
the Navy from 1755, Thomas Slade, who designs c46 74-
gun ships and 1strate ships, notably HMS Victory. 

• Chatham becomes less important as Portsmouth and 
Plymouth’s importance rise. 

• 1715 – Following Treaty of Utrecht (1713) which sanctions 
British occupation, the first careening wharf and storehouses are 
built, Port Mahon, Minorca. 1756 Minorca is under French rule. 

• 1725 – Antigua Dockyard begins.  
• 1757 – Halifax Dockyard established, Nova Scotia. 

• 1719 – New officer’s terrace, store, sail loft and guard 
houses. 

• 1732 – Naval Academy opens 
 

• Development beyond Portsmouth walls – The Common 
• Wider hinterland largely ‘medieval’ in character – rural 

economy 

1760–1814 • Copper sheathing of hulls to protect against shipworm and 
marine growth, thereby increasing speed and reducing refit 
times. 

• Increased use of cast iron for structural frames of ships 
•  

• 1765 careening wharf and storehouses built on Saffron 
Island/Isla Pinto, Port Mahon, Minorca. Minorca returns to 
Spanish rule 1782. British hold Minorca 1798–1802. 

• 1790s – The Admiralty lays down new plans for long term 
efficient building. 

• 1790s – coded messages can be sent quickly to the dockyards 
by shutter/semaphore towers. 

• 1790s Bermuda facilities begin, 1809 the Dockyard opens at 
Ireland Island. 

• Portsmouth and Plymouth Dockyards are enlarged. 
• New developments in mechanised production. 
• 1814 – Pembroke Dock opens. 
• 1812–32 –Navy Board Civil Architect and Engineer: ‘Surveyor of 

Buildings’ designs dockyard buildings 

• 1802- The Blockmills open 
• New ropery, docks and storage  
• 1827 – Royal Clarence Victualling Yard built at Portsmouth. 

• The Common enclosed by Desmaretz’s fortifications 
• Continued expansion of ‘Portsea’ area 
• New defences – Hilsea Lines, Fort Cumberland 
• Smaller settlements in the hinterland area 

1815–1889 • 1830s – new cross-bracing system allows greater ship size 
• Increased use of iron in construction 
• 1840s – the steam powered screw largely replaces sail 
• 1859 – Warrior laid down . The dawn of the ironclad 
• 1860s–1870s – fleet becomes increasingly iron with the 

exception of the composite ships from Devonport for use in 
Africa and Asia. 

• 1880s – the start of torpedo warfare 

• 1826–1835 – Royal William Victualling Yard built at Plymouth. 
• Harwich Navy yard closes 1829. 
• 1832 – Admiralty Board takes direct control of the dockyards and 

the Victualling Board.  
• 1837 – The Department of Architecture and Civil Engineering 

take over design of dockyard structures from the Navy Surveyor 
of Buildings. 

• 1848 – Transition to a steam-fleet sees the need for the creation 
of Portland coaling station and naval base.  

• Steam factories constructed to maintain steam ships: 
Portsmouth 1848, Devonport 1852, Chatham 1864. 

• 1859 – Sheerness Boat Store is an innovatory multi-storey iron-
frame and panel structure: an exemplar for successive factory 
buildings around the world. 

• Increased centralisation of dockyards through improved post, 
telegraph, telegram and telephone systems. 

• Antigua Dockyard closes in 1889. 

• 1843–1844 – Steam-powered engine facilities and new dock 
basins 

• 1848 – Steam Factory built by the new Steam Basin (No,  2) 
• 1863-65 – The Great Extension wall encloses the new lands 

of Portsmouth Dockyard. 
• 1865–1881 – New docks and basins built in the north-east of 

the yard with associated infrastructure for ironclads: Great 
Extension. 

• The armour plating shop – Fitting and shaping plates from 
Sheffield. 

• 1899–1903 – Naval barracks were built to house seamen, 
formerly accommodated on hulks. 

• Expansion of the Landport and Southsea areas of 
Portsmouth 

• 1810-1866 deforestation of the Forest of Bere 
• 1822 Portsmouth-Arundel Canal opens, closes in Portsmouth 

1830 
• 1846 – LB&SCR Rail line extends to Portsmouth 
• 1859 – Portsdown Lines and Gosport Lines established 
• 1866 – town of Portsmouth covers approximately 1/3 of 

Portsea Island. 
• 1860 –1895- Whale Island ‘grows’ to accommodate HMS 

Excellent 
• 1889 – Horsea Islands joined and torpedo lake excavated. 

1890–1914 • 1890 – anti fouling paint removes the prohibitive nature of 
using iron hulls in African and Asian waters 

• 1900 – the first submarine launched 
• 1904–10 – improved ship, gunnery, submarine and torpedo 

technology instigated by First Sea Lord Admiral Sir John 
Fisher 

• 1906 – the launch of HMS Dreadnought and the rise of the 
dreadnought class 

• 1913 – submarine warfare adopted with the creation of the 
K-class submarine. 

• 1913 – All battleships are oil fuelled. 

• Further expansion and reorganisation of the dockyards for 
armament against France, Germany and Russia. Docks and 
Basins are extended at Chatham, Devonport and Portsmouth, 
funded by 1889 Naval Defence Act and 1895–1903 Naval Works 
Acts. 

• End of coal power and the rise of oil 
• 1903 onwards – Dockyards build power stations to deliver 

electricity to all their buildings. 
• 1904 –Port Royal Dockyard closes, Jamaica. 
• 1926 – Entrance to Devonport’s Basin No. 5 is widened to allow 

wider ships to enter. 
• 1907 – Halifax yard handed over to Canada. 

• 1911–14 – New basins to the north of the dockyard gain new 
docks and locks to take the dreadnoughts. This process 
removes the wall between the Fitting Out and Rigging Basins 
and creates the Pocket in the north-west of the new Basin No 
3. 

• 1912 – Arrol 250 ton electric hammerhead crane installed on 
the wall dividing the Rigging and Repairing Basins. 

• 1913 –Fire destroys the Sail Loft and Semaphore Tower. 

• 1906 – HMS Dreadnought launched at Portsmouth. 
• Continued expansion of Portsmouth 
• Construction of Portsmouth and Horndean Light Railway 
• Cosham has expanded, whereas Havant and Emsworth 

remain similar in size 
• Brick kilns in the hinterland signal localised expansion 
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Date Changes in the ships of the Royal Navy Developments in the Royal Dockyards Developments in Portsmouth Dockyard The Hinterland Area 

• 1907 – Keyham Extension opens. 
• Chatham Dockyard built the majority of dockyard-built 

submarines during the First World War. 
1915–1959 • 1916 – Faster submarines with the J-Class. 

• Inter-war period navy cut with the signing of the Washington 
Naval Treaty (1921) and London Naval Treaty (1930) 

• 1938 – The treaties’ period ended, work recommenced on 
the King George V-class battle cruiser 

• New detection technologies- ASDIC, Huff Duff, and 
Hydrophones 

• Rise of aircraft carrier  
• 1945–8 – The Royal Navy scraps majority of the fleet. 
• 1948 – a programme of modest rebuilding, new aircraft 

carriers and cruisers 
• 1948 – as part of NATO, North Atlantic duties predominate. 
• 1950s – British colonies mostly gain their independence, 

therefore fewer naval deployments east of Suez 
• Suez underlines the effectiveness of carriers 

• Rosyth Dockyard constructed 1908–18. Closes 1925, re-opens 
1938. 

• Harwich reopens as a base for coastal forces in First and 
Second World Wars. 

• Pembroke Dock closes 1926, re-opens on a limited scale 1938–
47. 

• 1937 – Singapore Dockyard opens.  
• Plymouth receives heavy damage during the Second World War 

(1,172 civilian deaths and widespread destruction). 
• 1942 – Devonport Dockyard takes in parts of the bombed town. 
• 1951 Bermuda Dockyard closes. 
• 1956 – Invergordon naval base closes. 
• 1957– Scapa Flow (Lyness) base closes. 
• 1957 – Simon’s Town naval base handed over to South Africa. 

• 1916 – Zeppelin raid causes minor damage to the dockyard. 
• 1918 – Part of the wall dividing the Rigging and Repairing 

Basins is demolished, creating the Promontory and one Basin 
(No. 3). 

• 1930 – New Rigging House and Semaphore Tower are rebuilt 
and open . 

• 1944 – Three Portsea streets are taken  into the yard as 
Marlborough Salient, Marlborough Gate is moved south. 

• Total urbanisation of the Portsmouth Harbour area. 
• Beyond this, in the wider hinterland, largely rural towns. 
• 1920s and 1930s – Council houses built at Wymering south 

of Portsmouth Hill to house Portsea residents from slum 
clearance areas. 

• 1930s – The Admiralty’s Art Deco Portsdown Main is built on 
the top of Portsdown Hill. It  later includes: 

• 1941–1947 – Admiralty Signals Establishment (ASE)  
• 1948–1959 –Admiralty Signals and Radar Establishment 

(ASRE)  
• 1959–1984 –Admiralty Surface Weapons Establishment 

(ASWE)  
• 1984–1991 – Admiralty Research Establishment (ARE)  
• 1991–1995 – Defence Research Agency (DRA)  
• 1995–2001 –Defence Evaluation and Research Agency 

(DERA) 
• 2011 – Portsdown Main demolished 
• 1932–35 – Hilsea Lido built by the new City of Portsmouth to 

provide safe bathing for residents in North End, Hilsea and 
Paulsgrove, who have few rercreational amenities. 

• Heavy damage during the Second World War (930 civilian 
deaths). 

• 1945 – land at Paulsgrove, south of Portsdown Hill, is 
purchased in 1945 to house Portsmouth residents who lost 
their homes by Second World War bombing. Initially, houses 
are prefabricated. 

• 1947–49 – Leigh Park housing estate in Havant is begun to 
house Portsmouth residents who lost their homes by Second 
World War bombing. It is completed in the early 1970s. 

1960–
present 

• 1960 – HMS Dreadnought the first nuclear submarine 
• 1962 – Polaris technology acquired from the US, in 

operation 1968–96. 
• 1963 – HMS Valiant is first all-British nuclear submarine. 
• 1970s – British Sea Dart surface-to-air and Australian Ikara 

anti-submarine missiles installed on naval ships. 
• 1980s/90s – Trafalgar class nuclear attack submarines carry 

the Spearfish torpedo, cruise missiles and Tomahawk Land 
attack missiles; Vanguard class nuclear ballistic firing 
submarines carry Trident nuclear missiles; and Astute class 
hunter-killer nuclear submarines carry Tomahawk Land 
attack missiles 

• 1994 – Trident nuclear weapon system begins service. 
• 2014 – HMS Queen Elizabeth aircraft carrier launched. 

• 1960 – Sheerness Dockyard closes. 
• 1963 Rosyth becomes the Polaris refit yard. 
• 1965 Chatham becomes the nuclear submarine refitting and 

refuelling base. 
• 1967/8 – Last warships built in dockyards: HMS Andromeda and 

Portsmouth, HMS Scylla Devonport;  
• 1968 – A nuclear submarine maintenance base is established at 

Faslane. 
• 1969–71 – First women apprentices are admitted to the 

dockyards. 
• 1971 – Singapore Dockyard closes. 
• 1970s – Submarine Refit Complex, Frigate Refit Complex and 

North Arm development built at Devonport. 
• 1979 – Malta naval base closes. 
• 1984 – Chatham and Gibraltar Dockyards close. 
• 1987 – Rosyth and Devonport Dockyards are privatised. 
• 1993 – Nuclear submarine refit facilities upgraded at Devonport, 

ready 2002. 
• 1995 – Portland naval base closes. 
• 1997 – Hong Kong naval base closes. 
• 2011–20 HMS Queen Elizabeth and Prince of Wales aircraft 

carriers are                                                                                                                                                                                                                                                                                                                                                                        
assembled at Rosyth. 

• 1977 – Unicorn gateway moved south with an additional 
triangle of land, Unicorn Gate is left alone on a roundabout 

• 1976/79 – Dock Complexes 1 & 2 are built at the south of 
Basin No. 3.  

• 1979 – North Corner development begins, to straighten the 
western jetties into one jetty. 

• 1982 – Portsmouth workers, despite redundancy notices, 
prepare 16 warships and RFAs and perform 10 STUFT 
conversions for the Falklands Conflict and repair 3 warships 
after the conflict. 

• 1983 – The raised Mary Rose was docked in Dock No. 3. 
• 1984 – Portsmouth ceases to be a royal dockyard and 

becomes a Fleet Maintenance Repair Organisation.  
• 1985 – 11.25 acres of the naval base, including much of the 

Georgian dockyard, was transferred to the Portsmouth Naval 
Base Property Trust as a heritage area. 

• 1987 – HMS Warrior 1860 arrived at its purpose-built jetty. 
• 2008 –BAES commences shipbuilding: 2 aircraft carriers and 

type 45 destroyers in Ship Halls A & B, the latter over infilled 
Dock No. 13. . 

• 2005 dredging was carried out outside the harbour mouth to 
widen the channel for the new carriers. It allowed further 
excavation on the Mary Rose wreck site to bring up the stem. 

• 2013/4 further dredging takes place on the Hamilton Bank 
and at the top of the harbour for the new carriers 

• 1970s – Wecpck Farm and Crookhorn estates are built near 
Waterlooville to provide council housing for Portsmouth. 

• 1970s – Portsdown Park estate is built in the early 1970s on 
the slopes of Portsdown Hill to house people moved from 
demolished premises in the city. The design is the result of a 
competition, but suffers from damp, is unpopular and difficult 
to maintain. It is demolished in 1987. 

• Military/industrial companies such as Marconi and Plessey 
are based in Portsmouth during the Cold War, around 
Portsdown Hill. 
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5.2 Ship Building, fitting out and armaments 

Summary 
Ship building, fitting out and ordnance storage and provision appear generally to have had 
little influence on the hinterland area. These activities were confined to the area of the 
Dockyard and Gunwharf, and drew upon supplies from across Great Britain and the British 
Empire to fulfil their needs (see section 5.6). However, where such influences were present 
they were highly impacting.  
Until the mid-19th century, the coastal zone of the hinterland had enjoyed localised ship 
building economies, such as Beaulieu and Itchenor. These operated with contracts from the 
Royal Navy to provide ship’s hulls to be fitted at the yard. These small ship yards could not 
adapt to the changes in naval architecture from wood to iron, especially when the hub of 
naval construction moved to the Thames ironworks region. Armour plates for the later ships in 
the yard were likewise produced in London and northern iron mills and transported south. 
Naval armament came from the Tower of London, with powder from Waltham Abbey and 
Woolwich. New magazines were built, such as Priddy’s Hard, away from populated areas 
owing to the unpopularity of having gunpowder stored in town.  
Influence on hinterland 
Social High – distinguished Portsmouth and the harbour area as a ship-

building town. Outside Portsea Island, it would have had little 
impact. 

Economic High – Developments in naval technology, including the transition 
to iron severely damaged local ship building economies that 
provided hulls on contract. 

Physical environment Low – the dockyard was self-contained, drawing resources from all 
over Great Britain and the Empire.  

Current evidence As noted in the database analysis in section 4.2 there are few 
known assets (0.5%) assigned to this theme. 

Introduction  
5.2.1 The creation of new ships and provision of existing ships for the Royal Navy was paramount to 

Britain’s success as a maritime superpower until the collapse of the Empire. The navy was 
instrumental in not only fighting the great sea battles of the Anglo-Dutch, American and French 
wars from the 17th to 19th centuries, but also in protecting overseas interests and mercantile 
ventures. 

5.2.2 Wooden-hulled ships had a long standing history with the Royal Navy, from the 16th to the 
19th centuries. Their construction would have employed large numbers of skilled workmen, 
and unskilled labourers, not only in the construction of the keel and hull, but in the producing 
the myriad components that went into building a ship-of-the-line. From the late 18th century, 
however, processes became increasingly mechanised with the growing use of steam powered 
machinery that produced not only greater yield of supplies but also a more regular quality 
product, and contracts for supply became fewer. 

5.2.3 Changes in ship technology also contributed to the reduction of general contracts in the 
smaller yards: in 1859, the Royal Navy started a programme of building ironclads – armour 
plated, steam ships – and by 1861 plans were unveiled to convert the entire fleet to armoured 
warships, such as HMS Warrior. In order to meet these new demands, the dockyards were 
substantially upgraded, although a vast number of ships for the iron navy were constructed in 
private yards such as William Beardmore and Company, Glasgow, and Vickers at Barrow 
(Evans, 2004 11).  

Wooden hulled ships 
5.2.4 Construction of the Tudor warships in the dockyard would have been contained in-house, with 

ships being laid down and fitted out on the slip, and cleaned and repaired in Henry VII’s dry 
dock. As outlined in table 4, much of the Tudor navy comprised of privately owned vessels, 
and the presence of the dockyard was unlikely to have a strong impact on any local ship-
building industry in the 16th century. 

5.2.5 The earliest features relating to this theme in the survey area are a possible timber quay at 
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Eyersdown, near Swanwick on the River Hamble, and a stone pier boatyard at Warsash, in the 
west of the survey area. Both features have been tentatively dated to Phase II of the dockyard. 
Parson’s Yard, the shipyard at Warsash undertook contracts for the production of naval 
vessels since 1778, and produced several smaller warships towards the end of the Napoleonic 
Wars. It is likely that timbers floated from the Eyersdown quay were used in production of 
these hulls. 

5.2.6 Elsewhere in the survey area, the shipyards at Itchenor and Bosham undertook naval 
contracts for ships. No remains of the Itchenor shipyard are recorded in the HER or apparent 
on historic OS mapping, and it may be that the structures relating to this industry were 
temporary or semi-permanent in nature. At Bosham, the shipyard marked on historic OS maps 
appears to now be a residential area, likely converted for use in the early 20th century. 

5.2.7 Another key hull building centre was at Buckler’s Hard on the Beaulieu River, outside the 
survey area, and arguably one of the most famous private ship building centres of the 
Napoleonic Wars. Once hulls had been constructed and caulked in these yards, they were 
floated to Portsmouth, where they would be fitted out for naval use. Knight indicates that in 
1688–1755, only 29% of naval ships of the line were constructed in private, merchant yards, 
rising steeply to 52% from 1756–1815 (Knight, 1985, 43). 

5.2.8 What Warsash, Itchenor and Buckler’s Hard have in common is the relatively small scale and 
consistent size of their settlement areas, barely exceeding the size of a village even in the 
modern period, despite their apparent importance as production centres for ships of the line. 
Ship construction was carried out on the hard river bank. The Royal Dockyard at Portsmouth 
influenced the development of these ship building industries through strict oversight of the 
contracts by naval surveyors or dockyard master shipwrights. The shipbuilders were 
sometimes ex-dockyard master shipwrights. Although wages were generally higher in the 
private yards, job security was not guaranteed (Knight 1985, 38). Contracts would have to be 
won consistently in order to maintain the small shipyards.  

5.2.9 However, it could be said that their continued small size, opposed to the growing naval yards, 
was caused by the presence of the industrial powerhouse that is Portsmouth dockyard. Once 
contracts dried up following the end of protracted periods of war, the shipyards in the 
hinterland area were no longer as important as they had been in the late 18th and early 19th 
centuries.  

Iron hulled ships 
5.2.10 As the design of warships moved from wooden hulls to ironclad and dreadnought types, the 

local rural ship building economies lacked the necessary technological advances to keep up. 
By the time of the ironclads, the surrounding ship building industries had all but dried up. The 
exception to this is at Emsworth which continued to manufacture fishing and merchant vessels 
until the 20th century. 

5.2.11 The new iron-based warship contracts were offered to the shipyards of the Thames region and 
the north of England which possessed the required iron and coal supplies, and the technical 
skill and equipment to undertake these feats of maritime engineering. There is no evidence of 
iron hulled ship manufacture outside of the late 19th century dockyard in the hinterland area. 

5.2.12 The dockyard continued to employ vast numbers of skilled and unskilled workmen during this 
period, to both build new ships and repair existing ships, although it was felt by some at the 
time that their role was unnecessary (Barry 1863) as the future of naval shipping lay with 
private ship yards. 

Ordnance 
5.2.13 From the late-16th century until the development of direct weapons in the late 19th and early 

20th centuries, the broadside was the principal tactic in naval warfare (see table 4).  
5.2.14 This presented numerous problems in terms of storing and securing the explosive materials. 

Production of gunpowder was contained from the 17th to 19th centuries in the Royal Powder 
Mills in and around London. Gun manufacture for ships was contained within the London 
region, particularly at the Royal Arsenal, Woolwich, and transported to where it was needed. 

5.2.15 The production of gunpowder and armament can be seen to have had little impact on the 
development of the broader hinterland area. Although still relatively small, a greater impact on 
the development of the immediate hinterland around Portsmouth and Gosport was seen in the 
need to store the munitions safely. From the late-16th century this had been at the Square 
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Tower, which had a capacity of 6000 barrels (Evans 2006, 18). The Tower offered a 
convenient shore-side location to rearm fighting vessels. 

5.2.16 However, the presence of the magazine in the middle of the town unsurprisingly created a 
sense of unease amongst the populace. Another magazine, as part of General De Gomme’s 
defences had also been constructed in the Camber area in the 1660s (ibid), although this does 
not appear to be marked on De Gomme’s map of Portsmouth defences from 1668 (fig), and 
added to concerns over the storage of gunpowder in the town. Despite these fears, it appears 
the presence of the magazines in the town did not hinder development in the town. The 1668 
map of defences shows the layout of the urban town culminating in a square to the north of the 
Square Tower (at the junction of what is now Broad Street and High Street). 

5.2.17 The unpopularity of the presence of the magazines placed more power in the local populace, 
and rather than placing impositions on development, the civilian population placed these 
strains on the magazines. In 1764 the Camber Magazine had to be emptied due to its 
proximity to two smithies in the area (ibid). The Admiralty were not entirely happy with the 
location of the magazines and began a search for the optimal location. 

5.2.18 The eventual site of the new magazine was Priddy’s Hard, in part owing to the expected costs 
of erecting a new magazine at the more suitable Boatswain’s Hill. The eventual magazine at 
Priddy’s Hard was much smaller, consisting of only one building with a cooperage and ancillary 
buildings, than initially planned and was not completed until 1777 (bid 22).  

5.2.19 As part of the main dockyard facilities, coverage of Priddy’s Hard has been scoped out of this 
report. The decision to move the magazine to this location had a minor impact on the 
hinterland in that the previous occupants of the area designated for the new magazine were 
evicted in 1766. 

