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ABOUT THE ASSOCIATION

he RRRA was formed in 2015 as a registered charity to bring together disparate individuals
who were researching Roman roads, and to coordinate a nationwide programme of

consistent and high quality research, promoting the study of Roman roads and Roman heritage
throughout the former Roman province of Britannia. Over the last couple of decades, it has often
been a race against time to discover and record what we can of the 60% of the Roman road
network about which we are still uncertain, since modern agricultural methods and urban
development have been steadily removing surviving features from the landscape. Fortunately,
new technologies such as lidar and geophysical survey have helped enormously and enabled
researchers to identify the remains of hundreds of miles of previously unknown Roman roads,
along with associated Roman sites, and we continue to work to fill the many gaps. Research is
only half the story though, we also have to ensure that the results of our work are readily
available. We aim to:

1. bring together all known information on Roman roads in Britain, summarised in a freely
accessible online interactive gazetteer, hoped to be complete by 2026.

2. identify key sites where important questions remain, and organise fieldwork necessary to
answer those questions. 200 Ha of geophysical survey have been completed, with a further
400 Ha already planned, and several future excavations are currently at the planning stage.

3. encourage the involvement of as many people as possible in our activities. We care
passionately about community archaeology, and will always encourage local people to get
involved in our work, without any charge (unlike some organisations, we will never do this!).

4. make resources available to researchers and other groups, organise events to keep people up
to date with research including online talks & seminars.

5. ensure that all our published work is Open Access, including our quarterly newsletter and
Itinera (following a brief one year members only embargo).

Membership is open to everyone, and our four hundred and seventy or so members come from
a wide variety of backgrounds, ranging from those with just a general interest in our Roman
heritage to professional archaeologists from both the public and commercial sectors, alongside
seasoned Roman roads researchers. The Romans tended to apply their technology uniformly
across the empire, this is especially so for Roman road layout and construction. Consequently we
do not just restrict our interest to Britannia and our membership now includes many
international members. Joining the RRRA gives you the knowledge that your modest
subscription (just £14 a year for a single adult) is helping to support our important work. You
might even get a warm and fuzzy glow.

T



EDITORIAL
ROBERT ENTWISTLE

he publishing of Itinera Volume II is no less an important moment than
that of Volume I: it demonstrates that our journal has arrived

definitively as a point of reference for all transport-related aspects of Roman
archaeology – and that this has been possible in a year dominated by
Pandemic-related lockdowns. As in Volume I, you will find a range of
authoritative and stimulating papers aiming to develop the study and
understanding of everything to do with Roman roads and transport, for

academics and the informed public alike.

In this volume you will find some contributors familiar to you from the last volume, and
other important new ones. We are delighted to have a welcome extension of focus to other
regions of the Roman empire, drawing us beyond a comfortable local perspective. We
publish a lively paper (translated by Mike Bishop) from the Spanish academic and presenter
IsaacMoreno Gallo, who has, single-handedly, donemuch to develop an informed awareness
of Roman roads in his native country. A man of trenchant views, he champions a rational
and rigorous approach not always evident in the past. The perspective he provides has much
in common with that of the UK, while being stimulatingly distinct. Itinera would be most
pleased to host other papers from international contributors, developing an understanding
of roads and transport systems across the empire.

Once again, we have an impressive range to the topics covered in our journal. The
international theme is continued by Bev Knott who considers an aspect of transport that
may be new to many: the likely extent and impact of brigandage and banditry on the roads
across the empire. Closer to home we have a major paper from David Ratledge, who has
become Britain’s leading interpreter of Lidar in terms of Roman roads. He demonstrates the
remarkable degree to which he has been able to extend knowledge of Norfolk’s Roman
roads, filling in gaps on themap. At the other end of the country, our Chairman, Mike Haken,
explores what Lidar is able to reveal for the Stainmore Pass. He investigates how this might
develop understanding of a murky but much-debated topic, the relation of some Roman
roads to Iron-Age predecessors.

Of course, roads are not only a topic of study in their own right but help us develop
understanding of other areas of archaeology and history. Thus Dave Armstrong, who
recently published a book on the Hadrian’s Wall Military Way, contributes a paper that is
likely to become a work of reference in its own right. It explores and sets out the sum of
present knowledge on the network of link roads connecting the Wall to other aspects of
Roman infrastructure in the North, a topic little examined in the past.

Yet another topic is tackled by John Poulter in a paper recording how Roman Long-distance
Alignments came to be suspected, recognised and understood, with worked examples from

Journal of the Roman Roads Research Association
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EDITORIAL

across the country. A further paper investigates how such matters could potentially
elucidate aspects of the Claudian Invasion. Finally, and returning us to basics, we have
accounts of road excavations from different ends of the country: the Culver Archaeology
Project in East Sussex, and an excavation supported by NAA (Northern Archaeological
Associates) in Lancashire.

Our section ‘Roman Roads in 2021’ is inevitably impacted by a year in which Covid 19 has
limited much fieldwork, including the work of many local societies. Fortunately, through
our valued local correspondents, we can see that not all the work of investigation ceased.

A new enterprise this year is our introduction of Book Reviews, a feature we hope to
continue and develop in years to come. We are most grateful to Dave Fell and John Poulter
for their contributions on this occasion.

We should not forget that the RRRA is a charity supported only by its own expanding
membership. The dedicated band that makes the production of this journal possible to the
highest professional standards, has done so through generous donation of time and
expertise, whether they be experienced archaeological professionals or knowledgeable
enthusiasts contributing specialist skills, understanding and commitment. This is the group
that make up our Editorial Committee and Advisory Panel (listed at the front of this volume),
and our wider network of supporters and contributors.

Ultimately, of course, we are dependent upon our authors for demonstrating the health and
range of this aspect of Roman archaeology. Our ‘Notes for Contributors’ are readily available
on the Itinera section of the RRRA website, and we encourage all, professional or otherwise,
to submit their papers to us. All contributions will be peer reviewed, and we take great
pleasure in publishing all that can pass that test. We look forward to your contributions for
our next volume.

Robert Entwistle

Hon Editor, Itinera

itinera@romanroads.org
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THE IDENTIFICATION OF LONG-DISTANCE
ALIGNMENTS IN BRITAIN, AND THEIR POSSIBLE

PURPOSES

BY JOHN POULTER
john.poulter8@btconnect.com

ABSTRACT

Although the straight lines of Roman roads have often led to use of the term ‘Roman alignments’, the
recent recognition that Long-distance Roman Alignments were actually physical entities raises the
questions: what were they, how can they be identified, and what purposes did they serve? Drawing
upon examples discovered by the author or with the identification of which he had been involved, this
article sets out to answer those questions. It also suggests that such alignments may have been a
feature of the early periods of the Roman conquest of Britain, and that their relevance may have
subsided as the Romans became more familiar with the territory they had acquired.

It should be noted that this article presents a personal view, and that in a small number of cases, Rob
Entwistle, with whom the author has worked closely on this subject, might possess views which differ
slightly in emphasis or detail, but this is normal in fields of scholarship in which there are no simple
yes/no answers.

THEQUESTIONS

reviously, many scholars have postulated that the Romans set out and followed long
straight alignments in their planning of the province of Britannia. However, it may be

that it was Rob Entwistle and this author who, initially working quite independently, first
revealed the physical existence of such Long-distance Roman Alignments in Britain, and
systematically began to diagnose their possible purposes. Some of these Long-distance
Alignments were found to extend for considerable distances. The Long-distance Roman
Alignment from London to Chichester, for instance, stretches for some 55 miles (88 km)
across the Sussex Downs, whilst the Long-distance Alignment from Leicester to Cirencester
possessed a length of more than 73 miles (116.8 km). Our pathways to these discoveries had
been slightly but fruitfully different, so leading to the questions: what was a Long-distance
Roman Alignment, how can one be identified, and what purposes might they have served?
This article is an attempt to answer these questions.

-

II, (2022), 1-50
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In order to answer the
questions, the author began by
looking back over the processes
by which he had identified or
examined each of the Long-
distance Alignments with
which he had been concerned.
Subsequently, it was felt that
the records of these trains of
thought would be of interest to
readers of Itinera. Hence their
documentation in the first part
of this article.

It should be noted that most of
the Long-distance Alignments
considered by the author
happen to occur in the north of
England, whereas those
detected by Entwistle are not
only more numerous but also
range much more widely over
the country. In addition, it
should be noted that it was
Entwistle who recognised that
the Long-distance Alignments
often ran at set angles to each

other, to within an accuracy of 1˚. These angles were right angles, half right angles (45˚), and
the angles of the Pythagorean 3:4:5 and 8:15:17 triangles. For ready reference in what follows
the angles of these two Pythagorean triangles are shown in Fig. 1.

EXAMPLES

Example 1: Dere Street: New Inn/Healam Bridge to Scotch Corner

This was the discovery which first revealed the existence of Long-distance Roman
Alignments as physical entities, something which had hitherto remained unsuspected, or at
least, not really understood. The author had developed a methodology for determining the
direction in which Roman surveyors had been working when setting out the courses of their
roads (Poulter 2009, 4-7; Poulter 2010, 25-31). Testing it out on Dere Street (Margary RR8)
between the Vale of York and Newstead in Scotland, the methodology had produced clear
indications of the directions of planning along nearly all of the route of this trunk Roman
road.

Figure 1: Pythagorean triangles apparently used by the Roman surveyors.
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However, the directions in which the Roman surveyors had been working appeared to be
chaotic. They changed from one direction to another for reasons which seemed
inexplicable, and this remained the position for several months (Poulter 2009, 8-12). Then
suddenly it was noticed on an Ordnance Survey map that the course of Dere Street for the
first two or three miles northwards from the Roman settlement of Healam Bridge was
exactly aligned upon the Roman site at Scotch Corner, some 15¼ miles (24.4 km) away to the
north. Healam Bridge lies beside Dere Street (now the modern A1), just to the south of New
Inn Farm, at about Ordnance Survey Grid Point SE 323 837, whilst Roman Scotch Corner
stands a little to the north of modern-day Scotch Corner, at around NZ 214 055. It was
possible to establish that the Roman Scotch Corner would have been visible – just – from
Healam Bridge, especially if there had been a bonfire on top of it. Therefore, in practical
terms, this alignment could have been set out from the location of Healam Bridge.

However, it also became apparent that the course of Dere Street, as built, had deviated from
this alignment at Leeming to run through Catterick and Catterick Bridge before reaching
Scotch Corner. Further examination of the map showed that the reason for the deviation

Figure 2: Deviation to cross the River Swale at Catterick Bridge. Reproduced
with agreement of BAR Publishing, www.barpublishing.com .

https://www.barpublishing.com .
https://www.barpublishing.com .


JOHN POULTER

- 4 -

was obvious: the alignment from Healam Bridge, if extended northwards, would have run
through some two miles or so of the flood plain of the River Swale, so that any road and
bridges built along it would have been liable to suffer damage at every snow-melt. See Fig. 2.

Apparent purpose of the initial alignment from Healam Bridge: a strategic decision that Dere
Street should run northwards to Scotch Corner, but worked out on the ground from Healam
Bridge, once Roman Scotch Corner had come into sight.

Example 2: Dere Street: Scotch Corner to Esh, and Dry Burn to Esh

The discovery of a Long-distance Alignment leading up to Roman Scotch Corner prompted
an examination of the line of Dere Street northwards from there. Immediately to the north
of Scotch Corner, the land falls away into the valley of the River Tees, where the course of
the Roman road is largely followed today by the B6275. Across the valley of the Tees, the
road that the Romans built did not quite follow a single line, but it was observed that, over
and beyond the other side of the Tees valley, the stretch of Dere Street running northwards
down Brusselton Hill towards the River Wear was exactly aligned upon Roman Scotch
Corner, yet out of sight of it. In addition, the Roman fort at Piercebridge where the River
Tees was crossed, was found to stand exactly upon the same line. See Fig. 3.

Figure 3: Possible Long-distance planning line north of Scotch Corner.
Reproduced with agreement of BAR Publishing, www.barpublishing.com .

https://www.barpublishing.com .
https://www.barpublishing.com .
https://www.barpublishing.com .
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It thus appeared that this could be another Long-distance Alignment. However, Dere Street
then left the line to run through Bishop Auckland and the Roman fort at Binchester, before
crossing and then continuing to the west of the Wear, without showing any further
relationship with the line. This was not altogether surprising because for part of the way the
alignment ran in or close by the bed of the River Wear.

However, 24miles (38 km) north of Scotch Corner, Dere Street can be seen tomake an abrupt
change of direction to the north-west. Unlike the relatively gentle changes of direction
which Roman roads such as Watling Street (Margary RR1, the modern A5) or the Fosse Way
(Margary RR5) were inclined to display, this was a major shift of orientation, but the reason
for it had long remained a curiosity. It was also noticed that the 4¼ miles (6.8 km) of Dere
Street to the north of a place named Beukley seemed to perpetuate the new direction, and
yet go only to a rather insignificant stream called the Dry Burn. Beukley lies some 1¼ miles
(2 km) north of Hadrian’s Wall, at around NY 983 707. So, using Ordnance Survey maps, this

Figure 4: Possible Long-distance planning lines from Brusselton Hill to Esh
and from Esh to the Dry Burn. Reproduced with agreement of BAR

Publishing, www.barpublishing.com .

https://www.barpublishing.com .
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stretch was extended backwards (i.e. south-eastwards from Beukley) until it crossed the
possible alignment coming up from Scotch Corner, which it did at the village of Esh in
County Durham. See Fig. 4.

A visit was then made to Esh, to stand at the exact point at which the two possible
alignments intersected on the map, and it was found to be on an elevated north-facing
position, ideally positioned fromwhich to set out a new alignment to the north-west1 . It was
also noticed, on the map, that the Roman fort of Ebchester appeared to stand exactly upon
this north-western line. See Fig. 5.

That clinched it. Two more Long-distance Alignments seemed to have been found, both of
them set out from south to north. In addition, the course of Dere Street as built, running
southwards from Beukley through the Roman site of Corbridge to re-join the alignment at
Ebchester, could now clearly be seen to be a deviation from this north-western alignment.

Figure 5: Long-distance planning line from Esh through Ebchester to the
Dry Burn. Reproduced with agreement of BAR Publishing,

www.barpublishing.com .

https://www.barpublishing.com .
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See Fig. 5 again. Later, after having become aware of Entwistle’s discovery of the use of set
angles, the change of angle at Esh was measured accurately and found it to be 36.5˚ – almost
exactly a Pythagorean angle. This added to the sense of certainty that Scotch Corner to Esh,
and Esh past Beukley to the Dry Burn, had indeed been two Long-distance Roman
Alignments. See Fig. 6.

Apparent purpose of these two alignments through Esh: strategic planning of where this trunk
Roman road should go, probably directed from a table-top without much awareness of the
intervening topography, since the line northwards from Scotch Corner ran straight into the
valley of the River Wear, thus causing the builders of Dere Street considerable difficulty in
deviating around it. See Fig. 4 again. With only a few degrees difference in the alignment, the
difficulty could have been avoided easily. Separately, Entwistle has pointed out that the
reason why the Long-distance Alignment from Esh terminated at the rather insignificant
Dry Burn is that it could have represented the limit of Brigantian territory at the time
(Poulter 2014, 87).

Figure 6: Long-distance Roman Alignments from Healam Bridge (New Inn
Farm) to Scotch Corner, Scotch Corner to Esh, and Esh to the Dry Burn.



JOHN POULTER

- 8 -

Example 3: Dere Street: Sinderby Services to Tadcaster

The discovery of the three foregoing Long-distance Alignments prompted an examination
of the line of Dere Street running southwards from Healam Bridge. This began with a short
stretch of about 2½ miles (4.2 km) to where Sinderby Services used to be, at Grid Reference

SE 338 804. (These services have recently been demolished.) At this location there was a
slight change of direction which Dere Street then followed as far south as Dishforth. See Fig.
7.

At that point Dere Street, as built, sloped away from the line to run to the Roman site of
Aldborough and then turned south-southeastwards to continue to York. However, when the
line from Sinderby Services was extrapolated southwards beyond Dishforth, it came as a
surprise to find that, after a distance of nearly 25 miles (39.5 km), it ran exactly to the Roman
site of Tadcaster, beside the River Wharfe. Subsequently, Entwistle and Mike Haken of the

Figure 7: Course of Dere Street as built southwards from Healam Bridge
through Sinderby Services to Dishforth, then deviating to run through

Aldborough before turning to head for York.
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Roman Roads Research Association have suggested that the line might have begun even
further south, by the Roman fort of Roall, just beyond the River Aire.

Based upon this and the foregoing discoveries, there seems to be little doubt that this had
been another Long-distance Alignment. This view was strengthened when it was noticed
that what is believed to be the Roman road known as the Rudgate (Margary RR280), running
southward from Whixley on Dere Street to cross the Wharfe a little upstream of Tadcaster,

appeared to swing onto the line for about a mile (1.6 km), thus increasing the likelihood that
this had indeed been another Long-distance Roman Alignment. See Fig. 8.

Entwistle (pers comm) has suggested that the Long-distance Alignment coming up from
Tadcaster, followed by the two slight turns at Sinderby Services and then Healam Bridge –
in order to reach Scotch Corner – could have been a similar tactical road-planning exercise
to that of the course of Dere Street coming down from the Cheviot Hills to run to the Dry
Burn (see Example 4, below).

Apparent purpose of this alignment: strategic planning, possibly specifying where a Roman
campaign trail and supply line should run up the Vale of York, probably as a result of
directions from a table-top. However, once Sinderby Services had been reached, the course
of the trail then appears to have been worked out on the ground, via small adjustments to

Figure 8: Brief use of the Long-distance Alignment by the Rudgate Roman
road. Reproduced with agreement of BAR Publishing,

www.barpublishing.com ..

https://www.barpublishing.com ..
https://www.barpublishing.com ..
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the line at Sinderby Services and then Healam Bridge, in order to attain the ultimate
objective of Scotch Corner.

Example 4: Dere Street: coming south from the Cheviot Hills to the Dry
Burn

Although Dere Street, coming south from the Cheviots, possesses a 2½ mile (4 km) straight
stretch just north of the Roman fort at High Rochester (to be discussed later), no clear signs
of long-distance planning could be identified until the Roman road had continued
southwards beyond this point, crossed the River Rede and reached Blakehope farm. From
that location a framework of what appeared to be straight alignments running generally

south-southeastwards could be detected on the Ordnance Survey map. This series of
alignments seemed intended to curve the road gradually more eastwards so as to meet the
alignment coming up from the south at the Dry Burn. See Fig. 9.

Interpretation of the planning of the alignments was complicated because a deviation had
evidently been put in to service the Roman fort at Risingham. This deviation commenced
from the first (most northerly) of the alignments but re-joined the long-distance framework
on the second of the alignments. See Fig. 10.

Figure 9: South-facing alignments of Dere Street coming down from Blakehope
farm to the Dry Burn.
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Careful visual observation at each of the turning points verified, however, that all of this
sequence of possible alignments had been set out from north to south, indicating the
existence of consistent long-distance planning. From Blakehope farm southwards, their
lengths were, respectively, 3¾miles (6 km), 5½miles (9 km), 2⅜miles (3.8 km) and 1mile (1.6
km), so that to call any of them Long-distance Alignments would probably be stretching a
point, but the presence of an overall long-distance planning framework here seemed
assured.

Purpose of this planning framework: working southwards from the Romans’ chosen pass
through the Cheviot Hills, and having reached a part of the countryside where it was

Figure 10: Deviation of Dere Street to service Risingham fort. Reproduced with
agreement of BAR Publishing, www.barpublishing.com .

https://www.barpublishing.com .
https://www.barpublishing.com .
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practical to set out straight alignments, it appears that the Roman surveyors had set out a
series of short alignments on the ground so as – eventually – to meet up with the Long-
distance Alignment coming up from the south at the Dry Burn.

Example 5: Dere Street: heading north from the Cheviot Hills to Newstead

Blackhall Hill, standing right alongside the border between England and Scotland, is the
point at which Dere Street completes its traverse of the highest ground of the Cheviots and
begins to drop very steeply to the north-west. Blackhall Hill offers a superb vantage point in
the north-west direction, and, at a distance of 19½ miles (31.2 km), the Roman fort at
Newstead (or the smoke rising from it) would have been clearly visible from that point on a
good day. Blackhall Hill would thus have been a natural place from which to have set out a

long-distance alignment towards the north-west, but although Dere Street, as built, follows
the general direction of such an alignment towards Newstead, nowhere does it run exactly

Figure 11: Possible Long-distance Alignment from the vantage point of
Blackhall Hill to the Roman fort at Newstead. Reproduced with

agreement of BAR Publishing, www.barpublishing.com .

https://www.barpublishing.com .
https://www.barpublishing.com .
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upon it. However, the intermediate Roman fort at Cappuck appears to lie exactly upon such
an alignment. See Fig. 11.

The location of the fort at Newstead commands an important crossing place of the River
Tweed, and so it was in a naturally strong position. If its position had been chosen for this
reason, and the fort had already come into existence – or, at least, its location had already
been fixed and marked – then such an alignment from Blackhall Hill could have been used
to determine the location of the intermediate fort at Cappuck. It would have been entirely
practical for it to have done so, but in the absence of any other evidence the existence of
such an alignment must remain no more than just a possibility.

This is the only example of a possible Long-distance Roman Alignment which the author had
detected solely from observation on the ground, even though the position of Cappuck fort
along the alignment had subsequently been derived from a map.

Purpose of the possible alignment: strategic need for an intermediate fort between the Cheviot
Hills and Newstead; if so, its location may have been worked out on the ground by sighting
between the two end points of Blackhall Hill and Newstead fort.

Example 6: Dere Street: southwards from Ebchester

As noted above, the course of Dere Street, as built through Corbridge, had been a deviation
from the Long-distance Alignment from Esh to the Dry Burn. See Fig. 5 again. Coming down
from the north, this deviation had turned off southwards at Beukley and then re-joined the
Long-distance Alignment by the Roman fort at Ebchester. However, to the south of
Ebchester, Dere Street did not then follow the alignment to Esh. Instead, it took a new line a
few degrees more southerly. This had been noticed when writing the author’s original
report on the planning of Dere Street (Poulter 2009, 18). It was then addressed specifically in
the more popular account (Poulter 2010, 41), where it was suspected that it represented a
‘secondary alignment’. However, it had not been investigated further until the author
became involved in examining what Bill Trow and his Northern Archaeology Group
colleagues had excavated to the west and north of the fort at Ebchester (Trow, 2021).

Prompted by the notion of a ‘Proto Dere Street’ Roman road, which had been proposed by
the late Raymond Selkirk to have run directly from Ebchester to Beukley, Trow had
conjectured an alignment for it which had extended from Leadgate, just to the south of
Ebchester, to run on to the course of Dere Street at Beukley. It was felt, though, that this
conjecture embodied an assumption which might be invalid, and so the line of Dere Street
through Leadgate was examined more carefully. The result was a slightly different
alignment through Leadgate which, it was felt, matched the course of the road there more
accurately. Moreover, when this new alignment was extended northwards to Beukley it was
found to run exactly to Beukley farm, which stands about a furlong (220 yards) (200 m) to
the east of where Dere Street turns to run to the Dry Burn. See Fig. 12. This farm had
previously been noted as standing on the highest spot around, and so it seemed that it would
have been the natural position on which a Roman surveyor would have stood if wishing to
set out a new Long-distance Alignment to the south.
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Using digital Ordnance Survey data, an examination was carried out of the profile of the
landscape between Beukley farm and the approach to the River Deerness to the south, some
22 miles (35.2 km) distant. See Fig. 13. Through an analysis of options this examination was
able to reveal that Beukley farm was about the only practical place from which such a Long-
distance Alignment could have been set out (Poulter 2021, 179-81). Moreover, very many of
the excavations which Trow and colleagues had undertaken were found to lie on this
alignment, and not on the one predicted by Trow himself. Hence it appeared that this
revision of the existence and inclination of this secondary Long-distance Alignment had
been correct.

Estimated purpose of this Long-distance Alignment: road planning on the ground, presumably in
order to take a shorter line so as to avoid following the dog-leg of strategic Long-distance
Alignments through Esh. See Fig. 12 again. The indications of a Roman road that Trow and
his colleagues had found – along this Long-distance Alignment to the north of Ebchester –
had been narrow and very lightly built. Indeed, there were some doubts that it had been a
Roman road at all. If it had been such, it seems most likely that it had originated in the

Figure 12: General arrangement of alignments around Ebchester.
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Roman conquest period, and one possibility is that it had been created as part of a campaign
trail to facilitate supply lines for the Roman advance into Scotland under Agricola. Another
possibility, though, is that it might even have been constructed beforehand, in order to
speed the Roman army’s impending advance through Brigantia into Scotland, which does
seem to have been notably rapid.

Example 7: Western Main Roman Road: between Whittlestone Head and
the valley of the River Lune

Whereas Dere Street is the name which is nowadays given to the Romans’ trunk road
running northwards up the eastern side of the Pennine Hills (it used to be known as Watling
Street), the Romans’ trunk road up the western side of the Pennines has remained nameless.
For convenience here, as in other publications, Entwistle and the author have referred to it
as the Western Main Roman Road (Margary RR7). Entwistle had already established the
existence of a Long-distance Alignment running from Manchester to Lancaster, and the
branch from it which the Western Main Roman Road took from near Whittlestone Head to
Jeffry Hill. See Fig. 14.

Entwistle had also observed that the 5 miles (8 km) of the Western Main Road to the south
of Casterton in the Lune valley were exactly aligned upon Jeffry Hill, which was completely
out of sight on the other side of the Bowland Forest. The author’s interest had lain in trying
to understand what the Romans had been trying to achieve here, and how they had
accomplished it.

Figure 13: Profile of the landscape under the ‘secondary alignment’ southwards from Beukley farm. South is to
the left and Heugh farm lies about⅔mile (1 km) beyond the hamlet of Quebec.
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Firstly, the course which the Western Main Road, as built, had then taken from Jeffry Hill
over the Bowland Fells can only be described as quite extraordinary, since it incurred
several miles of travel across very open and exposed moorland – entirely unsuitable for an
all-weather trunk road. See Fig. 15.

This, when considered together with the general positioning of Dere Street on the eastern
side of the Pennines, indicated that the Roman policy appeared to have been to keep their
two north-south trunk roads well inland from the coast. An exploratory examination by the
Romans’ surveyors would have established that the upper Lune valley, north of Casterton,
would have been ideally situated to carry the Western Main Road well to the north of the
Bowland Forest – and, at the same time, well inland, in line with the apparent policy.

Figure 14: Long-distance Alignments to Jeffry Hill on Longridge Fell.
Reproduced with agreement of BAR Publishing,

www.barpublishing.com ..

https://www.barpublishing.com ..
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Nevertheless, working southwards, if it should have been against orders for the road to
follow the valley of the River Lune down to Lancaster, which would have taken the road
close to the coast, then the problem for the road’s planners would have been how to get their
Roman road over the Bowland Forest, since viewing the latter from either north or south
would have revealed no obvious practical route to be seen.

From the evidence observed by Entwistle, it seemed that the road’s planners had resolved
this issue by setting out a Long-distance Alignment almost due south from Casterton in the
Lune valley, and that this had landed on the other side of the Bowland Forest at Jeffry Hill,
on Longridge Fell. See Fig. 14 again. Via the use of lights at night, Jeffry Hill would have been

Figure 15: Course of the Western Main Roman Road over the Bowland
Fells. Reproduced with agreement of BAR Publishing,

www.barpublishing.com .

https://www.barpublishing.com .
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visible from Whittlestone Head, so that it would then have been easy to have set out a
branch to Jeffry Hill from Whittlestone Head, on the Manchester to Lancaster alignment.

However, it appears that the Romans’ intentions had been more complicated than this, and
that they also wanted at the same time to set out a Long-distance Alignment from Jeffry Hill
to cross the Pennines and meet the initial alignment of the Roman road which was heading
north-westwards from Scotch Corner towards the Stainmore Pass and Penrith (Margary
RR82, the modern A66). Moreover, it appeared that this new Long-distance Alignment from
Jeffry Hill was intended to stand at a Pythagorean angle to the alignment fromWhittlestone
Head and at another Pythagorean angle to the Manchester to Lancaster alignment. In
addition, after crossing the Pennines, it was apparently intended to meet the alignment
from Scotch Corner at a right angle – something which it succeeded in doing where the

Roman fort at Greta Bridge came to be located. In this way the Romans would have
established a geometrical link between their Long-distance Alignments on either side of the
Pennines.

In order to accomplish this feat, the alignment from Whittlestone Head had to be aligned at
an angle to theManchester to Lancaster alignment such that it would have been equal to the
difference between the two Pythagorean angles to be attained at Jeffry Hill. The author was
able to show how the Roman surveyors would have achieved this by manipulation of their
3:4:5 and 8:15:17 Pythagorean triangles. See Fig. 16.

Figure 16: Pythagorean angles at Whittlestone Head and Jeffry Hill.



THE IDENTIFICATION OF LONG-DISTANCE ALIGNMENTS IN BRITAIN

- 19 -

However, making the turn at the highest point on Whittlestone Head would have taken the
resulting alignment a little to the east of Jeffry Hill. Hence the Roman surveyors delayed
taking the branch off to Jeffry Hill until they were somewhat past the highest point on
Whittlestone Head. This unusual displacement from an obvious sighting position is
something that had attracted attention from early on, but the reason for it only became
clear once the Romans’ intentions had been recognised.

This remarkable story had come together bit by bit, as Entwistle’s discoveries were made
over a period of some years. It was he who had first discovered the Long-distance
Alignments from Lancaster, and then the Romans’ frequent application of Pythagorean
angles, followed by the alignments from Casterton southwards and from near Whittlestone
Hill to Jeffry Hill. Entwistle also discovered the Long-distance Alignment from Jeffry Hill to
Greta Bridge, which, despite initial scepticism on the author’s part, was confirmed to be an
alignment by a lidar image published by the late Hugh Toller in 2013 (Toller 2013). The
author’s own contribution to this story has come from analysing and interpreting the
Romans’ probable policies and intentions, and showing that they did have practical
processes and solutions by which to achieve them.

Apparent purpose of these Long-distance Alignments: table-top planning and directing, in order
to determine the course of the Western Main Roman Road over the Bowland Forest, and also
to form a geometrical link with the Romans’ Long-distance Alignments on the eastern side
of the Pennines. The unsuitability of the course of the Western Main Road over the Bowland
Forest, as with the Long-distance Alignment of Dere Street from Scotch Corner into the
Wear valley (see Example 2, above), indicates that the Roman table-top decision-makers had
little familiarity with the nature of the landscape on the ground.

Example 8: Western Main Roman Road: north of the Lune Gorge and on
to the Maiden Way

The northerly of the three Long Distance Alignments which Entwistle had identified as
radiating from Lancaster ran to or close by the Roman forts at Kirkby Thore, Whitley Castle,
and High Rochester. See Fig. 17.

It was observed that the Western Main Road, after exiting from the upper Lune valley,
headed almost due north and then conspicuously curved onto this alignment as it crossed
Crosby Ravensworth Fell. According to Margary, the road (Margary RR7d) then followed the
alignment from Crosby Ravensworth to Low Dalebanks farm before swinging off north-
northwestwards to run to the Roman fort at Brougham near Penrith. However, whilst a
description of the planning of this part of the Roman road was being written for the BAR 598
monograph (Poulter 2014), news came through from the late Hugh Toller (pers comm) that
lidar images showed that this Western Main Roman Road had not swung off at all but had
headed directly for the fort at Kirkby Thore. Although, as shown on the lidar images, no part
of the road had run exactly upon the alignment between Low Dalebanks farm and Kirkby
Thore, the course of the road clearly appeared to have been guided by it. See Fig. 18.

Further to this, the Roman road known as the Maiden Way (Margary RR84), running from
Kirkby Thore past Whitley Castle to the Roman fort at Carvoran, now looked like being a
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continuation of the Western Main Road. Leaving Kirkby Thore, the Maiden Way had had to
forsake the Long-distance Alignment from Lancaster to High Rochester in order to
surmount the stiff climb past Melmerby Fell, but once over the top it notably veered back to
the Long-distance Alignment and in fact ran onto it for about 1½ miles in the Gilderdale
Forest, before finally bearing away northwards to curve past Whitley Castle fort and then
run down the South Tyne valley to the fort at Carvoran. The course of the Roman road was
checked on the ground in the Gilderdale Forest, and no physical reason could be seen why
the road, as built, should have veered onto the alignment in that area. See Fig. 19.

These findings added support for the existence of this Long-distance Alignment. Along the
remainder of the alignment’s course betweenWhitley Castle and High Rochester, though, no
sign could be detected that any other Roman road or installation had lain upon its line.
However, if the Long-distance Alignment from Esh to the Dry Burn (see Example 2, above)
were to be extended north-westwards it would meet the Lancaster to High Rochester
alignment near a place called Pit Houses, between Tynedale and Redesdale, and the angle of
intersection of the alignments there would have been 36.8˚. This is a Pythagorean angle, thus

Figure 17: Long-distance Roman Alignments radiating from
Lancaster. Reproduced with agreement of BAR Publishing,

www.barpublishing.com .

Figure 18: Turn of the Western Main Roman Road onto the
Long-distance Alignment from Lancaster. Reproduced with
agreement of BAR Publishing, www.barpublishing.com .

https://www.barpublishing.com .
https://www.barpublishing.com .
https://www.barpublishing.com .
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illustrating the geometrical linkage between the Romans’ Long-distance Alignments on
either side of the Pennines.

Use of the Long-distance Alignment from Lancaster to High Rochester: table-top decision-making
about where the courses of the Western Main Roman Road and the Maiden Way should go,
executed as closely as practical on the ground until passing the Roman fort at Whitley

Figure 19: Course of the Maiden Way Roman road from Kirkby Thore
past the Roman fort at Whitley Castle to the Roman fort at Carvoran.
Reproduced with agreement of BAR Publishing,

www.barpublishing.com .

https://www.barpublishing.com .
https://www.barpublishing.com .
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Castle, after which the alignment would no longer have been relevant to the course of the
road.

Example 9: Central Long Distance Alignment: Lancaster to near Scotch Corner

Of the three Long-distance Alignments which Entwistle discovered to be radiating from
Lancaster, the central one may have been the original one, to which the other two were
inclined at angles of 45˚ (to the north) and 90˚ (to the south). See Fig. 17 again. This central
alignment began by running up the lower valley of the River Lune to Hornby and then
continued over Ribblehead and across the valleys of Wensleydale and Swaledale towards
Scotch Corner. It is difficult to judge if it ran exactly to the Roman site at Scotch Corner, but
since the recent excavations have shown that the settlement of Scotch Corner began in the
Iron Age, it is perhaps unlikely – unless the Roman surveying should have been undertaken

before their conquest of Britain began (i.e. before AD 43), which also may be considered
unlikely.

It is possible that the Long-distance Alignment may have influenced the positioning of the
Roman fort at Bainbridge in Wensleydale. In addition, the road from Ingleton to Bainbridge
does run exactly (although briefly) upon the alignment in two places – immediately east of

Figure 20: Course of the Long-distance Alignment as a possible exploratory survey line from Lancaster, running past
Ribblehead and then on towards Wensleydale and Scotch Corner. Reproduced with agreement of BAR Publishing,

www.barpublishing.com .

https://www.barpublishing.com .
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Chapel-le-Dale and then beneath Dodd Fell – and it also broadly takes the same general
direction of the alignment. These, in the author’s view, are among the strongest indications
that this road had been Roman. See Fig. 20.

Nevertheless, this Long-distance Alignment seems to have been a rather unproductive one
in terms of the positioning of Roman forts and roads, and the suspicion is that it may
originally have been set out simply as an alignment from which to survey the interior of the
country. When viewed from the high ground just to the east of Lancaster, the River Lune
appears to be heading straight inland, and this impression is reinforced by the appearance
of the two notable peaks of Whernside and Ingleborough which, in the distance, stand
prominently on either side of the river. See Fig. 21.

If this had been what had attracted the Roman surveyors, then they were to be deceived,
because beyond Hornby the River Lune starts to curve to the north, leaving the alignment
to continue across a great deal of land which proved to possess, apparently, little military
significance. This suspicion is speculative, but it would fit in with the impression that this
alignment may have been the original one from Lancaster, relative to which the other two
had then been created at set angles.

Figure 21: Possible initial sighting of the central Long-distance Alignment from the Ridge above Lancaster as an exploratory
survey line up the Lune valley. Reproduced with agreement of BAR Publishing, www.barpublishing.com .

https://www.barpublishing.com .
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Possible purpose of this Long-distance Alignment: an initial survey of the interior of the country,
starting from Lancaster, in order to provide information for table-top planning and
decision-making.

Example 10: through the Craven Gap: Kirkham to Aldborough

This Long-distance Alignment was discovered by Entwistle, but although it ran not that far
from Lancaster it seemingly bore no geometrical relationship to the alignments radiating
from that site. This alignment ran from the Roman fort at Kirkham, in the Fylde, to what
became the Roman civitas capital of Aldborough beside the River Ure in Yorkshire, passing
exactly through the Roman fort at Elslack in the Craven Gap along the way. See Fig. 22.

Margary’s RR72a Roman road from Ribchester picked up the alignment at Downham Park
near Clitheroe and then followed it past Barnoldswick and through Skipton before turning
off to run to the Roman fort at Ilkley. See Fig. 23. The author’s interest lay in understanding

Figure 22: Long-distance Alignment from Kirkham to Aldborough, in
relation to the Long-distance Alignments radiating from Lancaster.
Reproduced with agreement of BAR Publishing, www.barpublishing.com .
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how this alignment might have been set out, since Kirkham and Aldborough are decidedly
not intervisible.

The Pennine Hills run up the spine of northern England, separating the western and eastern
sides of the country, but there are a number of places where they can be crossed without
great difficulty. The Tyne-Solway gap is one, through which the Stanegate Roman road ran
(Margary RR85), and the Stainmore Pass is another, through which the Roman road from
Scotch Corner towards Penrith (Margary RR82) made its way. The Craven Gap, between
Clitheroe and Skipton, offers another of these crossing points, and it is clear that the Romans
were well aware of its existence. Inspection both on the ground and on maps led to the
observation that this Long-distance Alignment ran exactly through the Craven Gap, and it
was therefore guessed that the alignment had been created by the Romans to direct a cross-
Pennine route linking their western and eastern north-south trunk roads, i.e. the Western
Main Roman Road and Dere Street. See Fig. 23 again.

The Craven Gap is not easy to spot on the ground. It is not deep, nor steep-sided, and it is
populated by low hills amongst which it is easy to lose a sense of direction. Hence it was
judged that the Romans, with their predilection for straight lines anyway, would have
wanted to set out an alignment that would run straight through the gap without any

Figure 23: Relationship of the Roman roads as built to the Long-distance Alignment between Kirkham and Aldborough.
Reproduced with agreement of BAR Publishing, www.barpublishing.com .

https://www.barpublishing.com .
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deviation. In order to do this they would have needed to stand back, as it were, and get a
view through the gap from a height and a distance. From the lie of the surrounding land, the
obvious place from which to take such an aim would have been from the eastern shoulder of
Longridge Fell.

The eastern shoulder of Longridge Fell is now thickly wooded, so that it was not practical to
try to check the view fromwhere it was anticipated that a Roman surveyor would have been
sighting. However, from the foot of the tree line it was possible – just – tomake out the notch
by which the Craven Gap cuts through the higher ground to the east. This appeared to
confirm the practicality of how the Romans could have set out the central part of the Long-
distance Alignment. Once this part of the alignment had been established, standard long-
distance Roman surveying practices would have allowed them easily to extend the
alignment in straight lines to both west and east, and therefore, probably as by-products, to
fix the locations of Kirkham fort, Elslack fort and a probable fort as a predecessor to the
civitas capital at Aldborough. This could all have been carried out as part of the Romans’
strategic planning at the time.

Figure 24: Course of the Roman road from Ilkley to Aldborough across Blubberhouses Moor. Reproduced with agreement of
BAR Publishing, www.barpublishing.com .

https://www.barpublishing.com .
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As noted above, Margary’s RR72a Roman road turned off the alignment past Skipton in order
to service the Roman fort at Ilkley, but then, renumbered by Margary as RR720b, it set off
northwards from Ilkley, seemingly to return to the Long-distance Alignment to Aldborough.
However, on reaching the shoulder of Round Hill, to the north of Ilkley, it then abruptly
turned to follow an alignment across Blubberhouses Moor which was exactly parallel to the
Long-distance Alignment, but some 2 miles south of it. No physical advantage can be
detected from doing this, and so it has remained a puzzle as to not just why but how the
Romans had managed to accomplish this. See Fig. 24.

Over time, the author has become more and more convinced that the Romans had set out a
scheme of centuriation in the Vale of York, but not implemented it for some reason. The late
John Peterson concluded that not enough evidence existed for him to accept it as a
centuriated area, but this does not mean that the grid of alignments had not been marked
out in preparation. If so, it is possible that on Round Hill the builders of the Roman road had
picked up one of these grid lines – possibly in error – and used it to direct the course of the
road across the Blubberhouses Moor and on in the direction of Harrogate. Before nearing
Harrogate, however, the course of the Roman road is now known (Mike Haken pers comm) to
have angled more northwards at a point around SE 2411 5723, between the villages of
Kettlesing and Hampsthwaite, and then, after crossing the River Nidd, to have turned more
east-northeasterly again so as to aim towards its evidently intended target: the site of
Roman Aldborough.

The implication of this assessment is that not only had the Romans probably set out an
embryonic scheme of centuriation in the Vale of York, but that its orientation had been
based upon the Long-distance Alignment from Kirkham to Aldborough. This indicates that
the alignment had been set out first. All this is consistent with planning in a period of Roman
consolidation in northern Britain, possibly dating to around AD 80. Thus this would not have
been part of the strategic planning which may have accompanied or even preceded the
invasion of Scotland, which is likely to have given rise to the Long-distance Alignments from
Lancaster and Jeffry Hill and underlying Dere Street, etc., all described above. Hence it
should not be surprising that the Kirkham to Aldborough alignment bears no geometrical
relationship to these seemingly earlier ones.

Apparent purpose of this alignment: a strategic Roman desire to create another cross-Pennine
route, but left to be worked out on the ground. This exercise appears then to have been
extended to determine the locations of the forts at Kirkham and Elslack and probably an
early fort at Aldborough. The alignment may also have been used to help set out a skeleton
scheme of centuriation in the Vale of York which was, for whatever reason, never – or never
fully – implemented.

Example 11: The Devil’s Causeway: Dere Street to Tweedmouth,
southern end

The course of the so-called Devil’s Causeway (Margary RR87) was largely recorded by Henry
MacLauchlan in 1864, and in the almost complete absence of any physical evidence of this
Roman road nowadays, the author’s analysis of its course had to depend wholly upon its line
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as shown on the Ordnance Survey maps 2 . Slightly to the author’s surprise, it was found that
its course had been underpinned by two Long-distance Alignments. See Fig. 25.

The southernmost stretch of the road, from Whinney Hill to Dere Street, was notably direct
– although not absolutely straight – apart from branching off for the last 1¾ miles (2.8 km)
from near Ryal to meet Dere Street at Beukley. Despite the road’s tendency, along this
southernmost stretch, to waver from a completely straight line, it appeared to have been
following a Long-distance Alignment with an overall length of some 17miles (27.2 km). Since
it can be expected that the road, as built, would be likely to have followed this potential
alignment most accurately at its end points, and since the alignment’s southern end point
was clearly not at Beukley, the line of the road was extrapolated southwards for the first two
miles (3.2 km) from what appeared to have been the northern end of the alignment, on
Whinney Hill. This extrapolation of the alignment made a good fit with the course of the

Figure 25: Course of the Devil’s Causeway. Reproduced with agreement
of BAR Publishing, www.barpublishing.com .
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road from there southwards, but it was somewhat startling to find that the line appeared to
terminate exactly upon the Portgate on Hadrian’s Wall. The Portgate was where Dere Street
passed through Hadrian’s Wall, and if the location of this termination point should have
been correct, it meant than the Devil’s Causeway could not have been set out, let alone built,
before Hadrian’s Wall had been laid out across the landscape. This contradicted the received
opinion, based upon circumstantial evidence accumulated elsewhere, that the Devil’s
Causeway had been built somewhat earlier and then probably abandoned when Hadrian’s
Wall had been built. See Fig. 26.

Figure 26: Course of the southern part of the Devil’s Causeway.
Reproduced with agreement of BAR Publishing,

www.barpublishing.com .

https://www.barpublishing.com .
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Since the Portgate would not have been visible from Whinney Hill, it was wondered how
such a Long-distance Alignment could have been set out, and so the profile of the
intervening landscape was examined. Again, slightly to the author’s surprise, it found that
there was a single high point, near Kearsley farm, from which both the Portgate and
Whinney Hill would have been visible. Therefore it would have been easy for the Roman
surveyors to have set out a single straight alignment between these two end-points.
However, because of the distances involved, lights at night would need to have been used.
See Fig. 27.

In support of the aforementioned received opinion, both Nick Hodgson and Humphrey
Welfare (pers comms) suggested that the Portgate would not have been the southern end
point of the alignment. Instead, they proposed that a position about 100 yards (100 m) south
of the Portgate, where Dere Street breasts the rise coming up from Corbridge, was more
likely to have been the terminal point. See Fig. 26 again. If the Devil’s Causeway had indeed
been set out before Hadrian’s Wall had been built, this location could certainly have formed
a suitable point from which to branch off an alignment to Whinney Hill, and the method for
setting it out via the farm at Kearsley would have been just the same. The difference
between the two alternative alignments is less than ½˚ and this is well within the bounds of
cartographic and judgemental error, so either possibility could have been viable. To the
author it seems that the Portgate, especially if under construction at the time, would have

Figure 27: Profile of the landscape between Whinney Hill and the Portgate. Reproduced with agreement of BAR Publishing,
www.barpublishing.com .
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made a more obvious target to prompt the Roman surveyors to adopt it as an end-point for
their Long-distance Alignment, but it has to be agreed that Hodgson’s and Welfare’s
suggestion is entirely plausible and that it does fit in better with other evidence which has
been gathered about the Devil’s Causeway. Either way, there appears to be little doubt that
a Long-distance Alignment had been used to set out the southern part of this Roman road.

Evident purpose of the Long-distance Alignment: road planning, worked out on the ground.

Example 12: The Devil’s Causeway: Dere Street to Tweedmouth,
northern end

Figure 28: Course of the Devil’s Causeway at its northern end.
Reproduced with agreement of BAR Publishing,

www.barpublishing.com .
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The central part of the Devil’s Causeway was set out, in typically Roman fashion, in a series
of relatively short-length straight alignments designed to cross rivers and ridges at
convenient points and to service the Roman fort at Low Learchild along the way. However,
on reaching a point near Hetton Low farm, to the north-east of Wooler, the Roman road, as
built, gradually falls upon a line which was then discovered to be exactly aligned upon
Scotch Corner. At first the assumption was that this had to be a coincidence, but after careful
assessment it was observed that the final 3½ miles (5.6 km) of the road to Springhill, just
before Tweedmouth, fell so exactly upon the alignment that there can be little doubt that
this had been a deliberate choice on the Romans’ part. See Fig. 28.

The question was: how had the Romans managed to set out such an alignment? The distance
between Springhill, where MacLauchlan’s survey ended, and Roman Scotch Corner is more
than 91 miles (145 km), and there are far too many hills in between to have made practical
any intermediate surveying of the kind achieved between Whinney Hill and the Portgate at
the southern end of the Causeway. Theoretically, the Romans might have created a scheme
of centuriation up to the mouth of the Tweed, and this could have allowed them to set out
such a Long-distance Alignment accurately, but this too seems quite unlikely. There are
several archaeologists who do not believe that centuriation existed in any part of Roman
Britain, and even its greatest recent advocate, the late John Peterson, only claimed that a
small number of areas in Britain had been subject to centuriation, and, even then, not to a
common orientation – and, of greater relevance, that none of them were near Tweedmouth.

One possibility is that the Romans had originally set out a survey line from Scotch Corner
simply in order to explore the countryside to the north, knowing that it would hit the coast
somewhere, and had found, by good fortune, that the line not only went close to the mouth
of the River Tweed but that it would also have been suitable to use for the final part of a road
up to that point. This possibility seems strengthened by the bearing of the alignment from
Scotch Corner, which is 8.5˚ west of north. This is almost exactly the bearing which would
have been achieved by the same manipulation of 3:4:5 and 8:15:17 Pythagorean triangles
that the Romans had, as already described in Example 7, exercised on Whittlestone Head.

Another possibility is that the Roman surveyors had been able to establish the alignment by
an extended process of triangulation, in which the angles between each survey point would
have been recorded in terms of vertical and horizontal measurements rather than degrees.
The author is indebted to correspondence with Mark Willingale (pers comm) for this
suggestion.

Whatever, the match between the Roman road and the alignment as they approach
Tweedmouth leaves little doubt that the latter had indeed been a Long-distance Roman
Alignment.

Estimated purpose of the Long-distance Alignment: initially created, possibly, as an exploratory
survey line from Scotch Corner, which was later used to direct the course of the Devil’s
Causeway on the ground as it finally approached Tweedmouth.
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Example 13: Ermine Street: Lincoln to the Humber

Until recently this Roman road (Margary RR2), known as Ermine Street, appeared to follow
two Long-distance Alignments, with scarcely any deviations from either of them along its
entire length. The first alignment, from the Newport Arch gate at Lincoln to near
Broughton, just west of Brigg, was seen to be about 23⅓miles (37.6 km) long, and the second,
from Broughton to Winteringham Haven on the Humber Estuary, to be 7¼ miles (11.6 km) in
length. See Fig. 29.

From this perspective it would appear that the Romans had not carried out a preliminary
survey to establish the location of Winteringham Haven before setting out the line from
Lincoln. Instead, it would seem that they had adopted the more basic tactic of just heading
north until the Humber Estuary was in full view and then turning to run to the Haven.

Figure 29: Course of Ermine Street between Lincoln and the Humber
Estuary.
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However, correspondence with Mike Haken, including the use of lidar and aerial
photography, has shown that the picture is not as simple as this.