5.2.20 A further magazine was constructed at Tipner Point in 1801 (Portsmouth Encyclopaedia, 353 
accessed from Portsmouth.gov.uk 26/08/2015). The 1773 map of Portsea Island shows that 
this area was occupied by salterns in the late-18th century, prior to the construction of the 
magazine. The presence of the magazine is undoubtedly intrinsically linked to the presence of 
the dockyard, the landward defences nearby at Hilsea, and the need to store and supply ships 
with gunpowder in a secure location. Remains of the later, 1830s magazines are still extant 
along with the perimeter wall, and are Grade II listed. 

5.2.21 The location of this magazine was also intrinsic to another specialised industry, that of 
restoving powder. British gunpowder had been notoriously inferior in quality until the invention 
of restoving machinery that could dry and resort damp powder. This ‘restoved’ powder was 
then combined with fresh gunpowder, a process known as ‘dusting’, from Waltham Abbey and 
reissued to captains. The laboratory was located at Stamshaw, although, given the sensitive 
nature of the building, it is not marked on the Ordnance Survey 1st edition map of 1866–1868 
(fig). It is uncertain whether any remains of the laboratory survive. The process of restoving 
gunpowder was generally halted in the region from the 1830s, as improvements in gunpowder 
technology and storage in metal lined containers rendered it largely unnecessary (Evans 2006, 
56). 

5.2.22 The first gunwharf is shown on 1716 map of Portsea fortifications (Fig 7). Gunwharves were 
areas used to store the ships’ guns, gun carriages, shot (the hardened munitions), and small 
arms when ships returned from commission (ibid 26). The creation of Gunwharf was unlikely to 
have had influence on the development of the surrounding townscape of “The Common” as it 
was situated on entirely made ground, separated from the mainland by a camber. DeGomme’s 
map of 1668 (Fig 6) shows the area that would later be the Gunwharf as an inter-tidal 
marshland to the north of the Camber. The Gunwharf survives as a residential and leisure 
district within the city. 

5.2.23 The impact of the ordnance yards and ancillary establishments are minimal to the surrounding 
hinterland area and constrained to the coastal zone. Ships’ ordnance was produced at the 
Royal Arsenal, Woolwich and transported for storage at the Gunwharf. Gunpowder was 
manufactured at Waltham Abbey and shipped to the magazines, the exception to this is in the 
process of restoving, which took place at specialised laboratories, such as Stamshaw.  

5.3 Food Production and Processing 

Summary 
The Admiralty Board historically used the services of contractors to meet the vast quantities 
of supplies needed to adequately sustain a warship; chiefly ship’s biscuits, salted meat, and 



  

Portsmouth Hinterland Project Report. HE project no.7082 © MOLA 2015      50 
P:\HAMP\1049\na\Assessments\Portsmouth Hinterland Project Report Feb 2016.docx    

beer. Contracting had its advantages in that large quantities of goods could be procured from 
many sources at short notice without affecting market prices. Once acquired through an 
agent, these resources would be amassed at the main victualling yard at Deptford before 
being distributed to the victualling depots such as Gosport. The supplies came from all over 
Great Britain and Ireland, as well as international markets (Buchet 2008, 2013). 
Majority of ship’s biscuits were produced in the victualling yards, using flour from local mills. 
However, contracting still had a role to play in the provision of biscuits in making up for any 
shortfalls from the yard’s bakeries. Rising prices of flour following the outbreak of the 
Napoleonic Wars lead to the creation of the Dockyard Mill, a co-operative venture of the 
workforce.  
The brewing industry owes its presence on Portsea Island to that of the dockyard, and in the 
18th century the establishment of the naval Brewhouse in Weevil had economic ramifications 
for the brewers who had enjoyed supplying the navy by contract. 
Influence on hinterland 
Social Low – The Dockyard Mill was a co-operative, owned by dockyard workers. 

It is the only feature of its kind in the survey area. 
Economic Moderate – The dockyard has had some influence in the development of 

the farming and brewing industries. The majority of its needs were met 
through contracts, which may have been sourced locally, although there is 
insufficient evidence to prove such links.  

Physical environment Low – those resources the dockyard drew upon were already present in 
the locality, and only documentary sources can identify with confidence 
those buildings constructed due to contracts won with the navy or 
indirectly through contractors. 

Current evidence As noted in the database analysis in section 4.3 there 499 assets 
associated with this theme in the hinterland area (9.7%). Of these 
205 are farms. 

Introduction 
5.3.1 Between 1793 and 1815, the years of the Napoleonic Wars, the Victualling Board signed over 

4,200 contracts with 676 contractors (Knight and Wilcox 2010, 2). Portsmouth Dockyard was 
not only a centre for repairing, refitting and rearming the ships of war, but was also one of the 
Navy’s key Victualling Depots; ships would resupply at Portsmouth before heading back into 
active service. It is an oft quoted statistic that a sailor in the late 19th century had a ration of a 
pound of biscuit (ship’s bread) and a gallon of beer a day, and a pound of salt meat (pork or 
beef) the equivalent of every-other-day. The sheer quantities of food needed for this was too 
great to be kept within the Victualling Board’s yards, such as Deptford and Portsmouth.  

5.3.2 By sourcing these resources from outside the yards the Victualling Board was able to tackle 
the initial problem of maintaining a well-stocked larder, whilst simultaneously dodging any 
political and economic ramifications. Contractors were essentially politically neutral entities, 
able to exploit loopholes and resource materials in tricky climates, a prime example of this is 
the continued importing of American grain during the Napoleonic Wars, a time when 
relationships between Britain and its former colonies were less than cordial (Knight and Wilcox 
2010, 10). Further to this their use by the Board managed to prevent economic crisis: 
contractors were able to spread their contracts about suppliers, ensuring that a large order was 
not detected in wider economic markets resulting in a price hike. 

5.3.3 The Victualling Board dealt with contractors – merchants, who had access to numerous and 
varied resources. Many of these were based in London, with agents in the localities of where 
they sourced materials. Contracting for the navy does not seem to have been a full time 
position; often these merchants were taking advantage of large and possibly lucrative 
opportunities as they arose, even outside their apparent interests (Knight and Wilcox 2010, 
104). 

5.3.4 The required resources were assembled at the Deptford Victualling Yard before being 
distributed amongst the depots where necessary. Materials distributed in such a manner may 
have come from a variety of locations in the British Isles or the Empire. Cattle, pigs and sheep 
were driven to Smithfield Market, London, where they were purchased in large numbers to be 
slaughtered and salted in Deptford, extra salt meat was procured from Ireland, leading to 
salted pork and beef to be referred to as “Irish meat” (Macdonald 2010, 24). From 1803 this 
was directly imported to Portsmouth yard (ibid). 

5.3.5 Over the course of the Napoleonic Wars the reins on contractors became tighter in the hands 
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of the Victualling Board. The tendering processes became stricter in an effort to curb 
contractors failing on their obligations (Knight and Wilcox 2010, 45). Known defaulters were 
blacklisted from tendering for services (ibid). Contracts were rarely awarded to smaller 
businesses, these lacked the buying power and influence of the larger merchants (ibid, 43) but 
furthermore could not afford the incessant and inevitable delays of payment from the Navy 
Board (Mathias, 1959 195). 

Farmsteads and Farming 
5.3.6 Portsmouth is located with good access to a range of agricultural landscapes, and together 

with Southampton had a significant role in the export of produce (Thirsk 1984, 335). To its 
north is the chalk ridge of Portsdown Hill, fringed by an area of brick earths which prior to 
urban expansion provided some of the most fertile arable land of the county.  Since the 
medieval period the open chalk downs were famous for their sheep that, through their manure 
and the process of folding the flock on the arable land, supported valuable corn production.  
The largest farmsteads and barns developed in this area, and a similar farming economy 
prevailed over much of the Isle of Wight. Hops were produced to the east of the downs from 
the 16th century. Farmsteads and fields were historically smaller in the more wooded areas 
between the brick earths and the downs, with a greater emphasis on cattle and pigs but with 
corn production still being a mainstay although fluctuating with market demand.  Charles 
Vancouver, in his report on Hampshire agriculture written in 1813, only commented on how the 
dockyard had boosted demand for fruit and vegetables (Vancouver 1813, 52).  

5.3.7 There is no doubt that the dockyard, like the port itself, drew upon the resources of the wider 
area. Portsmouth’s expansion would also, like other towns and cities, have boosted demand 
for perishable goods, milk and cheese: many barns in this area were adapted for housing dairy 
cattle from the mid-19th century. Without firm documentation, however, it is not possible to link 
the construction and enlargement of barns and other farm buildings to any increase in demand 
from the dockyard, even for the period which coincides with the post-1760s expansion of the 
dockyard and in particular the massive increase in corn production during the Revolutionary 
and Napoleonic Wars.  The construction of the Steam Basin in the 1840s prompts a further 
expansion of the workforce, and it coincides with another peak in corn and fatstock production, 
but the massive expansion of the dockyard from the 1880s coincides with the onset of a 
farming depression (a major reason being the undercutting of prices due to the import of cheap 
corn from America). Since then the area round Portsmouth has also experienced the large-
scale loss of farmland and farmsteads to development (for more on the survival and historic 
character of farmsteads see Lake and Edwards 2007).  

5.3.8 Given the nature of the contractor state, the relationship between the development of 
farmsteads and the dockyard is difficult to ascertain. The Victualling Board worked through 
contractors able to procure large quantities of any given item, often from multiple sources, they 
did not often deal with individual farmers (Knight and Wilcox 2010, 43). Despite this, it is very 
likely that local farms in the study area were used by contractors to source supplies to meet 
their agreements. 

Market Gardening 
5.3.9 The Victualling Board was not overly concerned with the procurement of vegetables for the 

fleet. Perishable vegetables could not be stored as easily aboard ships as biscuit and salt 
meat, the staples of a sailor’s diet. When in port, Captains could provision their crews with 
fresh meat and vegetables, which certainly would have broken up the monotony of diet (Knight 
and Wilcox 2010, 43) 

5.3.10 The heavy fertile soils of Portsea Island, as well as Portsdown Hill lent themselves favourably 
to the growing of vegetables in market gardens. The Parish Tithe map (1836) shows their 
distribution broadly along the outskirts of the main settlement area along the western extent of 
the island. The growth and spread of market gardening in the hinterland area had closer links 
to the growth of the town districts than the presence of the navy which, as previously 
mentioned was a secondary concern (Shuttleworth 1993, 4). 

5.3.11 A growing urban population in general at the end of the 18th and early 19th centuries also 
spurred the spread of market gardening (ibid). Fruit and vegetables grown in the Portsea area 
were being transported to feed growing suburbs such as London, a process that only 
accelerated with the arrival of the railways. These market forces would have placed greater 
influence on this type of farming than the fleet. Owing to the insubstantial nature of such 
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farming practices, there is no surviving evidence of market gardens in the hinterland area. The 
locations of these may be ascertained from historic maps, but any links with the dockyard are 
most likely intangible. 

Biscuits - Milling, Malting and Grain 
5.3.12 Biscuits formed the staple of the sailor’s intake of carbohydrates, and the storehouses at 

Portsmouth dockyard needed prodigious amounts to adequately supply the fleet at war. Whilst 
the Royal Dockyard bakeries, such as at Deptford and Weevil initially supplied much of the 
required biscuit, further quantities were acquired from local contractors. 

5.3.13 The mills at Emsworth to the east of Portsmouth were an important source of providing flour for 
the dockyards. The town had several mill ponds and corn mills: in the 1850s Edward Tollervey, 
then owner of Lumley Mill held a contract for supplying flour to the dockyard (Riley 1987, 7). 
Further to this, the local shipping industry, mentioned above, provided an excellent 
transportation link with the dockyard. Flour could be ground in large quantities and easily 
transported to the yard. 

5.3.14 Whilst mills were deemed important enough to note on the historic OS maps (and their 
locations recorded in the relevant HER), the locations of bakeries that would have made ship’s 
biscuit have not. These were likely small, private businesses in urban areas, whose services 
had been sought out under the umbrella of a larger contract. The 18th and 19th century trade 
directories list ‘bakers’ in Portsmouth, Portsea, Havant, Emsworth, Fareham, Gosport and the 
other hinterland towns. Their presence was ubiquitous and the production of ship’s biscuits is 
unlikely to have been their primary income as there was a sizable civilian population. 

5.3.15 Clues as to the presence of maritime-specific bakeries may be present by the listing of “Biscuit 
Baker” in the trade directories (Knight and Wilcox 2010, 103). The civilian maritime industry in 
the coastal areas would have demanded provision too, albeit on a smaller scale, and it is 
reasonable to suggest that many bakers specialised in the manufacture of these. 

5.3.16 These specialisms become apparent in the later 19th century trade directories, such as Pigot’s 
and Kelly’s, after the point Grant’s steam powered biscuit machines were installed in Gosport, 
and production brought in-house. It is possible to suggest that these are confectioner’s 
biscuits, although the still present coastal trade and need to supply merchant shipping would 
provide a need for ship’s biscuits in a civilian setting (Knight and Wilcox 2010, 103). 

5.3.17 Mills were not solely employed for the navy’s use, but also provided flour necessary for the 
expanding local populace. The outbreak of the Napoleonic Wars saw a price hike in the cost of 
flour for baking, making it all but unobtainable for the lower classes, including dock workers. 
The solution to this was to form Portsmouth’s first co-operative, the United Society in 1796 
(www.hampshiremills.org accessed 29/07/2015). Located initially outside the dockyard walls, 
the Dock Mill as it was known was funded entirely by subscription to the society and provided 
affordable flour to dock workers. This mill would not have been built without the largely unique 
social conditions within the dockyard (Field 1994), and can be seen as a direct influence of the 
dockyard on the urban landscape of Portsmouth. 

Brewing 
5.3.18 The presence of the brewing industry in the Portsmouth area certainly owes its origins to the 

dockyard. As part of the investment in the town by Henry VII, four new breweries were 
established to be held by private owners on the condition that they would provide beer for the 
king’s armies during times of war (VCH Hampshire III, 172–192). There are 12 identified large 
purpose-built breweries within the survey area, three of which are within Portsmouth itself, one 
within Gosport, compared to the 130 identified public houses. Whilst some of these public 
houses were no doubt brewery owned, many of the local ale houses and public houses in the 
hinterland area would have had their own attached breweries, certainly in the earlier periods. 

5.3.19 As the town of Portsmouth (and its components: Portsea, Southsea and Landsport) grew, so 
too did the number of public houses. In the wider area, particularly along the London road, the 
growing tourist industry of the 19th century, and the creation of the Portsdown Horndean Light 
Railway swelled the number of public houses along that route (VCH Hampshire III, 148–151). 
This would have had an enormous effect on the brewing industry in the area. 

5.3.20 The irregular nature of the mobilisation of the navy relied heavily on the contractor state, a 
lucrative opportunity for brewers able to meet their demands and weather the delays in 
payment (Mathias 1959, 195). Naval brew houses, operated by the Victualling Board had 
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existed in the London region since 1683 (ibid), no doubt owing to the importance of the London 
dockyards at that time. The first Naval brew house in the hinterland area was leased in Weevil 
in 1753, This rather late establishment likely reflects the shift of naval importance towards the 
south coast, during the American wars, when the brewery had been expanded it could produce 
300 barrels per day (Mathias 1959, 203). 

5.3.21 Whilst contractors in the area still enjoyed some degree of trade with the Victualling Board it 
had lessened. Complaints were made in the 1760s at the height of the Seven Years’ War that 
no beer had been sold under contract to the navy (ibid). But whilst the brewing of beer for 
naval use had been brought in house at Weevil, the Victualling Board still relied on local 
contractors to meet emergency needs. The brewing industry at the time would therefore have 
been used primarily to service the inhabitants of the town, civilian, military, domestic and 
foreign. 

5.3.22 The dock workers were entitled to a beer ration from The Tap in the yard (Field 1994). In the 
1860s complaints were raised by the workmen that the quality of the beer was sub-standard, 
and a local publican was hired to bring six casks a day at the lunch break (Field 1994, 12).  

5.3.23 Lists of brewery companies established in Portsmouth city show that a large majority were 
founded after 1830, when the Beer House Act was passed. The Act abolished the tax on beer, 
extended licensing hours and introduced a new class of public house – the beer house, only 
licensed to sell beer. More importantly, for a small fee of 2d, anyone could brew or sell beer. 
With a readily available consumer base, such as the dockyard workforce, the establishment of 
a new public house especially in the growing metropolitan area of Portsmouth would have 
seemed an attractive and virtually risk-free enterprise. 

5.3.24 Whilst the location of the dockyard provided the initial impetus for the brewing industry, its 
expansion over the ensuing centuries could be more readily attributed to the local populace 
than the military presence. The nature of the Victualling contracts meant that large deliveries of 
beer were needed often at short notice and it is not inconceivable to suggest that these were 
distributed amongst breweries in the hinterland area. The contracts provisioned are intangible 
as a heritage asset, but may exist in the Royal Maritime Museum Greenwich archives.  

5.3.25 Although the larger scale production by Royal Clarence Victualling Yard might have required 
supplies from further afield, some of the wheat, barley, hops would have been grown locally. 
On 2 August 1823 William Cobbett noted of the corn fields on the south-facing slopes of 
Portsdown Hill: ‘The spot the earliest in the whole kingdom.’ And: ‘Here the first sheaf is cut 
that is cut in England: that the reader may depend upon.’ (Cobbett, 1830, rev. 2001).  
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5.4 Transport and communications  

Summary 
The coastal road network was largely in place before the construction of the dockyard, 
servicing the Roman towns and the medieval port at Portsmouth. The presence of the 
dockyard influenced the development of major transport links in the hinterland area, 
stimulating the 1711 Portsmouth and Sheet Turnpike Trust because of the heavy dockyard 
traffic through the Forest of Bere between Petersfield and Portsmouth and the problems of 
keeping it adequately maintained (Albert & Harvey, 1973 xviii-xix). The later turnpike roads of 
the 18th century were a product of a national scheme of toll roads to improve the quality of 
road transport. The port itself was provisioned by maritime links along the coast and later with 
new international trade routes, although from the late 17th century, with the growing presence 
of the Navy in Portsmouth, increasingly heavy restrictions were placed on the incoming and 
outgoing merchants. In an attempt to alleviate these restrictions, the Portsmouth to Arundel 
canal was opened in 1823, although it closed by 1855, owing to the advent of the railway. 
Despite the yard, the route to Portsmouth was not considered an important venture by the 
railway companies; the commercial port at Southampton proved to be the greater lure, and 
Gosport was served by a branch line. A later, alternative route was provided by the London, 
Brighton and South Coast Railway, which extended as far as Portsmouth town initially, later 
extending to the harbour. In the later 20th century, the improvements to the road network 
facilitated the expansion of the settlement areas along the Solent. 
Influence on hinterland 
Social Low – N/A 
Economic Moderate – The presence of the dockyard placed restrictions on 

the movement of merchants in the harbour area. 
Physical environment Moderate – The Admiralty Board opposed the proposed railway line 

as it crossed too close to the Gosport defences. 
Current evidence As mentioned in section 4.4 there are currently 121 assets 

associated with this theme (4.3%). The routes of the 19th century 
railways are still a defining feature of the hinterland’s transport 
links. A majority of the road network exists in a similar state to the 
pre-dockyard roads. 

Introduction 
5.4.1 Within the hinterland area there are three principal means of transport and communications: 

the roads, maritime (including canals and rivers), and later the railway. These were a vital link 
for the dockyard in the movement of personnel and for receiving much needed supplies to 
construct and outfit ships. 

5.4.2 Much of the road system predated the dockyards, building upon the Roman and medieval 
routes. The 1711 Portsmouth and Sheet Turnpike Trust was vital for dockyard traffic to 
improve the route between Petersfield and Portsmouth through the Forest of Bere. The port 
remained a vital link with not only coastal trade routes bringing in materials for the yard, but 
also with Europe, the Baltic region and later the Americas. The increasing naval presence in 
Portsmouth harbour, however, imposed growing restrictions on the movement of traders. 

5.4.3 In the mid-19th century, rail became an increasingly popular mode of transportation. Two 
competing lines were laid out in Hampshire, although the presence of the dockyard did little to 
influence their routes. The line from the commercial port at Southampton to London was seen 
as the more lucrative and vital link. When the railway did arrive from London to Portsea Island, 
it was via an indirect route and terminated before the harbour. Once a line had been 
established into the yards, however, it was quickly adopted by the Admiralty (Riley 1987, 15) 
as shown on the OS 6”: mile map of 1935 (Fig 14). 

Railway 
5.4.4 The first railway line in the hinterland area was the London and South Western Railway 

(L&SWR) in 1841. The route comprised of a branch line off the main L&SWR route that 
connected Basingstoke, Winchester and Southampton, running from Bishopstoke to Gosport. 
The L&SWR opened three years previously as the London and Southampton Railway, and a 
junction to Portsmouth via Fareham was proposed earlier. This created resentment in the 
people of Portsmouth, who felt a more direct route to the capital was deserved (Williams 
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1968). The line was extended in 1845 to Royal Clarence Victualling Yard; this was at the 
convenience of Queen Victoria, who travelled from Gosport to her estate at Osborne House on 
the Isle of Wight on a regular basis (ibid). Although no doubt the line proved useful as a goods 
route from the capital to the yard. 

5.4.5 Despite the advantages of running a transport service from London to Portsmouth for the 
purpose of provisioning the dockyard and the victualling yard, it would appear that early railway 
concerns in Hampshire regarded connection with Southampton as more important (Williams 
1968), likely because of the presence of the trading port there.  

5.4.6 A rival line was opened in 1846: the London, Brighton and South Coast Railway. This line, an 
amalgamation of several smaller railway companies, included the important Brighton and 
Chichester Railway which in 1845 had acquired Parliamentary approval to build an extension 
to Havant (White 1961, 99). In 1847, the LB&SCR had opened a station in Portsmouth itself, 
although at the time of the railway investment bubble, this was likely seen as a competitive 
move against the L&SWR. 

5.4.7 The route opened as a passenger service from London, no doubt tying into the growing 
fashion in tourism along the coast. Although by the end of the 19th century, it had become 
increasingly used as a freight route, transporting materials from industries such as the 
emergent petroleum industry, forestry, brick, tile and cement, and biscuit manufacture (Marx 
2008, 19).  

5.4.8 Both lines came as a disappointment to the people of Portsmouth, and in 1850 the Portsmouth 
Direct line of the L&SWR opened connecting Havant to Guildford. Although the line was 
obstructed by having to use part of the LB&SCR’s line to Portsmouth, which the company were 
not prepared to do. The solution to this problem was an omnibus from Havant to Hilsea, until 
the LB&SCR were forced to admit defeat in 1859 and the route opened. 

5.4.9 The presence of the dockyard appears to have had little influence in these events. As 
mentioned in Section 5.7, the Admiralty Board directly imposed restrictions on the laying of the 
L&SWR’s route into Gosport as they crossed too close to the defences around the town, but 
otherwise there seems to have been little interest in the development of railway until much 
later. The Ordnance Survey 1st edition 6”: mile map of 1866–1868 (Fig 11) shows an 
extension from the Portsmouth Town station extending south to the harbour. From this new 
line, a smaller extension can be made out travelling north-west to the whited-out area of the 
dockyard. A railway clearing house map dated to 1910 (not reproduced) labels this as the 
‘Admiralty Line’ indicating that it was not part of the main passenger route.  

5.4.10 The initial train line may not have been influenced by the presence of the dockyard, indeed the 
rail companies appear to have seen the port of Southampton, and the recreational area of 
Brighton as more important than the Royal Navy dockyard. However, with the infrastructure in 
place, the Admiralty appears to have been quick to establish some degree of control. A 
dockyard branch line was built from Portsmouth Town Station to Unicorn Gate in 1849 and an 
extension from Portsmouth Harbour Station was carried on a viaduct and swing bridge to 
South Railway Jetty on Watering Island in 1876. 

5.4.11 The London, Brighton and South Coast Railway route remains intact and is a prominent 
feature of Portsea Island, and the hinterland’s geography. Remains of the Admiralty Line are 
visible: from the station its route follows Stanhope Road and Unicorn Road to Unicorn Gate. 
The Alfred Road level crossing gates have been preserved and the level crossing gates over 
Edinburgh Road are in situ, permanently open. 

Maritime 
5.4.12 Prior to the advent of the steam engine, water was the fastest method of transportation of 

goods. The port at Portsmouth served as an important route for both local and international 
communications (Thomas 1984, 3). The focus of this route was on the harbour and Camber 
area of the Old Town, where the medieval port was based, this is covered in greater detail 
elsewhere in the narrative. Whilst the use of the port precedes the presence of the dockyard, 
the yard would have influenced the accessibility of the harbour. 

5.4.13 The high military presence in the harbour, attracted by the dockyard, placed restrictions on the 
passage of civilian vessels (VCH Hampshire III 172–192). In an attempt to bypass these 
restrictions, the Portsmouth and Arundel Canal was opened in 1823. The canal was a 
commercial flop, and closed in 1855, shortly after the extension of the LB&SCR into Portsea 
Island, and partly due to the contamination of local water supplies. The Portsmouth and 
Arundel canal could therefore be seen as a result of the dockyard’s presence on Portsea. The 
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sea lock is still present to the east of Portsea Island and is Grade II listed. 
5.4.14 There is little discernible evidence for coastal and international communications outside of 

documentary sources. Within the coastal regions of the hinterland, particularly Fareham, 
Emsworth, and Bosham historic OS maps note wharves and quays. The presence of these 
would have facilitated coastal communications in the hinterland area, but would not necessarily 
have been influenced by the presence of the dockyard. 

Roads 
5.4.15 The majority of the historic road network in the hinterland area predates the creation of the 

dockyard. The earliest of these are the Roman roads, of which the HER records two routes in 
the hinterland: the north-west to south-east road from Portchester to Wickham, and the east-
west Chichester to Bitterne Road. This east-west route is still present in places as the 
alignment of the A259 road. Another north–south route survives in the HER, from Rowlands 
Castle to Havant, extending south towards Hayling Island. 

5.4.16 The next phase of road building was likely during the later medieval period. Domesday Book 
(AD1086) lists manors such as Kingston, Fratton and Buckland on Portsea Island, although 
Hayling, to the east was the more important location due to agricultural reasons. It is likely that 
with the establishment of Portsmouth as a port town in the 13th century the road system was 
regulated. Although even as Portsmouth grew in significance as a dockyard in the 16th century 
and its resurgence in the late 17th century, the road network appeared to have largely 
remained the same. The main route to the port was the London Road, which runs 
predominantly north–south crossing both Portsdown Hill and the Forest of Bere, and survives 
along the alignment of the A3. Although stylised, the route of the road is shown on Johnson’s 
map of 1584 (not reproduced due to quality). The main obstacle was the Forest of Bere, which 
had no clear through road until after 1711. Samuel Pepys, Navy Board Clerk of the Acts, 
describes his problems in 1662: they ‘got a country-man to guide us by Havan, to avoid going 
through the forest; but he carried us much out of the way.’ (Latham & Matthews, 1995 92) 
Even in midsummer the journey to Portsmouth was lengthy in the 17th century, taking fourteen 
hours from Guildford. 

5.4.17 The tollgates, turnpikes and milestones established within the hinterland in the 18th century 
were influenced by the dockyard. Some of these are listed in the HER but are not designated. 
The establishment of these were the result of turnpike trusts, and within the town of 
Portsmouth itself, was the responsibility of the Corporation. The 1711 turnpike trust between 
Portsmouth and Petersfield was prompted ‘by reason of the Multitude of Carriages to the said 
Town of Portsmouth for the Use of the War and also other Carriages travelling through the said 
Highways are become ruinous and for the Space of Nine Months at least in every Year almost 
impassable’ (1711 Act in Albert & Harvey, 1973, 169).  

5.4.18 In the 20th century, the main road network has been advanced in the hinterland area with the 
successive modernisation of the A3 and the A27 roads, the establishment of the A3 (M), and 
the M27 motorway. This programme of modernisation of the road infrastructure could largely 
be seen as a country-wide initiative in light of changing transportation technology (the car). In 
the late 20th century, the hinterland area to the west of Portsmouth saw sustained 
development, around the area of the M27, less so in the east in the vicinity of the A27. The 
‘Solent Corridor’, as it is known, provides the main road link between Southampton and 
Portsmouth and has acted as a catalyst for development in this part of the hinterland since the 
1970s.s 
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5.5 Accommodation 

Summary 
The presence of the dockyard had an initial impact on the development of the hinterland. In 
particular, it served as an impetus for the growth of Portsmouth as a city, outpacing its more 
established counterparts to the north and west, such as Havant, Emsworth, Cosham, 
Portchester, and Fareham. Later, in the 20th century, the area of ‘Portsmouth’ would come to 
incorporate some of these towns.  
Expansion started in the 17th century, with the establishment of the Portsea Common area, 
immediately outside the dockyard. This area was primarily inhabited by yard workers. The 
growing population for the dockyard gave rise to secondary economies and perpetuated 
expansion. In the early-19th century, a more high-class district was established at Southsea. 
Prior to this, the naval officers in the area resided in outlying towns, away from the yard. 
The dockyard has also influenced the spread of military barracks on Portsea Island. With an 
increasing military presence in the vicinity of the yard, the need to accommodate soldiers 
grew. Rather than impose them on the populace, or house them in hotels as previously, 
barracks buildings were constructed.  
Influence on hinterland 
Social High, localised – On Portsea Island, the presence of the dockyard 

dictated the locations of the ‘lower class’ residences of the workers.  
Economic Low – N/A 
Physical environment Initially high, lower in later periods. The expansion of Portsmouth 

as a city can be initially attributed to the presence of the dockyard. 
In later periods, other factors influenced expansion. 

Current evidence As noted in the database analysis in section 4.5 there are1797 
assets (37%) assigned to this theme. 

Introduction  
5.5.1 Within 500 years, the settlement area of Portsmouth expanded from the very tip of the 

peninsula, where Old Portsmouth is located, to cover the majority of Portsea Island, and into 
the surrounding coastal areas. This expansion was undoubtedly caused by the growing 
importance of the Dockyard, combined with the strong military presence to defend it. The 
backbone of the dockyard was undoubtedly its civilian workforce that supported the operations 
of the navy. In the 18th and 19th centuries the dockyard employed 2,022 craftsmen and 
unskilled labourers in 1711 and 4,133 in 1814 (Coad, 2013, 6). The yards were at their most 
busy when Britain was at war. As the population swelled, so too did the need for 
accommodation – both civilian and military. 

5.5.2 It was not in the nature of the Admiralty Board to provide accommodation for its civilian 
workers. At Sheerness Dockyard, Kent, workers’ families had to live on hulks, then from 
c1802, in small wooden houses which they built in ‘Blue Town’ (Hughes 2002, 9, 11, 15, 21, 
22, 25). The early 19th century developments around Portsea were therefore the result of 
speculative building on the part of local private investors, architects, and builders (Coats, 2000, 
chapter 5; Masters 1979, 15). 

5.5.3 This section will cover the general trends in the expansion of the hinterland and developments 
of both civilian and military accommodation. The nature of civilian accommodation is separated 
into those areas identified as ‘higher status’ and ‘lower status’. An overview of settlement 
expansion in the hinterland area is presented in section 3.4: Chronological Overview. 

‘Low Status’ - Portsea and Landport 
5.5.4 Prior to the coming of the railways in the mid/late 19th century and increased workforce 

mobility, the early dockyard workers would have lived within the walls of Portsmouth town 
itself, shoulder-to-shoulder with the wealthy merchants that gave early prominence to the town. 
A mixture of overcrowding and the distance to the dockyards were conditions that led to the 
first extra-mural settlement, The Common, in the 17th century (Phase 2). This area was 
populated entirely by the dockyard workforce and can be seen to be directly influenced by its 
presence. 

5.5.5 As mentioned above, the restrictions on building imposed by the military in the vicinity of the 
dockyard lead to the creation of the 'garrison house', a squat building, that did not obscure 
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lines of sight from the dockyard defences' guns. The location and style of these buildings 
therefore could be said to have been directly influenced by the location of the dockyard. There 
do not appear to be any extant remains of these types of building in the survey area contained 
within the project database. Shipwrights leased plots of land from the owners of open field 
strips and built their houses along roads which followed the field strip alignments (Chalklin, 
1974b, 229; Chapman, 1978). 

5.5.6 The settlement of The Common (renamed ‘Portsea in 1792) grew rapidly, by 1801 the 
population had expanded to 24,327 (Masters 1979, 10). Settlement expanded eastward 
towards Landport in the 18th century, an area formerly known as Halfway Houses (Phase 3). 
This new suburb was working-class in character, and the project database includes many 
tenement buildings within the Landport District. contained a wide range of professional, retail 
and recreational facilities in the late 18th century, including various vices, as also did 
Portsmouth (Webb 1989, 24). Portsea and later Landport were the areas in which the main 
dockyard workforce lived. 

5.5.7 Although the project database records the presence of tenement buildings in these areas, they 
do not appear to be present in the current urban landscape. Many were demolished in the mid-
20th century, and replaced by the existing 1950s and 1960s style apartment buildings. The 
Universal British Directory 1792–98 lists prominent dockyard staff; comparing this to census 
data from the time may illuminate where the principal workforce of the dockyard lived in the 
town. Conversely, the Directory does not list any gentry from the navy in the area, suggesting 
the district was not of ‘high’ status, compared with the older borough settlement. However, by 
the late 18th century it was the larger and more prosperous of the two communities. In 1790 
the 504 county freehold voters in Portsea outnumbered the 93 Portsmouth voters. The 1801 
Census showed Portsea’s population as 4,419, Portsmouth’s as 1,134. Portsea’s business 
community complained in 1794 to Sir Francis Freeling, Secretary to the Post Office, that their 
post was not delivered until 11.00. He replied that it would be delivered earlier. (Coats, 2000, 
Chapter 7) 

5.5.8 Royal Navy seamen were accommodated on their ships if in commission, or on hulks in the 
19th century after continuous service was introduced in 1853 (see below). While during 
wartime a significant proportion of the navy, especially during the French and Napoleonic Wars 
(1792–1815), were impressed, rarely more than a quarter on single ships would be impressed, 
some ships had none. The pressed crewmen comprised of men between 15 and 55 thought to 
have seafaring experience, most frequently seized from incoming merchant ships, although the 
pressing of landsmen was not uncommon, and could be from the local area, but dockyardmen 
were protected from impressment. Ships’ crews were paid at the end of their commission, 
typically two years, or longer if stationed in the Indian Ocean. 

5.5.9 This creates a population that is not bound geographically or even nationally, but 
professionally. It is possible that sailors from individual crews lived privately in the Portsmouth 
hinterland area, but their accommodation would be indistinguishable from other non-naval 
sailors and working class civilians. 

‘High Status’ – Southsea and the surrounding hinterland 
5.5.10 The district of Southsea, to the east of the Old Town, grew up in the early 19th century as a 

fashionable seaside resort (Masters 1979, 15). The impetus of this growth was undoubtedly 
the expansion and increased importance of the dockyard as the heart of British naval power 
(Quail 2000, 1). Prior to this (Phases 1–3 of the dockyard) the area had been predominantly 
marshland of the 'Great Morass' marked on early historic mapping, and was populated by a 
few farmsteads (ibid 14). The first streets laid out, the “Mineral Streets” (named after minerals) 
were for skilled workers, built by Thomas Croxton in 1809, and expanded on in the following 
year (ibid 15). 

5.5.11 Southsea became an area of “elegant terraces” (Webb 1989, 13), particularly along the sea 
front. The renewal of the Napoleonic Wars in the early 19th century brought an increased, 
albeit largely temporary population to the town in the form of increased naval personnel. The 
hotels, terraces and villas of the Southsea area would be rented by itinerant groups of naval 
officers whilst their ships were provisioned and fitted at the dockyard or later, from the late-19th 
century with the coming of the railways, by holiday makers from London (ibid). 

5.5.12 This broadly collates with the end of Phase 3 and the start of Phase 4 of the dockyard, where 
the yard was at the height of its importance, as the home of the Royal Navy, and the main 
fitting out point for the Channel fleet. 
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5.5.13 As with much of Portsmouth, large areas of Southsea were subject to heavy bombing during 
World War II. Despite this, the Council lists several Conservation Areas in the Southsea area 
that comprise late Georgian and Victorian terraces and villas that would have typified the area 
at these times (https://www.portsmouth.gov.uk/ext/development-and-
planning/planning/conservation-areas.aspx). The buildings were laid out by speculative local 
private investors, such as Thomas Ellis Owen and others, rather than financed by individual 
naval personnel. Documentary evidence, such as the Trade Directories or Census Data may 
indicate whether these houses were occupied by naval staff. 

5.5.14 Prior to the creation of the Southsea district, the majority of naval staff (those who are officers) 
appear to have lived largely in the Alverstoke and Gosport areas. The Universal British 
Directory 1792–98 lists 22 naval and military personnel from Lieutenant to Captain as gentry of 
the Gosport district. There are three (two Captains, and an Admiral) listed in Havant, and three 
(one Lieutenant and two Admirals) in Titchfield.  

5.5.15 The private naval population of Gosport had dwindled throughout the 19th century. Kelly’s Post 
Office Directory of 1875 lists only two private residences in the area as belonging to military 
personnel. Districts such as Fareham boasted eight naval and military personnel, whilst in 
Titchfield only one military officer is listed. The same directory lists the residences of naval 
officers in the Southsea area, showing a general movement to this fashionable district. 

Military Accommodation – Barracks 
5.5.16 The establishment of Portsmouth as a garrison town created growing social tensions. The 

soldiers billeted as part of the garrison were imposed upon the local population, which only 
furthered the already overcrowded conditions in the 16th century (VCH Hampshire III 172–
192). The first barracks for the garrison appear to be the Colewort Barracks in the back streets 
of Portsmouth which were converted from a garrison hospital at the end of the 17th century, 
Phase 2 of the dockyard. These barracks were no doubt to house the garrison for defending 
the town. 

5.5.17 Since this period, the urban landscape of Portsmouth was characterised by the presence of 
various barracks largely for marines and artillery company use (Douet 1998). These were 
located in the town and local hinterland outside the naval dockyard. The earliest of these 
military buildings, however, broadly coincides with the expansion of Portsmouth dockyard in 
the 18th century, and is no doubt linked to the resurgent importance of the yards and the 
military presence to defend it. The second barracks complex to be erected was Fourhouse 
Barracks (later renamed Cambridge Barracks after the Duke of Cambridge) built in 1760. The 
link between the presence of barracks and the fortifications can be further seen at Hilsea, to 
the north. A series of temporary barracks were established in 1756 for the Royal Marines Light 
Infantry, just south of the Portsea Lines, these were made permanent in 1780.  

5.5.18 Anglesey Barracks was constructed during the Napoleonic Wars (1792–1815), no doubt to 
house the growing Marines population in the town, but Eastney Barracks (1863), Point 
Barracks (1847), Victoria Barracks (1879) and Tipner Barracks (1886) were not constructed 
until the mid–late 19th century. These new barracks were for Royal Artillery and Royal Marines 
Artillery companies, and are indicative of the changing defences of the hinterland area. 

5.5.19 The OS 3rd edition 6”: mile map of 1898 (Fig 12) shows that Anglesey Barracks had been 
expanded and became the Royal Naval Barracks. This coincides with the changes from a 
wood-and-sail navy to the iron navy of the late 19th and early 20th centuries, and particularly a 
move towards continuous service from the 1850s. Whilst the dockyard provides a convenient 
location for the barracks, it is likely that this change was facilitated by technological changes in 
the Royal Navy, rather than developments in the dockyard. 

5.5.20 Until 2013, the dockyard continued to employ up to 17,000 people. The modern population of 
the dockyard lives in the area of Portsmouth city, and in satellite towns within the hinterland 
area. The Solent City Corridor (the M27) has opened up commuting to the west of the town.  

5.5.21 The relationship between the presence of the barracks in the town and the dockyard is 
perhaps an indirect one. The importance of the town first as a staging ground for European 
campaigns and later as one of the key military industrial complexes of the British Empire 
attracted an increased military presence. As previously mentioned, the growing tension and 
unrest between the local populace (likely many dockworkers) and the armed forces 
necessitated a division between these populations. This relationship is not unique to the 
Portsmouth hinterland, other dockyards, such as Plymouth, which held prominence at a similar 
time to Portsmouth, shows a similar military presence in the surrounding area. 
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5.5.22 The locations of the barracks buildings from the 18th century onwards are noted on the HER. 
Clarence Barracks survive partially intact as the Portsmouth City Museum, although much has 
been redeveloped, and Cambridge Barracks as Portsmouth Grammar School (Grade II listed 
buildings), and Eastney Barracks survive as the Royal Marines Museum (a collection of Grade 
II listed buildings) and private flats.  

Settlement expansion 
5.5.23 As shown above, the presence of the dockyard at Portsmouth can be seen to have had 

significant influence in the development of the town, from a small trading port to covering up to 
two thirds of Portsea Island. This development was started by the expanding civilian workforce 
in the dockyard along with sailors and offices accommodated in housing built by private 
contractors, and later included the accommodation of naval personnel in purpose built 
barracks. Secondary economies tailored to a growing urban population would have developed 
alongside, such as shops, pubs (see sections 5.9 and 5.13), and churches (see section 5.12). 

5.5.24 This influence extended as far as Gosport but to a much lesser extent (OA 2014). The 
developments shown between the OS 1” map of 1810, and the OS 1st edition 6”:mile map 
1866–68 (Fig 11) are rather small in scale compared to those on Portsea Island. This is likely 
as the majority of the dockyard workforce inhabited Portsea and Landport. The arrival of the 
railway into Portsmouth in the mid-19th century (see section 5.4) would have also brought in a 
considerable population of railway workers. This population would have likely lived in the 
vicinity of their trade – the railway, within similar areas to the dockyard workers. Certainly, in 
the 20th century railway families and dockyard families would live side by side on the same 
streets (D Seeley pers comm), and this pattern of settlement may have existed earlier. 

5.5.25 At the turn of the 19th century, the inhabited area of Portsmouth (including Portsea and 
Landport) was of an equivalent size to largest towns in the hinterland area: Havant and 
Emsworth, to the east. By the 20th century, Portsea Island vastly dwarfed its neighbouring 
towns in size, incorporating the smaller villages to the north of Portsea Island such as Cosham 
(Fig 34). 
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5.6 Materials Provision 

Summary 
Materials provision initially had some economic influence on the activities undertaken in the 
Portsmouth hinterland prior to the late 18th century, when there was local sourcing of hemp 
from farms, timber from forests in the north, and rigging blocks from local contractors. After 
the late 18th century however many materials were sourced from further afield. Changes in 
ship design had moved to the Thames region and the north, where the quality of wrought iron 
was much better than the poor local fare. Prior to the introduction of ironclad and steam 
warships in the mid-19th century, wrought iron components for ships (eg nails) were provided 
by local mills where the dockyard forges could not meet demand. After 1850 the demand for 
iron plates was such that this was also sourced from other parts of England. 
Influence on hinterland 
Social low 
Economic Initially moderate, low by mid-19th century 
Physical environment low 
Current evidence Scant. As noted in the database analysis in section 4.6 there are 

few known assets (4.2%) assigned to this theme. The assets that 
are recorded primarily comprise small-scale hand-dug quarries, 
local brickworks, and smithies.  

Introduction 
5.6.1 With private shipyards tasked to construct hulls for the ships of the navy, the dockyard at 

Portsmouth could focus its attention on fitting these vessels from the vast stores at its disposal. 
The Hampshire Directory for 1792–98 estimates a fire in the dockyard in 1760 destroyed some 
“1050 tons of hemp, 500 tons of cordage, and about 700 sails, besides many hundreds of 
barrels of tar and oil”. (Universal British Directory 1792–98, 195).  

5.6.2 To amass such a vast wealth of stores, the Admiralty Board contracted out their production to 
local businesses. Perhaps the best known example of this is the production of blocks for 
rigging, which until the introduction of Marc Brunel’s block making machines into the dockyard 
in 1803, would have been supplied by contractors (outside of those produced in the dockyard). 
Despite this need, by the late 18th century its impact on the local economy would have been in 
decline. The Taylor family of Southampton had already established a block making machine in 
the mid-18th century and held monopoly on the production of rigging blocks from 1759 (Rance 
1986 95–97; Coats 2006, 59–84).  