Firstly, the only ancient causeway or jetty which has been found at Winteringham Haven
appears to have been post-Medieval in date, not Roman. Thus the supposition that there had
been a Roman ferry terminal at WinteringhamHaven rests upon the course of the alignment
from near Broughton which appears to be heading for it, and this is, of course, a circular
argument. In fact, there is no sign on either lidar or aerial photographs that the Roman road,
as built, ever ran to the Haven. Rather, precisely at the point where the alignment meets the
modern A1077 road, the Roman road turned off north-eastwards to run to the Roman
settlement known as OldWinteringham. See Fig. 29 again. At OldWinteringham, lidar shows
that the Roman road forked, one branch heading northwards and the other more easterly.
There is no indication that the northern fork ran to the Haven, but the more easterly branch
continued until it met the Long-distance Alignment coming up from Lincoln, at which point
it appears that the road may then have turned north along the alignment to head for what
are slight indications of a depression. Mike Haken suggests that this might just be part of the
Roman harbour. If so, then it appears that the Roman ferry terminal at the Humber had been
at the end of the initial alignment coming up from Lincoln, not at Winteringham Haven.

As it happens, Winteringham Haven is not visible from the starting point of the second
alignment near Broughton. The view from Broughton is blocked by slightly higher ground
near the Haven, at about SE 940 209. Thus, if the Roman surveyors had wished to aim for the
Haven, a colleague would need to have been stationed at this higher position in order to
enable the straight alignment to be set out.

Instead, as it approaches the Humber, the initial alignment from Lincoln runs across
extensive low-lying and probably wet and marshy land in Roman times, and it seems likely
that avoiding this unsuitable ground had been the reason for the new alignment from near
Broughton. This means that this second alignment, to Winteringham Haven, would
therefore simply have been a deviation from the initial alignment from Lincoln, and the fact
that it happened to aim for Winteringham Haven is probably just a coincidence.

This is an illustration of how an apparently simple and straightforward explanation can be
overturned by new evidence, especially when emanating from lidar and aerial photography,
and the author is indebted to Mike Haken for much of the detail of this revised
interpretation. It would now appear that Ermine Street to the north of Lincoln had followed
only a single Long-distance Alignment to near Broughton, and that it had then adopted a
deviation as it approached the Humber in order to avoid wet ground over the final 6⅝miles
(10.6 km) to the coast.

Apparent purpose of these Long-distance Alignments: table-top road planning and direction,
completed on the ground.

Example 14: Fosse Way: Leicester to Cirencester

The Fosse Way as built (Margary RR5e) leaves Leicester south-westwards to run to High
Cross on RomanWatling Street, but it then (as Margary RR5d) turns more southwards to run



THE IDENTIFICATION OF LONG-DISTANCE ALIGNMENTS IN BRITAIN

- 35 -

to Stretton-on-Dunsmore in Warwickshire. There it takes up a new alignment which, on the
map, can be seen to be exactly aimed at Leicester. It therefore appeared likely that a Long-
distance Alignment had existed in this direction from Leicester, and that the course of the
Roman road to High Cross had been a deviation from it. From Stretton-on-Dunsmore
southwards the Fosse Way could be seen on the map to follow this new alignment as far as
Compton Verney, near Stratford-upon-Avon, after which it then began to deviate from it to
run throughMoreton-in-Marsh and Stow-on-the-Wold. Even so, the length of the alignment
from Leicester to Compton Verney extended to more than 36 miles (57.6 km), which was
considerable, and this remained the perception of the author and Entwistle for quite some
time. See Fig. 30.

Then, it was thought to explore the alignment even further to the south-west, and,
remarkably, it was found to run exactly to Roman Cirencester, a distance of more than 73
miles (116.8 km) from Leicester. See Fig. 30 again. Whereas Leicester had already been in
existence as an important Iron Age centre when the Romans arrived, excavations have
shown that Roman Cirencester had been founded by the Roman army. It therefore appeared
that this Long-distance Alignment had been set out from Leicester and had been used to fix
the location of Roman Cirencester, in much the same way that it appears that the location
of Roman Chichester had been fixed by the alignment of Roman Stane Street from London
(Poulter and Entwistle 2016, 17). In many ways, too, this seemed similar to the ways in which
the Roman forts of Piercebridge, Ebchester, and possibly Cappuck appeared to have been
fixed by the Long-distance Alignments underpinning Dere Street, as described above in
Examples 2 and 5.

Figure 30: Course of the Fosse Way between Leicester and Cirencester.
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Estimated original purpose of the Long-distance Alignment: strategic planning from a table-top,
possibly to demarcate a Roman administrative boundary, and later used to underpin the
course of the Fosse Way between Leicester and Cirencester.

Example 15: Fosse Way: Leicester northwards

Neither Entwistle nor the author has yet undertaken a search for any Long-distance
Alignments along this part of the Fosse Way (Margary RR5f) to the north of Leicester, but it
should be noted that the initial stretch of this Roman road northwards from Leicester does
not line up with the Fosse Way to the south. Instead, the first stretch of the Fosse Way
northwards starts at Leicester’s Clock Tower, which is where the eastern gate of the Roman
town had been, and it continues without any deviation for 4¼ miles (6.8 km) towards the
village of Syston. See Fig. 31.

Thus this initial stretch does not appear to have been a short-distance divergence from an
earlier alignment, but clearly it could not have been set out before at least the location of the
Roman east gate had already been decided. This is curious because although Leicester
appears to have been part of the Romans’ earliest strategic planning in the area, excavations
indicate that the major building programme of the Roman town did not begin until the
second century AD. It is possible that the Romans had already laid out their grid for the town
from the start of their occupation, so that it was known where the east gate was going to be.
If not, then it would appear that what is today the initial stretch of the Fosse Way to the

Figure 31: Course of the Fosse Way leaving Leicester to the north.
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north of Leicester had been a replacement for an earlier course of this Roman road running
northwards from the town, which remains as yet unknown.

Estimated purpose of this alignment: to resume or possibly replace the northwards course of the
Fosse Way so as to depart from the east gate of the Roman town.

Example 16: Gartree Road: Leicester towards Colchester

A Roman road, known locally as the Gartree Road (Margary RR57a), ran south-eastwards
from Leicester towards Colchester. The alignment of the first 14½miles (23.2 km) of this road
from Leicester is at an almost exact right angle to the Long-distance Alignment of the Fosse
Way coming up from the south, and where these two alignments meet is where Leicester’s
Roman forum later came to be sited. See Fig. 32.

There are complications, however. Near the village of Medbourne, shortly before the
crossing of the River Welland, the Roman road makes a fractional change of alignment
northwards, and then follows this new line through Cottingham and Corby. Beyond this
point there may be no clear indications of either alignment all the way to Colchester itself,
which is puzzling. For instance, beyond the crossing of the River Nene, the Roman road from
Godmanchester through Cambridge and on towards Haverhill (Margary RR24) often seems
to be taking the same general direction as either of the two alignments, but it deviates
widely both to the north and south of them and, according to the author’s estimation of the

Figure 32: Course of the Gartree Road from Leicester towards Colchester.
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alignments, at no point does it run exactly upon them. In addition, neither of the Roman
sites at Godmanchester and Cambridge stands upon either alignment. See Fig. 32 again.

However, working independently, Entwistle has produced his own assessment of the line of
the alignment from Leicester to Colchester and this differs very slightly from the author’s.
Since the only secure course of the alignment – which extends to more than 100 miles (162
km) in total – has to be determined by extrapolation from just the first 14½ miles (23.2 km)
from Leicester to Medbourne, such a slight variation in assessment cannot be unexpected.
Entwistle’s alignment is fractionally more southerly than the author’s and in his case the
RR24 road does briefly fall upon the alignment just to the north of Linton in Cambridgeshire.
Nevertheless it pays only a glancing visit, and elsewhere the RR24 road appears to show little
interest in the alignment, even though, as indicated above, for some distance it is heading in
broadly the same direction. This is in striking contrast to the closeness with which the
Gartree Road follows the alignment from Leicester.

Nevertheless, since both Entwistle’s and the author’s alignments from Leicester to
Colchester run directly into the site of Roman Colchester, albeit slightly apart, it is scarcely
credible that this could have been a coincidence. Thus, despite the absence of indubitable
evidence of usage south of Corby, there can be little doubt that a Long-distance Alignment
had existed between these two Roman towns.

Estimated purpose of this Long-distance Alignment: as with the Long-distance Alignment to
Cirencester (see Example 14 above), strategic planning from a table-top, possibly to
demarcate a Roman administrative boundary.

Figure 33: Long-distance Alignment from Littlecote to Fringford and possibly on to Corby.
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Example 17: Littlecote to Fringford

Possibly starting at the Roman site of Littlecote, by the River Kennet to the west of
Hungerford, this alignment seems to have run from there for some 40½ miles (64.8 km) to
the south-east of Fringford, some 3½ miles (5.6 km) north of Bicester in Oxfordshire. Along
the way it passes through the known Roman site at Alchester, and its line is also followed for
some distances by two known Roman roads: the A338 from Wantage to Frilford (Margary
RR164), which lies to the south-west of Oxford, and then by the A4421 from Bicester to
Fringford (Margary RR160). As such there can be little doubt that this had been a Long-
distance Alignment. North of Fringford, the RR160 Roman road adopts a new alignment
slightly more to the east, running for some 8 miles (12.8 km) to the Park at Stowe, before
then turningmore northwards again and heading for the Roman settlement at Towcester on
Watling Street, some 6⅓miles (10.1 km) distant. See Fig. 33.

Examining the profile of the landscape between Littlecote and Fringford offers little
indication of how this alignment could have seen set out. However Entwistle has observed
that it runs exactly parallel to the Long-distance Alignment from Leicester to Cirencester.
These two alignments are 24.6 miles (39.4 km) apart, but this distance does not equate to a
round number of Roman miles. In Roman miles, the distance would have been 26.6 miles. It
does closely approximate to a distance of 1110 actus, though. The actus was the Roman unit
of length which was normally used for centuriation, but this would imply the existence of
an enormous scheme of centuriation in the area, which seems improbable. Since, however,
the Littlecote to Fringford alignment is parallel to the Leicester to Cirencester alignment,
and this, as noted above, lies at an almost exact right angle to the Long-distance Alignment
to Colchester which was discussed in Example 16, one possibility is that this Littlecote to
Fringford alignment had been set out from the Colchester alignment too, not far from Corby
and at the same angle. If so, this overall alignment to Littlecote would have been at least 93¾
miles (150 km) in length. See Fig. 33 again. It may even have extended beyond Littlecote, but
this has not been tested so far.

Possible purpose of this Long-distance Alignment: as with the Long-distance Alignment to
Cirencester (see Example 14 above), strategic planning from a table-top, possibly to
demarcate a Roman administrative boundary; process of setting-out uncertain.

ANSWERS

Before considering how to identify Long-distance Alignments it is appropriate to try to
define what they are. Since the recognition and identification of Long-distance Alignments
has developed somewhat informally over recent years, it is perhaps not surprising that
there is no set definition for them. However, rather than stipulating that they must possess
a minimum length, or extend over one or more horizons, the author prefers to see them as
straight alignments which are connected in some way with Roman long-range planning,
which could take many forms.

Thus the alignment from Leicester to Cirencester, which appears to have fixed the location
of the latter site, qualifies as a Long-distance Alignment, whereas the two largely straight
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lines of the Fosse Way from Leicester to High Cross and then back to Stretton-on-Dunsmore
are not. Although they possess lengths of some 12⅛miles (19.4 km) and 10⅓miles (16.5 km)
respectively, they seem to be simply deviations from the Long-distance Alignment. See Fig.
30.

In contrast, even though its length of 15 miles (24 km) is not much greater, the alignment
from Healam Bridge to Scotch Corner was clearly intended to set out what became the final
line of Dere Street to Scotch Corner and therefore qualifies as a Long-distance Alignment.
See Fig. 2. As it happens, this alignment also required Dere Street to take a deviation from its
course and run via Catterick. This was because of the nature of the intervening flood plain.
It is not necessary that Long-distance Alignments should be furnished with deviations in
every case, but in practice those which are known often do possess them. This is because the
Roman roads which follow these alignments have to deal with stretches of unsuitable
ground (as above), excessively steep inclines, and river crossings, etc., and also the necessity
at times to reach forts or settlements which do not lie on the alignment – such as, for
instance, the fort at Risingham in Example 4.

In that there is no rigid definition for a Long-distance Alignment, there is no set formula for
identifying one. Its existence or otherwise comes down to assessing a combination of
indications, typically witnessed on a map or on an aerial view, such as Google Earth.
Entwistle has proposed the following features as good indicators for the existence of a Long-
distance Alignment:

a: A substantial road alignment pointing accurately towards a (possibly distant) Roman
site (usually of the First Century) to which the road does not directly go.

b: A road returning to an alignment from which it had previously diverted (e.g. for
reasons of topography or other practical requirements). This may happen once or
many times. Such behaviour demonstrates two phases of surveying, the final course of
the road being influenced by a pre-established alignment.

c: Potential turns or branches from the straight line of the alignment being characterised
by one of four ‘set’ angles, found in the 3:4:5 and 8:15:17 triangles. Angles should be
accurate to within a degree.

d: A sudden change in direction for a road, where it meets and swings onto a pre-existing
survey line. The road may similarly swing abruptly away from the line at a later stage,
when it returns to an independent course.

e: Two quite different roads. possibly separated by many kilometres, following an
identical alignment. (Where this is the case, there can be little doubt about the
existence of a Long-distance Alignment.)

In each case, judgement should be exercised about whether or not the apparently positive
indications could just be coincidences, and thus a balance needs to be struck between
probabilities and probably-nots. For those who might welcome it, some advice about how to
detect possible Long-distance Alignments and how to recognise where changes of
alignment occur is offered in Poulter 2011, 134-36.
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It can help greatly if more than one person should be making an assessment of the
indications at the same time, especially if they happen to be using different sources, e.g.
Ordnance Survey data versus Google Earth images 3 . In this way, each person’s attitude
towards each item of evidence can be questioned and if necessary debated, so as to try to
ensure a properly considered verdict. It can also be helpful to consider if there could be a
good reason why the Romans might have wanted to create a Long-distance Alignment in the
particular circumstances in question.

As can be seen from all of the foregoing examples, it has also happened to be very important
to the author that he should understand how each Long-distance Alignment could have
been set out. Quite often this can involve visiting sites to make physical inspections of the
possibilities. Not everything can be deduced from maps and profiled sections of landscapes.
It has to be recognised that such interpretations of the possible planning processes might
not necessarily replicate how the Romans had actually set out the alignment, but they offer
satisfaction that it would have been practical for them to have done so. Coming from a
professional career in information systems and process design, this personal concern might
not be so surprising, but the author always remains uncomfortable about any proposed
Long-distance Alignment about which the practicality of setting it out remains unclear. For
a long time, for instance, the author had harboured doubts about how the alignments at the
northern end of the Devil’s Causeway (in Example 12) and between Leicester and Colchester
(in Example 16) could have been set out. This was until he came to understand how the
Romans could have conducted triangulated surveys over long distances, even though it
appears that their surveyors did not measure angles in degrees (Lewis 2001, 226-29).

Since the outcomes of all of the foregoing examples were positive, it is felt that it might be
helpful to outline at least two examples where the outcome has proved to be negative.

As was stated in Example 4, no signs of long-distance planning could be identified along the
course of Dere Street coming south from the Cheviot Hills until the Roman road had reached
Blakehope farm. However, just to the north of the Roman fort at High Rochester, which lies
between the Cheviots and Blakehope farm, Dere Street does adopt a straight line beside the
Sills Burn for nearly 2½ miles (4 km), from NY 826 993 to NT 817 032. Entwistle has pointed
out that the angle between this stretch and the Long-distance Alignment from Lancaster to
High Rochester is close to that of an 8:15:17 Pythagorean triangle. For the latter alignment,
see Fig. 22. Hence the question arises: might this stretch beside the Sills Burn have been part
of another Long-distance Roman Alignment?

Extrapolation on the Ordnance Survey map showed that the alignment of this stretch beside
the Sills Burn would have met the Long-distance Alignment from Lancaster at the north
bank of the River Rede. See Fig. 34.

An examination of the profile of the landscape from that position showed, though, that
there would have been no view up to the Sills Burn from there. The Roman surveyor would
have needed an assistant located on a nearby ridge to help set out such an alignment at a
Pythagorean angle. Against this, it was not obvious what advantage this would have brought
in return for the added complication and effort. In contrast, the northern end of the straight
stretch of the road, at NT 817 032, is a brow, fromwhich there is an excellent view all the way
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down the gentle slope beside the Sills Burn to the termination of the stretch at NY 826 993.
Thus it seems much more likely that this was what had inspired the Roman surveyor to set
out what is, in fact, the sole example of a significant straight line between the Cheviots and
Blakehope farm. To double-check, the line of this stretch was extrapolated far to the north
and to the south, to see if it might line up with any known Roman site, and the result was
negative. Hence the conclusion was this this had not been part of a Long-distance Roman
Alignment.

The second example has already been largely covered in Example 6, above. However. It will
be instructive to review the thinking process. The late Raymond Selkirk had spotted that the
alignment of the 4¼ miles (6.8 km) of Dere Street from Beukley to the Dry Burn would, if
extrapolated backwards, run exactly to the Roman fort at Ebchester. In fact, this was later
recognised to have been part of the Long-distance Alignment from the village of Esh to the
Dry Burn, as described in Example 2. Bill Trow and his colleagues in the Northern
Archaeology Group had noted that Dere Street, after departing southwards from Ebchester,
had not however headed for Esh but had taken a slightly more southerly course through
Leadgate, a little to the south of Ebchester. See Fig. 12. Prompted by Selkirk’s claim that the
Romans had built a ‘Proto Dere Street’ directly from Ebchester to Beukley, Trow had
therefore postulated that this possible road would have followed an alignment from
Leadgate to Beukley, and that at Beukley its alignment would have met Dere Street precisely
at the point where the Roman road turned after climbing up from its deviation through
Corbridge.

Figure 34: The course of Dere Street beside the Sills Burn.
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However, at this turning point the view to the south-east is blocked by higher ground close
by, so that setting out the projected alignment from there would have been difficult. If, on
the other hand, the projected alignment had been set out from the south, then the question
would have been: how could the Roman surveyors have set out the alignment so as to run so
exactly to the turning point when they couldn’t see it? Although it is not impossible to find
answers to these questions, doubt was raised in the author’s mind, and so the course of the
alignment through Leadgate was examined more scrupulously, with the result that it was
judged that the actual alignment being followed by Dere Street at that point was a degree or
two more northerly. When this new alignment was extended northwards to Beukley, it was
found to run exactly to Beukley farm, which happens to stand on the highest point around
and which would have made an ideal location from which to have set out a Long-distance
Alignment to the south. Moreover, when this new alignment was extended southwards from
Leadgate it was found to touch the Roman fort at Lanchester, whereas Trow’s postulated
alignment would have run at some distance past it.

It therefore appeared that the new alignment was more likely to have been the Roman one.
This likelihood was enhanced when it was observed that a large number of the excavations
conducted by Trow and colleagues had, albeit quite unwittingly, been located on this new
alignment. Entirely correctly, Trow had not allowed his postulated alignment to dictate the
locations of his excavations. He and his colleagues had excavated where probing and visible
indications had suggested that their road might really be. Hence it appears that Trow’s
projected alignment had not been correct, even though it had certainly been a serious
proposition to be considered.

What might have appeared to be a third example with a negative conclusion has turned out
to be an excellent illustration of how new evidence can swing a verdict. Example 7 describes
the long-distance planning of the Western Main Roman Road from Manchester up to and
into the valley of the River Lune, whilst noting, along the way, the complex geometrical
manipulations which had taken place at Whittlestone Head and Jeffry Hill. See Fig. 16. It was
Entwistle who observed that the alignment north-eastwards from Jeffry Hill, if extended all
the way across the Pennines, would run to the Roman fort at Greta Bridge and there meet at
a right angle the alignment of the Roman road coming up from Scotch Corner towards
Penrith.

At the time the author felt that this observation, although undoubtedly an exciting prospect,
was more likely than not to be a coincidence. After all, the Western Main Roman Road had
only used the alignment for 5½miles (8.7 km) from Jeffry Hill before turning off to climb into
the Bowland Forest via Croasdale. Therefore it is possible that this alignment might have
been set out as no more than a road-planning exercise. Thereafter, across the more than 53
miles (85 km) of moors and hills of the Pennines, the projected alignment passed through or
by no Roman site, with the somewhat peripheral exception of the Roman fort at Bainbridge
in Wensleydale. Then, in 2013, the late Hugh Toller published a lidar image of a previously
unknown Roman road heading north-eastwards out of Wensleydale, and Entwistle found
that this road lay almost exactly upon the alignment from Jeffry Hill. Two entirely different
Roman roads using the same possible alignment several miles apart can scarcely be a
coincidence, and so the author’s verdict was reversed. Entwistle had been right, and, as it
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happens, this had led to the identification of one of the most significant of all Long-distance
Alignments, in terms of understanding what the Romans’ long-range planning intentions
had been for this part of northern England.

New evidence can also sometimes provide gratifying endorsements of previous verdicts.
With Example 2, for instance, the discovery that the change of alignment at Esh measured
36.5˚ was entirely unexpected and, at the time, a rather startling vindication of Entwistle’s
contention that the Romans had made much use of Pythagorean angles between their Long-
distance Alignments. In Example 4, the discovery that the Rudgate Roman road appeared to
swing on to the alignment from Tadcaster to Sinderby Services helped to confirm the latter
as a Long-distance Alignment. In Example 8, the author had noticed that the Western Main
Roman Road had curved onto the Long-distance Alignment from Lancaster by Crosby
Ravensworth Fell, but had accepted the prevailing view that the Roman road had then
turned off the alignment to run to the Roman fort at Brougham, near Penrith. Just as the
author was writing this up for publication in the BAR 598 monograph (Poulter 2014), news
came through from Hugh Toller that lidar images had shown that the Roman road had not
turned off but had continued instead to the Roman fort at Kirkby Thore, which was where
the Long-distance Alignment had been pointing. Moreover, this made it appear as if the
Roman road known as the Maiden Way could be a continuation of the Western Main Road
northwards from Kirkby Thore, and further inspection revealed that the course of this road
had indeed swerved in places onto the same Long-distance Alignment from Lancaster, at
least as far as the Roman fort at Whitley Castle. Finally, with Example 14, the Long-distance
Alignment of the Fosse Way south-westwards from Leicester had, early on, been recognised
as far as Compton Verney inWarwickshire, but it was only later that that it was realised that
it had extended all the way to Cirencester. Moreover, it seemed likely to have been
instrumental in fixing the location of the latter site. Again, this provided welcome
confirmation that the original recognition of this as a Long-distance Alignment had been
correct.

PURPOSES

It remains to consider what the purposes of these Long-distance Alignments had been. The
Roman surveyors seem to have been very good at setting out precisely straight lines over
considerable distances of land and across multiple horizons, and it appears that they put
these skills to use for a number of different purposes. In addition, there are frequent
instances where a Long-distance Alignment may have been created for one purpose and
then – or at least part of it – re-used for other purposes. Thus an alignment may initially
have been set out to guide the course of a campaign trail and its associated supply lines
before later being re-used to direct the course of a fully-built Roman road. Moreover, there
may have been an interval of several years or even decades before such re-use occurred. It
is often only where such Long-distance Alignments have been employed to guide the lines
of surviving Roman roads or to fix the locations of known Roman forts that we can recognise
them today. Thus there are likely to have been more Long-distance Alignments straddled
across Roman Britain than we appreciate today.
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The possible purposes to which Long-distance Roman Alignments appear to have been put
have been examined in detail in the BAR 598 monograph (Poulter 2014, 24-38). They include
facilitation of:

1) reconnaissance of landscapes and populations

2) decision-making about the locations of roads and forts

3) relaying instructions to the troops on the ground

4) setting overall directions on the ground for supply lines and roads

5) creating areas of centuriation,

and to these Entwistle has recently added the possible marking-out of administrative and
political boundaries (Entwistle 2019, 48-75; Entwistle 2022, this edition of Itinera). It should
be stressed that by no means all Roman roads in Britain were set out using Long-distance
Alignments. As noted in Example 4, for instance, in the area where Roman Dere Street passes
from England to Scotland through the Cheviot Hills, there is no sign of any long- distance
planning. However, as discussed in Example 5, it is possible that from that point onward a
Long-distance Alignment might have been in place, directed at the fort at Newstead and
possibly also used to fix the location of the intermediate fort at Cappuck.

It seems that purposes 1) to 3) were particularly prevalent in the early stages of the Roman
conquest – or possibly even before – and that at that time they were part of table-top
decision-making remotely, at headquarters. The sequence of processes being pursued in
such situations can be envisaged as follows:

� Roman planners needed to know about the territory and the people to be or being
conquered

� in order to gain this information, they would send out parties to survey both aspects
and report back

� in order to be able to record this information spatially at headquarters, the surveyors
would need to have followed straight lines at set angles, which could readily be
reproduced on a table-top4.