Rope 
5.6.3 One of the chief in-house industries of the dockyard was the making of rope, the rope house 

described as a quarter-mile in length (Universal British Directory 1792–98, 193), In order to 
produce the cordage in quantities as described above, the rope house would have needed a 
near-constant supply of hemp straw. Given the poor quality of the soil, it is unlikely that hemp 
was grown on Portsea Island, but may have been elsewhere in the hinterland area. During the 
Tudor period, it was ordered that farmers with over 60 acres of tillable land should sow at least 
¼ acre with hemp (Cox and Dannehl 2007). This fitted in with forest/pastoral economies, as it 
required little attention in summer months, particularly busy times for dairy farmers (ibid).  

5.6.4 The agricultural economy of the wider hinterland area appears to be largely pastoral (see 
below). It may be that local farmers augmented their businesses with the growing of hemp to 
be used in the dockyards. An indicator for this would be the presence of ‘hempland’ on large 
scale maps or tithe maps. Hemp necessary for cordage was also likely imported particularly in 
the 18th century from New Hampshire (Thomas 1984, 9). 

5.6.5 Hemp would have also been supplied to the smaller roperies in the survey area, particularly at 
Emsworth, where there are three rope walks marked in the HER, and two smaller rope walks 
at Gosport. Although the dockyard ropehouses would have produced the bulk of the navy’s 
needs, its production was also under contract to meet the required cordage for ships. In 
Portsea itself, rope was also produced in Marlborough Road and Kent Street, as well as in Old 
Portsmouth in the 17th and 18th centuries. No remains of these ropewalks are present as they 
would have used portable equipment. 

5.6.6 In the 18th and 19th centuries, Emsworth became known for its ship and boat building (as well 
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as being a port). These did not produce hulls for warships, but instead manufactured trading 
vessels employed in moving supplies such as flour and corn (milled in the town – see below), 
and coal from Newcastle to the dockyards (http://www.emsworth.org.uk/history-emsworth). It is 
plausible to suggest that the ship yards also produced boats to be used in the dockyard and 
aboard ships. 

5.6.7 Unlike other, contemporary ship yards, Emsworth did not fall out of use following the end of the 
Napoleonic Wars, as this industry was not dependent upon naval contracts, and survived into 
the 20th century. Remains of the buildings associated with the ship yard are still visible in the 
inter-tidal zone around Emsworth. Examination of Navy Board contracts held at the Royal 
Maritime Museum Greenwich and The National Archives Kew may provide stronger links 
between the local boat building industry and the dockyard. 

Timber 
5.6.8 The naval yard had an enormous impact on the local woodland as timber was, unsurprisingly, 

a vital component for building wooden ships until the adoption of the iron and steel navies. The 
annual consumption for timber in the Royal Dockyards alone was 36,000 loads in 1801 rising 
as high as 74,000 loads in 1812; the Royal Forests, such as the Forest of Bere and the New 
Forest could only supply about 4000 loads (Crimmin, 2008 191–192). The remaining timber 
was therefore supplied by private contractors, much like other aspects of ship production. 

5.6.9 This extra timber would have been sourced on private estates, such as the Southwick Estate, 
Fareham, which had privatised parts of the woodland to supply the yard. In 1668 500 loads of 
timber arrived in Portsmouth from Titchfield Park (Thomas 1984, 9). The evidence for these 
transactions would be available in the contracts held in the Royal Maritime Museum Greenwich 
and The National Archives Kew. 

5.6.10 Evidence for timber consumption is apparent in historic mapping. As mentioned above, Milne’s 
map of 1791 shows the Forest of Bere extending as far south as Portsdown Hills, two decades 
later, the OS 1” map (1810) shows the forest confined to the northern extent of the survey 
area. By the OS 1st edition 6” map (1866–68) the forest is even further reduced to the north-
west extent of the survey area. This is shown in Fig 26. It is reasonable to suggest that this 
massive deforestation was in part due to the insatiable appetite of the dockyard, but also those 
private dockyards in the hinterland area.  

5.6.11 The dockyard and surrounding shipping industry cannot be solely attributed to the 
deforestation. The forest had large areas of wasteland within it, and was considered to be a 
haunt of highwaymen and footpads. Pepys, in the 1660s had to hire a guide from Petersfield 
and navigate around the forest on his way to Portsmouth. In 1810, Parliament gave permission 
for the disafforestation of the area (fareham.gov.uk/leisure/discover_fareham/forestofbere). 

5.6.12 Not all timber used in the dockyards came from the hinterland. The port at Portsmouth was a 
vibrant and busy trading area, and the dockyard made good use of these connections. Timber 
was shipped from elsewhere in Britain, such as Redbridge and Hythe, with pine planks 
entering from New England and South Carolina in the American colonies. Masts and spars 
were also brought in from the Baltic (Thomas 1984, 9). Whilst English oak was the favoured 
building material for ships, the naval shipwrights were quick to exploit the trade links of the 
Empire, including teak from the Indian sub-continent (ibid). 

5.6.13 Evidence for the distribution of timber is largely absent from the survey area, no doubt due to 
the insubstantial nature of saw pits and timber yards. A timber yard of unknown post-medieval 
date is marked on Curbridge Creek, along with a dock, possibly used to float the timbers down 
the Hamble. The actual clearance of this woodland is visible in historic mapping in the 
dwindling size of wooded areas, such as the Forest of Bere. 

Iron 
5.6.14 There is a marked change in the makeup of the dockyard skills base after 1850, with the 

advent of new technology in the form of the iron-clad and steam warship. Prior to this the 
dockyard’s skilled population had chiefly been concerned with the working of timber such as 
ship wrights, carpenters, and joiners, but this quickly changed to engineers, boilermakers, 
coppersmiths and electricians (Goss 1984, 33). Many of these trades were filled by the existing 
employees, hastily retrained to work on the new materials (Evans 2004, 161–162). 

5.6.15 This is not to say that iron was not needed for the earlier ships. The dockyard would have 
employed various skilled metalworkers to construct those components necessary for the 
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creation of ships. Iron fittings, nails, chains, wheels for the blocks and anchors to name but a 
few components would have been made in the forges and foundries located within the 
dockyard, and from the 1830s with Sir Robert Seppings’ iron knees and cross-bracings for 
ships. Though as with other elements of ship production, where insufficient quantities could be 
made, tenders were put out for their production to external civilian contractors located off-site, 
within the Portsmouth hinterland and increasingly further afield as the requirements for worked 
iron became more demanding. 

5.6.16 The external naval contracts are not always entirely obvious but one indication of whether the 
order was for Portsmouth Dockyard is the request for ‘spikes’ (also known as barge spikes, 
spike nail, or deck nail), the British naval term for a ship’s nail, which were often hand wrought 
(McCarthy 2005, 176). Another clue, especially in the late 18th and early 19th centuries would 
be the presence of ‘countersunk nails’ in orders. These were used to secure copper sheathing 
to a ship’s hull and were found to be “superior in every way” to standard nails (Knight 1976 
302).  

5.6.17 One of the likely principal external contractors for wrought iron ship components such as nails 
in the Portsmouth hinterland was the Funtley Iron Mills, located beside River Titchfield to the 
north-west of Portsmouth. In the 1780s, the mill’s owner, Henry Cort, invented a new ‘puddling’ 
process (using a non-charcoal furnace) of refining the inferior quality pig iron extracted locally 
in Hampshire into wrought iron, which was fit for use for naval vessels. The Funtley Works had 
been providing mooring chains and other such items to the navy from before the 1760s, 
although prior to Cort’s process, it had used expensively imported Russian iron (Smiles 2010; 
Riley 2007 5–15). 

5.6.18 The iron mill was important enough to be marked on Milne’s map of 1791, and appears to 
comprise of two buildings either side of the River Titchfield. Development of the mill cannot be 
seen in the OS 1 inch map of 1810, owing to the small scale of the map and lack of detail, but 
the OS 1st edition 6 inch map of 1866–68 shows the iron works has increased in size. By this 
time it boasted a large complex of buildings to the west of the river, and a smaller one to the 
east. 

5.6.19 Another key external contractor in the provision of wrought iron within the hinterland was 
Treadgold’s Ironworks, founded in 1808, in Bishop’s Street, Portsea. Treadgold’s sold metal, 
tools and supplies to craftsmen, such as coopers, shipwrights, and wheelwrights, but also nails 
and horseshoes, scythes, shovels and such to farmers, and sundry domestic items including 
locks, keys, and pans. It is reasonable to think that Treadgold’s supplied not only to private 
shipwrights but to the dockyard itself, in the form of items such as nails, tacks and staples that 
were needed in vast quantities but which are not readily visible in the documentary or 
archaeological record. The foundry was large and established enough to fulfil any contractual 
obligations with the Navy Board. Contracts for sale between Treadgold’s and the dockyard 
may survive in the National Maritime Museum, The National Archives, and Portsmouth HER. 

5.6.20 Iron became increasingly more important in ship building after the 1850s in the age of the 
ironclad. Ships like Warrior had thick wrought iron plates covering its hull (in the case of the 
Warrior backed with teak). It was generally considered in 1862 that the London-based 
foundries provided the best sort of soft wrought iron suitable for armour plating (Baxter 2001, 
202). Iron need not be expensively manufactured, and the process of rolling and hammering 
produced sufficient quality iron for armour plating, techniques pioneered at Funtley. 

5.6.21 Contracts for the production of iron for ships and armour plate were concentrated around the 
Thames, Midlands and to the North. Materials for the construction of HMS Dreadnought had 
been stockpiled at Portsmouth in preparation to meet Admiral Fisher’s challenge of one year’s 
construction. These were prefabricated elsewhere to be assembled at the yard. By the time of 
the iron navy, the majority of resources for ship construction came from well outside the 
hinterland area, and were transported to the yards, where the technical know-how to turn them 
into ships of war was based. 
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5.7 Military function (defences and installations)  

Summary 
The various defences constructed from the mid-14th century onwards to protect the dockyard 
have also included Portsmouth town. Whilst the walls, banks and ditches have significantly 
changed the physical landscape in the local hinterland, they have had varying influence on 
the urban development of the town with little visible effect on the broader hinterland. As can 
be seen the presence of the dockyard at Portsmouth lead to a heavy militarisation of the 
immediate hinterland area, which included defensive walls and fortifications, and later in the 
19th and 20th centuries, more specialised installations owing to the proximity of the fleet. 
Initially, this military prestige brought severe restrictions on the development of the town and 
the hinterland immediately adjacent. However, by the late-20th century these were rescinded, 
no doubt in relation to advances in military technology for more long-ranged weapons. The 
Portsea Island and Gosport areas enjoy an inter-relationship between the civilian and military 
spheres. Whilst some of this is still present, in the form of Marine barracks, and the presence 
of the fleet, the influence of the latter on the former has lessened, with active military 
installations moving more towards marginal areas, or retaining their traditional places in the 
urban landscape.  
Influence on hinterland 
Social High – The presence of the dockyards attracted a large and strong 

military presence in the hinterland area, particularly Portsea Island 
and Gosport/Alverstoke. 

Economic Low – N/A 
Physical environment High – in the 17th century, the Admiralty Board placed prohibitions 

on building close to defensive structures. Defensive fortifications 
are present in the hinterland area. 

Current evidence As noted in the database analysis in section 4.7 there 326 assets 
(6.3%) assigned to this theme. Many of these form individual 
components of larger features, such as the individual buildings 
associated with a particular fort. Many of these forts themselves are 
Scheduled Monuments. 

Introduction  
5.7.1 Portsea Island has had a strong military presence since Portsmouth was first declared a 

garrison town in the 16th century, and this is inherently linked to the protection of its important 
dockyard. The result of this presence has had an enormous impact on the urban and physical 
geographies of the town and surrounding hinterland of the Survey Area, through the 
establishment of a series of substantial fortifications encircling the town and dockyard, along 
with associated military installations, not only those of the Royal Navy but also the Royal 
Artillery Company, Army and Marines who were stationed on Portsea. This particular theme is 
concerned with how the presence of buildings with a military function – specifically defences 
and installations – has shaped the development of the surrounding hinterland. Other buildings 
owned by the military, eg barracks, colleges, communications, along with buildings constructed 
for the provision of material goods to military personnel (food, drink, uniforms) and services 
(education, health, recreation) are discussed separately under the relevant ‘primary’ theme. 

The early defences (14th–16th century / Dockyard Phase 1) 
5.7.2 The need to protect the dockyard has resulted in one of the most present and lasting 

influences on the local hinterland area. Portsmouth town and the surrounding area contain a 
patchwork of defensive fortifications from the medieval to early industrial periods, showing 
successive attempts to defend the important naval dockyard and the surrounding town.  

5.7.3 The earliest town defences date from the mid-14th century (VCH Hampshire III 172–192). 
Following an attack by the French in 1338, the townspeople of Portsmouth were offered a 
reprieve from taxes on the condition that they undertake the fortification of the town (ibid). 
These defences likely comprised earthworks about the town and proved inadequate as the 
town was again attacked 1369. No remains of these earthworks have been found. These were 
followed in the early 15th century by the first Round Tower, made of wood, and a second tower 
across the harbour, both built by Robert Barbot. No remains of these towers are extant. 

5.7.4 The earliest identifiable defences of Portsmouth are the Round Tower, rebuilt in stone in the 
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1490s (Brown 2005, 81–82), and the Square Tower, built in 1494 (Listed Building description 
1386904) along the coastal edge of the town. Whilst these have been adapted and augmented 
since their creation they are contemporary with the new dock (1495), built to defend the 
harbour entrance and this town, vital for embarking troops, from invasion. 

5.7.5 The earliest map of Portsmouth (Fig 4), dating to the Tudor period (c 1540), shows that the 
primary defensive concern was the area of the town, in which the first dry dock was situated. It 
shows the Round and Square towers along the waterfront edge of the town, but the landward 
side is defended with a continuous rampart with towers in the corners and ‘The Mount’, a 
bastion to guard the north town gate. The defences also included a palisade separating the 
Point from the town proper. None of these defences remain, it seems that these were hastily 
constructed and within two years of construction had fallen down (VCH Hampshire III 172–
192). There was also an external ditch around the town, as in 1559 its effectiveness was 
declared ‘nothing strong’ and that a man could ride a horse up its side (ibid). 

5.7.6 The presence of the newly formed dockyard in the late 15th century added to the importance 
of the town, although the aggressive foreign policies of Henry VIII in France made it vulnerable 
to retaliatory attacks, such as in 1545. The 15th century defences do not seem to have had 
much influence on the urban development of the town however. The 1540 map shows that 
Portsmouth was relatively sparsely populated, with large undeveloped areas inside the walls, 
likely used for pastoral grazing or cultivation. An indirect effect of the defences on the town 
was an order in 1637 to tile the King’s buildings near the walls, rather than thatch them as a 
precaution against fire. Outside the walls, in 1587 the citizens of the town were ordered to cut 
back all the hedges within 40–50 yards of the ramparts, to clear line of sight for the defenders 
(ibid). 

5.7.7 The Portsmouth Harbour Hinterland Project database records the Round Tower and Square 
Tower as still extant in their present locations. Both are Grade I listed features and are in a 
good state of preservation.  

De Gomme’s defences (1665–68; Dockyard Phase 2) 
5.7.8 In 1665, the dockyard was encircled with a new earth rampart. Its location had moved outside 

of the main town to the north of Mill Pond, and deliberate efforts were made to defend the 
pond. The defences comprised a bastion and two demi-bastions as part of General De 
Gomme’s defences during the English Civil War (Patterson 1985, 23). No evidence of these 
defences remains above ground. 

5.7.9 The map of De Gomme’s defences (Fig 6) shows the ‘Dock Fields’, the 17th century dockyard, 
to the north of the walled town, near the present site of HMS Victory. This was the location of 
Henry VII’s dry dock (portsmouthdockyard.org.uk 31/07/2015) however, as it does not appear 
on any maps pre-dating De Gomme’s defences, it is unlikely to have been considered a 
permanent feature of the landscape. The enclosing of the dockyard at this time indicates its 
importance in the local hinterland as a permanent establishment, although the main focus of 
defence was still the town itself, which included the rebuilt gun battery along the seafront. 

5.7.10 The increased fortifications built to defend the town were a factor leading to the creation of the 
area now known as Portsea, between the town’s defensive walls and the dockyard, as they 
hindered access to the dockyard to start work for 6am. Development in this area was, 
however, severely restricted by the presence of the defences. The Admiralty Board placed 
restrictions on building height in the vicinity of the dockyard defences, as these could limit lines 
of sight from the defenders and provide cover for an attacking army (VCH Hampshire III 172–
192), giving rise to the term ‘garrison house’ – a squat two storey building – in the area (ibid). 

5.7.11 The layout of these defences does lend itself to the physical shape of the dockyard on its 
landward side around the area of the early docks. No mention is made of where the materials 
for these defences originated, it is reasonable to suggest that they were quarried in the locality 
and then transported to where they were needed. 

Fort Cumberland, Desmartez’s Hilsea Lines and the wider town defences (1747–70; 
Dockyard Phases 2–3) 

5.7.12 From the mid-18th century efforts were made to defend the whole of Portsea Island, now 
recognised as a key military asset. This period of fortification included the construction of Fort 
Cumberland, by the Duke of Cumberland in 1747. The fort’s location in the south-east of 
Portsea Island was intended to prevent invasion forces landing at Langstone Harbour (Corney 
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1965, 10–12). The fort comprised earthworks in an irregular star layout, with a guard house, 
store room, powder magazine and barracks within the fort.  

5.7.13 Fort Cumberland was upgraded and expanded from the late 18th century onwards. The first 
rebuilding in the 1780s completely eradicated the earlier fortifications, replacing them with 
masonry. The second ford which was completed during the Napoleonic Wars, was 
substantially larger and polygonal in plan. The only remains of the first fort were the guard 
house and store room. Whilst the armaments of the fort were upgraded until the 20th century 
to reflect changes in weapons technology, the fort remained much as it had in the late-18th 
and early-19th centuries. 

5.7.14 The northern coast of Portsea Island was protected by Desmartez’s Hilsea Lines (then known 
as the Portsea Lines), erected in 1757. These comprised a 20 feet wide, 6 feet deep ditch, 
backed with an earthen rampart. The ditch could be flooded from either side forming a moat 
(Hodson, 1978, 100; Mitchell 1988, 7). These were incorporated into the 1858 Palmerston 
defences (see below), and remain with their later additions. 

5.7.15 The growing town of Portsea and the dockyards were enclosed within the wider defences in 
1770, stretching from Fountain Lake to the earlier, Portsmouth town defences with a break to 
allow the passing of the Commercial Road. Archer’s map of 1773 (Fig 9) shows the defences 
comprised of a large earthen rampart topped with a defensive wall. The added protection 
brought with it restrictions, however. Archer’s map shows that development of the Portsea area 
(labelled ‘The Common’) was bound to the east by ‘King’s Land’ which extended just beyond 
the fortifications. No buildings are shown in this area, and it is likely that it represents a more 
formalised attempt to control building construction around the fortifications than in the 17th 
century (Coats 2000 Chapter 5). 

5.7.16 The growing defences could be seen as recognition of Portsmouth Dockyard as an important 
military location. During the 18th century Britain had all but ceased open conflict with the Dutch 
at the accession of William of Orange as William III, but had once again rekindled the age-old 
animosity with France. With the main threat along the south coast, precautions would have 
been taken to ensure that key military installations did not fall to the enemy.  

5.7.17 Despite the intensification of fortifications in the Portsea area, the defences seem to have had 
little impact on the wider development of Portsea Island. The island was still sparsely 
populated as it had been in preceding centuries, with the main towns along the London Road. 
No remains of the Portsmouth town and Portsea town defences of this period remain extant. 
King James’s Gate, Landport Gate, Unicorn Gate, parts of Lion Gate and Portsea Quay Gate 
and the guard house for King William’s Gate remain from Portsmouth and Portsea town 
defences of this period. 

The 19th century fortifications and Palmerston’s forts (1859; Dockyard Phases 4c) 
5.7.18 The early 19th century fortifications comprised additions and upgrades to the existing mid-18th 

century defences, mentioned above. Following the end of the Napoleonic Wars, there was no 
need to expand upon the previous forts and defensive lines, although these did receive new 
armaments. In the mid-19th century there were renewed fears of a French invasion of Britain. 
A Royal Commission in 1859 lead to the creation of a series of forts across the south coast of 
Britain known as Palmerston’s ‘Follies’, so named because of the time of their completion, 
advances in gun technology had rendered them largely obsolete (Drummond and McInnes 
2001, 90–91). 

5.7.19 The Portsdown forts are perhaps the most obvious reminder of this phase of defences. These 
comprise five forts, and two redoubts along Portsdown Hill, which lies north of Portsea Island 
(Forts Wallington, Nelson, Southwick, Widley and Purbrook; Crookhorn and Farlington 
Redoubts). The forts are generally hexagonal in shape, constructed of brick with surrounding 
earthwork defences, typical of a Palmerston fort. The forts were primarily armed with long 
range guns, which could carry a projectile miles to their targets. 

5.7.20 This new line of forts rendered the Hilsea Lines, which had begun to be upgraded in 1857, 
largely obsolete, as an invading enemy could now theoretically shell the dockyard from range, 
without having to advance into Portsea Island itself (Mitchell 1988, 10). Regardless, the new 
defences comprised a 9.1m high earthwork of chalk and clay, accessed by tunnels for civilian 
traffic (ibid 12–13). 

5.7.21 The town defences were also upgraded, particularly along the sea front, where the 18-gun 
battery was reconstructed in stone ashlar blocks (Historic England Listing 1386892). The 
battery is still extant as a monument, and is Grade I listed, and it lies within a Scheduled 
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Monument.  
5.7.22 It was during this period that the Gosport peninsula was defended against landward attack with 

a series of forts extending from Fareham to Stokes Bay (Forts Monckton, Gilkicker, Fareham, 
Gomer, Grange, Rowner, Brockhurst, Elson; Stokes Bay Lines; Browndown Battery). 
Undoubtedly, the increased importance of the Gosport area as part of the dockyard and 
victualling infrastructure made it vulnerable to the perceived landward attack by French forces. 
These forts are brick built with surrounding earthworks and vary in plan. These are still largely 
extant and are Scheduled Monuments. 

5.7.23 It could be inferred that the restrictions placed on development in the hinterland area were 
largely intrinsic to the character of the area. In 1842, the London and South West Railway 
Company sought to expand the Southampton Line from Eastleigh to Gosport, but their designs 
ran afoul of the Board of Ordnance. The route was considered to pass too close to the 
ramparts of the Gosport Lines and the construction of a new station within the lines was 
forbidden (Eley 1999). 

5.7.24 The Palmerston Follies are in no way unique to the Portsmouth Hinterland, but they are 
characteristic of an area with a strong military presence and sensitive military asset. Another 
example of such a landscape would be around Plymouth, Devon, where similar post-
Napoleonic era forts ring the city and dockyards at Devonport, along with coastal batteries to 
protect from a seaborne attack. Without the presence of the dockyard, it is unlikely that such a 
concerted series of defensive structures would be present. 

5.7.25 By the end of the 19th century new advances had been made in military technology, 
particularly in gun armaments, and torpedo warfare. In response to these changes, Greater 
and Little Horsea Islands were purchased by the Admiralty and joined together in 1889. The 
artificial island was traversed by the extant torpedo testing lake (now part of the Defence 
Diving School). This marked the latest stage in the militarisation of the harbour area, which 
began in 1830 when HMS Excellent was moved to Whale Island and converted into a training 
vessel for gunnery. The establishment moved ashore in 1891 (see below). 

World War I (1914–18; Dockyard Phase 5) 
5.7.26 The Ordnance Survey 2nd edition 6”: mile map of 1898 (Fig 12) shows that the defensive walls 

around Portsmouth and Portsea had been demolished by the end of the 19th century, as they 
were considered redundant in light of new armament capabilities. The former exclusion zones 
around these have been built on, filling in the urban landscape of Portsea Island.  

5.7.27 By the time of World War I, many of the defensive forts in the hinterland area had been 
rendered obsolete by advancing artillery technology. Establishments, such as the Horsea 
Torpedo Range had likewise been phased out as technology outgrew them, although it was 
converted into a wireless station. Following World War I, many of the fortifications, such as the 
Hilsea Lines were sold to local councils (Webb 1989, 66). 

World War II (1939–45; Dockyard Phase 6) 
5.7.28 The next phase of intensive fortifications in the hinterland area was during World War II. These 

took the form of small, widespread hardened fortifications, common to the English countryside 
during this period. Of particular note, Fraser Beach was occupied by anti-tank traps, one 
surviving example of which is Grade II listed, and the area around Portsmouth airfield was 
defended with Pickett-Hamilton type pillboxes (Drummond and McInnes 2001, 92–93). These 
were circular sunken fortifications, and were retractable via a hydraulic system to allow easy 
access for aircraft (Ruddy, 2003 21). 

5.7.29 The existing sea forts and military installations were now armed with anti-aircraft guns, rather 
than the long range guns of the late-19th century (ibid), the threat coming from the air rather 
than the sea. The Defence of Britain database shows there was a high concentration of anti-
invasion and anti-aircraft defences in the hinterland area, concentrated mainly in and around 
Portsea Island and Gosport. However, Starfish decoy lights were established on the 
neighbouring and sparsely populated Hayling Island (Dobinson, 2000; Jenkins, 1986). Unlike 
earlier defences, these appear to have been incorporated into the existing urban landscape. 
No doubt they had temporary impositions on the populace, but as the Ordnance Survey 
1:10,000 map of 1938–42 (not reproduced) shows, the development of Portsea Island and the 
surrounding hinterland was largely unaffected by their presence. 

5.7.30 As with preceding periods, the heightened defences in the area are no doubt in response to 
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the sensitive military asset, the dockyard, in its midst. Although it is unlikely that this is the sole 
cause as the Defence of Britain database shows relatively sparse defences in the west of the 
country, including around Plymouth Dockyard. It is likely that a combination of the dockyard’s 
presence, and its proximity to the direction of attack from the European continent was grounds 
for the increased defences. 

5.7.31 Following the end of the war many of these defences were decommissioned and removed, but 
their locations remain marked in the HER. Only the tank trap on Fraser Beach and an example 
of the Pickett-Hamilton Fort and Starfish structures remain. 

Cold War (1947–91; Dockyard Phases 6 and 7) 
5.7.32 Following the end of World War II and the start of the Cold War era, focus shifted from 

fortification and defence to early warning installations. The dockyard was still a priority target 
for nuclear attack, along with Fort Southwick, the location of Naval Home Command, and 
Gosport Victualling yard (portsdown-tunnels.org.uk accessed 26/08/2015). Chief amongst 
these was the Portsdown Main, also known as the Admiralty Signal Exchange, located near 
Fort Southwick on Portsdown Hill. 

5.7.33 This brought with it a greater separation of military and civilian spheres than in preceding 
centuries. Whilst Portsmouth and Gosport retained a strong military presence in the form of 
marine barracks and the presence of the Royal Navy, the physical impacts of this relationship 
appears to have lessened. The ASE and Naval Command were located in a marginal area with 
a strong strategic value – Portsdown Hill, rather than in and amongst the populace.  

5.7.34 As military tactics and weapons changed, so too did the presence of military installations and 
fortifications in the hinterland area. Whilst in the earlier periods they were shoulder to shoulder 
with civilian buildings, often carrying heavy restrictions and penalties for the latter, by the mid-
20th century, long-ranged weapons appear to have negated the need for direct military 
involvement in civilian life. The presence of the dockyard continued to facilitate a strong 
military presence in the area, but the 20th century installations did not have as great an impact 
on the development of the hinterland as their predecessors. 

5.7.35 Fort Southwick remains an active military installation and is inaccessible to civilian traffic. 
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5.8 Sea Defence and Land Reclamation 

Summary 
The presence of the dockyards resulted in major influence land reclamation in the immediate 
vicinity of the docks through the need for urban expansion and military installations.   
Influence on hinterland 
Social Low 
Economic Low 
Physical environment Major. Large areas reclaimed around the naval dockyard. 
Current evidence Evident in current and historic mapping. 

5.8.1 The presence of the dockyards had a major influence on land reclamation in the local 
hinterland area in the immediate vicinity of the docks, having altered the geography of 
Portsmouth harbour through the need for urban expansion and military installations. Evidence 
for reclamation and ground consolidation is clear from documentary sources and the 
cartographic record, and also from BGS and geotechnical borehole records. Made ground 
deposits are generally not of specific archaeological interest in themselves.  

5.8.2 The Tudor yard was constructed on reclaimed ground to the north of Portsmouth town. The 
ensuing phases of development within the yards saw more of the intertidal and marshland 
zones that characterised Portsea Island reclaimed. This can be clearly seen between the 
Ordnance Survey 1”:mile map of 1810 (Fig 10) and the Ordnance Survey 2nd edition 6”:mile 
map of 1898 (Fig 12), which shows the area of the 1870s expansion. 

5.8.3 Land reclamation appears to be at its highest in the hinterland area during the 19th century, 
broadly coinciding with Phase IV of the dockyard. The driving impetus behind these 
reclamations, however, is likely to have been from factors outside the expansion dockyard, but 
indirectly influenced by it. 

5.8.4 The fashionable Southsea area of Portsmouth (originally Croxton Town) lies within the former 
region of the ‘Great Morass’, a large marshland to the east of Old Town (see Section 5.5). The 
expansion into the marshes would have required a great deal of reclaimed land, BGS borehole 
data indicates a probably typical composition of crushed brick and gravel bound in clay (eg 
BGS borehole ref: SZ69NW275). This need for reclamation was driven by the speculative 
developments by individuals such as Thomas Croxton and Thomas Ellis Owen, who saw the 
business opportunity in exploiting increasing popularity of seaside tourism and the needs of the 
off-duty Royal Navy personnel in the early 19th century. 

5.8.5 Land reclamation occurred in other parts of the survey area, within river courses and 
marshlands. These events are more likely to be related to agricultural practices than the 
presence of the dockyards, and are discernible on historic mapping for instance the 16th 
century indented eastern coastline of Portsea Island was ‘evened out’ by the 20th century. 
Majority of the made ground deposits would still be present in the archaeological record.  

5.8.6 Perhaps the most striking examples of land reclamation in the hinterland area are the 
alterations to the geography of the harbour. These comprise of the joining of Little and Greater 
Horsea Island to form the torpedo lake, and the growth and development of Whale Island, 
forming HMS Excellent. As covered in section 5.7, these developments were spurred by the 
large military presence in Portsea and the harbour, particularly that of the Royal Navy. Without 
the dockyard to serve as a base, it is unlikely that the need for the developments of these 
islands would have occurred to this extent. 

5.8.7 The expansion of Horsea Island was undertaken with chalk excavated by convict labour from 
the nearby Paulsgrove quarry, near Cosham to the north of the Hilsea Lines. The Ordnance 
Survey 2nd edition 6”:mile map of 1898 (Fig 12) shows a tramway to Paulsgrove Quay where 
chalk was transported to the island (Ripley 1982). This tramway and the quarry pit are 
intrinsically linked to the development of Horsea Island. 

5.8.8 The expansion of Whale Island at the end of the 19th century was the result of a deliberate 
programme of reclamation, with close links to the dockyard. Material excavated from the new 
basins and docks for the 1867–81 Great Extension  was dumped at Whale Island. It was under 
the suggestion of Lt Percy Scott that this material be levelled to form the land installation for 
HMS Excellent. Without the presence of the dockyard, it is unlikely that Whale Island would 
have been expanded, as the navy was using the moored ship for its training exercises.  
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5.9 Retail and marketing 

Summary 
The presence of the dockyard appears to have had little direct influence on the growth and 
development of retail activity in the hinterland. A much stronger influence would have been 
the port at Portsmouth, which opened the south Hampshire region to a variety of trade 
opportunities, both from elsewhere in England, and the international markets. Trade 
directories list specialist maritime shops in the coastal towns in the hinterland area, 
suggesting that these serviced the fishing and merchant communities, rather than the 
dockyard.  
Influence on hinterland 
Social Low 
Economic Low 
Physical environment Low 
Current evidence As noted in the database analysis in section 4.10 there are 76 

known assets (1.4%) associated with this theme.  

Retail 
5.9.1 For the most part, retailing in the hinterland area does not appear to be unique or uncommon. 

The historic trade directories for the 18th, 19th and 20th centuries, such as Pigot’s and Kelly’s, 
list a large number of shops selling a broad range of products that would typify any populous 
urban environment. These include purveyors of foodstuffs, clothing (including tailors, boot 
makers, and corset makers), furniture and upholstery, and more luxury items such as 
jewellery, watches and gunsmiths. Entries such as peruke (wig) makers, which die out in the 
19th century, are indicators of changing fashions.  

5.9.2 These types of shops appear in many of the towns in the hinterland area, such as Fareham 
and Havant, and beyond in Hampshire county, such as Basingstoke and Odiham, albeit in 
different concentrations. What marks the coastal communities from those further inland is the 
presence of more maritime-specialised retailers, such as rope makers, sail makers, 
shipwrights, and chandlers. These appear in trade directory listings for Portsmouth and 
Gosport, but not Portsea, and for Fareham (British Universal Directory 1792–98). The 
presence of these maritime industries in Fareham seems to disappear by the early 19th 
century, as no ropers or boat makers are listed (Pigot’s Trade Directory 1828).  

5.9.3 The general decline of the maritime industry is covered in section 5.2, as Fareham did not 
have the infrastructure for large-scale ship production; it is likely that this decline in maritime 
retail was influenced by other factors. The factors affecting this are not easily discernible, but it 
is likely that the focus of the types of maritime economies that stimulated these businesses 
moved, either to Portsmouth itself, or further afield, to Southampton. From the mid 19th 
century, as the dockyard produced many of the components needed to produce ships in 
house, or contracted out to specialist merchants located in various parts of the country, it is 
unlikely that the presence of the dockyard affected this decline. 

5.9.4 A positive influence of the dockyard on local retailing is covered in section 5.15, clothing. 
5.9.5 Care should be taken when using the HER entries as evidence of retail in the hinterland area. 

The HER points are likely to list the buildings that have historic value, rather than the 
merchants who would have operated in them. Likewise, houses that have been converted into 
shops may have been assigned their current use in the AIME asset types. 

Markets 
5.9.6 Portsmouth had a dynamic trade economy (Thomas 1984, 3), stretching as far back as the 

15th century. The key to this was the port at the Camber area of Old Town. The port saw 
varied and wide reaching trade from both domestic and international markets. Whilst the 
background trading, such as wine, flour, tobacco (in the post-medieval period), bottles, oats, 
and salt to name some examples, was influenced by general markets and the port itself. 

5.9.7 As covered in section 5.6, the naval yards leaned increasingly heavily on timber sources 
outside of the local area in the later 18th and early 19th centuries. This demand would have 
had an impact on the types of wares being brought into Portsmouth, of particular note are 
instances of trades in pine planking from South Carolina in the 1760s, used to deck ships, and 
masts and flax coming in from Riga in 1621–1710 (Thomas 1984, 7, 9) . 
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5.9.8 The resurgence of the dockyard from its post-Tudor decline prompted an increase in coal 
shipments in the late 17th century (ibid, 4). Between 1650 and 1800, the dockyard and military 
buildings, such as the barracks in the hinterland area received regular coal deliveries. The 
scale of this import was directly influenced by the presence of the dockyard, although evidence 
for it in the historic environment is scarce. 

5.9.9 The survey area appears curiously devoid of noted market halls on the HER. The exception to 
this being the cattle market noted on the OS 2nd edition 6”: mile map of 1898 (Fig 12) at 
Cosham. As the Royal Navy was serviced by the victualling yard at Gosport it is unlikely that 
the docks had any bearing on the presence of a cattle market at this location. More likely it was 
used to service the growing urban population of Portsmouth in the civilian markets.  
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5.10 Health and welfare 

Summary 
The influence of Portsmouth dockyard on health and welfare provisioning is more prevalent in 
the 19th century than earlier periods. This influence is closely tied to the dockyard’s role as a 
Royal Naval base, and an obvious example of this is the opening of the Royal Naval Hospital 
Haslar. These types of specialist hospital would not have served the dockyard community, but 
the naval staff, marines, and artillery companies stationed in the harbour area to protect it. 
Influence on hinterland 
Social Low – dockyard workers would have been treated within the yard’s 

infirmary. Pensions kept majority of the yard’s workforce from Poor 
Law workhouses. 

Economic Low – N/A 
Physical environment Moderate – Although hospitals and workhouses were established, 

these were the results of other influences, such as legislation. 
Where military hospitals occur, these were drawn by the yard’s role 
as a naval base, and to service the military personnel stationed in 
the vicinity. 

Current evidence As noted in the database analysis in section 4.11 there are 106 
known assets (2%) assigned to this theme. 

Hospitals 
5.10.1 The presence of the navy had a significant influence on the establishment of early hospitals in 

Portsmouth and the local hinterland, to cater for sick sailors and prisoners of war. From the 
17th century the dockyard had a chyrurgeon (surgeon) to attend to injuries. The broader 
hinterland was unaffected; substantial medical facilities outside of Portsea were absent until 
the end of the 19th century. 

5.10.2 The Royal Hospital Haslar opened as a Royal Navy hospital in 1753 and was at the time the 
largest brick building in England. It has had a very long and distinguished history in the medical 
care of service personnel both in peacetime and in war since that time. 

5.10.3 It was built on the western side of the harbour with the intention that most patients would be 
delivered by boat (Revell 1978). Patients at Haslar are recorded to have been afflicted by a 
wide range of disorders such as; scurvy, typhus, small pox, the flux and venereal diseases 
amongst other things. In contrast to this tropical diseases such as malaria and yellow fever do 
not appear on the list of ailments admitted between 1758 and 1760 (Cook 2007). It can only be 
assumed form this lack of data, that diseases obtained in the tropics were treated outside of 
Portsmouth.  Royal Haslar Hospital is still extant, although is no longer a functioning hospital. 
Many of the buildings that comprise the estate are Grade II listed, and the grounds are a 
registered park. 

5.10.4 Royal Portsmouth Hospital was established in 1849, in close proximity to the dockyard.  The 
presence of a lock ward at the Royal Portsmouth Hospital is indicative of the Contagious 
Diseases Act (1864) and its attempts to eliminate these diseases in areas such as Portsmouth.  
The relationship between the placement of the hospital and the dockyard is uncertain, but 
there is a strong link between the inclusion of the lock ward and the yard. The Portsmouth area 
was rife with vice, which traded on the sailors, soldiers and dockyard workers. Venereal 
diseases were common. Portsmouth Lunatic Asylum, built 1879–1914 between Velder Creek 
and Eastney Lake in Milton, became the Borough of Portsmouth Mental Hospital (1914–1926), 
then part of the National Health Service. 

5.10.5 The existence of a dockyard surgery in late 19th century shows that the injuries dockyard 
workers sustained at work were being attended to in-house (Robinson 1898). 

5.10.6 The military roots of later hospitals such as the Queen Alexandra Hospital attest to a naval 
presence in Portsmouth continuing into the 20th century. The need for specialist naval 
hospitals declined with the establishment of the National Health Service in 1948.  

Welfare Services 
5.10.7 The evidence of welfare provision for the dockyard workforce and their families is varied. The 

1881 Workhouse census gives little indication of this relationship.  Of the men listed there are 
15 merchant seamen, 9 naval/military pensioners, 2 dockyard labourers, 4 dockyard 
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pensioners and an engineer in the Royal Navy. There is one reference to a ‘sailor’s wife’ but 
no such distinction for the wives of dockyard workers. This suggests that these women were 
both separately employed (and therefore separately listed), or another system of care was in 
place. Likewise children are listed as ‘scholar’ in their profession in the workhouse, and their 
relationship to the dockyard workers is not stipulated.  Whilst the presence of the dockyard and 
navy is visible in workhouses, they are not a substantial enough proportion to suggest a 
significant link. It is probable that dockyard pensioners are not prevalent in workhouses due to 
the introduction of a pension scheme which included sick pay and free medical attention which 
is likely to have kept workers out of the workhouse (Field 1994). The Portsea Island Union 
Workhouse was converted into a hospital in the early 20th century, the main building, St 
Mary’s House, is Grade II listed and still extant. The remaining buildings that comprised the 
workhouse have since been demolished. 

5.10.8 Provision of care for active servicemen is evident in the establishment of several facilities, such 
as Sarah Robinson’s Soldier’s Institute, the Sailor’s Rest, and Reverend W. Carus Wilson’s 
Home on the corner of King Street and Lombard Street.  The presence of naval wives in 
Portsmouth is seen in the homes established by Sarah Robinson for those whose husbands 
were not permitted leave. There are accounts of widows being taken to asylums through grief, 
although it is not clear if widows created substantial demand for asylums or if they were only a 
minority of those admitted (Robinson 1898).   

5.10.9 The influence of the dockyard on the provision of welfare for orphans in the local hinterland is 
evident. Although there were orphanages throughout the town, naval orphans were especially 
provided for by the navy in the form of the Royal Seamen’s and Marine’s Orphan School. This 
boarded both sexes and accommodated a high demand of naval orphans during its use 
(Stanford and Patterson 1974).  

5.10.10 Whilst a small number of retired servicemen and dockyards-men are recorded in the 1881 
census it is far from the number of pensioners to be expected from a dockyard town. However, 
it would appear that in the 19th century, and particularly the latter half, Haslar began to serve a 
dual purpose as not only a hospital but also a retirement home. 1848 census data reveals that 
there was a higher proportion of pensioners that active servicemen residing in Haslar, some 
having permanently moved there (Revell 1978). 

5.10.11 The Temperance (anti-alcohol) movement of the early 19th century was heavily influenced by 
the navy and led to the establishment several welfare institutions for sailors in Portsmouth 
such as Agnes Weston, who opened a Sailors’ Rest in Commercial Road in 1881 (Gulliver, 
1971).. This need for specialised establishments declined into the 20th century with the 
introduction of the NHS diminishing specialized establishments.  In comparison little influence 
is shown in retirement homes and workhouses, where naval personnel are lacking. Similarly 
the dockyard workers have little influence on Portsmouth throughout the centuries, with only 
passing reference to dockyard surgeries and few dockyards-men appearing in workhouses.  

5.10.12 As with the presence of hospitals, the welfare infrastructure in the hinterland area appears to 
be a combination of nationally implemented services with those that are specifically related to 
the heightened military presence in Portsmouth town. The location of the main Union 
Workhouse on Portsea Island is likely more related to population density there than the 
dockyard. Smaller workhouses are marked on the OS 3rd edition 6”:mile map of 1898 at 
Fareham and Havant. 
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5.11 Education  

Summary 
The first schools in the survey area were Portsmouth Grammar School (1732) and the 
Portsea Beneficial Society School (1755). It is unlikely the Grammar School was influenced 
by the dockyard, but the presence of the Beneficial Society School in Portsea reflected the 
charitable character of the local tradesmen and dockyard workers. Other charity schools, 
such as the Royal Seamen and Marines’ Orphan School were linked to the strong naval 
presence in Portsmouth harbour.  By the end of the 19th century, development of schools 
was the result of government legislation.  
From the mid-19th century, the immediate hinterland area has become increasingly 
characterised by the presence of naval training installations, the first of these was the 
gunnery school, HMS Excellent, but was expanded upon with the torpedo testing facility at 
Horsea Island. The 20th century saw the largest expansion in the hinterland of training 
facilities, but all are based around the harbour area. 
Influence on hinterland 
Social Low – Dockyard workers’ children would have been educated in 

small private schools before the 1870s Education Act; in the 19th 
and 20th centuries specialist schools coached them for the 
Dockyard entrance exams. 

Economic Low – N/A 
Physical environment Moderate – Development of schools was closer related to 

population expansion. The development of naval training facilities 
was indirectly influenced by the presence of the dockyard, although 
it was the strong naval presence that facilitated their growth. 

Current evidence As mentioned in Section 4.12 there are currently 91 assets 
associated with this theme in the survey area. The  

Introduction 
5.11.1 The presence of the dockyard at Portsmouth had little influence on the development of civilian 

education in the hinterland. The early grammar school would have educated the boys of more 
affluent residents, unlikely to be dockyard workers. The mid–late 17th century saw the rise of 
the Sunday school, for poorer children, and Portsmouth appears to be no different. Within the 
town of Portsmouth charitable schools began to be present in the urban environment. These 
were initially ad-hoc, taking place within churches, or in the case of John Pounds, his 
workshop. The first purpose-built poor school building was constructed in 1784, and is still 
present (Gatt 1986). It had been founded in 1755 and in 1836 was enlarged to admit girls, a 
very progressive development. Monitorial and Lancastrian schools were set up in Portsea in 
the early 19th century and the Portsea Free School from 1848 
(http://www.ataleofonecity.portsmouth.gov.uk/topic/education-in-portsmouth-1812-1870/).  