� decisions would then be taken at headquarters about where the forts, roads and other
installations should be located for long-term control, and also to conform with
operational policies, e.g. to keep the trunk roads well inland

� these decisions would then be relayed to the forces on the ground in relation to the
survey lines, since these would be the only common frames of reference

It would not be necessary that the forts and roads should lie upon the survey lines of course,
but sometimes locating the forts along them could have seemed as good a place as any other,
and in which case it would have been easy to knowwhere the roads should go between them.
This would explain why a number of Roman forts and roads do seem to lie upon Long-
distance Alignments.
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As the Romans became better acquainted with their conquered territories, the signs are that
fewer directives were issued from table-top planning, so that Long-distance Alignments
then began to be set out more by working on the ground. The Kirkham to Aldborough
alignment described in Example 10 may be an example of this. Later still, Roman road
planning may have paid less attention at all to Long-distance Alignments and simply have
worked out how to cover the ground in shorter-length stretches more akin to the style in
which turnpike and other roads in Britain were set out in the 18th century. In Appendix 5 of
his book The Secret History of the Roman Roads of Britain (Bishop 2014, 163-78), Mike Bishop
identified ten possible Roman roads in the south-east of Scotland, none of which the author
would recognise as Roman, when judged solely on the grounds of their setting-out. Since the
lengthiest duration of Roman occupation in that part of Scotland had been in the Antonine
Period, it is therefore possible that, if these roads should have been Roman, that they had
been set out in the middle of the second century. A similar shift in emphasis from an
addiction to straightness can be witnessed with the 18th-centuryMilitary Roads of Scotland.
Whereas the roads planned under General Wade sometimes took straight lines through
unsuitable ground (for instance, in Glen Cochill, south of Aberfeldy), the later roads planned
under Major Caulfeild, although still very direct, exhibit a more flexible approach to the
landscape.

A similar move towards working out the lines of structures on the ground can be seen in the
cases of the two Roman walls in Britain, Hadrian’s Wall and the Antonine Wall in Scotland.
However, these two walls differ in that the line of Hadrian’s Wall (except over the crags) was
largely set out in a series of line-of-sight straights, with deviations where the turrets and
milecastles spaced out along it needed to be elevated to signal to where the troops were
located. In contrast, along the AntonineWall, it appears that the alignments were used to set
out the locations of the forts first, with the Wall then left to adopt the best – and frequently
sinuous – defensive lines between them. The course of Hadrian’s Wall was probably planned
in around AD 120, and the Antonine Wall at around AD 140, but neither of them could have
been set out from a table-top, even though the planning procedures themselves would
almost certainly have been dictated from above.

With reference to the list of possible purposes above, the examples of Long-distance
Alignments which have been described could be classified as follows:

Reconnaissance of landscape
and people Example 9 Lancaster to Scotch Corner

Example 12
Scotch Corner to Tweedmouth, later used to
align the northern end of the Devil’s
Causeway
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Table-top planning, followed
by top-down directives Example 2

Scotch Corner to Esh, and Esh to the Dry
Burn, possibly to define the course of a
campaign trail and supply lines, and later
used to guide the course (with some
difficulty) of Dere Street, albeit with a
deviation to cross the River Tyne at
Corbridge

Example 3

Tadcaster to Sinderby Services, possibly to
define a campaign trail and supply lines up
the Vale of York, but later used by Dere
Street north of Dishforth, and also, briefly,
the Rudgate south of Whixley

Example 7

Manchester to Whittlestone Head to Jeffry
Hill to Greta Bridge, for the Western Main
Roman Road to use up to the entrance to
Croasdale in the Bowland Forest, and also
later used by the recently-discovered road
climbing out of Wensleydale to the east of
Bainbridge fort

Example 14

Leicester to Cirencester, probably used to
fix the location of the latter, and adopted
for much of the way in between by the
Fosse Way

Example 16 Colchester to Leicester, used by the Gartree
Road south-east of Leicester

Example 17

(Possibly)

Littlecote to Fringford, later used to align
parts of the courses of the A338 and the
A4421
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Table-top decisions, worked
out on the ground Example 1

Healam Bridge to Scotch Corner, possibly
initially to define a campaign trail and
supply lines, later used by Dere Street,
although with a deviation via Catterick and
Catterick Bridge

Example 4 Dere Street from Blakehope farm to the Dry
Burn

Example 5

(Possibly)
Blackhall Hill to Newstead, possibly used to
site Cappuck fort

Example 8

Lancaster to High Rochester, used by the
Western Main Roman Road from Crosby
Ravensworth to Kirkby Thore and then,
more loosely, by the Maiden Way from
Kirkby Thore as far as Whitley Castle

Example 10

Kirkham to Aldborough through the
Craven Gap, used in places by the road from
Ribchester to Ilkley and then the road from
Ilkley over Blubberhouses Moor towards
Aldborough. Possibly also used to orient an
unfulfilled scheme of centuriation in the
Vale of York

Example 11 Whinney Hill to the Portgate, required for
the southern part of the Devil’s Causeway

Example 13

Used by Ermine street from Lincoln to the
Humber estuary, via a deviation from near
Broughton to Old Winteringham, close by
the shore

Initiation and setting out of
long-distance directions on the
ground

Example 6

Cut-off alignment from Beukley farm to the
River Deerness, used by Dere Street from
Ebchester via Leadgate to Heugh farm,
south of Lanchester

Example 15
Leicester northwards to near Syston, used
by the Fosse Way so as to run from the east
gate of the Roman town
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ENDNOTES
1 When the alignment was extended south-eastwards from Beukley it crossed from one Ordnance
Survey map to its neighbouring one. A digital version of the Ordnance Survey’s maps was not
available at the time and so the two printed maps were taped together so that their margins were
in line, and then the alignment was extended across them. This was later discovered to have been
a mistake, because the margins of neighbouring Ordnance Survey printed maps have slightly
different orientations to the compass. When the alignment from Beukley was extended in an
unbroken line via digital mapping, it was found that the point of intersection with the alignment
coming up from Scotch Corner was at the highest point in Esh, and not on the north-facing slope
which had originally been observed. This would still have been a suitable position at which to
change direction, though, and so the conclusions about the two alignments and the directions in
which they had been set out remained unchanged.

2 The author’s analysis of the course of the Devil’s Causeway was conducted between 2012 and 2014.
At the time, Bryn Gethin had reported that little of the course of the Roman road could be detected
on lidar, but Mike Haken has recently communicated (pers comm) that the road now shows up well
on the latest lidar, to the extent that the line presented on Ordnance Survey maps can be corrected
in places. It is not considered that these occasional adjustments, though, affect the analysis of the
road’s Long-distance Alignments.

3 This has been a great advantage in the working between the author and Entwistle. Quite often there
have been very slight differences in the bearings of our alignments, where Entwistle has calculated
them from geographical coordinates whereas the author has taken them from the figures provided
by the Fugawi software which he uses. In addition, there can be minor differences in judgement
about the optimal line for an alignment. The Long-distance Alignment between Leicester and
Colchester, described in Example 16, is a good instance of this. These differences are a strength not
a weakness in arriving at a verdict. For the avoidance of doubt, and for the sake of consistency, all
of the angles quoted in this article have been derived from the author’s Fugawi software.

4 A similar process appears to have been followed by William Roy, when undertaking the Military
Survey of Scotland from 1747 to 1755. He and his surveyors worked along sets of traverses using
basic theodolites to measure angles, and iron chains to measure distances. The basic theodolite was
not unlike the Greek dioptra, except that it was also equipped with a magnetic needle and had its
circumference etched into 360 degrees. Surveying took place during the summer months, and
through the winter the results from the separate traverses were collated into a single map. By this
process, both northern and southern Scotland (except for the Islands) were covered within a period
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of eight years. See Anderson and Fleet 2018, 118-23. In the 1850s the military authorities in the USA
seem to have employed a similar approach to exploring the territories from the Mississippi to the
Pacific coast, except that their traverses were set out along the lines of latitude, which had by then
become established. See Poulter 2014, 34-36.
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ABSTRACT

This study builds upon a linked paper by John Poulter in this same volume studying Long-distance
Alignments. In addition to three examples discussed by Poulter this paper examines a further two,
suggesting that all should be seen as an extended chain. The strategic function of this alignment chain
is proposed to be an administrative boundary, leading to queries about the nature of the early
province.

The traditional view of the conquest has been one of Roman forces overwhelming a coalition of
southern tribes led by Togodumnus and Caratacus, then imposing military rule upon the defeated
population. Scholars have expressed doubts about this picture, but no new consensus has emerged.
This paper argues that Long-distance Alignments interpreted as administrative boundaries are best
understood in the context of an early province dominated by client kingdoms and imposition of Roman
rule by consent.

The study falls into two parts: a) presentation of the alignments and b) analysis of the proposed
strategic function in the context of literary and archaeological sources for Conquest Britain.

PART 1: PRESENTING THE LONG-DISTANCE ALIGNMENTS

number of Long-distance alignments are considered by John Poulter in an
accompanying article, examining the circumstances that led to the identification of

each. This section of the present study considers three of those alignments (Examples 14, 16
and 17) and adds two more, postulating that all five should be understood as an interrelated
group.

Four of the five alignments appear to form an extended chain: Colchester-Leicester,
Leicester-Cirencester, North Wraxall towards Cirencester, and Silbury Hill towards Bath.
The fifth alignment, through Alchester (first drawn to my attention by Brewer [2022]) runs
closely parallel to the Leicester-Cirencester alignment and subdivides the area enclosed by
that chain.

© Robert Entwistle 2021, published by the Roman Roads Research Association
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The two alignments requiring presentation at this point are North Wraxall towards
Cirencester, and Silbury Hill towards Bath.

North Wraxall - towards Cirencester

This Long-distance Alignment underlies a substantial section of the Fosse Way between
Cirencester and Bath, passing close by the source of the Thames in the Cotswolds. It is
separately described in Volume I of Itinera (Entwistle 2021, 51).

Although the Fosse Way connects Cirencester and Bath, the underlying alignment does not
precisely target either of those places. Two minor course corrections to the alignment are
needed at the northern end to reach Cirencester – at Long Newnton and at Cotswold Airport.
At its southern end, the road parts company with it at North Wraxall to continue into Bath.
If the alignment were projected onward it would pass Bath a little to the west, but it may
never have continued so far, as while still north of the city, it seems to have branched off the
second Long-distance Alignment (heading east-west from Silbury Hill).

Silbury Hill towards Bath

Evidence has recently emerged of a substantial Romano-British settlement at the foot of
Silbury Hill indicating that the prehistoric mound was regarded as a significant presence at
this time, even though its original purpose must have been long forgotten (Leary and Field
159-164, 2010). It is also established that Roman road surveyors used it as an observation
platform (Margary 1973, 136). The road (RR53) departs westward from Silbury Hill in a
straight line for 4km before diverging, partly perhaps to avoid the difficult ground of
Calstone Down. Using a digital platform such as Google Earth, however, demonstrates
beyond doubt that after a deviation of 9 km, the road returns to its original line, thereupon
continuing for a further 16 km across the River Avon to the hills above Bath. The whole
alignment to this point is 29 km long (Entwistle 2019, 66).

Although the Silbury Hill alignment and the previous one would at first sight appear to be
separate entities, they meet if each is projected beyond the point where they part company
with their roads. Careful measurement of their bearings shows the angle of separation
between them to be 52.86 degrees (see table). This angle is indicative of Roman planning,
indicating a high probability that the two were laid out in a single planning exercise.

Roman practice was not to measure angles in degrees, but to mark the bearing of a line in
relation to the axes of an established right-angle – for example counting three units along
one axis and two units along the other, to define a line projected between them (Lewis 2001,
228). This approach is most evident where roads make a planned crossing of centuriated
land, that is land which has been surveyed to form chequer-board style squares, typically of
20 actus width and length. In these circumstances roads often traverse a grid in a planned
manner, passing through the corners of squares that have been counted horizontally and
vertically (Poulter 2014, 40).

Long-distance Alignments, however, could not be laid out in reference to a pre-established
grid, necessitating a different solution for defining angles of turn. Judging from the
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frequency with which four particular angles are found (termed Alpha [53.13°], Beta [36.87°],
Gamma [61.93°] and Delta [28.07°]), military surveyors adopted the same principle but used
the axes of defined length found in two particular right-angled triangles, readily assembled
from rods measured in whole units – the 3:4:5 and 8:15:17. Each is part of a triangle ‘family’
known as ‘Pythagorean triples’, used in land surveying as far back as Babylonian times
(Mansfield andWildberger, 2017). The 3:4:5 and 8:15:17 triangles specifically findmention in
the writings of Roman engineers and surveyors, notably Vitruvius (De Architectura, IX, vi)
and Nipsus (Dilke 1967, 27). For those curious to pursue the topic, more information is
available elsewhere (Entwistle 2019, 101-106).

The Silbury Hill and south Cirencester alignments, as has been observed, are separated by
52.86 degrees. This is within 0.27 degrees of a perfect Alpha angle, implying that they were
surveyed as a single branched Long-distance Alignment, presumably for a single strategic
purpose (Entwistle 2019, 66-68). The starting point for the survey would have been Silbury
Hill, as surveyors coming in the other direction would have found it all but impossible to
target such a precise location.

Road crossing a centuriated area in a planned manner (2x4)

(Courtesy John Poulter)
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The alignment chain.

Taken together, we may trace a continuous chain of Long-distance Alignments stretching
from Colchester (on the east coast) north-west to Leicester, south-west to Cirencester,
onwards towards Bath, then eastwards to Silbury Hill. This seemingly odd location is
distinguished by being placed at the Headwater of the River Kennet – and it would seem
unlikely to be a matter of chance that the chain terminates where the River Kennet begins.
That river flows eastward through the modern counties of Wiltshire and Berkshire to join
the Thames at Reading, which itself flows onward to London and the sea. Thus, the rivers
and alignment chain together mark out a major portion of the early province – not least the
entire Thames Valley from estuary to source.

Part 2 of this paper adopts the hypothesis that this demarcation of territory is a matter of
deliberate Roman planning. For convenience of reference the series of Long-distance
Alignments will be termed ‘the alignment chain’.

Table of Long-distance Alignments forming the ’alignment chain’

Alignment Terminal locations used for
measurement Bearing and angles Observations

Leicester to
Colchester

East of Leicester, Gartree Rd:
(4)64385, (3)01289 Gog
Magog hills: (5)57991,
(2)48888

119.24° bearing 89.4°
from Leicester to
Cirencester: close to
90°

Challenging to
measure exactly. 89.4°
assumes that RR24 SE
of Cambridge uses the
alignment. Poulter’s
measurement is
fractionally greater:
89.6°.

Leicester to
Cirencester

Stretton-on-Dunsmore
(4)41166, (2)72745 Near
Blackwell (4)24692, (2)42566

208.64° bearing

Parallel to Fringford-
Alchester-Littlecote
alignment (below):
0.14° difference as
measured.

North
Wraxhall
towards

Cirencester

Near North Wraxall (3)81152,
(1)75063 Near Long Newnton
(3)91782, (1)91362

33.11° bearing
Probably surveyed off
the Silbury Hill
alignment.

Bathford to
Silbury Hill

Above Bathford 380707,
166475 SIlbury Hill (4)10019,
(1)68538

85.97° bearing

Angle from alignment
towards Cirencester is
52.86°: close to perfect
Alpha angle of 53.13°.

Fringford to
Alchester -
Littlecote

Newton Morrell (4)61671,
(2)29261 Grove (4)40765,
(1)90763

208.5° bearing
89.26° from Leicester-
Cirencester, as here
measured.
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Part 2: Strategic function of the alignment chain

All alignments in the chain are characterised and identified by roads running along parts of
them, but (as is usual with Long-distance Alignments) none is followed by a road for
anything like its whole length. When the survey date of an alignment can be estimated (as
in the case of Leicester-Cirencester) it is often judged to have significantly preceded road
construction along the line (Poulter 2009, 28; Entwistle 2021, 52). We must therefore look
further than routeway guidance for the raison d’être of this huge exercise in surveying.

One possibility is that the alignments were part of a major measurement and assessment of
territory: it would be reasonable to expect something of the sort in a new province.
However, differences that we may observe in the management of areas outside and within
the alignment chain (see below) suggest that this solution is not sufficient, and that the
alignments represented some sort of boundary distinguishing between zones. This is the
hypothesis that we will pursue.

The most obvious purpose of a boundary might be to mark the limits of the early province.
A previous generation of scholars viewed the FosseWay in this light and we have shown that
two of the Long-distance Alignments in the chain underlie sections of that road. Nowadays,
however, the idea of the Fosse Way frontier is rejected – partly because the road carried no
close-set chain of forts as might be expected of a military frontier, and partly because First
Century Rome did not make a practice of establishing linear limits to empire. Boundary
lines, however, were certainly used for administrative and ceremonial purposes, and
therefore we should take notice of anything indicating differences in administrative
organisation either side of the alignment chain.

The alignment chain seems to distinguish remarkably well between those parts of the
province that are ‘policed’ by forts, and those that are not. On the line of the chain we find
the legionary fortress of Colchester, and forts at Godmanchester, (possibly) Leicester, and
Cirencester. Westward of the chain we find a sweep of first century forts: large vexillation
forts at Kingsholm (ie Gloucester), Metchley, Kinvaston and Mancetter, and other forts such
as The Lunt, Alcester, Droitwich and Wall. To the north we find a vexillation fort at
Longthorpe and other forts at Great Casterton and Ancaster. Yet in the very extensive
territories south and east of the alignment chain, including the entire valley of the Thames,
we find not one confirmed Claudian fort other than Alchester. The forts at Great Chesterford
and Dorchester-on-Thames, for example, have both been shown to be of a later period and
a suspected fort at St. Albans is now disproved. Other military remains, as at Chichester and
Syndale (Kent), appear not to be associated with formal forts. Unless archaeology has
entirely failed us, it would seem evident that we are looking at different forms of
administration in the two areas. Whether or not we interpret the chain of Long-distance
Alignments as a formal boundary between these zones, we should acknowledge that it
distinguishes between them remarkably well.

We should also note that the southern part of the chain links to the rivers Kennet and
Thames, which have themselves long been recognised as potential boundaries. Before the
Catuvellaunian expansion the Thames divided the spheres of influence of the eastern and
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southern kingdoms (Hingley 2018, 9, 23), and the Kennet has been suggested as the northern
limits of Cogidubnus’ domains – the restored southern kingdom (Wacher 1995,24).

The Roman concept of boundaries

As the Roman concept of boundaries was different to our own, we should define our terms
before proceeding further. Isaac reminds us that the term limes, used too readily as
shorthand for a fortified frontier, had no such meaning in the early empire (Isaac 1988, 130).
Whittaker goes further, arguing that the Roman empire never adopted linear frontiers, and
that we should speak rather of ‘border territories’ held in depth, where the organised core
of the provincemight fade into a zone of control and influence, perhapsmaintained through
client kings, and beyond that to an extended ‘sphere of interest’ (Whittaker 1994, 19).

Yet boundary lines of other sorts were very much part of Roman practice and greatly
respected. Trained surveyors, mensores and agrimensores, laid out carefully surveyed lines in
a process infused with ritual, assigning lands to appropriate authority under divine
sanction. The god Terminus specifically protected boundary markers, and serious penalties

Southern England following the Roman Conquest
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awaited those who might tear them out: ’de termino moto’ (Hinrichs 1989, 84). We should
remain open to interpreting the chained alignments as administrative boundaries within
the province.

Surveyors were so familiar with laying out boundaries that they had specific technical
terminology associated with the practice. The verb regere referred to the drawing of a
boundary line, and the term rigor in surveyors’ literature indicates a straight boundary line.
On inscriptions it appears as rigore recto (or r r), emphasising the straightness. As recent work
demonstrates, an enamelled Roman cup has survived which incorporates the term rigore in
its inscription, possibly belonging to a surveyor involved with the planning of Hadrian’s
Wall (Breeze and Flügel, 2021).

The problem of the forts

Graham Webster, in ‘The Roman Invasion of Britain’ (1980), confidently claimed that
following the Conquest a tight network of some 130 forts must have been constructed across
the South-East, evenmapping their presumed sites with what he considered ‘a fair degree of
plausibility’ (Webster 1980, 112, 122). Forty years on, despite his maps and huge advances in
archaeological detectionmethods, not a single Claudian fort (other than Alchester) has been
confirmed within or south of the alignment chain. It must now be considered likely that the
vast majority of them never existed. Yet if his predictions have failed tomaterialise, his logic
remains entirely sound: hostile conquest, bitterly resisted across the southeast, would have
required a network of forts to maintain it. The reverse side of the coin is that lack of such a
network implies some form of governance by consent, and no hostile conquest in the form
usually envisaged. Military operations, which undoubtedly involved hard-fought battles,
may have been more nuanced.

The issue is compounded by the total lack of temporary camps listed for the South-East of
Britain (Welfare and Swan 1995). Temporary camps are nothing to do with administration
or government but are usually regarded as a sign of the army campaigning in hostile
territory. Hoffmann comments, ’this most suggestive feature is so far missing from the
archaeological record in the South and South-East’ (2013, 61). There could be reasons why
temporary camps have been insufficiently preserved to show up in the archaeological
record, but it is another issue that needs explaining by those advocating widespread bitter
resistance to the Claudian intervention.

Lack of archaeological evidence for a hostile invasion has brought increasing disquiet on the
part of scholars, but no consensus as to a replacement orthodoxy. However, if we reject
military rule as a means of government for some territories, there is a limited range of other
options. Mature forms of civilian administration based upon ‘civitas capitals’ are not to be
considered until a later stage of development, therefore we must face up to the only real
alternative: compliant native kings (with the title of rex, or possibly princeps civitatis) across
much of the new province governing under Roman supervision.

The outward and visible form of mature civilian administration in Roman towns is the
presence of a forum and basilica. Although arguments ex silentio are to be treated with
caution, it is notable that no examples earlier than the late first century have been identified
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in the area of the early province (Wacher 1998, 71), which would be commensurate with
these areas having been administered by local princes.

We should return to basics. The narrative of Cassius Dio, our major literary source for the
invasion, is often assumed to give an account of Roman forces pushing back and defeating
(over several battles) a great tribal confederation under Togodumnus and Caratacus. The
military historian John Peddie goes so far as to estimate the number of warriors that each
tribe – Catuvellauni, Trinovantes, Atrebates, Dobunni and Kentish tribes – might have been
able to put in the field (Peddie, 1987, 64).

It can come as a surprise to realise that Dio’s text mentions no such confederation. The only
hostile tribes named are the Catuvellauni and ‘a portion of the Bodunni [usually understood
as Dobunni] ruled by a nation of the Catuellauni’ (see below).

If Plautius was confronted only by the warrior hosts of the Catuvellauni, the lack of forts
across other tribal kingdoms is readily explained. Neighbouring tribes long threatened by
Catuvellaunian aggression had every reason not to oppose Roman actions delivering them
from the devil they knew. John Manley speculates that the ’invasion under Claudius may
have been, initially, an annexation of the territory ruled by Cunobelin, rather than an
invasion of Britain itself’ (Manley 2002, 47). Mattingly similarly observes that ‘Regime
change in client kingdoms offered the potential of quick victories, particularly if the elite
order could be persuaded that their interests would be best served by compliance’ (2007, 94).

After the successful storming of Camulodunum, even the Catuvellauni might have faced no
long-term chastisement once their rulers had been replaced by figures prepared to rule as
servants of Rome. Philo-Roman rulers across a wider area could expect to be confirmed in
power – if they played their cards right by demonstrating loyalty to the Continental
superpower suddenly manifesting itself in their midst.

Defining tribal lands

Maps of tribal territory are notoriously unreliable. It is likely that tribes themselves had
little concept of their precise geographical limits, as their lands were simply those that their
people occupied. Thus a given river valley might have been regarded as tribal territory, but
without exact definition. Boundaries are likely to have been imprecise, untidy, and fluid,
changing with circumstance and the prowess of individual warlords. It is notable that in
referring to northern England, Tacitus never makes reference to ‘Brigantia’, although it is a
term that has gained modern currency. He knew only the ‘Kingdom of the Brigantes’, that is
the lands inhabited by a people.

A map such as the one accompanying this article (based upon Jones and Mattingly 2002, 91)
is a useful frame of reference providing that we remember its limitations. The reader should
bear that in mind in the following discussion.

Catuvellauni and Trinovantes

The fall of Camulodunum might have been the moment to install Adminius in power (see
below), marking the entry of these lands into the empire. However It would appear that
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Cunobelin’s former kingdom was divided to avoid a renewed concentration of power, with
the Catuvellauni and Trinovantes separated. Splendid ‘royal’ tombs have been found at both
Stanway (Gosbecks, Colchester) (Crummy et al., 2007) and at Folly Lane (St Albans). The
latter proved to be a shaft grave within a two-acre enclosure, containing a rich assortment
of pyre goods, with cremated remains dating to c.55. The excavation report comments ‘it is
clear that the person was someone of exceptional importance’, ‘perhaps… established as a
client ruler at the time of the conquest’ (Niblett 1999, 412). It is hard to avoid the conclusion
that both sites represented Roman era native rulers.

However, if the Colchester-Leicester alignment represents a limit to the client kingdoms, it
is clear that northern parts of Catuvellaunian and Trinovantian territory were truncated
(see map). Some Catuvellaunian land seems to have come under the military administration
of Longthorpe vexillation fortress (c. 44-45 AD according to Historic England) – extending
the mailed fist of Roman influence northwards. Trinovantian lands north of Camulodunum
were probably governed by the legionary fortress, with sections later absorbed into the
territorium of the new colonia.

These northern fringes of the province were given a strong military presence looking
outwards towards the Trent, and extensions of Roman power at the expense of the
Corieltauvi. The Iceni, by contrast, seem initially to have been left in peaceful control of
their territories, as discussed below.

The exception of Alchester

Alchester is the sole Claudian fort so far proven to have existed south and east of the
alignment chain and therefore requires explanation. it can be no accident that it is located
on its own Long-distance Alignment (described by Poulter in this volume) which runs
precisely parallel to the Leicester-Cirencester alignment (actually 0.14 degree divergence as
measured: see Table).