5.11.2 Perhaps the most unique of these were those related to the Royal Seamen and Marines’ 
Orphan schools. As the name suggests these educated the orphans of naval personnel, and 
their presence in the town of Portsmouth is likely indirectly linked to the dockyard, in that it 
attracted a large naval population. 

5.11.3 This indirect relationship also fostered the rise of naval training facilities in the hinterland area 
from the mid–19th century and into the 20th. Similar facilities are seen in the regions of other 
naval bases such as Plymouth, although the scale with which they are present in the 
Portsmouth Harbour area is likely in relation to the role of the yard as the home of the Royal 
Navy. 

Schools 
5.11.4 By the 20th century, Portsmouth boasted over 40 elementary schools, private institutions and 

grammar schools (VCH Hampshire III 192–198). One of the earliest schools was the Beneficial 
Society School, established in 1755 by the Portsea Beneficial Society for the education of 20 
boys of the parish of Portsea (Reports from the Commissioners Vol 3, 1826). Widows’ children 
were the favourites to receive the charity of the school, followed by poor labourer’s children, 
and lastly poor artisan’s children (ibid). A purpose built school building was opened in 1784, on 
Kent Street, and is Grade II* listed. The establishment of the school in the Portsea area occurs 
broadly at the same time as the establishment of the Sunday school movement by Robert 
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Raikes in Gloucester. The children of the school may have been those of dockyard workers, as 
it is located within the workers’ district of Portsea, but it is hard to identify a positive link 
between the two.  

5.11.5 In 1805, the Beneficial School was granted a gift in the will of a Richard Wilmot for the 
continued education of widows’ boys. Amongst his stipulations of educating the boys in the 
English language and arithmetic, Wilmot included that they should also be taught navigation 
(VCH Hampshire III 192–198). This is no doubt related to the strong maritime presence of the 
town.  

5.11.6 A more obvious charitable school is the Royal Seamen and Marines’ Orphan School, which 
opened in 1834 in Portsea, and two years later, a branch of the Seamen, Marines and 
Fishermen’s School opened in Ordnance Row 
(http://www.childrenshomes.org.uk/PortsmouthSeamen/). Much in the same way as the 
inclusion of navigation instruction in the Beneficial Society School these charitable schools 
attest to the strong military presence on Portsea Island. The absence of similar institutions 
elsewhere in the hinterland area similarly would reflect the low military involvement in these 
areas. The presence of the dockyard did not have a direct influence on these schools. 

5.11.7 Education in the dockyard pre-dates the offering of compulsory learning for all children in 
Britain. Dockyard schools, institutions within the yards for the education of apprentices in the 
‘Three R’s’ were formally introduced in 1840, although earlier incarnations existed at Chatham 
from 1811 (Casey 1999, 66-67). These schools sought to create a better class of workman: 
industrious, law abiding, god fearing and literate. 

5.11.8 The Admiralty stipulated the entry requirements for boys entering into apprenticeship and into 
which of the Dockyard Schools they were eligible for (the ‘upper’ school for those who would 
become managers and master artisans, and the ‘lower’ school, those who would become 
workmen). In both cases, candidates had to have come from a “background sufficiently 
respectable to have encouraged the development of literacy and numeracy, ‘the parents being 
in receipt of such wages as makes the neglect of such instruction inexcusable’” (Casey 1999, 
71). This would suggest that schooling institutions outside the dockyard were already in 
existence, and sufficiently accessible that prospective apprentices had already received the 
most basic of educations.  

5.11.9 There is a marked increase in the number of schools noted on the OS 2nd edition 6”: mile map 
of 1898 from the OS 1st edition 6”: mile map of 1866. The increase in the number of schools 
both on Portsea Island and in the surrounding hinterland was likely enabled by the Forster 
Education Act of 1870 making elementary education for all children aged 5–10 compulsory, 
and so existed at a national level. The Dockyard schools already fulfilling this role would likely 
have been unaffected. 

5.11.10 The effect of the dockyard on the development of education would therefore have been a 
secondary one. As mentioned in section 5.5, Portsea was considered a working-class district 
of the town, and the collection of charitable schools there suggests it was not just populated by 
dockyard workmen, but also military and maritime families. It is these social conditions that 
would have attracted the early charitable schools to the area, rather than the dockyard itself. 

5.11.11 An example of this is the John Pounds Ragged School. Pounds, a local shoemaker (and ex 
dockyard apprentice) began educating poor children in 1818 out of his workshop (Hawkes 
1884; Coats 2007), the location of which is noted on the HER. This also highlights the 
intangible nature of early schools, which were informally arranged.  

Naval Training Facilities 
5.11.12 The high military presence in the Portsmouth Harbour area has led to the creation of several 

naval schools and training facilities in the region in the 19th and 20th centuries, changing the 
nature of the landscape. Perhaps the most famous of these is HMS Excellent, located on 
Whale Island. An overview of the physical alterations the shore facility had on the hinterland is 
covered in section 5.8.  

5.11.13 The initial HMS Excellent comprised of a third-rate ship moored in the harbour of Whale Island 
in 1820. The facility answered the Admiralty Board’s requirement to ensure that crews were 
well trained in gunnery, a move away from the earlier method of training, which was dependent 
upon individual captains. The importance of the facility grew in the Victorian period when 
longer ranged shelled weapons became the norm.  

5.11.14 HMS Excellent was the first naval gunnery school, along with HMS Cambridge at Devonport 
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(1856) and HMS Wildfire at Sheerness (1889). The location of Portsmouth as the primary 
gunnery school is no doubt related to the importance of the dockyard as the home of the Royal 
Navy. It could be argued that the presence of HMS Excellent in the hinterland acted as a 
catalyst for the creation of subsequent establishments: HMS Vernon, a torpedo school based 
at Gunwharf established in 1876. 

5.11.15 Later, the buildings of the stone frigate (shore establishment) HMS Collingwood are marked on 
the OS 4th edition 6”: mile map of 1935 (fig). It started life as a ‘hostilities only’ rating (those 
enlisted only during a period of war) training establishment, but following the end of World War 
II, became the Electrical Branch of the Royal Navy and subsequently the Weapon Engineering 
Branch of the Royal Navy (http://www.rneba.org.uk/html/history_of_electrical_branch.html). 
Later in the 20th century, the establishments of HMS Excellent, HMS Collingwood, HMS 
Phoenix (the former fire defence school at Tipner), and the Defence Diving School at Horsea 
merged to form the Maritime Warfare School. 
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5.12 Religion and burial 

Summary 
The increased dockyard population and expansion into the new district of Portsea brought 
with it the needs to administer to the spiritual wellbeing of the dockyard worker’s district. Of 
particular note is St George’s in Portsea, the original church being constructed by shipwrights 
from the yard. Portsmouth enjoyed a largely unique position as a cosmopolitan port-town, 
which facilitated new ideas and increased religious tolerance. Alongside the long standing 
Protestant faith which dominated the English religious landscape, Jews, nonconformists, 
chiefly Methodists, and Catholics were able to worship freely, aided by various government 
legislations of the 17th and 18th centuries. A Jewish cemetery was established in Lazy Lane 
(now Fawcett Road) in 1749, and extended in 1800, 1844 and 1882. Overcrowding within the 
town’s burial grounds lead to allocation of Kingston Cemetery in Buckland, for burials of all 
denominations. Domus Dei and Haslar Hospital burial grounds are segregated in that they 
contain only military personnel. The scale of religious expansion is largely confined to Portsea 
Island, although new non-denominational churches appear in the hinterland area, no doubt 
because of their ease to establish. 
Influence on hinterland 
Social Moderate – The dockyard’s population necessitated the 

construction of new churches. Although later, growing religious 
freedom allowed for greater variation of churches and faiths.  

Economic Low – N/A 
Physical environment Moderate – The growth of the urban population necessitated the 

construction of new churches. This can be seen in comparison to 
the rural hinterland, where fewer new churches were constructed. 

Current evidence As noted in the database analysis in section 4.13 there are 217 
known assets (4.2%) assigned to this theme. 

Introduction 
5.12.1 The influence of the Royal Dockyard in Portsmouth on religion and commemoration is not 

widespread in the broader hinterland area. Religious growth is concentrated in the immediate 
vicinity of Portsea Island, and is influenced by the three main factors of the town: the dockyard, 
the military, and the port. The expansion of the town in the 18th century necessitated the need 
for new churches to serve the dockyard workforce. The high military presence saw the creation 
of specialist military institutions like Domus Dei (Royal Garrison) Church, and the burial ground 
at Haslar Hospital. All the while, the port saw the facilitation of new ideas, and facilitated the 
settlement of new religious groups. 

New Churches 
5.12.2 Population growth in dockyard communities can also be shown in expansion of the churches 

popular with the dockyard communities. It is likely that these institutions would be prevalent 
around areas such as Portsea and Landport, where the dockyard community was strongest. 
Churches such as St George’s (1753) and St John’s (1787) were constructed in these areas 
as chapels of ease to serve the growing communities (Masters 1979, 10). The growing 
dockyard had a positive effect on the presence of these churches in as much as they were 
required to tend to the spiritual needs of the increasing population. St George’s was 
constructed by 15 shipwrights under the eye of Nicholas Vass (stgeorgeschurchportsea.org.uk/ 
heritage/). The church was heavily damaged during the Second World War and largely rebuilt 
in the 1950s. St John’s church was located on Prince George’s Street (VCH Hampshire III 
192–202) and is no longer extant, bombed in 1940.  

5.12.3 During the 19th century, the rise of the middle class led to a spate of wealthy individuals 
funding new churches and it becomes increasingly difficult to distinguish between new 
churches due to dockyard-demand and churches being erected as a display of growing wealth 
(Isherwood 1975).  These churches would be present in the more gentrified areas of Portsea 
Island, such as Southsea. A good example of such a church is St Jude’s, built in 1851 by 
Thomas Ellis Owen, developer of Southsea.  

5.12.4 Elsewhere in the survey area, the growth of churches appears at a much smaller rate. The 
smaller populations of towns outside Portsea Island would not have necessitated the same 
numbers of chapels of ease. Where new churches occur, they broadly coincide with periods of 
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settlement expansion such as in Fareham, or the creation of new towns in the Waterloo 
district.  

Religious Denomination 
5.12.5 Prior to the 18th century Portsmouth’s religious orientation followed national trends and at the 

time of its ascension to becoming the primary dockyard was largely Protestant (Isherwood 
1975). Press ganged sailors from the colonies from the early days of the Royal Navy would 
undoubtedly have held different religious beliefs but this would have been kept below the 
surface and would not therefore had an influence on the religious activities in the dockyard 
hinterland. During the Civil Wars Portsmouth had been a strongly republican and non-
conformist town. However, new trade opportunities between Britain with the American colonies 
and the Baltic led to a general rise in non-conformism and development of new ideas 
throughout the country. This was aided by the Act of Toleration (1689) which eased many of 
the restrictions imposed on Baptists, Quakers, Congregationalists and other dissenting 
congregations. Unitarians were particularly influential among the town burgesses in the 18th 
century. John Wesley, one of the founders of the Methodist movement which was originally 
intended to revive the Anglican church from within, preached in Portsmouth in 1779 and 1784. 
A large number of the new churches marked on historic OS maps are Methodist chapels, 
which from the 1790s were built in great numbers in areas of new settlement where the 
Anglican Church was least active. 

5.12.6 Methodism attracted a wide diversity of followers, and the examination of Methodist chapels 
(foundation stones and memorials in particular), records and the accounts of chapel openings 
and events in local papers would elaborate on this relationship. It is reasonable to suggest that 
dockyard workers and managers were numbered to a greater or lesser extent amongst 
Methodist and other non-conformist congregations. 

5.12.7 A more direct example can be seen in the impact the port’s trade had on religion in the 
immediate hinterland was shown in 1714 when German Jews followed the commercial 
opportunities made available by naval success and erected a synagogue in Oyster Street. The 
presence of the Jewish community was aided by a relative relaxation in anti-Semitic sentiment 
in Britain since the Tudor and Stuart dynasties (http://www.jackwhite.net/portsmouth-
synagogue/aubrey.htm). A synagogue was opened in 1780 in the heart of Portsea, on the 
corner of Queen Street and what is now Curzon Howe Road, which was bombed in the second 
World War.. Remains of this building are no longer extant, but a new synagogue was 
consecrated in 1936 in building off The Thicket, Southsea. 

5.12.8 In addition to this, Catholic stigma was lessened, in part for the sake of Irish immigrants who 
came to fulfilled much of the demand for both navy and dockyard personnel (Isherwood 1975). 
This was facilitated by the Second Catholic Relief Act of 1791, which allowed Catholics to 
openly practice in borough towns, such as Portsmouth. The result was the construction of St 
John’s chapel on Prince George Street in 1796. The numbers of Catholic parishioners grew 
from a recorded two in 1767 to 130 in 1791 (portsmouthcatholiccathedral.org.uk/history.php). 
Whilst this growth may indeed be related to an immigrant Irish population, it cannot be ruled 
out that it was related to the new found religious freedom the Second Catholic Relief Act 
allowed.  The French Revolution also prompted an influx of refugee Roman Catholic priests 
into Portsmouth. An examination of census records may help to establish the role of the 
dockyard in the growth of Catholicism in the hinterland area. 

5.12.9 Protestantism, however, still dominated religious life and was prevalent in the navy. As the 
First Lord of Admiralty was responsible for ensuring protestant teachings were present in every 
ship it is unsurprising that the protestant churches of Portsmouth provide the strongest links 
with the navy and also attest to strong protestant beliefs amongst dockyards-men. St Thomas’ 
Church was continually adjusted to accommodate both the needs of the navy and dockyards 
men, notably in 1683, Charles II authorized £9,000 to repair the tower, bombarded during the 
Civil War, to fulfil the navy’s need for a new lookout tower and seamark. The task was 
completed by nonconformist Master House Carpenter, Ambrose Stanyford, released from his 
dockyard service from August 1692 until May 1693 (Hubbuck, 1976, 4). In addition to this, St 
Thomas’ popularity with dockyard communities resulted in alterations, such as additional 
galleries, occurring from as early as 1702 to accommodate surplus worshippers. Whilst the St 
Thomas church provided practical use for the navy, worship was more commonly undertaken 
by the navy at the Domus Dei (The Royal Garrison Church) which was restored for use by 
servicemen under the supervision of the committee for restoration, headed by several admirals 
and other naval men, (Wright 1873). Whilst the work and restoration of Domus Dei and St 
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Thomas’ Church were funded by donations as a result of military drive, the majority of 
churches in Portsmouth appear to have been funded by wealthy individuals especially in the 
19th century when a flurry of building and restoration took place.  

Cemeteries and Memorials 
5.12.10 Naval cemeteries in Portsmouth can be found at the Domus Dei and Haslar, and Clayhall 

Cemetery, which succeeded Haslar in 1859. Haslar appears to have been conscious of the 
spiritual needs and their obligation to promote Protestantism as both a chapel and cemetery 
can be found in conjunction with the hospital.  The Domus Dei burial ground speaks loudly of 
the naval presence in Portsmouth through a range of grave tablets such as the tablet of the 
Commander-in- Chief at Portsmouth, Isherwood (1975). 

5.12.11 The memorials at the Domus Dei can be found throughout the church, but primarily on the 42 
stalls, all of which are inscribed upon. The following extract from the memorial of Admiral Sir 
Henry Ducie Chads indicates the nature of these memorials; “Lieutenant Chads (himself 
severely wounded) gallantly continued the struggle, until compelled to strike to his giant 
antagonist after a contest of three hours and forty minutes … this action secured promotion 
and the command of the Columbia” (Wright, 1873, p.64 ). Local churches such as St Mary’s 
and St Agatha’s also contain memorials that indicate a naval presence in Portsmouth. The 
tradition of erecting memorials continues into the 20th century, as found on the Portsmouth 
War Memorial, which lists those fallen in the World Wars. There are further naval and military 
memorials along the seafront and in Victoria Park. 

5.12.12 In the centre of Portsea Island is Kingston Cemetery, opened in 1854. The cemetery marks 
plots for Nonconformist, Roman Catholic, Protestant, and Jewish burial grounds noted on the 
OS 3rd edition 6”: mile map of 1898 (Fig 12). The cemetery opened to alleviate pressures on 
burial grounds in the Portsea area. These pressures were no doubt the result of the growing 
urban population, as elsewhere in the survey area, the historic mapping does not show 
cemeteries of similar size.  
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5.13 Recreation 

Summary 
The principal recreation activities of the dockyard workers and sailors were drinking, social 
clubs and also engaging with prostitutes, which all occurred within the built up area of the 
local hinterland around the dockyard complex and other military installations. The broader 
hinterland was largely unaffected by this as the population was not particularly mobile. With 
the decline in the dockyard’s military and ship building functions in the late 20th century, 
maritime tourism has risen to prominence as a major influence on the economy of the town. 
Since 1985 the Portsmouth Historic Dockyard complex has attracted a considerable number 
of visitors from the hinterland and beyond, which has contributed significantly to the growth of 
local businesses outside the dockyard, including restaurants, bars, pubs, and hotels. 
Influence on hinterland 
Social Moderate – The presence of the dockyard created a strong social 

element amongst its workers and sailors. This was not felt 
elsewhere in the broader rural hinterland however. 

Economic Moderate – public houses were initially influenced by the presence 
of the dockyard, and the workforce there. The expansion of hotels 
in Southsea was driven by the growing tourism industry in the late 
19th century. The economy of the local hinterland has also been 
revived by the recent introduction of maritime tourism. 

Physical environment Moderate – The expansion of public houses in Portsea is likely 
linked to the dockyard. Elsewhere in the broader hinterland the 
influence is less. 

Current evidence As noted in the database analysis in section 4.14 there 260 assets 
(5.1%) assigned to this theme. 

Introduction 
5.13.1 Portsmouth's dockyard and naval presence has had a large influence on the town itself and 

the recreational activities available both in the present and in the past.  
5.13.2 The original expansion of the docks in the late 1600s led to the establishment of a large 

number of pubs and social clubs to provide for the numerous sailors and dockworkers. 
Prostitution was also present but documentary evidence for this is limited. The Docks were the 
centre of social life for many people and the author Daniel Defoe, writing in the late 17th/early 
18th century, describes them as ‘like a town’ in their size and scale. 

5.13.3 More recently the docks have had an influence on recreation activities, with the introduction of 
maritime tourism and the opening of the Portsmouth Historic Dockyard complex. This includes 
the National Maritime Museum, the Historic Boat Workshop and various restored historic 
vessels (eg HMS Victory, Mary Rose), which have attracted a considerable number of day 
visitors, not just within the hinterland but from the South East of England and beyond .  

Pubs 
5.13.4 The presence of a large number of resident sailors and dockyard workers within the town 

meant that many pubs thrived around Portsmouth's Camber. Notable examples are the Sally 
Port Inn, where Commander Buster Crabbe spent the night before his disappearance in 1956, 
and the George Hotel, which is no longer extant, in which Admiral Nelson rested before 
embarking before Trafalgar (Brown 2009, 14–15). Another surviving Portsmouth pub is The 
Bridge Tavern, a Grade II Listed Building which is located at 54 East Street.  

5.13.5 The area of Portsea near the dockyard was known as the 'Devil's Acre'. Press gangs recruiting 
for the navy frequented many of these pubs (Brown 2009, 23). Portsea’s oldest pub is The 
George Hotel in Queen Street, a Grade I listed building. It is unlikely that the presence of these 
pubs around the port and the dockyard affected those in the surrounding hinterland as the 
sailor and dock worker population would not have been particularly mobile and very rarely 
have left Portsmouth.  

5.13.6 Pubs in the surrounding hinterland area would likely have served the agricultural communities. 
The higher concentration of pubs in the vicinity of the dockyard likely reflects the higher 
concentration of young and unmarried clientele there. This relationship seems quite common 
when comparing the number of pubs in industrial towns compared to rural villages. 
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Prostitution 
5.13.7 5.13.7 Prostitution was a thriving business around the port, especially in the Devil's Acre 

(Brown 2009, 23). In Portsea the red light district is presumed to consist of Bonfire Corner, 
Blossom Alley, Yorke's Drift, White’s Row and Rosemary Lane, areas where there was a large 
proportion of women with lowly jobs but with separate rooms and living reasonably well (Webb 
1989; Riley, 2010). Both these areas were heavily bombed during the Second World War. 

5.13.8 The Lock Ward at Royal Portsmouth Hospital (see Health and Welfare) was established as the 
result of a government initiative to curb the spread of venereal disease. Its location in the 
prostitution district is not coincidental. If prostitution was present in the broader hinterland area, 
it is likely to have been small scale and was little noticed and unremarked. 

Social Clubs 
5.13.9 The influx of sailors and dockyard workers from other docks in Wales, Ireland and the Empire 

meant a diverse set of people in Portsmouth. Different groups set up their own social clubs for 
drinking and dancing (Stedman 2002, 7). In the town, the 'Royal Navy Club' and 'Former Royal 
Engineers' Club' are particularly relevant to the presence of the dockyard and Royal Navy that 
was attached to it. 

5.13.10 Clubs in the broader hinterland area, such as the Devilles club, Havant, and the Emsworth 
club, are less defined by the presence of the dockyards and relate more to social or political 
leanings in those towns. 

Tourism 
5.13.11 Southsea was a heavily visited and advertised destination in Victorian times, in particular after 

the coming of the railways in the area in the late-1840s (see section 5.4), with activities such 
as fireworks, bathing, the Free Mart Fair, funfair and piers all providing a popular draw (Webb, 
1982). However links with the dockyard are tenuous as this would have been an undesirable 
area to visit. The presence of naval boats may have added to the visitors' experience but not 
the dockyard itself. The initial draw for tourists therefore was the growing trend in seaside 
holidays in the late 19th century. 

5.13.12 The Hotels lining the Southsea seafront are no doubt related to this trend. Whilst (as 
mentioned above) they may have served to house naval officers in the post-Napoleonic period. 
The older hotels, located in Old Portsmouth, were likely the result of the importance of the 
town as a trade port than the presence of the dockyard. In 1913, the Williams Guide extolled 
the virtues of country air and farm fresh foods; it is likely that this was aimed at the urban 
population of Portsmouth, to try and draw them into the wider countryside. 

5.13.13 A more recent recreational pastime, and one more directly related to the presence of the naval 
dockyard, is that of maritime tourism. The opening of HMS Victory to the public in 1928 proved 
to be a popular tourist attraction (Bardell 2012, 100). The opening of the Portsmouth Historic 
Dockyard complex to tourism since 1985 has attracted many visitors, not just within the 
hinterland but in the South East of England and beyond. The attraction saw over 740,000 
visitors in 2014 (alva.org.uk/details). The complex includes the National Museum of the Royal 
Navy, the Historic Boat Workshop and the Dockyard Apprentice Exhibition, and restored 
historic vessels such as HMS Warrior, the remains of Henry VIII’s battleship, the Mary Rose, 
and HMS M33 (1915). Many of the dockyard buildings have been restored and repurposed. 
Georgian Storehouses 10 and 11 now contain the National Museum of the Royal Navy and 
Number 6 Boathouse contains Action Stations, an interactive exhibition about the modern 
naval experience. Special naval days and displays are hosted at the complex. The influx of 
visitors to the attraction has had a significant positive impact upon the local economy. 

5.13.14 In the surrounding hinterland area, the creation of the Portsdown and Horndean Light Railway 
transformed the Waterloo area, to the north of Portsdown into a tourist hot-spot, growing the 
towns along the route (VCH Hampshire III 148–151).  
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5.14 Crime and Punishment 

Summary 
The dockyard at Portsmouth has seen its fair share of crime and punishment. The presence 
of smugglers and the criminal underclass in and around the docks, dealing in a large black 
market of goods stolen from the dockyard and naval stores, is evident from contemporary 
records. The presence of the dockyard also introduced foreigners into the area as prison 
populations, for example at Portchester Castle, which was used as a prisoner of war camp in 
the 17th and 18th centuries. Prisoners either released on parole or manufacturing goods 
within the prisons, had some influence on the local economy. In the broader hinterland 
beyond the docks and areas of navy administration, there is no evidence of the influence of 
the presence of naval dockyard.   
Influence on hinterland 
Social Possibly Moderate – The presence of Parole Towns would have 

introduced concentrated foreign populations into the hinterland 
area. Within Portsmouth, the practice of embezzling stores was rife, 
and had far reaching links. 

Economic Low – N/A 
Physical environment Low – No new POW depots were built in the hinterland area. 
Current evidence As noted in the database analysis in section 4.15 there are very 

few known assets (<1%) assigned to this theme. 

Introduction 
5.14.1 The presence of the dockyard had an indirect effect on the local economy by bringing with it 

criminal activity associated with black market stolen goods, and increased smuggling. As a 
military base it introduced a large foreign prisoner population to the area. The socio-economic 
influence beyond the local hinterland is likely to have been negligible.  

Crime around the Dockyards 
5.14.2 Portsea Hard near the Dockyard was known as the 'Devil's Acre' and was home to a variety of 

criminal activities. Sailors were seen as particularly vulnerable to the thieves and opportunists, 
being often drunk and carrying their pay. Most crime was restricted to petty thievery, 
drunkenness and prostitution, which was tackled with the unification of Portsmouth's police 
forces in 1836 (Collins 2010 3). Many of these acts are invisible in the heritage record of the 
hinterland. 

5.14.3 Embezzlement from the yards appears to have been commonplace, possibly because of the 
low pay of dockyard workers (Knight 1975, 215). This meagre pay was offset with the custom 
of 'chips', bundles of waste wood which were taken from the yard by more privileged workers.  
They provided ready cash from sale as firewood or making into goods, as wages were always 
paid six months, and could be up to two years, in arrears. They also proved the perfect cover 
for moving more valuable items out of the yards to be distributed via fences into the hinterland 
area (ibid). There appears to be a degree of organization to this criminal activity, as dockyard 
men's wives would also be used to smuggle out materials in the baskets used to bring food to 
the workmen (ibid, 216). In the 1780s the Navy Board had identified a correlation between the 
receiving houses, where stolen goods were fenced, and public houses, and sought to ban all 
workmen from entering them (ibid 219). Many of these receivers were well known to the Navy 
Board, such as Thomas Hobbes, a publican from Gosport (ibid). 

5.14.4 Such was the relationship between the smugglers, receivers and the local community that 
anyone who attempted to speak out against an individual involved in these activities were met 
with contempt by the wider community (ibid 220). Even if convicted of embezzling stores, those 
involved were met with fairly lenient penalties for the day. This included discharge from the 
yard (for workmen), public whipping, and a fine of up to 400 pounds with a jail sentence until 
the fine had been paid (ibid 222). 

5.14.5 Stolen wares were not exclusively retained within the hinterland area. Although small, invisible 
items such as nails may have been appropriated and resold in Portsmouth and surrounding 
towns, the spread of the wares is thought to have extended way beyond the hinterland. A good 
example of this is the well-known Derby family of Portsea. Officially, the family worked as 
braziers but had a side business reworking stolen materials from the yard to be sold to fences 
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in London (Field 1984, 15). 

Smuggling 
5.14.6 Wider smuggling (to avoid paying excise taxes) was another problem the port town faced when 

Portsmouth's port expanded and became more widely used. In 1698 it became a target for 
smugglers of illegal goods. To halt this, customs officials were expected to inspect cargoes 
and be on the lookout for any suspicious vessels. However some customs officials colluded 
with smuggling rings, a less risky proposition than attempting to stop them. Smuggling in 
Portsmouth was very effective due to the relationship between the customs officials and the 
navy, resulting in poor communication and cooperation (Carson 1974, 5). Smuggler boats 
were often better than those of the customs officials and would out pace them in a chase. The 
army would be called upon to help the officials if an operation was discovered but by the time 
they arrived the smugglers had usually gone. 

5.14.7 The earliest recorded example of smuggling in Portsmouth was in 1715 when Captain Mears 
seized 600 gallons of brandy (Carson 1974, 7). In the 1740s the Hawkhurst gang terrorized 
Portsmouth and its inhabitants. Their biggest haul was in 1747 when they stole tea from Poole 
custom house; they were however captured and hung in 1749 (Carson 1974 8). After this, 
attitude hardened against smugglers. Through the introduction of free trade and the unification 
of custom officials after 1821, it became less prevalent until Portsmouth was declared 'low risk' 
in the mid-19th century (Carson 1974 20). 

5.14.8 Whilst smuggling was prevalent in and around Portsmouth and the coast, it is largely invisible 
in the historic record. Waterways inland such as the Rivers Meon and Hamble would have 
been used, and in the town the port served as the main smuggling avenue utilising the large 
population of incoming and outgoing sailors to cover these activities (VCH Hampshire III 172–
92). There is little to link the dockyard and the presence of smuggling in the hinterland. 

Mutiny 
5.14.9 Portsmouth, as a major naval port, has seen many mutinies, the largest of which, the Spithead 

Mutiny, took place in 1797. It set off a chain of mutinies in Plymouth, The North Sea and The 
Great Nore as well overseas (Coats and MacDougall 2011, 28). Eighty ships and 30,000 men 
were involved - a sixth of the fleet and a quarter of the manpower. The dockyard workers, 
being a non-military organization could not mutiny but supported the mutiny in a strike (Knight 
1975 216). 

5.14.10 The sailors put forward multiple petitions asking for more pay which were ignored and as a 
consequence they refused to sail. The Admiralty eventually agreed to some of the terms such 
as removal of certain officers and an increase in pay and pensions. The crew of the 
Marlborough, Minotaur, Nymphe and Ramilles mutinied for a second time until their demands 
were also met (Coats and MacDougall 2011, 1–2).  

5.14.11 The mutiny was contained within the area of Spithead, and appears to have had little to no 
impact on the hinterland area.  

Deportation  
5.14.12 Portsmouth dockyard was heavily involved in the deportation of criminals to Australia. The 

'First Fleet' (the first deportation ships to Australia) left Portsmouth in 1787 in the ships 
Scarborough, Prince of Wales, Alexander and Lady Perhyn (Bateson 1969, 124–6). Various 
convict ships left from Portsmouth throughout the 1800s. In 1850 a riot on the docked convict 
ships Sterling Castle and York took two days to suppress.  

5.14.13 The convicts were detained and retained aboard these vessels until the time of departure 
(Knight 1989). There is therefore little to mark the deportation of convicts to Australia outside of 
documentary sources. 

Prisoners of War and Imprisonment 
5.14.14 Portchester Castle was built to defend the harbour in the late 3rd Century but has also been 

used for a variety of functions. It held Prisoners of war from the Dutch Wars in the 17th century 
and from France in the 18th century (Renn 1988). The castle initially held 500 prisoners, but by 
1747 had become overcrowded with a population of 2500; a quarter of all prisoners of war. 
Portchester Castle is extant as a Scheduled Monument and Grade I Listed Building.  

5.14.15 There is a strong correlation between the main dockyards and the retention of prisoners 
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(Crimmin 1996, 18). Portsmouth, along with Plymouth and Chatham, had an infrastructure 
network for military POWs during the Napoleonic Wars. This included the presence of land-
based facilities (such as Portchester Castle) and a collection of hulks in the harbour area, 
which served to reduce the costs of transportation (ibid). A smaller prison existed at Forton in 
the 1760s and from c.1777 through the French and Napoleonic Wars for British supporters of 
the American Revolution, then a military prison (Cohen, 1995). The existing depots were 
expanded towards the end of the Napoleonic Wars to manage the growing numbers of French 
POWs in Britain, such as Dartmoor, Perth, Greenlaw, and Valleyfield prisons. No new facilities 
were opened in the hinterland area.  

5.14.16 Officers could give their word that they would not attempt to escape, nor sabotage the war 
effort, in return being accorded accommodation suitable for their rank during parole (ibid). 
Perhaps the most commonly cited example of a parole town is Alresford, near Winchester, 
although there were 50 designated 'parole towns' across Britain (Charters, Rosenhaft and 
Smith 2012, 244). It is possible that at least one of these towns was located within the 
hinterland area, although evidence of this would be found at The National Archives.  

5.14.17 The Prisoners of War in the vicinity of port towns had a curious influence on local economies. 
Aside from the massive consumption of resources needed to maintain these populations, and 
thus artificially raising prices of goods, POWs were permitted a weekly market to sell 
manufactured goods, which augmented their diets (ibid 23). In some cases, these goods had a 
detrimental effect on the local economy, such as the Bristol straw plait business (ibid). It is 
suggested that the lace produced by the prisoners at Portchester Castle had such an effect on 
the local lace industry that their machinery was destroyed (http://www.hampshire-
history.com/portchester-castle-a-prison). This is not necessarily visible in the historic 
environment, but may be apparent in documentary sources such as ledgers of known lace 
manufactures. 

5.14.18 Evidence for prisons near the dockyard is limited to two borough gaols, one dating to the late 
1700s and one to the early 1500s, neither of which survives. There is also evidence of a 
whipping post and stocks located on Church Road outside St Mary's Church. There is no 
definitive evidence to link these with the dockyard itself, and are likely more related to the 
general populace. In 1853 the convicts were moved from the hulks moored in the harbour to a 
prison near the southern boundary of the dockyard. 
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5.15 Clothing 

Summary 
The presence of the dockyard had strong influence on the provision of clothing in the 
hinterland area and on the local economy. In and around the dockyard and along the Camber 
of Old Portsmouth, specialist clothing retailers for sailors and naval officers are recorded in 
historic trade directories. Surprisingly, the presence of slop sellers – merchants in sailor’s 
clothing, does not appear commonplace amongst the more maritime communities in the 
survey area, and along with the presence of naval and army outfitters is by and large 
contained within Portsmouth Old Town and Gosport. Many of these establishments are no 
longer extant. Heavy bombing during World War II and the subsequent post-war 
redevelopment of Portsmouth saw many of the buildings demolished.  
Influence on hinterland 
Social Low – influenced by social demographics (dockyard workers, 

merchant sailors, officers) 
Economic High – Slop sellers and uniform retailers are only listed in the Trade 

Directories for Portsmouth and Gosport. No influence on clothing in 
the wider hinterland. 

Physical environment Low – shops already present in Portsmouth and Gosport 
Current evidence As noted in the database analysis in section 4.16 there no known 

assets associated with this theme. These were likely destroyed 
during World War II. 

Slopsellers 
5.15.1 Pepys’ diary entry for 16 March 1662/1663 indicates that the sailor’s ‘slops’ (sailor’s and 

dockyard worker’s clothes) on naval vessels were issued by the purser 
(www.pepysdiary.com/diary/1663/03/), and a further entry from November 1665 suggests that 
procurement of these items was handled in the early days of the Royal Navy in a similar 
manner to the acquisition of victuals and other goods – by external private contract.  

5.15.2 No doubt the presence of a readily available clientele factored into the decisions of ‘slop 
sellers’ to establish themselves in the area of the Hard, Portsea. The Universal British 
Directory 1792–98 lists a concentration of slop-sellers, who provisioned ‘slops’ or in the area of 
Gosport, Portsmouth Old Portsmouth and Portsea (Universal British Directory 1792–98, 184, 
186). Slop sellers appear absent from the trade listings for the surrounding maritime towns in 
the hinterland area, such as Emsworth and only one in Romsey, near Southampton. 

5.15.3 The number of slop sellers appears to decrease in the early 19th century and later. Pigot’s 
Trade Directory 1844 lists only one such retailer in Portsmouth. It is likely that this relates to a 
changing fashion in the workmen of the yards and sailors of merchant and fishing fleets.  

Officer’s Uniforms 
5.15.4 Army and navy outfitters, such as Jas Goodeve, Gieves&Hawkes, and Rumley Valentine & Co 

in Portsmouth and Gosport made their livings selling uniforms to the officer classes. These 
were located on the High Street or in the case of Old Portsmouth, also in Broad Street on the 
Camber (Pigot’s Directory of Hampshire 1828). These were affluent areas than the vicinity of 
the docks, and catered more for gentrified clients. Their presence is a direct result of that of the 
Royal Navy and artillery companies in the Portsmouth area.  

5.15.5 The trade directories do not indicate the presence of uniform outfitters anywhere else in the 
hinterland area. A cursory examination of other directories for Britain confirms that their 
presence is not unique to Portsmouth. Directories for Leeds and Sheffield suggest the 
presence of army outfitters, without the naval element, which is found in other Royal Dockyard 
towns, such as Plymouth (Directory of Plymouth, Stonehouse, Devonport, Stoke and 
Moricetown, 1852). This confirms that the presence of the military, attracted by the dockyard 
either as a base of operations (navy) or for defence purposes (artillery companies) served as 
impetus for the establishment of uniform retailers. 
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5.16 Immigration/Ethnic diversity 

Summary 
The influence of the dockyard on the ethnic diversity of the hinterland area is difficult to 
identify, but is likely to be low. Prior to the creation of the docks in the 15th century, 
Portsmouth was a busy trade port, with many links to the European mainland, and later the 
American colonies and Baltic States. It is reasonable to assume that a high degree of ethnic 
diversity was present in a cosmopolitan port town, although evidence for this is be scarce in 
the historic environment. What evidence is available is largely documentary, such as the 
locations of consulates in the 19th century, and the presence of social clubs. 
Religious institutions, such as the Synagogue can indicate an ethnic population, but in cases 
such as the presence of Catholic churches, should be viewed against national legislation at 
the time.  
Influence on hinterland 
Social Low – The presence of the Port likely had a higher bearing on 

ethnic diversity than the dockyard. 
Economic Low – N/A 
Physical environment Low – With the exception of the Synagogue there are no known 

buildings associated with this theme. 
Current evidence As noted in the database analysis in section 4.17 there are no 

known assets solely covering this theme. The Synagogue, which 
suggests an ethnic population is a religious building and covered 
there. 

 

5.16.1 At the height of the dockyard’s importance in the 18th and 19th centuries, Portsmouth still 
operated as a busy merchant port, centred on the Camber. Historic trade directories can 
provide some indication of the populations present in Portsmouth, for example, Pigot’s 
directory of 1828 lists vice-consulates for Sweden, Denmark, Holland, Portugal, France, and 
Sardinia (Pigot’s Directory of Hampshire 1828, 325). These consulates are listed within Old 
Portsmouth and given the heavy damage to the area during the Second World War, buildings 
associated with these consulates may have been destroyed. 

5.16.2 Documentary evidence attests to a Polish community settling in Portsmouth in 1834 during a 
voyage to America. The 200 immigrants settled in disused army barracks and appear to have 
continued living there until at least 1842 (Zubrzychi 1956). The barracks is not listed, and a 
cursory examination of military buildings in the area does not indicate a period at this time 
when they were not occupied. It is therefore likely that the immigrant population took a building 
in an existing barracks. This population does not appear to have made a marked change on 
the landscape of the town or surrounding hinterland. Evidence for this Polish enclave may be 
present in census records from the time.  

5.16.3 In contrast to this the Jewish and Irish populations in Portsmouth are likely to have been 
attracted by the trade and commercial opportunities made available through the dockyard 
(Isherwood 1975). The main evidence for a Jewish population in Portsmouth is presence of the 
Synagogue and Jewish Cemetery which were built in the late-18th century, and later the 
Jewish mortuary chapel at Kingston Cemetery.  

5.16.4 As covered in Section 5.12, the presence of Roman Catholic churches in the town may have 
been to service the needs of the Irish Catholic population, who were drawn by the employment 
opportunities in the dockyard and military service (ibid) and an influx of French refugee priests 
during the French Revolution. The use of churches as evidence should be treated with caution, 
as they came about at a time of relaxation to Catholicism in England. Stronger evidence would 
be available in the presence of social clubs orientated towards specific immigrant communities 
such as the Welsh or Irish (Stedman 2002, 7) as is covered in Section 5.13. 

5.16.5 It is likely that many of the migrant populations in Portsmouth were temporary, much like the 
Polish enclave, and would not have left a lasting impression on the hinterland. The anecdotal 
evidence for the presence of a Russian population in Portsmouth, in the form of translators for 
the Baltic markets (Thomas 1984, 8) is a prime example of this. Furthermore there was little 
monitoring of press gangs, making it impossible to officially know the scale of movement 
amongst immigrants. Examinations of ships’ crew lists may shed light on the extent of 
impressed foreign nationals in the Royal Navy. 
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6 Conclusions 
6.1.1 The Portsmouth Harbour Hinterland Project is the first example of an attempt to place the 

Royal Naval Dockyard into its surrounding area and to examine the influence of a major piece 
of state apparatus on this area. The project was primarily desk-based and entailed the 
examination of Historic Environment Records (HER) data, National Heritage List designated 
data, National Records of the Historic Environment (NRHE), National Mapping Programme 
(NMP) and historic mapping to create a project database of historic assets that may have a 
relationship to the dockyard, and have been influenced by its presence. The database was 
used to quantify assets by dockyard development phase, thematic type and where possible 
significance. A series of chronological and thematic maps was generated from GIS. 

6.1.2 Through the use of HER, NHRE, NMP, and statutorily designated data alone it was not 
possible to establish the relationships between the dockyard and its hinterland. Whilst these 
datasets provided important geospatial information regarding the distribution of assets, they 
were unable to establish the sometimes more subtle links with the dockyard. Many of these 
links would require further research using primary and secondary documentary sources, 
outside the scope of this report. 

6.1.3 Against a chronological overview of the development of the hinterland area (a 10-mile radius 
around the dockyard), and of the Royal Navy in general using secondary sources, it has been 
possible to identify the main themes that were influenced by this presence. 

6.1.4 In general, the influence of the dockyard on the hinterland was most apparent in the coastal 
zone of Portsmouth Harbour, extending as far north as Portsdown Hill. Beyond this point, the 
character of the hinterland changes from a maritime economy to rural, the influence here 
appears less direct, although its full extent is still not fully understood. 

6.1.5 The presence of the early dockyard on Portsea Island gave importance to the small town, 
drawing attention away from Portchester and the more historic towns such as Havant, 
Fareham, and the villages of Fratton and Buckland on the island. However, its influence was 
most strongly felt during the resurgence of the yards in the mid-17th century (Phase 2) and the 
establishment of the Royal Navy as a professional body, and dwindled towards the mid-19th 
century and the establishment of the iron navy (Phase 4b). 

6.1.6 The strongest influence on the hinterland was the increased military presence, which acted as 
a catalyst for many of the other themes. Initially, the military influence was felt with the 
garrisoning of the town, and the successive attempts to adequately fortify both it and the 
dockyard fields to the north. Increased pressure in the walled town with military and civilian 
populations led to the creation of the Portsea district, just outside the town walls. This area was 
primarily inhabited by dockyard workers and their families, and marked the first stage of 
expansion of the town which would come to cover Portsea Island and the west of the harbour 
by the 20th century. With this increased military presence came restrictions. The Ordnance 
Board was initially against the development of Portsea Town, and building too close to the 
walls of the docks was forbidden, shown as an exclusion zone around the new town. Trade 
and commerce too felt this, as the increased naval presence in the harbour limited merchant 
ventures into Portsmouth, which had survived as a trade port from the 12th century. 

6.1.7 The presences of the Royal Navy and Artillery companies in the harbour area lead to not only 
the establishment of new forts and barracks, but also in the social and economic make up of 
Portsmouth and Gosport. Key examples of these are Haslar hospital, south of Gosport, the 
Royal Seamen and Marines’ Orphan School in Portsea, and in the high streets of both 
Portsmouth town and Gosport, the provision of specialist uniform shops for officers. Officers 
themselves made up parts of the population of the smaller, rural towns, such as Fareham and 
Havant, away from the hoi polloi, and in the early 19th century into the seaside resort of 
Southsea.  

6.1.8 The growing dockyards were part of a national infrastructure, and were able to draw upon the 
resources of the British Empire. Materials and goods came from all over Great Britain and 
abroad, thanks to the Navy Board’s programme of contracting. Some of these requirements 
could be met locally, such as the felling of timber in the Forest of Bere and private estates to 
the north-west, or in the acquisition of flour from Emsworth for baking in Weevil Yard 
(Gosport). During the Napoleonic War, the Navy Board signed over 4000 such contracts with 
suppliers from all over the country, drawing salted meat from Ireland, hemp from East Anglia, 
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canvas from Scotland, and further timbers from as far as North Carolina in the Americas.  
6.1.9 The naval contracts are still held in Royal Maritime Museum, Greenwich and The National 

Archives Kew. An examination of these, which was too vast for the scope of this narrative, may 
pinpoint where such resources were obtained locally. 