John Poulter discusses this alignment and suggests it may have formed some sort of
administrative boundary. This idea is developed by the present author, suggesting that it
marks off the western limits of the territories encircled by the chain alignments, delimiting
a zone enjoying a different fate from the rest.

Alchester appears, on the basis of coin finds, to be located just inside Dobunnic territory –
the eastern fringe of which is represented by the River Cherwell and its tributaries (Van
Arsdell 1994, 24). Wacher argues that at the time of the conquest these eastern Dobunnic
lands were ruled by King Boduocus (Bodvoc on coins) as a Catuvellaunian puppet (Wacher
1995, 303). John Sills also contends that ‘one possibility is that Bodvoc was of Catuvellaunian
origin’ (Cottam et al. 2010, 104). Van Arsdell, however, places Bodvoc earlier (Van Arsdell
1994, 5) and considers Catti to be the Dobunnic ruler at the time of the Claudian invasion,
with a centre of influence also focused upon the upper Thames valley (Van Arsdell 1994, Map
18). Van Arsdell argues that the statistics of coin deposition imply that after the invasion the
Romans confiscated a large proportion of the gold in his coinage – some 825kg – which
would seem likely only if they annexed some or all of his territory. That would certainly
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have been an interesting and original way for the Romans to recoup some of their costs as
the ‘spoils of victory’.

If either of the scenarios proposed by Wacher or Van Arsdell should be correct, the eastern
section of the Dobunni was in line for harsh treatment from Rome. We might reasonably
identify Dobunnic territories bordering on the Catuvellauni as ‘the portion of the Bodunni
ruled by …the Catuellani’ mentioned by Cassius Dio. It was a contingent within the British
opposition which distinguished itself by surrendering to Rome at the earliest possible
opportunity, whereupon Plautius established a fort to supervise their homeland (just as
Webster would have expected) before moving on in his campaign (Dio, Historia Romana, LX,
20).

Dio’s narrative is muddled at this point and has attracted much debate. He gives the
impression that this part of the actionmay take place close to the landing sites, but it is more
likely that his lack of geographical awareness and difficulty in combining different sources
created some confusion. The point on which he is clear is that a group of the ‘Bodunni’ under
Catuvellaunian control had been induced to take up arms against the Romans. That error
may well have been sufficient to see part of their territories placed under military control
after the Invasion.

The Long-distance Alignment running south-west through Alchester, parallel to the
Leicester-Cirencester line, may be viewed as distinguishing a western zone within the
alignment chain – particularly if this alignment terminated on the River Kennet, at
Littlecote, as Poulter suggests. Much of the zone corresponds with the eastern territories of
the Dobunni from the river Cherwell to the headwaters of the Thames. A strong Roman
military presence here would also enable the new province to maintain an active forward
policy to the west, towards the River Severn, just as the military fringe to the north enabled
a forward policy towards the Trent.

Organisation of lands south of the Thames

In arguing for client kingdoms, we are on surer ground in anticipating such an entity
southward of the Silbury Hill-Kennet-Thames ‘boundary’, all the way to the south coast. We
know that a client king was appointed to extensive territories in this region, learning from
a reference in Tacitus and a dedication slab in Chichester that the ‘ever loyal’ ‘Great King’
Cogidubnus (or possibly Togidubnus) long ruled in this region (Entwistle 2019, 60-63).
Claudius must have considered him a very safe pair of hands indeed to grant him control of
such a major part of the province. We can probably assume that, long before the invasion,
he knew Cogidubnus to be a firm friend of Rome. A decision to grant him such an extensive
and important domain could hardly have been done on the basis of a few days’ acquaintance
in Britain.

Doubtless Cogidubnus would have needed troops, native or Roman, to establish effective
control of the kingdom, but in that case he followed a tradition that saw no requirement for
Roman-style forts. Calleva Atrebatum (Silchester) shows remarkable continuity in the pre-
Roman to early Roman period with ‘no obvious break between the pre-conquest, period 0
and post-conquest occupation’ (Fulford, Clarke and Durham 2021, 567). The stationing of
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troops in the oppida or ‘proto-towns’ may have been part of the solution and finds of Roman
military equipment at Silchester from period 0 and early period 1, reflect finds of equipment
and military-style timber buildings at Chichester (Down 1981, 119-128).

Claudius seems to have been determined that the new British province should be built,
initially, on the traditional roots of restored client kingdoms, although doubtless under the
guidance of ‘advisers’, with a similar role to ‘British residents’ from Colonial times. Princes
might rule with much splendour, but they were expected to ensure order and security,
collect taxes, and perhaps introduce elements of Roman life.

Arrangements such as this would have taken the burden of security and administration off
Roman forces while incorporating large areas into empire quickly and cheaply. Client rulers
were intended as the acceptable face of Rome in the early days of annexation, a standard
Roman tactic for asserting Roman influence and control. If this served as a ploy under
Claudius for absorbing the new British province cheaply, peacefully, and securely, then it
could be counted an outstanding success.

A province of client kingdoms: is the proposition tenable?

All of the above suggests a scenario in which Britain was initially a province composed of
client kingdoms, surrounded to the north and west by a halo of forts maintaining a strong,
outward-looking military presence that projected Roman influence into neighbouring
territories. A heartland dominated by client kings, ruling on behalf of Rome, is not our
habitual view of Britain after the invasion, but we will argue that it fits other literary and
archaeological evidence. In this context some traditionally ill-fitting jigsaw pieces slot
effortlessly into place.

A Roman right to intervention
We have argued that tribal leaders across the south stood by without intervening while
Roman military forces invaded and mounted operations against the Catuvellauni. Such
behaviour might be dependent on them seeing some legitimacy in the Roman action. The
clearest form of legitimacy might be action against a rogue client state that had
demonstrated lèse-majesté against the authority of its patron, threatening the security of all.

Scholars have long mooted the possibility that both the southern and eastern kingdoms had
historically enjoyed a client relationship with Rome, which the increasingly confident
Catuvellauni now saw fit to ignore (Mattingly 2007, 71; Manley 2002, 46-7; Russell 2006, 30).
Past Roman influence may even have been manifested through a limited military presence
in the heart of each kingdom. The evidence is controversial, yet at Fishbourne a Roman-style
military ditch has produced Augustan-period pottery (Manley and Rudkin 2005, 55), and at
Gosbecks (Camulodunum) a Roman style fort has been claimed as possibly pre-Roman
(Creighton 2001, 9).

If the Catuvellauni under Togodumnus and Caratacus were showing contempt for the status
quo by taking over most of the Southern Kingdom (another Roman client), extending their
domination over Kent (Jones and Mattingly 2002, 50, 55), and splitting the Dobunni into two,
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then Rome would have to choose between abandoning its interests in Britain or taking
decisive action.

Claudius had credible (and loyal) British candidates ready to hand should he wish to use
them in imposing regime change. Adminius, a son of Cunobelin, is recorded as being forced
from his homeland in the last years of his father’s life. He fled from Britain and pledged
himself to the Emperor Caligula, who excitedly informed the Senate that Britain was now his
(Suetonius, Caligula 44). As Adminius seems to have been accepted by the Senate as client
ruler-in-waiting, he would have been a perfect candidate, owing everything to the
patronage of Rome. A little later Rome was also hosting a client king for the southern
kingdom, as Dio records ‘one Berikos’ (presumably King Verica of the Southern kingdom)
being ejected from his homeland and fleeing to Rome, a factor which influenced Claudius’
decision to intervene.

Client states inside and outside the province
We have noticed that Britain south of the Colchester-Leicester line approximates to the
extent of the old eastern and southern kingdoms. We should be in no doubt that post
Conquest such core territory would be regarded as a fundamental part of the new province,
whatever its administrative status. Wacher points out (1998, 26) that client kingdoms could
exist both inside and outside a formal province.

Other client kingdoms very likely existed further to the north and west, forming a deep
boundary zone and sphere of influence for Rome. There is no single definition of what it
meant to be a client king, although Braund provides what he terms a ‘functional definition’
through analysing the varied nature of client kingship and its role in the expansion and
maintenance of the empire (Braund 1984, 5). In essence it was a relationship defined by a
treaty of mutual protection, heavily weighted in favour of Romewherever possible. External
client kingdoms, if they existed, would be classed as socies: ‘friends of Rome’, bound by treaty
to support Roman interests and possibly rendering tribute, but outside the administration
of the formal province. The balance between ‘friendship’ and ‘subjection’ was a fluid one
likely to change character with time and circumstance. Thus Tacitus tells us that the Iceni
saw themselves as free allies of Rome. Only under Scapula, the second Governor, were they
disabused of their illusions when he sent in military forces to crush an attempted show of
independence – at which other (unnamed) kingdoms took note and fell into line with Roman
policy (Tacitus Annales 12. 31-2).

Reinterpreting the arch of Claudius

Remarkably, imaginative interpretation of long-established evidence may allow us to put
some sort of numbers on these early client kingdoms. A restored inscription from the Arch
of Claudius in Rome (Barrett 1991) has always raised difficult issues. In Barrett’s translation
it includes the words ‘he received into surrender eleven kings of the Britons conquered
without loss’. Eleven is actually the minimum number that could be represented by the
surviving lettering: it could equally be 12 or 13. The phrase implies that a large coalition of
British princes had been defeated and forced into submission, in line with the traditional
view, although commentators have struggled to come up with a list of eleven (or more)
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kings who could possibly have been swept up in the fall of Camulodunum. A further difficulty
has been to reconcile the bloody fighting recorded by Dio with the inscription’s claim that
the victory was achieved ‘without loss’, and to understand why Claudius should wish to talk
down his achievements in this way.

Accepting the restored inscription at face value, however, loses sight of important issues.
Lines 6 and 7 on the plaque demanded informed imagination from scholars who restored the
wording. The exercise had to consider extant fragments of letters, space available, and how
the whole might make sense in terms of the invasion as then understood. The words devicto
(‘conquered’) and in deditionem acceperit, (‘received into surrender’) are intelligent
suggestions rather than confirmed text. Barrett points out that devictos could equally well be
receptos (‘received back’), while making the point that the phrase ‘without loss’ ‘must be
meant to extol some sort of diplomatic triumph’ (Barrett 1991, 14). Thus we should not build
too much on the text as it is usually reported – it could equally be rendered something like
’11 kings of the Britons were received into loyalty, without loss’, implying a diplomatic
triumph. Further discussion must be for specialists, but it is clear that such a rendering
would change our understanding of the message dramatically: it would now be telling us
that, in a diplomatic coup, 11 client kings were established in and around the new province.

If we assume that the overthrow of the Catuvellaunian princes met with the approval of
neighbouring tribes, they must also have been impressed by the dramatic display of Roman
military power, and by the personal presence of the emperor. During his brief visit Claudius
would surely have sought to capitalise on this shock and awe formaximum political gain. We
can readily imagine a stage-managed event of some magnificence, in which neighbouring
rulers were received in audience by the emperor, flanked by his splendid Praetorian Guard
and the senators of his entourage. To gather eleven (or more) tribal leaders for such an
event, meeting in person the victorious ruler of the known world, should not have been
difficult. Local kings and chiefs prepared to profess their loyalty would be received as reges
and ‘allies of Rome’, with all the personal status that implied. Claudius might well celebrate
such a diplomatic triumph that, at a stroke, brought bloodless expansion of Roman imperium
across wide areas, securing the borders of the new province in depth.

Claudius would be able to return to Rome with the essential structure of a new-born
province in place. Among the tribes acknowledging Roman overlordship we could expect to
find the Iceni, Corieltauvi, Dobunni, the tribes of Kent, and the Brigantes. Perhaps even a
visiting chieftain from distant Orkney profited from the moment to gain friends and kudos
useful to him back home – explaining the otherwise surprising comment from Hieronymus
(a late commentator) that ‘Claudius triumphed over the Britons and added the Orcades to
the Roman empire’. Nevertheless, there is one tribe we can be fairly sure would have stayed
well away from an event of this sort: the Durotriges.

The Durotrigan campaign

The launching of a fierce campaign again the distant Durotriges, led by the general
Vespasian, has been something of a puzzle for scholars. According to the traditional view of
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the invasion Roman forces would have been better employed securing and pacifying central
regions of the new province (Peddie 1987, 143, 154).

Consolidation of regime change in client kingdoms north and south of the Thames, however,
could have been achieved with limited manpower, freeing up resources for action against
hostile neighbours. The Durotriges were perhaps the only major tribe of southern England,
except for the far south-west, who could have seen little reason to welcome Roman
intervention. They had no borders in common with the Catuvellauni and are unlikely ever
to have felt threatened by them (see map). Possibly they had even welcomed Catuvellaunian
pressure upon their once-powerful eastern neighbour, the southern kingdom.

We have interpreted the Bath-Silbury Hill- Kennet-Thames boundary as evidence of a
generously restored southern kingdom. It is hard to see in this any advantage for the
Durotriges, who could potentially have perceived this presence on their borders as a threat.
We know from Suetonius that Vespasian conquered the Isle of Wight, which had been under
Durotrigan influence. This was a logical move if Roman access to the province via the Solent
were to be protected from hostile interference, but it would have reinforced latent
hostilities. Any concept of a beneficent Roman intervention in Britain was clearly a matter
of viewpoint: the reality of the Roman presence would soon become evident to all.

Conclusion

This paper has made a case that the alignment chain stretching from Colchester to London
via Leicester and Cirencester can be understood as an administrative boundary. This is not,
however, a ‘one size fits all’ interpretation: the strategic functions of Long-distance
Alignments elsewhere should be gauged according to circumstance.

A boundary in this location calls into question the (already battered) consensus that
Conquest imposed military rule upon a truculent and bitter people. We are familiar with the
idea of free Britons defending their island valiantly against the might of Rome, whereas an
early province composed largely of compliant kingdoms requires a conceptual leap. Yet in
AD43, the choice was not so much a choice between freedom and the Romans, as between
the Catuvellauni and the Romans. Under the circumstances, kings and tribal elites may have
felt that the prospect of continued wealth and prestige under the aegis of Rome looked quite
attractive.

Manley argued in 2002 that ‘political annexation of the south-east would help to explain
some of the “few facts” we possess, such as the unopposed landings, the “stage-
management” of Claudius’ arrival and departure, and the lack of significant military forts in
the south-east’ (Manley 2002, 146). At the time, despite his concerns, he felt the situation not
yet ripe for a ‘new orthodoxy’ to be wholeheartedly proposed. It may be time to revisit that
conclusion.
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ABSTRACT

With the free availability of Lidar data for virtually the whole of the county, a re-appraisal of Norfolk’s
Roman road system has been undertaken. Prior to this, most Roman road maps for the county had
several apparently puzzling routes and missed connections plus the inevitable gaps. Whilst not all
those puzzles have been solved, considerable progress has beenmade. There are now newly established
connections from Caistor St Edmund, the regional capital of the Iceni Tribe, to the important
settlement and kiln complex at Brampton, and also to Saham Toney, an early fort and settlement
located on Peddars Way. The very unusual alignment of the road connection discovered to the latter
site is discussed and perhaps explained.

INTRODUCTION

he last few years has seen a transformation in our understanding of Britain’s Roman
road network as a consequence of Lidar data becoming freely available. The use of Lidar

(high precision height data) to reveal the course of Roman roads has been a great success
throughout the country. Imagery derived from this data is often able to show clearly the
surviving remains of the road agger, terraces, side ditches and cuttings, often where they
cannot be identified on the ground through traditional fieldwork. Initially the Lidar
coverage for Norfolk was very patchy so progress was slow but more recently DEFRA have
published a large swathe of new data for Norfolk so a thorough review could be undertaken.

Although our Roman road map on the face of it looks reasonably familiar several gaps,
refinements and corrections have been made to the course of the roads. Significant
discoveries have established three through connections to Caistor St Edmund and now
Roman roads RR3e(x), RR36 and RR336(x) all link to this important regional capital (fig. 1).
The roads are shown overlaid on the probable Roman coastline/marshes (Funnell 1993, p16-
17), which goes some way to explain the logic behind many of the routes that the Romans
chose to follow and areas they avoided.
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The Roman road map is dominated by four settlements: Brampton, Caistor St Edmund,
Saham Toney and Toftrees. Caistor St Edmund was obviously the most important by far and
it was of course the walled capital of the Iceni Tribe, Venta Icenorum. The north-east of the
county is suspiciously empty - perhaps more work is required here. It should also be pointed
out the Romans would have exploited river transport so the east of the county - what we
now call the Broads - was better served by boat and so we should not perhaps expect a road
network in that part of the county. One additional complication is that the Saxon Shore forts
at Brancaster, Caister on Sea and Burgh Castle were relatively late in the Roman period so
the road system would have been set out long before they came into existence. If they were
connected by roads at all then we should expect these to be served by branches off an earlier
network.

HISTORICAL BACKGROUND

Any study of the old roads of Norfolk should really start with Faden’s Map of Norfolk. This
one inch to the mile map was one of the earliest of the county to clearly show roads, which
is often not the case with early maps. William Faden was the geographer to the King and his
map of Norfolk was published in 1797 with the survey taking place between 1790 - 1794.

Figure.1: The Roman road network for Norfolk following a Lidar based reappraisal. Estuaries and river valleys
(blue shading) is based on Funnell. Road numbers suffixed (x) are new numbers issued by the Roman Roads

Research Association. Mapping is OS Opendata © Ordnance Survey.
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Today original copies are rare but we are fortunate that a digital redrawing of the wholemap
has been undertaken by Andrew Macnair and is now available online (Faden 1797).

Thomas Codrington was the first to catalogue all of Britain’s Roman roads (Codrington 1903)
but he did admit that for East Anglia knowledge was very scarce: “In the greater part of this
district the courses of the Roman roads are very imperfectly known”. He does include descriptions
of the Fen Causeway and Peddars Way.

With regard to documentary evidence specifically for Roman Norfolk from the previous
century then Rainbird Clarke in the 1930-50s was probably the most prolific and most
relevant here. He was to build on the early work of Francis Haverfield (Haverfield 1901, 279-
323) and perhaps the most pertinent of his papers was Roman Norfolk since Haverfield (Clarke,
1950, pp. 140-55). This devoted a complete chapter to the then known Roman road system.
It included a countywide Roman road map but at that time knowledge the Roman network
was still in its infancy.

Ivan Margary was, during his lifetime, the leading authority on Roman roads in Great
Britain. His ‘Roman Roads in Britain’ (Margary 1967, 243-277) is still, despite its age, the
primary source for Roman road researchers and the road numbering system he devised is
still in use today. Somewhat surprisingly his coverage of Norfolk was very sketchy and again
with many omissions. He did suggest that a road from Denver to Smallburgh could be a
logical continuation of the Fen Causeway (RR25) but ascribed it a different number (RR38).
This assumption is still widespread today with the Norfolk HER referring to these
continuations as the ‘Fen Causeway’.

In the more modern era, then the Norfolk Origins books 2 and 3 have covered the Roman
occupation of Norfolk. Book 2, Roads and Tracks (Robinson 2008), includes a short
description of each of the then known Roman roads and included a detailed fold-out map. It
included many roads not recorded by Ivan Margary. However, whilst all of these were
examined not all of them appear to be supported by Lidar evidence and only those that do
have been included here.

Probably the most comprehensive study of Roman Norfolk (rather than just roads) was that
by John Davies, the Keeper of Archaeology at Norwich Castle Museum (Davies 2008, 133-235).
It does contain much very relevant information on find spots, towns, settlements, religious
sites, industrial areas and villas and has been used as a primary source of information. Again
included is a Roman Road map (ibid., 175) but this is very similar to that recorded in the
Norfolk Origins books, so as far as roads were concerned this was somewhat maintaining the
status quo.

The most recent study of Norfolk’s Roman roads is that by James Albone in his PhD thesis
(Albone 2016). This thorough study represents an excellent starting point for anyone
studying Norfolk’s (and Lincolnshire’s) Roman roads. It does not add any ‘new’ Roman roads
but does assess the authenticity of previously suggested ones. For example, the Fen
Causeway, as a continuous through route across the county from Downham Market to
Brampton, is categorically dismissed by Albone. His research coincided with the first
availability of Lidar data. Although he acknowledges its existence and states that Lidar was
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consulted retrospectively, the thesis does not contain any Lidar imagery. Albone comments,
“its inclusion would not, in this instance, have added significantly to the existing knowledge of the
Roman road network”. As we shall see this was perhaps somewhat premature.

METHODOLOGY

This Lidar re-appraisal of Norfolk’s Roman roads began with the first release of data from
the then Environment Agency. However, the coverage was very patchy with many gaps
often at critical places. Some progress was possible (e.g. locating the Buxton to Caistor St
Edmund and the Caistor to Saham Toney roads) but it was the release of tranche two Lidar
data by DEFRA that provided the opportunity to examine much more fully all the accepted,
probable and possible Roman roads throughout the county.

To facilitate the investigation virtual reality models were assembled using bespoke Lidar
software. This used gaming-like technology to provide an environment where the area in
question could be ‘explored’. When searching for Roman roads it is hugely beneficial to be
able to look directly along an alignment in three dimensions (3D). Also having the facility to
vary in real time the illumination angle direction (the virtual sun position) often enables
even the subtlest of detail to be teased out. The agger of the road is generally best highlighted
when the illumination angle is at right angles to it as, in that instance, any surviving agger
will then most likely cast a detectable shadow.

The colour scheme (hillshading) adopted is generally such as to indicate sea and marshy
areas in Roman times. Both Digital Terrain Model (DTM) and Digital Surface Model (DSM)
versions of the Lidar data were employed. The latter was generally preferred as the former
can have artefacts where buildings have been removed. The DTM data though is of huge
benefit in woodland areas with ground cover being stripped away to reveal any hidden
features.

The road numbering system adopted is that based on Margary (1973) and has been
supplemented where necessary in conjunction with Dave Armstrong and follows those
principles set out in the Roman Road’s Research Association’s Journal, Itinera Vol 1
(Armstrong 2021, 279-284).

ROMAN ROADS AROUND BRAMPTON

Brampton was the Roman equivalent of the Potteries with over 130 kilns known (Knowles
1977 and Green 1977). As such it would have needed excellent connections both by road and
by boat to supply the Roman sites both in the county and further afield. It is no surprise
therefore that it became a northern Norfolk hub for the Roman road network with roads
west to Billingford, south to Caistor St Edmund, no doubt its most important market, and
east to most likely a port near Smallburgh. There is also some Lidar evidence for probable
local roads (fig. 2).
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The main east-west road (RR38) is perhaps oddly aligned to the south of the settlement area.
The existence of a link road and the absence of an east-west road recorded by both Knowles
and Green confirms that it must have indeed passed the settlement well to its south. Perhaps
the reason was to avoid the kiln area rather than heading straight through it. As we shall see
later the alignment south of the kilns is supported by the Lidar evidence. Knowles and
Green’s link road through the kilns does not show well in the Lidar imagery but local roads
invariably were of much lesser construction, often not constructed on a built-up agger so
they can easily disappear into the modern landscape. Lidar does show what appears to be a
boundary bank on the kiln field’s south east side (fig. 2). There is some visible evidence for a
possible road heading north-north-west towards Aylsham where more kilns were located
(Brook 2020, 26-27).

Roman Road from Brampton to Smallburgh

RR38: Distance 8 miles (to Fen Lane)
There is no doubt about the existence of this road - just its ultimate destination. With
Brampton being a major pottery production centre a connection with the sea for transport
would have been highly desirable and it seems likely that Smallburgh at that time was at the

Figure 2: The Roman roads around Brampton. The kiln field with over 100 kilns is shaded in yellow. There appears
to be a boundary bank on the south-east side of the kiln area, in line with the town rampart. Was this the reason

the through road diverts to the south? Base Lidar data is © Crown Copyright 2021
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head of an estuary so could well have served that purpose. The alternative is that this road
had Caister-on-Sea as its destination but so far evidence for the road continuing onwards to
there has not been located. The wide-field Lidar image (fig. 4) would suggest there was not
an easy dry land route to Caister in Roman times.

The evidence for the line of the Roman road is initially intermittent but it is most likely not
where it is shown on modern OS maps or the Norfolk HER (fig. 3). Lidar indicates that the
route to the River Bure and Scottow is almost certainly further south than previously
believed. This new alignment does actually also follow higher ground as far as the River Bure
- a common Roman trait and a sensible course to have chosen (TG22912 23360 and TG23825
23457). As pointed out above, this course does fit well with the link road recorded by
Knowles and Green (fig. 2).

Across the Bure there are traces passing the old airfield on a course also a little further south
than the HER indicates (TG26009 23663 and TG27487 23818). Beyond Scottow the route is not
really in question and the suggestive name of Anchor Street generally marks its course. This
name perhaps would also support a harbour destination.

The Lidar clues peter out beyond Smallburgh with just a few indications of the agger
continuing via Low Street (TG32667 24058) to perhaps a harbour near Fen Lane (TG35132
24320) on what would have been an inland estuary in Roman times (fig. 4). There have been
suggestions of it crossing the estuary and then continuing via an over-land route onwards
to the fort at Caister on Sea. However, no Lidar evidence has been spotted supporting this
and one has to wonder if there were a road from Brampton to Caister-on-Sea was a route via
Smallburgh logical or even practicable?

Figure 3: The various alignment options for the Roman road heading east from Brampton. The Lidar line is south
of both the routes depicted on OS maps and in the Norfolk HER. However, this alignment matches that west of

Brampton is and therefore regarded of high confidence. Mapping is OS Opendata © Ordnance Survey.
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Roman Road from Brampton to Billingford

RR38: Distance 13.75 miles
This road was regarded by Margary and currently also by the Norfolk HER to be part of the
Fen Causeway. However, this was dismissed by Albone and on the basis of the new Lidar
evidence then a through route is best regarded as currently unproven. Only the initial first
mile of this road is a little vague otherwise most of its course to the Roman settlement at
Billingford was reasonably well established. However, Lidar has provided a few small
corrections. Billingford seems to have developed from an early Roman fort at Swanton
Morley located on the opposite side of the river.

The road leaves a junction with the road to Caistor St Edmund at TG22548 23324 and lies to
the south of that shown on current Ordnance Surveymaps (fig. 5). The first really prominent
section, which includes a slight dog-leg, is to the north-east of Springfield (TG 20739 23405)

West of Eastgate there has been uncertainty as to the road’s exact course but this can now
be resolved as the agger is very obvious in the Lidar imagery all the way to Whitwell Street,
a very apt name (fig. 6). The Norfolk HER sits on the fence somewhat and indicates two
options, a continuous one to the north and two short lengths for a southern alternative (HER

Figure 4: Lidar image showing the relative positions of Smallburgh and the fort at Caister-on-Sea. A harbour near
Smallburgh looks the most sensible destination for this road rather than it being a waypoint on a very unlikely

road to Caistor-on-Sea. Base Lidar data is © Crown Copyright 2021.
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2796). An alignment passing through the southern sections is certainly the Roman line. This
section passes directly under the spectacular Booton Church, no doubt providing it with a
good foundation.

Beyond Whitwell Street, passing Whitwell Old Station then again the route is not
established. Lidar does show some clues indicating that the modern road passing Whitwell
Hall is probably the line (fig. 7).

Figure 5: The alignment options for the Roman road heading west from Brampton. The Lidar alignment is south
of the routes depicted on OS maps and that in the Norfolk HER. It fits well with both the road alignment east of
Brampton and the link road from the settlement. Base Lidar data is © Crown Copyright 2021. Mapping is OS

Opendata © Ordnance Survey.

Figure 6: The Lidar alignment of the Roman road approaching Whitwell Street is very clear and well to the south
of the main alignment depicted in the Norfolk HER, although the latter does also indicate some short traces on

the actual line. Base Lidar data is © Crown Copyright 2021. Mapping is OS Opendata © Ordnance Survey.
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There is probably a slight dogleg crossing Nowhere Lane to avoid a little depression/valley
before it angles slightly (TG 07462 21353) to follow Common Lane to Bawdeswell. However,
the last stretch of Common Lane, where it swings to the south, is most likely not the line
despite this being shown as such in the HER. There is subtle Lidar evidence that the Roman
line through Bawdeswell was probably straight (TG 04396 20876). After passing through
Bawdeswell the final stretch to Billingford is overlaid by the B1145.

The Roman roadside settlement at Billingford appears to have been preceded by an early
Roman fort at Swanton Morley on the south side of the River Wensum (fig. 8). Dating for the
latter would suggest it had a short life (HER 17486). Little has survived at Billingford itself
due to quarrying and just the agger of a link road, and a minor cross road, is now visible
(TG00682 20082). Over 1500 coins have been found at Billingford but little in the way of
building material (Davies, 2008)

Figure 7: The precise Roman alignment is poorly defined passing Whitwell old station but, on the basis of the few
clues visible, then the red route shown appears the most likely. Base Lidar data is © Crown Copyright 2021. Base

mapping © OpenStreetMap contributors.
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Roman Road from Brampton to Caistor St Edmund

RR3e(x): Distance 13 miles
With Brampton being the Roman equivalent of the Potteries then a road to Caistor St
Edmund, by far the largest Roman settlement in East Anglia, would have been expected.
However, the accepted and widely published route of the road south from Brampton was to
Thorpe St. Andrew, a small settlement 3km to the east of Norwich. This was always
surprising as surely the primary market for the goods from the kilns would have been the
Roman walled city of Venta Icenorum. Venta after all means market-place. Lidar has now
confirmed this to be the case.

Figure 8: The Roman settlement of Billingford was located north of River Wensum but was predated by a
(probable) early fort at Swanton Morley on the river’s south bank. The settlement’s extent is somewhat

speculative but is derived from the HER entry. Base Lidar data is © Crown Copyright 2021.



ROMAN ROADS OFNORFOLK

- 77 -

For the first 4 miles or so from Brampton then the modern road through Buxton and down
to Frettenham is shown in the HER to be the Roman course but it came as a surprise to see
just how little of the modern road actually coincided with the Roman line. South of Buxton,
Lidar shows it clearly in the fields first east of the modern road (TG 23120 20800) then west
(TG 23412 19445) taking a much straighter course (fig. 9). At Frettenham, previous Roman
road maps had showed the road dog-legged to the east for a course towards Thorpe St.
Andrew. Several years ago a visit to the suggested marsh crossing (HER 22951) on this route
at Beck Farm, Frettenham, examined the built-up causeway over themarsh but it was far too
narrow to be Roman. Subsequently Lidar has not revealed any indications of a possible road
aligned with this in either direction. This route can be safely discounted.

There is however, unambiguous Lidar evidence (fig. 10) to show that the road continued
straight on via Spixworth Bridge (TG23894 16459) and thence to Redmayne Playing Fields
(TG24280 13750). The last (faint) trace visible is across Wilks Farm Recreation Area (TG24478
12600). Beyond here Sprowston suburbia begins with dense housing covering the next few

Figure 9: The traditional destination of this road was to Thorpe St Andrew but now, thanks to Lidar, we know its
destination was the much more logical site of Caistor St Edmund, the tribal capital city of the Iceni Tribe. Base

Lidar data is © Crown Copyright 2021.
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miles. However, extrapolating the course onwards it was obvious that the road was aiming
for a natural valley for its descent down to a crossing of the River Yare.

This alignment would take the road across Mousehold Heath, a large open woodland/
parkland area north-east of Norwich city centre. This would be the only realistic chance to
find the road but it came with a very big proviso, Mousehold had been subject to intensive
disturbance over many years. It has been exploited by the local population to extract all
manner of materials and today it is littered with old sand, clay and gravel pits. If that wasn’t
enough it was also used (abused?) as a military training ground, a race course, a United
States Army Air Forces base, an aerodrome, a prisoner-of-war camp, a tramway and a golf
course. Amazingly there were at least three (probably five) excellent surviving lengths of

Figure 10: Oblique 3D Lidar image showing clear agger traces heading towards Redmayne playing fields. Some of
the evidence has been destroyed by the Northern Distributor Road (NDR) but is visible in the earlier phase 1 Lidar

data. Base Lidar data is © Crown Copyright 2021.
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Figure 11: Despite considerable disturbance over the centuries on Mousehold Heath, the road’s course is clearly
revealed by Lidar. There are several excellent surviving lengths of agger. There is no trace across the golf course
which appears to have been extensively levelled but a final trace does appear on the southern border of the

heath. Base Lidar data is © Crown Copyright 2021. Base mapping © OpenStreetMap contributors.

Figure 12: Looking south along the road, the
author is standing on the west edge of the
agger in the woods on Mousehold Heath. This
spot is just before the road traverses the golf
course. The dense undergrowth on this part of
the Heath is probably the reason why the road
had never been spotted before. Image: author.
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agger visible in the Lidar data (fig. 11) continuing the alignment (TG 24792 10630, TG 24821
10430, TG 24838 10319).

What those surviving segments at Mousehold showed was that the road had continued on
its straight alignment across Sprowston as predicted. The 50cm Lidar data strongly
suggested a four ditch width for the road. Site visits confirmed what Lidar was showing and
offered an explanation of why it had not been spotted before. That part of Mousehold Heath
across which the road traverses is considerably overgrown with dense undergrowth and is
very difficult to access. Nevertheless the agger was located in several places (fig. 12).

South of Mousehold, an old straight boundary and Lion Road, shown on the OS First Edition
Map (fig. 13), both supported that the route was continuing straight on towards Lion Wood.

Figure 13: Beyond Mousehold Heath the Ordnance Survey First Edition 6-inch maps provides some more in line
clues These form a logical route to a natural valley where the road descended to a crossing of the River Yare. Here
in 1961 the remains of wharf or bridge approach were excavated. Mapping from the National Library of Scotland

reproduced under a CC-BY-NC-SA licence.
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Here was a natural dry valley (TG 25011 08776) making for an easy gradual decent down to
the River Yare. On a continuation of this line, on the north bank of the Yare (TG 25029
07864), was found in 1961 what was referred to as a possible bridge approach (Norfolk HER
514). There were also considerable Roman finds including building material.

The Lidar and documentary evidence all fitted together. In addition, a 3D Lidar model
showed exactly why the Romans had directed their road from Brampton to this spot (fig. 15).
If they had moved the road to the west – in theory providing a more direct shorter route to
Caistor - then they would have had to descend and ascend two deep valleys in Mousehold
Heath. The route chosen sensibly skirted around these and headed for that natural dry
valley in Lion Wood for its descent to a river crossing.

From the River Yare crossing to Caistor then the route almost certainly followed the straight
modern road on the south-east bank of the River Tas, now appropriately included as part of
Boudica Way (fig. 16). At the Caistor site, and predating the city walls, was a diagonal road
heading north-east. This was pointing towards Boudica Way and our River Yare crossing so
can only have been our road (fig.17).

Figure 14: The descent through Lion Wood. The route down is an easy gradual gradient but little survives of the
agger, no doubt due to wash down over the centuries. There is a short section surviving here with the modern
path diverting to the left where the original east road ditch would have been. Note this is the easterly of the two

valleys in Lion Wood. Image: author.
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Figure 15: In this 3D Oblique DTM Lidar image we are looking north from the River Yare. The natural valley the
Roman road surveyors targeted for their descent to the river shows what superb local knowledge and skills they

possessed. The alignment of this road was excellently chosen. Base Lidar data is © Crown Copyright 2021.

Figure 16: The final approach to Caistor appears to have been along the south-east bank of the River Tas, a
subsidiary of the River Yare. Caistor was not only served by a road network but was also at the head of the
Norfolk river system - a system that we know today as the Norfolk Broads. Base Lidar data is © Crown Copyright

2021.
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Roman Roads around Caistor St Edmund (Venta Icenorum)

Caistor St Edmund Roman town or city was the walled capital of the Iceni Tribe (Davies,
2001). It first came to general notice in 1928 when an aerial photograph, taken during a
prolonged dry spell, was published in the national press. It created a sensation and revealed,
with stunning clarity, its walls, buildings and streets all hidden beneath fields. It was a rare
survivor of a major Roman walled town/city not buried beneath later developments. The
site is today owned by the Norfolk Archaeological Trust.

Caistor was first established following the Boudica revolt (60s CE) but the original layout was
much different to what we see now. The original site had an irregular shape and extended
out much further (shown shaded in fig. 17). It boasted an amphitheatre and temple located
outside the enclosed area. The walls we see today date from the 3rd Century. The later
enclosed area has the standard right-angled grid of streets but with one exception. The
original diagonal road coming in from Brampton on its north-east corner survived inside the
walled city.

Figure 17 The Roman Roads around Venta Icenorum. The roads were set out before the city was reduced in size
and enclosed in walls. The approximate extent of the original Roman site is shaded in yellow. Base Lidar data is

© Crown Copyright 2021.
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Caistor’s location is alongside the River Tas, which was believed navigable and linked to the
sea via the River Yare (fig. 16). Remains of a wharf existed just outside the walls adjacent to
the river have been found (Davies 2001, 18). The city was therefore served not just by roads
but water born traffic too.

Roman Road from Caistor St Edmund to Saham Toney

RR336(x): Distance: 22 miles

Figure 18: The very unusual alignment of the Roman road from Caistor St Edmund to Saham Toney. Base Lidar
data is © Crown Copyright 2021.

Figure 19: Our road heads out of the west gate of the city to what must have been a bridge over the River Tas before beginning
its main alignment towards the north of Wymondham for Saham Toney. Base Lidar data is © Crown Copyright 2021.
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The Norfolk HER and James Albone plot this as two separate roads; one east from Saham
Toney and one west from Caistor. The connection wasmissing and as the two roads were not
aligned it is easy to understand why it was considered to be two separate ones. Finding the
connection at Scoulton Mere, with a huge dog-leg, solved the puzzle and created a single
through route. It did though add a puzzle of its own as to why the Romans would construct
such an odd arrangement (fig.18).

Generally this road is very obvious in the Lidar data but for some reason the first kilometre
is very faint (fig. 19). However, there are enough intermittent clues to assume a straight line
from the likely bridge position outside the city's west gate.

Figure 20: Beyond the A11 then the unmistakable signs of the Roman road agger become obvious in this oblique
Lidar view. A Roman temple and road-site settlement was located at Crownthorpe where there was a slight

change of direction. Base Lidar data is © Crown Copyright 2021.
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Once we have crossed the A11 the road agger becomes very clear and has survived well as it
passes by Wymondham (fig. 20). Note: Wymondham is pronouncedWin-dum. The slight dog-
leg just west of Wymondham (TG 0840 0277) is where the Roman settlement of Crownthorpe
was situated. There was a roadside temple here (HER54693) and evidence for a small
settlement with some industrial working (Davies 2008, 179-180). However, the field in which
the settlement and temple are located appears to have been subject to deep ploughing so
Lidar cannot addmuch if anything regarding this site. The significance of a temple alongside
this road might be explained by what was to be discovered further west.

Continuing on via Hackford and Hingham the road agger is again very clear (TG 04495 02400).
Across Hingham it is lost under modern developments but re-emerges on the same
alignment when west of the village (TG 01489 02305) so we can be confident in its course
here. However, this alignment comes to an apparent dead end (TF 99470 02273), just north-
east of Scoulton Mere. Strangely a road so obvious in the Lidar data for literally miles

Figure 21: Scoulton Mere must surely have had some important significance to justify this unique(?) Roman road
arrangement - ritual or religious? Possibly the temple that the road passed at Crownthorpe was linked in some

way. Base Lidar data is © Crown Copyright 2021.
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suddenly disappears. The solution is perhaps obvious in hindsight (fig. 21) but it took several
months to solve.

The 3D Lidar software used enables the rotation of the Sun position in real time – critical for
revealing the shadows of the road agger when its direction is uncertain. Only by trying
different illumination angles did the answer finally pop into view. The road took a 70
degrees turn to the south followed by another of around 68 degrees on the south side of the
Mere (TF 99000 01046). This was totally unexpected and would appear a somewhat unique
arrangement.

The 70 degrees turn is obviously far too extreme to be justified for finding the best route for
the road. A shallower angle was perfectly feasible, shortening the distance, but for some
reason it was not adopted.

Originally the Mere seems to have been about twice as large. An area to the west of the
current mere has clearly been drained and looks to have been either a separate mere
forming an adjacent pair or perhaps one connecting to the existing. The west drained mere
has clear indications of a settlement within it reached by causeways - one from the north
bank and one from the south bank (fig. 22). Please note however, that Scoulton Mere is
private with no public access.

Figure 22: Scoulton Mere appears to have been originally twin meres, probably in Roman times. The drained
western mere(?) appears to have had an enclosure within it. This must surely have been a site of some

importance. Base Lidar data is © Crown Copyright 2021.
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James Albone in his thesis (Albone 2016, 352) suggested the road from Caistor and one
coming the other way from Saham Toney could have had a common destination of a
religious site at Sea Mere (another mere located to the south of Hingham). In principle his
suggestion could well have been on the right lines but it was with a different mere – it was
Scoulton Mere. The temple at Crownthorpe could now perhaps be linked in. Was it a
roadside temple on the route from Venta Icenorum to an important ritual or religious site at
Scoulton Mere?

Beyond Scoulton Mere, the straight main road through Watton (B1108) has always been
assumed to be Roman and now we have connected it up to the road from Caistor then this
can confidently be stated to be the case. It does have Roman characteristics - it is straight
and aims directly for the Roman site at Saham Toney (Woodcock Hall). The route to the west
of Watton is subtle and perhaps a bit tentative as it approaches the PeddarsWay Roman road
and the Saham Toney settlement.

The Saham Toney site has a complex history with numerous finds and unfortunately many
unpublished reports (HER 4697). It was clearly one of Norfolk’s most important sites and is

Figure 23: There was an important Roman settlement at the junction with the road from Caistor and PeddarsWay
Roman road at Saham Toney. There is possibly another fort north of the known one alongside Peddars Way. The
area of the settlement recorded in the HER is shown shaded in yellow. Base Lidar data is © Crown Copyright 2021.
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very early with a Claudian fort surmised south of the river (Threxton). The certain (later?)
fort is an odd shape, as its nearest neighbour on the Peddars Way at Ixworth. Peddars Way
appears to go through this fort and a road out of its east gate would align with the straight
road through Watton (fig. 23). Finally, there is what looks like possibly another fort to the
north aligned with Peddars Way. This is unrecorded in the Norfolk HER.

The Roman Road from Caistor St Edmund to Wainford (Stone Street)

RR36: Distance: 12 miles (in Norfolk)
The destination of this road as far as Norfolk is concerned is not in doubt - it crosses into
Suffolk at Wainford Bridge. That cannot be said for its ultimate destination, which is
uncertain but possibly in the vicinity of Dunwich.

However, its initial course from Caistor St Edmund was also uncertain and several maps
depict the road bypassing Caistor well to its east (e.g. Fairclough 2010; Davies 2008). Lidar
has now established the connection to Caistor – it emanated from Caistor and did not

Figure 24: We are looking
south-east from Caistor in this
oblique Lidar image. The first
main alignment was on the
aptly named Uplands Farm.
Base Lidar data is © Crown

Copyright 2021.



DAVID RATLEDGE

- 90 -

“bypass” it. Once clear of the original settlement area the road aims for the high point
Uplands Farm (TG 24996 02486) where a prominent agger is visible all the way to Brooke.
There merges with the B1332 (figs. 24 and 25) and Kirstead Green bypass appears to have
made use of the Roman road alignment. From there to Ditchingham the B1332 and Roman
roads are overlaid.

Lidar has confirmed the long suspected belief that passing Ditchingham Hall the Roman line
was direct (TM 32105 92317) rather than following the wanderings of the modern road (fig.
26). At Wainford Bridge the Roman crossing appears to have been downstream (east) of the

Figure 25 and 26: These two maps
cover sections of the road that

were uncertain.

Figure 25: several historic Roman
road maps showed this road not
even connecting to Caistor but
bypassing it on its eastern side.
That straight road through
Poringland was perhaps too

much of a temptation!

Figure 26: at Ditchingham it was
always suspected the Roman line
would be more direct than the
modern road. Lidar has indeed
shown this to be the case.
Mapping is OS Opendata ©

Ordnance Survey.
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modern bridge (TM 35025 90179). Once in Suffolk the road was clearly targeting the
Halesworth area for a crossing of the River Byth there. The road’s name, Stone Street, is
derived from its name in Suffolk.

The Roman Road from Caistor St Edmund to Scole (The Pye Road)

RR3d: Distance: 16.5 miles
This was the major route into Norfolk leading to Caistor St Edmund from Colchester and
London. Today it is mostly overlain by the Norwich to Ipswich main road, A140. There were
Roman roadside settlements at Long Stratton and Scole. The name ‘Stratton’ is of course a
big clue. However, the name Pye road appears to derive from the Magpie or Pie Inn in
Suffolk, which was depicted on Ogilby’s 1675 road map for Ipswich to Norwich. Ogilby uses
the name Pye (with a ‘y’) Road in the text.

There would have been a bridge opposite the west gate of Caistor (fig. 17). The road then
turned south and is very obvious in Lidar imagery passing through the grounds of Dunston
Hall (TG 22573 02569 and TG 22409 01807) before it merges with the modern A140.

Figure 27: Oblique Lidar image looking south past Dickleburgh. Is this another instance of a Roman road in
Norfolk set out so as to pass close to a mere? Base Lidar data is © Crown Copyright 2021.
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Approaching Dickleburgh, the dog-leg to avoid Dickleburgh Moor - surely a former mere -
shows up particularly well (fig. 27). This is not the only Roman road in Norfolk that
seemingly targeted passing a mere. South of the former mere and just before Dickleburgh
village, then the A140 wanders off line and the Roman agger can be seen straight-lining the
bend (TM 16927 82713).

The Roman line and the old A140 (it is bypassed in one or two places now) generally coincide
to Scole. Here there was a riverside/roadside Roman settlement and appears to have been
quite extensive so probably should be more correctly referred to as a town. The settlement/
town area (fig. 28) is taken from Norfolk HER1007 although this is likely to be an under-
estimate as it is largely derived from rescue excavations for a housing development
(Rogerson 1973, 97-224) and two major modern roads. The River Waveney was crossed,
almost certainly bridged, here. Scole has been suggested as the lost site of Villa Faustini
although a location over the border into Suffolk around Brome would fit the mileages better
and is perhaps a more likely location for a villa.

Figure 28: This where the Pye Road crossed the River Waveney heading over the border into Suffolk. The
recorded extent of the settlement is shown shaded. Base Lidar data is © Crown Copyright 2021.
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ROMAN ROADS AROUND TOFTREES ROMAN SETTLEMENT

Apparently quite a small settlement centred around a road junction which comprised roads
coming in from Billingford, North Pickenham and the north coast around Holkham. The
settlement area shown (fig. 29) is the extent recorded in Norfolk HER 7112 and is based on
aerial photographs but there are Lidar indications of possibly further features north-east of
the known area. There have been a considerable number of Roman finds recovered over the
last 100 years including coins, pottery, brooches and rings plus building material. More
recently metal-detecting has recorded considerably more Roman material as well as
medieval and post-medieval items.

Figure 29: The extent of the settlement recorded in the HER is shown shaded. There are though more features
visible to the north-east of the known area. Base Lidar data is © Crown Copyright 2021.
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The Roman Road from Toftrees to Billingford

RR338(x): Distance: 8 miles
A very short road which in reality could be considered as a continuation of the Brampton to
Billingford Roman road. However, Margary numbered the latter road as being part of an
extended Fen Causeway, which is currently not proven. This road has therefore been treated
as a separate road (fig. 30).

The course of this route was originally derived from aerial photographs and was mostly well
established apart from the first section from Toftrees passing Oxwick (Wade-Martins 1977,
1-3). The release of series 2 Lidar has enabled this gap to be filled in (TF 90507 26155 to TF
92534 24463) – see fig. 30.

The route previously identified by aerial photography from this point onwards looks correct
as far as Brisley but Lidar indicates that the OS and HER line is not quite correct there with
a strong agger feature visible at TF 95271 22301 putting the road more to the north-east at
Maltings Farm (fig. 31). At North Elmham the Roman line appears to be alongside Elmham
Road rather than overlaid by it. Neither the OS or HER depict the road across North Elmham
but there are sufficient Lidar clues to confirm it made a straight course between Back Lane
and Eastgate Street, towards the railway level crossing (fig. 32).

Figure 30: A relatively well known Roman road previously located largely by aerial photography. Just the last
mile or so approaching Toftrees was unknown but Lidar has now filled in this gap. Base Lidar data is © Crown

Copyright 2021.
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Figure 31 (left) : Oblique Lidar view
of the alignment leaving Toftrees.
The evidence for the first mile,
which was previously unknown,
can be faintly discerned. Base Lidar
data is © Crown Copyright 2021.

Figure 32 (below): The route of
the Roman road indicated by
Lidar passing Brisley and North
Elmham. This differs to that of
the OS and HER at Brisley and
fills in the gap at North Elmham.
Base Lidar data is © Crown
Copyright 2021. Base mapping ©
OpenStreetMap contributors.
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The Roman Road from Toftrees to North Pickenham

RR337(x): Distance: 13 miles
A very direct road that at first glance would appear to
be a branch off Peddars Way. However, without dating
evidence this is somewhat speculative but the
alignment arrangements with the Peddars Way (fig.
33) would tend to indicate that the latter was the
earlier road.

The large dog-leg to reach Toftrees settlement would
also suggest that the road was planned to bypass
Toftrees on its western side and the route shown is
perhaps more likely a link road. That ‘bypass’
suggestion is difficult to confirm as the modern A1065
would overlie this route today.

This road is sometimes referred to as Walsingham
Way (Davison 1996, 19) indicating it was still in use
long after the Romans departed and was then the
route toWalsingham. Today though only the first mile
has a modern road utilising it. From the A1065
onwards the road has survived well in the landscape
and its course can be easily located - at least using
Lidar.

Its major obstacle was the River Wensum which was
crossed at TF 88516 24072. Passing Great Dunham the
route is clear and Dunham Hall appears to have been
constructed directly on top of the road strongly
implying the road had gone out of use by then.
However, the line across Little Dunham was
somewhat uncertain but just sufficient Lidar evidence
is visible in the village (TF 86590 12910) to confirm the
straight alignment was maintained there.

There was a minor Roman settlement at Kempstone
on the south bank of the River Nar, where this road
crosses it (TF 87252 16815). The Nar valley was an
important industrial zone in Roman times (Davies
2008, 202). The junction with Peddars Way (fig. 35)
unfortunately seems to have been destroyed by the
corner of an airfield but interpolation would suggest
it was at TF 85695 06901. Figure 33: A very direct alignment but it is

actually offset to the west of Toftrees, which
was reached by a dog-leg. Base Lidar data is

© Crown Copyright 2021.
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Figure 35: The junction with Peddars Way looking north in this oblique Lidar view. The corner of the airfield
appears to have destroyed the actual junction. Base Lidar data is © Crown Copyright 2021.