6.1.10 In the hinterland area, and just beyond, a prominent contractual service was the provision of 
ship’s hulls to the yard to be fitted out. The local shipbuilding economies of West Itchenor, 
Chichester, Warsash, and Beaulieu (outside the study area) all contributed the hulls of 
warships to Portsmouth. This was to have an enormous impact on them, as with the dawn of 
the Ironclad and later Dreadnought ships the demand for wooden hulled vessels dwindled, 
effectively collapsing these industries. The exception to this was the ship building yard at 
Emsworth, which undertook no contractual work and survived into the 20th century making 
yachts and fishing vessels. 

6.1.11 With the advent of the Iron Navy of the 1850s the yard’s influence on the hinterland began to 
decline. The principal dockyard activity moved to the Thames region, where the yards were 
able to cope with the scale of the new ships and the materials needed to construct them. Ship 
building and repair continued at Portsmouth and increased in the early 20th century with the 
construction of the Dreadnoughts, but most materials were brought in from outside the local 
area. 

6.1.12 Where the understanding of the dockyard’s influence is lacking is in the more social themes, 
which cannot be easily ascertained from the available data. The town of Portsmouth had 
consulates for several European countries in the mid-19th century, owing to the presence of 
the port, but it is not fully understood if the yards employed foreign workers. Gender is another 
such theme that may shed light on a potentially unique social demographic in the hinterland. A 
cursory examination of the Trade Directories for the 18th and 19th centuries shows a large 
number of women shop owners in all trades for Portsmouth, Portsea, and Gosport, suggesting 
a possible greater freedom to work here than elsewhere. 

6.1.13 The continued examination of heritage assets in the hinterland area using the research Toolkit 
may draw out these more social elements. It is hoped that they would also provide greater 
clarity on the established trends of the dockyard’s influence. The continuing research would 
also raise awareness of the dockyard’s role in establishing the characteristics of the wider 
hinterland area, and provide a good opportunity for local community involvement. 



  

Portsmouth Hinterland Project Report. HE project no.7082 © MOLA 2015      89 
P:\HAMP\1049\na\Assessments\Portsmouth Hinterland Project Report Feb 2016.docx    

7 Bibliography 

7.1 Published sources 

Albert, W. and Harvey, P. D. A. (Eds). 1973 Portsmouth & Sheet turnpike commissioners' minute book 
1711–1754. Portsmouth Record Series, 2. Portsmouth: City of Portsmouth. 

Bardell, M. (2012). The Isle of Wight, Portsmouth and the Solent. Oxford: Signal Books. 
Barry P 1863 ‘Dockyard Economy and Naval Power’ Elibron Classics 
Bateson, C. (1959). The Convict Ships 1787–1868. Glasgow: Brown Son & Ferguson 
Brown P 2005 The Maritime History of Portsmouth Tempus Publishing 
Baxter P 2001 ‘The Introduction of the Ironclad Warship’ Classics of Naval Literature Vol III (first 

published 1933 Harvard University Press). 
Carson, E. (1974). Smugglers and revenue officers in the Portsmouth area in the eighteenth century. 

Portsmouth Paper, 22. Portsmouth: City of Portsmouth. 
Casey N 1999 “Class Rule: The Hegemonic Role of the Royal Dockyard Schools 1840–1914” in Lunn K 

and Day A (eds) History of Work and Labour Relations in the Royal Dockyards London, Mansell 
Publishing, pp 66–87 

Chalklin, C. W. (1974). The making of some new towns, c. 1600–1720. In C. W. Chalklin, M. A. 
Havinden, Eds, Rural change and urban growth 1500–1800 (pp. 229–52). London: Longman. 

Chapman, J. 1978, The common lands of Portsea Island. (Portsmouth Paper No 29) Portsmouth: City 
of Portsmouth. 

Charters E, Rosenhaft E and Smith H (eds) 2012 Civilians and War in Europe 1618–1815 Liverpool 
University Press 

Coad, J. G. 1989. The royal dockyards 1690–1850. Aldershot: Royal Commission Historical 
Monuments/Scolar Press. 

Coad, J. G. 2013 Support for the Fleet. Architecture and engineering of the Royal Navy’s Bases 1700–
1914. Swindon: English Heritage. 

Coats, A. (2000). The economy of the navy and Portsmouth: a discourse between the civilian naval 
administration of Portsmouth dockyard and the surrounding communities, 1650 to 1800 
(Unpublished DPhil thesis). University of Sussex, Falmer. Available online from the British Library 
Ref. uk.bl.ethos.311116; 

Coats, A. (July 2006). The Block Mills: new labour practices for new machines? In Ray Riley, (Ed.), 
Transactions of the Naval Dockyards Society 1, Portsmouth Dockyard in the Age of Nelson (pp. 
59–84). Portsmouth: Naval Dockyards Society. ISBN 978-0-9553711-0-3. 

Coats, A. and MacDougall, P (Author and Editor). (2011). The Naval Mutinies of 1797: Unity and 
Perseverance. Woodbridge: Boydell Press. ISBN 978-1-8438366-9-8) 

Cobbett, W. 1830 (rev. 2001). Rural Rides, from the [London] Wen across Surrey, across the West of 
Sussex, and into the South-East of Hampshire. London: Penguin Classics. 

Cook, G.C. (2007). Disease in The Merchant Navy: A History of the Seamen’s Hospital Society. GRC 
Press 

Corney, A 1965 Fortifications in Old Portsmouth – A Guide Portsmouth City Museums 
Cox N and Dannehl K, 'Hemp - Herse', in Dictionary of Traded Goods and Commodities, 1550–1820 

(Wolverhampton, 2007), http://www.british-history.ac.uk/no-series/traded-goods-dictionary/1550-
1820/hemp-herse [accessed 16 July 2015]. 

CIfA [Chartered Institute for Archaeologists] Dec 2014a, Standards and guidance for commissioning 
work or providing consultancy advice on archaeology and the historic environment, Reading. 

CIfA [Chartered Institute for Archaeologists] Dec 2014b, Standards and guidance for historic 
environment desk-based assessment, Reading 

Charters E, Rosenhaft E and Smith H (eds) 2012 Civilians and War in Europe 1618–1815 Liverpool 
University Press 

Crimmin PK 1996 'Prisoners of War and British Port Communities 1793-1815) in The Northern Mariner 
VI, No 4 pp 17–27 

Crimmin PK (ed.) 2008 ‘Supply of Timber for the Royal Navy c.1803– c.1830’ in Susan Rose (ed.) The 
Naval Miscellany, Volume 7 Ashgate Publishing Ltd. 

Cuthbert, Ted (1988). Portsmouth's Lost Canal 
Defoe, D. (1962). A tour thro' the whole island of Great Britain (2 vols). London: Dent.  
Douet J 1998 Douet British Barracks, 1660-1914. Their architecture and role in society. The Stationary 

Office, London 



  

Portsmouth Hinterland Project Report. HE project no.7082 © MOLA 2015      90 
P:\HAMP\1049\na\Assessments\Portsmouth Hinterland Project Report Feb 2016.docx    

Drummond M, McInnes R 2001 The Book of The Solent Cross Publishing  
EH [English Heritage], Project Brief for the Portsmouth Harbour Hinterland Project Historic Character 

Assessment. Project No. 67082. Date of Issue: Dec 2014 
EH [English Heritage], 2008 Conservation principles, policies and guidance (Swindon: English Heritage) 
EH [English Heritage], 2015, The setting of heritage assets. Historic Environment Good Practice Advice 

in Planning Note 3. 
Eley P 1999 The Battle of Gosport Railway Station 1840–41 Hampshire County Council Museum 

Service 
Evans, D. (2004). Building the Steam Navy: Dockyards, Technology and the Creation of the Victorian 

Battle-Fleet, 1830–1906. London: English Heritage/Conway Maritime Press. 
Evans, D 2006 Arming the Fleet: The Development of the Royal Ordnance Yards 1770–1945 

Explosion! Museum of Naval Firepower 
Field J 1994 Portsmouth Dockyard and its Workers 1815–1875 (Portsmouth Papers No 64) Portsmouth 

City Council 
Fontana, D. 2013, Charting the Development of Portsmouth Harbour, Dockyard and Town in the Tudor 

Period. Journal of Maritime Archaeology 8(1), pp. 1–20. 
Gatt L V 1986 The Portsmouth Beneficial School 1755–1939 (Portsmouth Papers No 46) Portsmouth 

City Council 
Goss, J. (1984). Portsmouth-built warships, 1497–1967. Emsworth: Mason 
Hubbock, R. (1976). Portsea Island churches. Portsmouth Paper, 8. Portsmouth: City of Portsmouth. 
Hughes, D. T. 2002, Sheerness Naval Dockyard & Garrison. Stroud: Tempus. 
Isherwood, L. (1975). Christianity comes to Portsmouth a short history of the establishment of 

Christianity on Portsea Island. Havant: Ian Harrap. 
King, A 2011 Portsmouth Encyclopaedia, Portsmouth City Libraries 
Knight, R. J. B. (1973). The Introduction of Copper Sheathing into the Royal Navy, 1779–1786. 

Mariner’s Mirror, LIX, 299–309. 
Knight R J B 1975 ‘Pilfering and Theft from the Dockyards at the time of the American War of 

Independence’, Mariner’s Mirror, LXI, 1975, pp. 215–225 
Knight R J B 1985 The Building and Maintenance of the British Fleet during the Anglo-French Wars, 

1688-1815’, in Martine Acerra, Jose Merino and Jean Meyer (eds.) Les Marines de guerre 
europeenes, XVII-XVIIIe (Paris, 1985) pp.35–50 

Knight R J B 1989 ‘The First Fleet: its State and Preparation, 1786v1787’ in John Hardy and Alan Frost 
eds., Studies from Terra Australis to Australia (Canberra, 1989) pp.121–136, 256–262 

Knight R and Wilcox M 2010 ‘Sustaining the Fleet 1793–1815: War, the British Navy and the Contractor 
State’ 

Lake, J and Douet, J 1998 The Naval Dockyards. A thematic survey. Thematic listing report for English 
Heritage, Swindon 

Lake J and B Edwards 2007 ‘Buildings and Place: Farmsteads and the Mapping of Change’ Vernacular 
Architecture Vol 37 (2007) pp 33–49 

Latham, R. and Matthews, W. (Eds). 1995 The diary of Samuel Pepys, II (10 volumes). London: 
HarperCollins. 

Macdonald, J. (2010). The British Navy’s Victualling Board 1793–1815. Woodbridge: Boydell & Brewer. 
Marx K 2008 Robert Billinton: an engineer under pressure, Usk: The Oakwood Press 
Masters, B. R., and Yates, N. (1979). The Growth of Portsmouth. Portsmouth: Portsmouth City Records 

Office. 
Matthias, P. (1959). The Brewing Industry in England 1700–1830. Cambridge: Cambridge University 

Press. 
McCarthy M 2005 Ships’ Fastenings from Sewn to Steamships 
Mitchell G 1988 Hilsea Lines and Portsbridge Solent Papers 4 
MOLA Jan 2015 Portsmouth Harbour Hinterland Project Historic Character Assessment. Project Design 

submitted as part of a tender proposal 
Oppenheim, M. (Ed.). (1896). Naval accounts and inventories of the reign of Henry VII. London: Navy 

Records Society. 
Oxford Archaeology, 2014 Gosport Historic Urban Characterisation Study. 
Patterson, A. T. 1985. ‘Palmerston's Folly’: The Portsdown and Spithead Forts (Portsmouth Paper No 

3) Portsmouth: City of Portsmouth. 
Quail, S. (2000). Southsea Past. Chichester: Phillimore 
Reports from Commissioners 1826 Seven Volumes, Volume III: Charities  
Revell, A. L. (1978). Haslar. The royal hospital. Gosport: Gosport Society. 
Riley R 1987 The Industrial Archaeology of the Portsmouth Region (Portsmouth Papers No 48) 

Portsmouth City Council 



  

Portsmouth Hinterland Project Report. HE project no.7082 © MOLA 2015      91 
P:\HAMP\1049\na\Assessments\Portsmouth Hinterland Project Report Feb 2016.docx    

Riley, R. C. (2010). Old Portsmouth: A Garrison Town in the Mid-19th Century. Portsmouth Paper, 76. 
Portsmouth: Portsmouth City Council. 

Ripley, B. (1982). Horsea Island and the Royal Navy. Portsmouth Paper, 36. Portsmouth: Portsmouth 
City Council. 

Robinson, S. (1898), A Life Record 
Ruddy A 2003 British Anti-Invasion Defences 1940–1945 Historic Military Press 
Shuttleworth S 1993 Farms and Market Gardens on Portsea Island 1770–1880 (Portsmouth Papers No 

61) Portsmouth City Council 
Smiles, S 2010 Industrial Biography: Iron Workers and Tool Makers Europ Ischer Hochschulverlag 

Gmbh & Co. Kg. 
Stanford, J. and Patterson, A.T. (1974) The Condition of Children of the Poor in Mid Victorian 

Portsmouth. Portsmouth Paper, 21. Portsmouth: City of Portsmouth 
Stedman, J. (2002). People of Portsmouth: The 20th Century in their own Words (Illustrated History). 

Derby: Breedon. 
Thirsk A 1984 ‘The Rural Economy of England’ 
Thomas, J. H. 1984 The seaborne trade of Portsmouth 1650–1800 (Portsmouth Papers No 40) 

Portsmouth: City of Portsmouth. 
Vancouver C, 1813 ‘Agricultural Surveys: Hampshire’  
Victoria County Histories ‘Hampshire: Volume III’ 
Vine P A L 1994 West Sussex Waterways 
White H P 1961 A Regional History of the Railways of Great Britain II: Southern England Phoenix 

House 
Williams R.A 1968 The London & South Western Railway, Volume 1: The Formative Years. Newton 

Abbot 
Webb, J. et al. (Eds). (1989). The Spirit of Portsmouth. A History. Chichester: Phillimore.  
Webb, J. (1982). Portsmouth Free Mart Fair - The Last Phase 1800–1847. Portsmouth Paper, 35. 

Portsmouth: City of Portsmouth. 
Wright, H. P., Archdeacon (1873).The Domus Dei or Royal Garrison Church. Portsmouth. 
Zubrzychi,J. (1956). Polish immigrants in Britain: a study of adjustment. 

7.2 Other sources 

Chichester District HER 
Hampshire Archaeology and Historic Buildings Record  
HE designations data 
National Record of the Historic Environment  
Portsmouth City HER 
Portsmouthdockyard.org.uk accessed 31/07/2015 
Portsdown-tunnells.org.uk accessed 26/08/2015 
Trade Directories accessed via http://specialcollections.le.ac.uk/cdm/search/collection/p16445coll4/ 
 Universal British Directory 1792–8 
 Pigot and Co’s Directory 1828 

Pigot and Co’s Directory 1844 

7.3 Cartographic sources 

Ordnance Survey maps 
Ordnance Survey 1” maps (1810) 
Ordnance Survey 6” map 1st edition (1866–1868) 
Ordnance Survey 6” map 2nd edition (1898) 
Ordnance Survey 6” map 3rd edition (1914) 
Ordnance Survey 6” map 1935 
 
Historic Maps (Portsmouth Record Office) 
Cowdray J 1545 An Engraving of the English Army encamped near Portsmouth (PCC ref 6201) 
DeGomme B 1668 Portsmouth, The Docks, Gosport Town and Gosport point (PCC ref 5445)  
A Survey of Portsea Island and Fortifications of Portsmouth and Gosport 1716 (PCC ref 5544) 
DesMartez J 1750 A Plan of Portsmouth and its Harbour (PCC ref 5641) 
Archer 1773 A drawn plan of the island of Portsea, shewing the present Fortifications of Portsmouth, 

Gosport, Lines and Out Forts, together with the Works now carrying on to secure the Dock Yard; with 
the Entrenchments proposed by Major Archer for defending the Island (PCC ref XIV/16) 



  

Portsmouth Hinterland Project Report. HE project no.7082 © MOLA 2015      92 
P:\HAMP\1049\na\Assessments\Portsmouth Hinterland Project Report Feb 2016.docx    

 
Other maps 
Tithe maps- Portsmouth University- http://bobcat.iso.port.ac.uk/ 
Unknown 1540 Tudor map of Portsmouth 

 
Historic maps of Portsmouth presented by the University of Portsmouth ‘Old Hampshire Mapped’ Project: 
http://www.geog.port.ac.uk/webmap/hantsmap/hantsmap/hantsmap.htm 



Southampton Water

Gosport

Portsmouth
Harbour

Portsea
Island

Langstone
Harbour

Hayling
Island

Emsworth

Havant

Cosham

Horndean

Fareham

Ri
ve

r M
eo

n

Rive
r H

am
ble

Spithead

Chichester
Harbour

Portsmouth Harbour Hinterland Project © MOLA 2015

Fig 1a  Survey area, showing key locations discussed in the text
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Fig 1b  Survey area, showing administrative areas
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Fig 2  Topography and hydrology
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Fig 3  Geology (British Geological Survey data)
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Fig 4  Map of Tudor Portsmouth town by unknown ( 1540)c

Portsmouth Harbour Hinterland Project © MOLA 2015



H
A

M
P

1
0
4
9
H

E
A

1
5
#
0
5

Fig 5  Cowdry's 1545 engraving of the English army encamped at Portsmouth (PCC ref 6201)
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Fig 6  General DeGomme's 1688 map of the Portsmouth town and dockyard defences (PCC ref 5445)
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Fig 7 A Survey of Portsea Island and fortifications of Portsmouth and Gosport (1716; PCC ref 5544)
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Fig 8  John DesMertez's 1750 plan of Portsmouth and its harbour (PCC ref 5641)
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Fig 9 Archer's 1773 plan of Portsea (PCC ref XIV/16)
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Fig 10a  Ordnance Survey 1 inch map of 1810, western extent of survey area
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Fig 10b  Ordnance Survey 1 inch map of 1810, Portsea Island
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Fig 10c  Ordnance Survey 1 inch map of 1810, Eastern extent of survey area
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Fig 11a  Ordnance Survey 1st edition 6 inch map  of 1864–1866, Portsmouth Harbour area
HAMP1049HEA15#11a
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Fig 11b  Ordnance Survey 1st edition 6 inch map of 1864–1866, Havant and Emsworth
HAMP1049HEA15#11b
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Fig 11b  Ordnance Survey 1st edition 6 inch map of 1864–1866, Fareham and the surrounding countryside
HAMP1049HEA15#11c
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Fig 12a  Ordnance Survey 2nd edition 6 inch map of 1898, Portsmouth Harbour area
HAMP1049HEA15#12a
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Fig 12b  Ordnance Survey 2nd edition 6 inch map of 1898, Havant and Emsworth
HAMP1049HEA15#12b
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Fig 12c  Ordnance Survey 2nd edition 6 inch map of 1898, Fareham and the surrounding countryside
HAMP1049HEA15#12c
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Fig 13a  Ordnance Survey 3rd edition 6 inch map of 1914, Portsmouth Harbour area
HAMP1049HEA15#13a
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Fig 13b  Ordnance Survey 3rd edition 6 inch map of 1914, Havant and Emsworth
HAMP1049HEA15#13b

Scale @ A31:20,000

0 1,000m



Portsmouth Harbour Hinterland Project © MOLA 2015

Fig 13c  Ordnance Survey 3rd edition 6 inch map of 1914, Fareham and the surrounding countryside
HAMP1049HEA15#13c
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Fig 14a  Ordnance Survey 6 inch map of 1935, Portsmouth Harbour area
HAMP1049HEA15#14a
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Fig 14b  Ordnance Survey 6 inch map of 1935, Fareham and the surrounding countryside
HAMP1049HEA15#14b
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Fig 15  All assets associated with Dockyard Phase 1 (3rd centu ry AD–1668)
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Fig 16  All assets associated with Dockyard Phase 2 (1689–1760)
HAMP1049HEA15#16
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Fig 17  All assets associated with Dockyard Phase 3 (1761–1814)
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Fig 18  All assets associated with Dockyard Phase 4 (1815–1889)
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Fig 19  All as sets as sociated  with Dockyard  Phase 5 (1890–1914)
HAMP1049HEA15#19
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Fig 20  All as s e ts  as s o ciate d with Dockyard Phas e  6 (1915–1959)
HAMP1049HEA15#20
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Fig 21  All assets associated with Dockyard Phase 7 (1960–present)
HAMP1049HEA15#21
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Fig 22  Ship building, fitting out and armaments: assets by dockyard phase
HAMP1049HEA15#22
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Fig 23  Food production and processing: assets by dockyard phase
HAMP1049HEA15#23

Scale @ A31:120,000

0 5,000m

KEY

&- I. Pre-naval

&- II. Expansion

&- III. Rebuilding and Innovation

&- IV. Empire

Unknown Post Medieval

&- V. Age of Imperialism

&- VI. Modern

&- VII. Contemporary

survey area

rivers

high water line

Portsmouth Dockyard outline



#*

#*

#*

#*
#*

#*

#*
#*

#*

#*

#*

#*

#*

#*

#*

#*#*

#*

#*

#*

#*#*
#*#*

#*

#*

#*

#*

#*

#*

#*

#*
#*

#*

#*

#*

#*

#*

#*

#*

#*

#*#*
#*

#*

#*

#*

#*

#*

#*

#*

#*

#*

#*

#*

#*

#*#* #*
#*

#*

#*

#*

#*

#*
#*

#*

#*

#*
#*

#*

#* #*

#*

#*

#*

#*

#*

Portsmouth Harbour Hinterland Project © MOLA 2015

Fig 24  Transport and communications: assets by dockyard phase including the major railway lines and their operators
HAMP1049HEA15#24
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Fig 25  Accommodation: assets by dockyard phase
HAMP1049HEA15#25
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Fig 26  Materials provision: assets by dockyard phase and showing the deforestation of the Forest of Bere
HAMP1049HEA15#26
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Fig 27  Military function: assets by dockyard phase
HAMP1049HEA15#27
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Fig 28  Retail and marketing: assets by dockyard phase
HAMP1049HEA15#28
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Fig 29  Health and welfare: assets by dockyard phase
HAMP1049HEA15#29
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Fig 30  Education: assets by dockyard phase
HAMP1049HEA15#30
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Fig 31  Religion and burial: assets by dockyard phase
HAMP1049HEA15#31
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Fig 32  Recreation: assets by dockyard phase
HAMP1049HEA15#32
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Fig 33  Crime and punishment: assets by dockyard phase
HAMP1049HEA15#33
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Fig 34  Map sho wing the develo pment o f settlement areas fro m 1810–1935
HAMP1049HEA15#34
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