Figure 34: RR337(x)
crossing the A47 where
the line of the Roman
road is marked by the
avenue of trees on the
left. The modern road
sign fortuitously points
along the Roman route.

Image: author.
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The Roman Road from Toftrees to Overy Marshes (North Coast)

RR39: Distance: 11 miles
The destination of this road must surely have
been to a north coast port/harbour (fig. 36).
The route is generally well known but its
precise destination was unclear.
Conventional wisdom (and the HER) shows
the road turning to the north-east around the
grounds of Holkham Hall and aiming towards
Holkham Camp, an iron-age fortified
enclosure. However, Lidar does not appear to
show any supporting evidence for this turn
but instead does support a straight-on
continuation towards a small peninsular in
the vicinity of Marsh House Farm, by Overy
Marshes.

Nevertheless its directness and survival in
the landscape has meant its general course
can be confidently plotted. That final stretch
towards a plantation at Marsh House Farm is
reasonably certain in the Lidar imagery (fig.
37) so this can be added to the known length
with high confidence.

Holkham Camp is an oval earthwork
enclosure of a type often described as a
hillfort, but of course this time on a high spur
of ground above the marsh (Davies 2008, 96-
97). Today it is located at the southern end of
a sand and gravel spit which extends
southwards from the coastal dunes. It would
seem much more likely that in Roman times
this was perhaps on a promontory reachable
from the south and perhaps part of a
sheltered harbour. The south-west side of the
camp has been washed away but a southern
entrance has survived (inset fig. 37). This
would tend to support an approach from the
south-west and there are some surviving
small hillocks matching that direction with
coastal erosion likely removing a former
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Figure 36: Yet another very direct road heading
undoubtedly to a north coast port, probably on Overy
Marshes. Base Lidar data is © Crown Copyright 2021.



ROMAN ROADS OFNORFOLK

- 99 -

route to the camp. There is no entrance on the north side so a southern original approach
seems reasonably certain.

Returning to the Roman road, as already stated the Lidar evidence is that the road continued
its alignment straight-on towards Marsh House Farm on Overy Marshes, in the parish of
Burnham Overy not Holkham. This alignment heads onto a western promontory opposite
Holkham Camp. It would seem probable that this was the western side of a sheltered harbour
in Roman times. This would therefore form a logical destination for the Road. Brancaster
Roman fort appears to sit midway between likely Roman harbours at Holme-next-the-Sea
and this one at Burnham Overy Marshes.
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Figure 37: Lidar image showing the suggested final destination for the road was most likely towards a
promontory on Overy Marshes. Inset: enlarged view of Holkham Camp. Base Lidar data © Crown Copyright 2021.
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Icknield Way and Peddars Way Roman Roads

RR333: Distance 43 miles

RR33b: Distance 42 miles
(Both distances in Norfolk)

Two roads seeming to have very similar
routes, functions and destinations (fig.
38). The simple explanation would be
that the Icknield Way was a pre-Roman
trackway replaced by a much more
direct later Roman road. This is far
from accepted and doubts have been
cast on the authenticity of the Icknield
Way, at least in Norfolk.

There is though documentary evidence
(Clarke 1925, 109-122 and 1937, 62-7)
for the Icknield Way route at
Dersingham, near Hunstanton, being
known as Ykenildestrethe and Ikelynge
Street in the 13th Century. Also
Margary (Margary, 1973, 262-4) refers
to the route between Flitcham and
Shernbourne as having the name
Streetford Road. He did number it as his
Roman Road 333. However, perhaps the
biggest supporting evidence for it being
ancient and adopted by the Romans are
the ‘Icknield Way Roman Villas’ (Davies
2008, 189-193). At least nine of those
plotted by Davies appear to be located
along it (fig. 39). The route depicted is
largely based on Norfolk’s HER entry.

However, for Peddars Way there is no
doubting its Roman authenticity. It is a
very direct route to what must have
been an important port - almost
certainly for a ferry across the Wash to
Lincolnshire (Albone 2016, 363-4). The
road has all the characteristics of a
major Roman military highway with
basically just two main alignments. Its
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Figure 38: The very similar courses and destinations of the
Ickneild Way and the Peddars Way. Base Lidar data is ©

Crown Copyright 2021.
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one change of direction was at the high (for Norfolk) point of Galley Hill, Hockham (TL 92383
92667).

The biggest puzzle is deciphering which is the correct route at Holme next the Sea. Robinson
and Rose (2008, 37) were quite definite that a western option was the correct one but the
Ordnance Survey first edition maps mark an easterly route as Peddars Way. Both roads are
shown on Faden's Map so they are not recent. Perhaps with Lidar evidence we are able to
resolve the situation (fig. 40). This seems to indicate it was not either/or but more likely
both. Just north of Ringstead there is a definite dog-leg but this is followed by what looks like
a junction with two routes to the coast – with the easterly one looking like a later branch off
the westerly original. It is not unusual for the Romans to later amend or alter a route at some
point in its existence.
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Figure 40: Lidar image and OS First Edition map showing the
route(s) of Peddars Way at Holme next the Sea. Base Lidar data is ©
Crown Copyright 2021. Mapping from the National Library of

Scotland reproduced under a CC-BY-NC-SA licence

Figure 39: Villa sites in west Norfolk
according to Davies. At least nine appear
to have been served by the Icknield Way,
probably the strongest evidence that it
was in use by the Romans. Base mapping

© OpenStreetMap contributors.
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The Fen Causeway

RR25 and RR38: Distance: 22 miles (County boundary to Narford)
A study of figure 1 and the wide-field Lidar image (fig. 41) indicates why the Fen Causeway
headed for Denver/Downham – this spot is at the western extremity of a dry land peninsular
connecting from the Fens inland to the Icknield and Peddars Ways via Fincham. The two
options for the causeway’s route east of Fincham would both be logical dry land routes to
make that connection. Margary and the Norfolk HER suggested a continuous road onwards
via Billingford and Brampton and all the way to Smallburgh. Lidar has perhaps hinted at a
possible through connection but not actually proved it.

The Fen Causeway itself takes a slightly more circuitous course than typical Roman roads.
To get across what was sea-marsh it had to follow old roddons (the dried raised bed of old
watercourses) to provide a firm foundation across the marsh (fig. 42). Research into this
complex structure, including excavations, was carried out as part of the Fenland Project on
the 1980s and 1990s and recorded by Wallis (2002). It included excavations at Nordelph and
one also at Downham West. What was revealed was a structure comprising a canal and, in
some places, two roads one on either side of the canal (fig. 43). The southern road would
logically appear to be themain road andWallis dates the northern road to be the earlier one.
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Figure 41: The dry land of the Downham Market/Denver peninsular was a logical destination for the Fen
Causeway. A connection onwards to the Icknield Way was very much to be expected. Beyond Fincham there are

two options for that connection. Base Lidar data is © Crown Copyright 2021.
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It surely made more sense for the road to be located on the inland, more protected side, and
so the southern road is most likely the final route.

The excavation through the southern road at Nordelph (site 2796, TL 523 990) found a
gravelled surface with ditches on both sides. However, it was multi-phased with a later
dump of material forming a new higher gravelled surface. The excavation at DownhamWest
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Figure 42: The Fen Causeway in Norfolk. Despite having to follow an old roddon to get across the marsh the line
is still reasonably direct. The dry ground at Denver was obviously the target. Base Lidar data is © Crown

Copyright 2021.
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Figure 43: The complex arrangment of Roman roads and canal passing Nordelph according to Wallis, with just a
few minor adjustments based on the Lidar evidence. Base Lidar data is © Crown Copyright 2021.

Figure 44: Oblique Lidar views showing the alignment from Denver Sluice to Fincham. There was a small dog-leg
east of Downham Market to negotiate a small valley, Base Lidar data is © Crown Copyright 2021.
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(site 4233, TF 5759 0033) revealed “evidence of three major phases of construction and
showed that the canal was not the primary element of the monument in this area. It was
clear that the earliest construction was a roadway, with the canal being a secondary
element.” Clearly the Fen Causeway was a unique and massive engineering undertaking and
issues such as whether the canal was for transport, rather than drainage, is still debated.

At Denver Sluice, Lidar would indicate that the final line shown on Ordnance Survey
mapping is probably incorrect and appears to be further north and aligned more with Sluice
Road (TF 58946 00697). Passing Denver the route was lost but there are faint Lidar traces (fig.
44 left) that suggest a straight alignment began by leaving Sluice Road (TF 59421 00734) and
heading for a dogleg at the head of a little valley to the east of Downham (TF 62182 02739 to
TF 62303 02730). Another straight alignment (fig. 44 right) then passes Bexwell with traces
visible in the fields (TF 63709 03497) and again just before the Roman line merges into the
A1122 just beyond Crimplesham (TF 64835 04098), heading for Stradsett.

The name Stradsett is of course a big clue and in the Domesday survey it was recorded as
Strateseta (Clarke, 1950, 143), Just beyond the double junction at Stradsett continuing on
towards Fincham then the modern road wanders off line and the Roman agger is visible first
to the north of the A1122 (TF 66624 05163) and then to its south (TF 67102 05449).

At Fincham the problems begin. Did the route continue along the A1122 as the Ordnance
Survey depict towards Swaffham Heath? Or did it continue its previous alignment onwards
to the Nar Valley? Or did to stop at Fincham as Albone contended? For the OS suggestion
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Figure 45: The possible indications of a route from Fincham (bottom left) heading towards Narford. Base Lidar
data is © Crown Copyright 2021.
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then admittedly the A1122 has impressive straight sections which look very Roman-like. The
OS extend this route, after a small dog-leg, via Fincham Drove, presumably heading for
Castle Acre. But this route East of Fincham was dismissed by Albone. His research indicated
that it was a turnpike road with no apparent predecessor (Albone 2016, 361). However, there
are several instances elsewhere in the country where a Roman road has gone out of use for
centuries but its agger has been re-adopted as a foundation for a later modern road e.g. the
Stainmore Road at Warcop (Blackett-Ord 2021, 6). So this does not categorically rule out a
Roman origin.

However, at Fincham there does appear to be an alternative and one that would match the
general direction of the alignment from Denver to Fincham very well (fig. 40). Lidar
indicates a possible continuation passing Marham airfield (fig. 45) and heading toward
Narford on the Icknield Way (TF 68645 06686 – TF69292 07384 – TF70841 08502 and TF73959
11086).

It would seem inconceivable that a massive undertaking such as the construction of a road
across the Fens would not then connect into the Roman road network somewhere in
Norfolk. The northern option from Fincham to Narford would also provide a link to the
important Nar valley industry including the kilns at Pentney (fig. 40). Whilst neither option
east of Fincham is certain it would not be surprising if not just one but both were Roman.

The Roman Road from Ixworth to Wymondham(?)

RR331: Distance: uncertain
In reality this road is a logical continuation of Margary RR33 from south of Ixworth (Suffolk)
and it apparently predates Peddars Way, which appears to branch off this road. But for such
a long distant road with a consistent general alignment its destination is a puzzle. A route to
Crownthorpe or Caistor St Edmund would to be expected but proving it has so far not been
successful. All evidence, not just Lidar, fades away approaching Attleborough (fig. 46).

The first stretch in the county begins with the long straight road known as The Street, which
is a huge clue. However, the further north we get then the harder it becomes to trace the
road. The name Haverscroft Street is also a clue and surely indicates the road was
hereabouts. However, Robinson and Rose quote Davison (with no reference cited) as having
proved the modern road there as being just that i.e. modern. As stated above for the Fen
Causeway there are instances of modern roads adopting abandoned Roman roads as their
foundation so perhaps not conclusive evidence one way or the other. However, just north-
west of the modern road at Haverscroft is another possible agger-like feature visible in the
Lidar that could represent the Roman line. Approaching Attleborough then evidence is
scarce but modern roads perhaps mask the course of the road onwards towards
Wymondham and on to a possible junction with the Saham to Caistor Roman road north of
Wymondham.

Several Roman road maps of Norfolk show this road going to Crownthorpe. However,
nothing is apparent in the Lidar imagery that supports this. No possible road is visible
heading south from Crownthorpe and bear in mind the east-west Roman road there has
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Figure 46: This road in Suffolk and as far as Snetterton is very direct and certain but strangely then becomes very
difficult to locate. The dashed route is best regarded as possible rather than probable. Base Lidar data is © Crown

Copyright 2021.
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survived well and shows up very clearly. It would be hard to explain why a north-south road
has been completely ploughed out but not an east-west one.

This leaves perhaps 3 possibilities:-

1. The Roman line is mostly covered by modern roads which would imply a route via
Wymondham and on to a possible junction with the Saham to Caistor Roman road (as shown
dashed in fig 45).

2. The road was only constructed as far as Attleborough. Did the Boudica revolution change
priorities and completing this road never occurred?

3. The road had another destination so far not detected.

Option 1 is probably the most likely but it would have been expected to see some evidence
where the modern road wanders off line but nothing convincing has so far been detected. A
puzzling Roman road that perhaps needs some serendipity to solve it.

POSSIBLE ROMAN ROADS AROUND ASHILL

The enigmatic ‘enclosure’ or ‘earthwork’ at Ashill, north of Saham Toney and Watton,
(Norfolk HER 8712) does have one round corner with its east side seemingly the best
surviving. Its Roman identity is largely based on finds but whether it is a native site of the
Roman period or a genuine Roman site appears unresolved.

There are three possible roads around it: an east-west one, another heading south towards
Saham Toney and a third heading north-east (fig. 47). The possible road to the south does
register prominently in the Lidar data and perhaps has the highest confidence. However, it
could not be linked up to the Roman road at Watton at its southern end. This is perhaps
explained as this alignment would have crossed a former brickworks erasing any traces
(personal email from John Newton).

The east-west road is based on the straight track passing the enclosure and the fact that it
runs parallel to its southern side. It could have connected the site to Peddars Way. However
this road and the previous one to the south seem independent of each other. Another very
typically Roman-like agger heads to the north-east from Ashill with Billingford a logical
destination but so far it has not been possible to locate any connection.

Possible Roman Road from Littleport to Brancaster

Distance: 5.75 miles
It is logical that a fort as important as Brancaster would have had a link to the Peddars Way.
An east-west road along the north coast at Brancaster is likely but a "short-cut" would have
been highly desirable.
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My attention was drawn to the possibility of just such a short-cut road by Denis Smith who,
in the mid-1950s, had walked a footpath which headed north-eastwards from a place called
Littleport. This is where the PeddarsWay crosses the B1454 between Sedgeford and Docking.
Lidar did indeed show possible traces of just such a road (fig. 48).

Common in this part of Norfolk are ploughing furrows in fields mimicking a ‘back of an
envelope’ like pattern. These give many false agger-like clues and whether the features are
Roman or modern can be difficult to distinguish. However, there is one possible agger (TF
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Figure 47: Ashill’s proximity to Saham Toney is perhaps unusual if it truly is the site of a Roman fort. Probably
the best candidate for a Roman road to it is the one heading southwards. Its southern extremity is lost in an old

brickworks. Base Lidar data is © Crown Copyright 2021.
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73617 38453) that heads in the right direction and is not of the ploughing pattern. This gives
some confidence that the alignment could be real. A modern road north-east from
Thornham Corner extends this alignment and has the requisite Roman features i.e. a
straight raised agger. The real puzzle is the approach to Brancaster. Beyond Chalkpit Road
then the agger evidence peters out (TF 75920 41515) and the final length to Brancaster is
uncertain. Nothing there appears to have survived on a direct line. Possibly aerial
photography under drought conditions might be able to solve it but until then this road is
perhaps best regarded as possible.

Possible Roman Road - Brancaster East-West

A somewhat speculative Roman road - the Lidar evidence is not overwhelming but the need
for just such a road cannot really be denied. Unfortunately there are what appear to be
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Figure 48: Lidar image showing the possible road to Brancaster. The central section is shown dashed only because
it actually follows a suggestive modern road. Base Lidar data is © Crown Copyright 2021.
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several parallel sea bank features along this stretch of coast and deciding what is a bank and
what is a potential road is fraught with difficulty. Brancaster (Branodunum) dates from
around 230AD so would have been constructed after the initial Roman road system was
established but perhaps a bit earlier than most of the Saxon Shore forts. Its location looks a
puzzle but its position, exactly half way between the Roman road to Holme and that to
Burnham Overy Marshes, surely cannot be a coincidence. Was it centrally located to provide
equal protection for these two Roman ports? In that case an east-west road would have been
highly likely but which of those banks is a Roman road is the issue.

Possible Roman Road - Kempstone East-West

The Norfolk HER includes this road as being part of the Fen Causeway (RR38) although the
connection is far from secure. This road really hangs on Salter's Lane at Bittering, plus its
extension via Stony Lane, and whether these represent a genuine Roman road. The
Ordnance Survey mark it as such and Lidar does offer some evidence of a connection to
Kempstone (fig. 49). Billingford is a well established Roman site and Kempstone appears to
have been an industrial site of some importance (Davies 2008, 185) so a connection between
them would have been logical. The route eastwards from Salter’s Lane/Stony Lane to
Billingford is the outstanding issue.

Possible Roman Road - Burgh Castle East

Burgh Castle Roman Fort is classed as a Saxon Shore Fort built late in the Roman occupation
c. 300AD. As such it would post date the main road system. However, there does appear to be
the possibility of a road running east from the fort. This might be explained by the fort's
location overlooking the inland Yare estuary rather than out to sea. Perhaps there was a
road to the east where the open sea could be observed. The agger is particularly clear either
side of City Road (TG 50000 04650 and TG 50275 04681) and does align with other traces
heading back directly to the fort.
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Figure 49: The possible road heading east from Kempstone to Salter’s Lane. There appears to be perhaps a local
crossroads visible within the Kempstone settlement. Base Lidar data is © Crown Copyright 2021.
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ROAD ATWORSTON, LANCASHIRE

BY CRAIG PARKINSON
cparkinson@naaheritage.com

ABSTRACT

At the invitation of the Pendle Hill Landscape Partnership, an archaeological investigation was carried
out by Northern Archaeological Associates and local community volunteers into a section of the Roman
road from Ribchester to Ilkley over three weeks in September and October 2021. The investigation
consisted of a topographic survey of the modern ground and buried road surfaces, and of excavation
of part of the road itself. This confirmed the presence and course of the road and provided evidence for
the nature of its construction.

INTRODUCTION

he Roman road across the Pennines to Ilkley in Yorkshire (Margary number RR72a)
leaves Ribchester, Lancashire, to the east before crossing the River Ribble to the south

of Little Town, as evidenced by lidar, and the River Calder west of Whalley (Fig. 1). It then
turns to the north-east, following a course above the flood plain of the Ribble while avoiding
the direct route over Pendle Hill. Having passed the hill, the road resumes a more direct,
easterly route to Elslack and Ilkley. From Ilkley it continues to Tadcaster (RR72a) and from
there to York (RR28c).

From the Calder to the eastern outskirts of Clitheroe, for a distance of 4.5km, the course of
the road can clearly be seen in satellite imagery, preserved as hedgerows and modern tracks
and lanes on a south-west to north-east alignment. From the east of Clitheroe the line of the
road can again be seen in hedgerows for a further 1.5km to the excavation site, where it
marks the parish boundary between Clitheroe and the village of Worston. Beyond this it is
obscured by a section of the modern A59 until the Roman road turns to the east, just east of
Chatburn.

The excavation took place on land occupied by the current Hanson Aggregates quarry,
between a quarry haul road and a hedgerow following the line of the road. This hedgerow
formed the north-western boundary of a series of strip-farming enclosures running
downhill to the south-west. Although now cut by the A59, the Ordnance Survey map of 1914
shows these enclosures continuing to the edge of Worston.
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Figure 1: site location.
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W.T. Watkin records in his book Roman Lancashire (1883) that the discovery was made by
workmen widening the road from Chatburn to Worsthorne (present-day Worston), at a
location approximately 500m from the excavation site, of an urned hoard of around 1000
silver denarii. The coins were shared out among the workmen, the owner of the land on
which they were found and “the ladies of the manor”. The coins were dated to between 32
BC and AD 145. Several other hoards of Roman coins have been found in the area.

SURVEY AND EXCAVATION

The survey consisted of an examination of the overlying topography of an area of
upstanding earthwork by dumpy level, and of the buried surface of the Roman road by
drilling through the post-Roman soils with a hand auger to measure the depth of the
overburden. Although the survey area was restricted by a modern quarry haul road and
fence, a contour plot of the results showed a relatively flat surface of the road with the agger
sloping downwards to the north-west. Excavation took place 100m to the south-west of the
survey site, where another area of upstanding earthwork had been identified adjacent to
medieval strip-farming enclosures (Plate 1). Although again restricted by the haul road and
hedgerow, a slot was dug through a width of 4m of the agger, including its south-eastern
extent and the apex of its camber, at which point it was approximately 0.7m deep, consisting

Plate 1: upstanding earthwork prior to excavation.
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of stone and clay (Plate 2). Assuming that the apex of the camber represented the centre of
the road, it would have had been around 6mwide at this point. A metalled surface of smaller
stones and gravel was present, and a possible large pit, 1.2m wide and 0.5m deep, was
identified in section (Plate 3). This was filled by similar material to that used in the
construction of the road, but with fewer large stones, and was well compacted. It may
represent robbing for buildingmaterial and subsequent repair, though no indication of what
the stone was used for was seen. The edge of a possible roadside ditch was identified to the
south-east, though its far side was not seen within the excavation area. The south-east side
of the road and the potential ditch were overlain by a compacted layer of sandy clay, up to
0.55m in depth, which appeared to form a later road surface. The apex of this surface’s
camber was offset from that of the stone surface by 1.5 to 2.5m to the south-east, with its
extent beyond the limit of excavation.

A single fragment of the rim of a local Roman period greyware vessel was found in the
topsoil during excavation. No other pre-modern artefacts were recovered.

DISCUSSION

There is clear evidence for the presence of a metalled road with a later, compacted sandy
clay resurfacing following the presumed course of the Roman road at this location, although
the paucity of dating evidence from the current excavation means that neither can be
definitively linked to the Roman period. The deep deposit of larger stones forming the base
of the road may have been necessary to provide a solid foundation in the natural boulder

Plate 2: section of upper surface showing agger, clay and stone surfaces.



RR72A: SURVEY AND EXCAVATION OF THE ROMAN ROAD ATWORSTON

- 119 -

clay on sloping ground, with a surface of rammed gravel above. The stone and clay used in
construction almost certainly derived from the local glacial deposits, although there is no
immediate evidence for their extraction. The infilling of the potential pit using techniques
similar to the original construction of the road implies maintenance of the road by its
original builders. The later clay surface may indicate continued maintenance of the road
beyond the Roman period, but further evidence is needed to confirm this. The Ribble and
Aire valleys form an important passage for trans-Pennine travel and trade, and it is likely
that an established route would see continuous use. The presence of field boundaries
respecting the line of the Roman road, including those adjacent to the excavation site, and
its use to define the boundary between the parishes of Clitheroe and Worston show that the
road continued to be an important part of the local landscape long after the period of Roman
occupation came to an end.

Plate 3: oblique view of section showing exposed road surface.
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ABSTRACT

Most modern maps of Hadrian’s wall show the major Roman roads that ran parallel to it with through
routes to the north and south. What is not revealed are the numerous link roads. The forts of Hadrian’s
Wall were intensely garrisoned with a thriving local vicus alongside. Military personnel and civilians
would be in constant movement close to them, travelling on their business to and fro in what would be
a very busy bustling landscape. This paper seeks to record all the evidence, further developed with
some speculation, for roads local to the forts across the full length of the Wall that would be serving the
needs of the military communication and logistical routes as well as supporting a civil economy. This
draws on a review of previous research and excavation while also gathering in more recently sourced
evidence from new technology such as lidar to show that most if not all the forts were well connected
with their hinterland on both sides of the Wall.

INTRODUCTION

adrian’s Wall has been subjected to a great deal of research over many years. The nature
of the Roman features, their role in the operation of the frontier and relative dating is

well established (e.g. Breeze, 2019, 61). While roads and communications often get a general
mention in descriptions, this can be cursory with no great detail or analysis that underplays
the importance of these in the way the frontier operated (e.g. ibid, 95). Some works do try to
consider the associated road network and draw implications on the operation of themilitary
surveillance (authoritatively by Bidwell & Holbrook, 1989, 137-8 & 150–3, Bidwell & Snape,
1994, 256 - 9 and Hodgson, 2009, 13-20). Inevitably, with our incomplete knowledge of the
network, this incurs a number of perceptions and implies assumptions. New roads around
Hadrian’s Wall are being discovered particularly through the deployment of lidar which
may help to give a more confident assessment of how the frontier operated. However,
inevitably, our knowledge of the road network is still incomplete (e.g. the anticipated
eastern extension of the Stanegate from Corbridge). An additional factor is the way the
network may have developed as operation of the frontier changed to meet emerging threat
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vectors and evolution of the military organisations. The roads we now recognise may not
have all been contemporary with each other.

Viewing the countryside around Hadrian’s Wall, as we see it now as rural, peaceable and
sparsely populated, it is easy to underestimate the scale of activity that would have been
associated with the Roman occupation. As the frontier of the empire it was intensely
garrisoned, which would have necessitated much logistical support to enable it to function
as intended. Here would also be dependant families of the military personnel and traders
that would be seeking profit by providing goods to this relatively well-paid population.
Details of how this logistics and trading would have been achieved has not been confirmed.
An insight comes from some of the aspects on the Vindolanda writing tablets, admittedly
predating the Wall frontier, but the road network must have been a key component for
successful operation.

THE FRONTIER

The layout of the frontier and its supporting forts etc is well established, running from
Wallsend in the east to Bowness on Solway in the west (Figure 1a & 1b) with a continuing
series of forts and other watch stations continuing down the Cumbrian coast. Two major
hubs, at Corbridge and Carlisle, supported the frontier garrisons that were linked back into
the province by major roads, Dere Street RR8 in the east and RR7 in the west. Both of these
roads passed through Hadrian’s Wall continuing north out of the province. Also running up
to theWall area was Cade’s Road RR80b through Yorkshire and County Durham to Newcastle
with the Maiden Way RR84 through Cumbria to Carvoran. RR75 linked from Cumbria to the
western end of Hadrian’s Wall at Carlisle and other roads emanated elsewhere to the north
from the Wall. A branch from Cade’s Road some miles south of Newcastle linked to the fort
on the mouth of the river Tyne at South Shields via RR809, the Wrekendyke. Running
parallel to theWall from Kirkbride in the west to at least Corbridge near the eastern end, and
probably pre-dating it as a frontier zone (Hodgson, 2000, 11-22) was the Stanegate RR85.
Immediately to the rear of the Wall was the Military Way RR86 linking together the forts,
milecastles and turrets. (Armstrong, 2021b)

ROLE OF THE STANEGATE ANDMILITARYWAY

Detailed analysis of the functionality and operation of the road network, in the context of
the current understanding, has been well described as above.

Like most big infrastructure projects, the design of Hadrian’s Wall evolved during
construction entailingmodifications to the structures and their intended operation. Initially
the Wall was designed to be a continuous curtain supported by a small fortified gateway, a
milecastle, every mile and also two watchtowers, turrets, between milecastles. The
Stanegate, RR85a & b, running almost parallel to the Wall but some distance to the south
between Corbridge and Carlisle with a westwards extension, RR85c(x) to Kirkbride, had
garrisoned forts placed along its length seemingly to support and perhaps provide the
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garrison to the Wall. It is unclear if at this time the road was a fully engineered Roman road
or if it was simply an improved trackway (Poulter, 1998, 55). The initial Wall design relied on
the Stanegate forts to support the Wall giving the capability of deploying major military
force to and beyond theWall when or if required (Collingwood, 1921, 9). Roads or other ways
would be needed to facilitate this anticipated traffic.

When construction had been underway for a short time a decision was taken to move the
garrisons up to the Wall necessitating the construction of forts on the Wall. This often
resulted in the demolition of previous Wall construction at that point (Breeze, 2019, 74–78).
Communication back to the Stanegate would seem to have become less crucial, other than
for logistics and other traffic, as many of the Stanegate forts had been decommissioned
when their garrisons moved forward to Wall forts.

The arrangement to the east of Corbridge where there is no known Stanegate route with
forts is even more problematic. Maybe if there was no equivalent Stanegate road with
garrisoned forts, this weakness was a factor in the decision to add the forts to the Wall to
man it adequately – or maybe it is our lack of knowledge of the full road network that is
clouding our understanding.

What we can draw from this is that to support the Wall with troop movements, the initial
design must have included workable access and communication, probably by roads between
the Stanegate and the Wall. Indeed, the major construction works associated with the Wall
may have included a subsidiary task to consolidate the road network such as the Stanegate
and it may have been at this time that engineered roads were constructed.

On our current level of knowledge, it appears that the communication and logistical route
provided by the Stanegate to the rear of Hadrian’s Wall is not present east of Corbridge. The
discovery of an early, single period fort at Washingwells (Casey and Howard, 2010, 133-7) ‘to
the west of Gateshead on the south bank of the Tyne has prompted the suggestion (Hodgson,
2009, 17) that the sought after Stanegate road may be on the south side of the Tyne. This
could have been from a continuation of the known Stanegate road at Corbridge to Bywell,
there crossing the Tyne or branched from Dere Street either near the bridgehead at
Corbridge or perhaps from Ebchester further south. No evidence of such a road or further
forts has been found and the obstacle of the major river between the garrisoned Stanegate
fort series and the new Wall frontier would give operational response problems when
compared to the central region of the Wall. However, while this does not appear to be an
attractive proposition to us, west of Birdoswald the Stanegate did run to the south of a river,
the Irthing. At the eastern end of the Wall, the Stanegate, if indeed it was built here, could
be between the river, the Tyne, and theWall. Evidence for this is yet to be confirmed. Selkirk
(2001, 259–260 & 270) did claim to have found it between Corbridge and Bywell on the Tyne,
and he did excavate a road surface on this route north of Bywell, but poor recording and
reporting has undermined his claim. The Northern Archaeology Group have also excavated
a road surface that could have been Roman just to the east of Bywell on the north bank of
the Tyne (Trow, 2019) but there is, as yet, no evidence of a continuation further east.

The Military Way RR86 was a later addition to the original Wall design, closely following the
Wall to its south between it and the large rearward earthwork, the Vallum. While there is no
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datable evidence the close association of the road to other Wall structures suggests it was
constructed when the Wall was recommissioned as the frontier on the abandonment of the
Antonine Wall in the mid second century at around AD160 (Armstrong 2021b, 39 - 45). The
Military Way linked together the forts with the milecastles and turrets providing an all-
weather communication and logistics route (ibid 46-50) replicating a Military Way that ran
behind the Antonine Wall, RR90, which operating experience must have found beneficial.
Access to the Military Way as originally conceived was only possible via gated and probably
monitored crossing points over the Vallum to the south of forts but the gradual enlargement
of vici associated with the forts overspilling what appears to have become a redundant
Vallum may eventually have offered uncontrolled access. Similarly, it appears that the
MilitaryWaywas constructed to link the turrets andmilecastles with the east and west gates
of forts suggesting that the original intent was that traffic would enter the Wall/Vallum
corridor at the gated Vallum crossing and be subject tomilitary security passing through the
fort before traversing laterally along the rear of the Wall. Evolution of the frontier,
development of the vici communities, and the declining role of the Vallum, suggest that civil
and commercial traffic may have eventually used the Military Way. In some places the
Military Way can be seen to provide a bypass route around a fort (see Fig. 7 at Great
Chesters). There is only one link road known to run south from the Military Way away from
the frontier zone, at Housesteads (see below, Fig. 5). This seems to confirm the Military
Way’s role is strongly associated with the linkage between the forts, milecastles and turrets.

THROUGH ROUTES

As suggested above, the two main routes linking the frontier with the province, Dere Street
(RR8) in the east and RR7 in the west approached and crossed over both the Stanegate road
and Hadrian’s Wall as they continued north. Dere Street looping through Corbridge appears
to be a development of an earlier more direct route, Proto Dere Street, RR8ee(x), that was
following a long-distance alignment through County Durham and Northumberland (Trow,
2021, 109-174 & Poulter, 2010, 33-48). How this early road interfaced with Hadrian’s Wall is
undetermined. Alternatively if the major hub at Corbridge had to be more substantially
linked into the road network, the construction of theWall blocking the through route would
make that segment of Proto Dere Street redundant.

In the west RR7 skirted around Carlisle, then crossed the river Eden before passing through
the Wall by a presumed but unknown and unlocated gateway. This led directly north into
Scotland with other branches north of Netherby (Ratledge, 2016) and into southwest
Scotland (Armstrong, 2021a, 320–4).

LINKAGE OF THEWALL FORTS INTO THE ROAD NETWORK

A number of Wall forts are known to have link roads running to the south. Some have been
established by traditional field archaeology but modern technology, lidar specifically has
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added to the totality of our picture of these links. We will examine them by running through
the Wall forts from east to west.

Wallsend

Constructed on the north bank of the Tyne around two miles from the mouth to the North
Sea, road links to the south are impractical. However, the fort may have been connected by
small craft to South Shields on the opposite bank of the estuary, and by sea-going vessels to
longer distance sea routes. The Military Way does leave the west gate of the fort heading
towards Newcastle so we can visualise this as a route from the time the Military Way was
constructed c.AD160. In addition, stumps of roads have been detected leaving other fort
gates through settlement buildings and enclosures on the north side of the Wall (Bidwell,
2019, 125). Whether these roads were short stumps serving only the immediate area with a
metalled surface in the intensely traversed part near the gate or did continue into the
hinterland is unknown.

Newcastle
The fort at Newcastle was added to the frontier in the late second or early third centuries
(Bidwell & Snape, 1994, 253) and it has been speculated that there may have been an earlier
fort on the southern Gateshead side of the river preceding the construction of the Newcastle
fort (ibid, 257). Cade’s Road, RR80b, terminated from the south here with a major bridge
crossing of the Tyne as implied by the Roman name Pons Aelius. Although the road and
bridgehead have not been explicitly located on the Gateshead bank of the river, the
approaching alignment of Cade’s Road and recorded settlement on that side at Bottle Bank
suggests that it was nearby (Lancaster University Archaeological Unit, 2003, 16 & 94 and
Oxford Archaeology North, 2007, 42).

The bridge over the River Tyne, probably named after Hadrian, suggests that this was
constructed as part of the Wall infrastructure. Some wooden piles recovered from the site of
the medieval bridge, located where the modern swing bridge now is, have been dated as
Roman confirming where the Roman crossing was (unpublished). One piece of dating
evidence is a relatively unworn silver denarius coin of Hadrian found on the surface of
Cade’s Road some miles to the south at Chester le Street (Archaeological Services, Durham
University, 2009, 8). One interpretation of this could be that the local road infrastructure
may not have been fully engineered until it was included as a part of the Wall construction
though alternatively the coin may have been randomly lost and remained undamaged from
traffic on a road that was built earlier.

Being largely under the medieval ‘new’ castle and modern city there has been little
opportunity to investigate the full Roman fort site and its associated settlement. Recent
development a little to the west of the fort, at Clavering Place (Archaeological Services
Durham University, 2016) revealed a north/south orientated road within a settlement area.
This may have been purely within the settlement linking to the fort west gate or it may have
formed part of a route from the bridgehead.
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Codrington (1903, 177) speculated upon but does not describe a road north from Newcastle
following the historic Great North Road, the A1, by marking it with a broken line on his map.
More recently Bishop (2014, 165 & 172) identified this route as being used by medieval
armies. Royal Itineraries suggest that it may have predated that era and could have a Roman
origin, although no evidence of a Roman road, nor an access gateway through the Wall, has
been found to confirm these suspicions. How the fort linked with the Military Way is
unknown.

Benwell
Recent excavation has shown that the Military Way is aligned towards the minor west gate
of the fort (Vindomora Solutions, 2017 & Hodgson, forthcoming) and it is expected that it
continued eastwards from the fort to Newcastle.

Benwell was linked to the south by a road passing through the Vallum over an uncut
causeway over the Vallum ditch with a monumental gateway (Birley, Brewis, & Charlton,
1934, 176-184). Gates and causeways such as these, that have also been found at other Wall
forts, suggest at least initially as part of the original design intent, that access into the Wall/
Vallum area was monitored/controlled and subject to military security. An extensive civil
settlement is known to continue to the south of the fort (Rushworth, 2019a, 136-9) and there
has been a suggestion that the road from the fort linked into an east/west orientated road
(Bidwell & Holbrook, 1989, 153). Whether this is the elusive eastern Stanegate, a link road to
the bridgehead at Newcastle or simply a local road within the settlement, is undetermined.

Recent pre-development work to the north of the fort has uncovered a road of two phases
on slightly different alignments running north, presumably from the fort north gate (Town,
2019, 134 - 6) as well as a local east west road across it. This is within what appears to be a
settlement and enclosure area on the north side of the Wall. As at Wallsend, it is not known
how far the north road progressed, and whether it served only the local settlement or went
further as a route.

Rudchester
Little is known about this fort site and link roads. Our understanding of the layout of the
internal buildings largely comes from Parker Brewis’s work of almost 100 years ago (Parker
Brewis, 1925, 93 - 120). An analytical field survey of the site showed the extent and area of
settlement (Bowden & Blood, 1991, 25-31). The course of the Military Way was also noted in
this approaching the fort’s minor west gate on a causeway over the vestiges of the west
ditch. No structure or layout of the vicus could be determined in the survey with the
suspicion that much of it lay underneath the modern farm buildings. It is presumed that the
Military Way linked into the fort’s east gate but details have not been determined. There is
no apparent evidence of a link road to the south in lidar. Identifying such a road could lead
to locating the presumed Stanegate eastern extension.

Selkirk (2001, 247-251) did speculate that a long straight modern road alignment heading 20
miles north from the Wall to Rothley from just to the west of Rudchester could be a Roman
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road. It seems to have the potential of having Roman engineering and alignment but is
unproven as a Roman road, and how such a roadmight have passed through theWall linking
into a network to the south is unclear. Rudchester, like some other forts, does prompt the
question that if there are no road links other than the Military Way, how did the fort
communicate before that was constructed? It suggests that there are links and we just
haven’t yet found them.

Halton Chesters
Geophysics at Halton Chesters shows a road running south from the fort through a civil
settlement (Taylor, Robinson & Biggins, 2000, 37–46) though it is unclear if this served only
the settlement or continued further to the south, with no further evidence apparent in lidar.
The survey also showed the Military Way linking into the minor east and west gates
confirming the parch marks seen in aerial photographs.

Aerial photographs of the fort site revealed a road leading out of the north gate before
forking to the north-west and north-east, with both legs then rapidly fading. These could
have been local stumps or links to the major through routes just to the north (Birley, 1961,
172).

As mentioned above, the long-distance alignment, Proto Dere Street, RR8ee(x), passes
through the Wall just to the east of Halton Chesters (Trow 2021, 170). It has been speculated,
without any dating evidence, that the fort site may have predated construction of the Wall,
being an early roadside fort on this route. Construction of theWall may have resulted in this
segment of Proto Dere Street being abandoned and replaced by the substantive Dere Street
route looping through Corbridge.

Role of Corbridge
Corbridge formed a hub at the eastern end of the Wall frontier. It is known to have been a
multiple period fort site with an extensive town that had two early third century military
compounds at its centre (Bishop & Dore, 1988, 3). It is believed that the Stanegate, RR85,
reached at least Corbridge, forming the main west/east street, even if it went no further
than the town. The ongoing military presence with the forts and compounds suggests either
a command/HQ function for the Wall and/or a rearward depot for logistical supplies and
communications. As well as RR8, Dere Street, to the north and south a road, RR840(x), is
known to pass from the southern end of the Tyne bridge to Whitley Castle, on the Maidens
Way in Allendale (Toller & Haken, 2017, and Green & Finch, 2016).

Portgate
Dere Street from Corbridge is known (Charlesworth, 1967, 208) to pass through the Wall at
Portgate by a fortified gateway heading north through Northumberland and into Scotland
predominantly under what is now the A68. How the road crossed the Vallum and how the
junction with the Military Way was made are undetermined.
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Chesters
A link road, RRX056, is known heading south from Chesters (MacLauchlan, 1858, 27 - 8, &
Clayton, 1882, 217) on the west bank of the Tyne from the fort gate (Fig. 2). This appears to
be heading towards the Stanegate at Fourstones to the south-west but there is no clarity of

its route beyond Clayton’s excavation. Recent lidar work (Ratledge, 2022, 14-19) has
suggested that there may be a link road from the eastern end of the Wall bridge crossing the
Tyne that progressed south predominantly under the modern road through Wall Village to
re-join or continue the Stanegate towards Corbridge. The Chesters bridge was initially
constructed to a narrow width, carrying just the wall (Bidwell & Holbrook, 1989, 12–13 &
Figure 11). Rebuilt on a much grander and substantial scale, it later included a roadway over
the river (ibid, 44–47 plus Figures 36 & 37). This rebuilding, dated to c.AD160 (Bidwell, 1999,
119-20) may have been to give continuity to the Military Way behind the Wall as the ramp

Fig.2, Link road from Chesters fort to the Stanegate with potential Stanegate routes crossing the North Tyne to
continue on to Corbridge, developed from Ratledge 2022. Stanegate and link road in solid red, Hadrian’s Wall in
blue, Potential Stanegate route in dotted red with an alternative route in blue dotted. Map data © OpenStreetMap

Contributors 2020, made available here under the Open Database License (ODbL) v1.0
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at the west end does seem to align to the minor east fort gate. Alternatively it may have also
facilitated a reliable all weather crossing for the Stanegate of this significant river, which is
still notorious for its rapid rising and spates. Even though the west ramp from the bridge
seems aligned on the fort rather than into the vicus, it could have connected to the link
found by Clayton and, with some bypassing of the fort through the vicus, meet up with the
Military Way to form the Stanegate route across the river.

Other work (Wright, 1936, 199 - 206 & Sockett, 1973, 241-3) seems to suggest an alternative
or parallel route with the Stanegate passing to the north ofWarden Hill from Fourstones and
heading towards the river opposite Wall village. Yet another route heads around the south
of Warden Hill towards Howford (Poulter/Ratledge forthcoming) on the bank of the Tyne
with further lidar indications and temporary camps seen in aerial photographs on the east
bank (Northumberland HER refs N8560, N23927 & N23928). Howford is known as a historical
fording point of the river up to relatively modern times. None of these three routes has been
confirmed right through but if they are present they could be sequential to each other, the
bridge crossing point beingmade to eradicate the uncertainty of being able to cross the river
at Howford and/or opposite Wall village.

Carrawburgh

Other than the Military Way which can be seen aligning with the fort’s east and west gates,
there are no known road connections from the fort. However, unpublished work by Snape
commissioned by English Heritage, (Snape, 1994, 34 & Figs 4 & 6) has suggested that a public
footpath from Newbrough to Carrawburgh could have a Roman origin. Historical mapping
suggests this directly laid out route has been a drove way and as the apparent destination is
an otherwise unsettled location by Carrawburgh fort that this potentially could be a Roman
road. Aerial views and lidar do not give any further support but the directness of the route
does have the potential to be a Roman road linking the fort, or the milecastle just to the east
of it, to the Stanegate.

Housesteads

The fort sits on a high hill making road access steep and difficult. MacLauchlan (1858, 39–40
and map sheet 3) identified a road leading south-east, and recent lidar work , Fig. 3,
(Armstrong, 2021a, 349-350) has confirmed that the road is there linking to the Stanegate,
70m west of the modern crossroads at Grindon. This road, RRX038 in the OS series, is now
numbered RR854(x) in the Margary series. From the Stanegate junction it ran to the north-
west, then turning west with a direct alignment (Fig. 4) passing the north side of Lady Shield
Wood, Beamwham to Grindon Mill Hills. The last clear lidar indication is at New Beggar Bog
just by the modern B6318, the Military Road. The final run into Housesteads is not so
obvious. MacLauchlan mapped it as present on the north side of the hill where the visitor’s
centre is situated that is still clear as a terrace way. It then follows what is now the visitors
path up to the fort, and finally up the very steep main street of the vicus to the fort south
gate. This street is known to lead directly from the fort south gate to the Vallum causeway
crossing (Birley & Charlton, 1934, 186-7) comparable to other Wall forts as the original
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access way over the Vallum that link roads could have aligned towards. The vicus street has
an unusual construction reflecting the steepness of the incline, being ‘divided into two parts,
a carriage-way ten feet wide, sloping evenly, and on its west side a footpath five feet wide, stepped
down at intervals of four feet’ (ibid, 186). MacLauchlan’s route is quite circuitous from New
Beggar Bog to the fort and other than aligning onto the vicus street and Vallum crossing,
there is no strong evidence in lidar or on the ground that this is the completion of the
Roman route. Pre-construction excavation (Rushworth, 2019b, 15–30) in advance of an
extension of the visitor’s centre revealed a road surface in a roughly south east to north west
orientation that could be construed as linking the clear segment of the road at New Beggar
Bog towards the fort. Rushworth, who comprehensively analysed all the potential road

Fig. 4, Lidar of the Roman road RR854(x) passing to the north side of Lady Shield Wood, Beamwham to New
Beggar Bog at the left, west end of the image just by the Modern B6318 which can be seen in the top left hand
corner of the image. The Housesteads car park and Visitor Centre is just off the bottom left corner of the image.

Lidar data is Open Government licence v3.0 unless otherwise stated © Crown Copyright 2020

Fig. 3, Link road from Housesteads joining the Stanegate 70m west of the modern crossroads at Grindon Hill
Farm. Lidar data is Open Government licence v3.0 unless otherwise stated © Crown Copyright 2020



HADRIAN'SWALL LINK ROADS

- 133 -

routes around the fort (ibid, 37-43), went on to consider if a terrace way continuing this
alignment could have turned skirting around to the west and linked to the vicus street
achieving a more graded approach. A possible alternative route into the fort could have
been by the road known to branch from the Military Way just to the east of Housesteads and
the Knag Burn valley (Dornier & Rainbird, 1968, 3 and Armstrong, 2021b, 29 – 30, Figs 20 &
21), (Fig. 5). This clearly runs towards the Vallum and may have crossed it to link with
MacLauchlan’s road near New Beggar Bog though this is not obvious in lidar nor on the
ground. This route has the advantage of having quite a gradual graded approach to the fort
and it may be no coincidence that the east gate thresholds were the most rutted of the fort’s
four gates ‘Only the east gate shows evidence for the use of wheeled traffic’ (Rushworth, 2009, 217).
Rushworth, however, also went on to make the point that the full height of the gate
thresholds effectively inhibits wheeled traffic from passing and that the apparent rutting
may have been worked in to allow passage. But even so; the same conclusion is reached, that
the east gate was engineered to take wheeled traffic whereas the others were unfavourable.

MacLauchlan sought but didn’t find (1858, 40) a road link to Vindolanda on the Stanegate,
some two miles to the south west of Housesteads that Horsley had drawn into his map
(Horsley, 1732, between p156 & 7). This is surprising as part of the road link must have been
visible then as it is now as a hillside terrace climbing the north side of Grandy’s Knowe.
Tangible existence of the route was detailed by Eric Birley (1961, 146) who noticed that
Housesteads vicus street plan had one building outside the south gate with a bevelled corner
reflecting the significance of the street/road heading in a south western direction. This is
then overlain by themodern farm road that zig zags through the crest of a small ridge where
the Roman road can be seen on the ground and on lidar to leave the farm road, continuing
on to resume the same general south westerly direction via a terraceway over the next crest
at Deafley Rigg. On the south of the B6318 Military Road lidar shows (Armstrong, 2021a, 350-
1), Fig. 6, that the road continues the same alignment down the slope before turning

Fig. 5, Link road from theMilitaryWay near Housesteads fort towards the Vallum. Lidar data is Open Government
licence v3.0 unless otherwise stated © Crown Copyright 2020
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Fig. 6, The course of RR855(x) between Housesteads to the north east and Vindolanda to the
south west showing the probable course across the Military Road B6318 and the possible
onwards course towards Crindledykes. Lidar data is Open Government licence v3.0 unless

otherwise stated © Crown Copyright 2020
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southwards in the bottom of the valley to connect to the base of a rushy terraced incline up
the north side of Grandy’s Knowe. There are some slight lidar indications that the road took
another turn to the south on reaching the crest but then the rough broken ground makes
further tracing of the route difficult. A series of what may be cuttings in a roughly north
south orientation could be the onwards route making a junction with the Stanegate near
Crindledykes farm, where a cluster of milestones have been found (Collingwood Bruce, 1884,
130) that perhaps marked this junction. This road, listed as RRX038 by the OS, has now been
added to the Margary series, numbered RR855(x). One unresolved issue with this link road is
that it would have crossed the Vallum away from the known Vallum crossing point. Maybe
there was a second crossing point for this road or it was a later construction over the Vallum
when the original purpose of the Vallum had become obsolete. However, with both forts
having been concurrently garrisoned from the Hadrianic period onwards it seems a more
likely scenario that a road was an early construction to link the forts. Traffic using this link
road from Vindolanda could also avoid the steep via principalis through the fort’s south gate
by skirting round the fort through the fairly graded vicus streets to the east gate as suggested
by Rushworth (2009, 244).

A ramp, removed by Victorian antiquarians, originally ran out of the fort’s north gate
towards the north-east (Crow, 1988, 63), but there is no indication of an engineered road
heading north. Owing to the steep approach up the ramp to the north gate, it may have been
functionally replaced by the east gate and access via the Knag Burn gateway (Rushworth,
2009, 294).

The Military Way does enter the west gate of the fort along relatively level ground but
inclines further to the west would make it difficult for any wheeled traffic to progress far in
this direction. Similarly, the south gate from the steep fort via principalis opens onto the
equally steep street down through the vicus which would be as difficult for traffic to make
the ascent or descent. The Military Way leaves the east gate descending down into the Knag
Burn valley and the known early fourth century gateway (Rushworth, 2009, 262) through the
Wall before progressing further eastwards. As above, there have been suggestions that there
may have been a bypass loop around the fort through the vicus streets that links the Military
Way on both sides. This would have allowed through traffic to avoid the control andmilitary
security that would have been in place for those entering or leaving the fort.

The evidence suggests that Housesteads was linked to the Stanegate by at least two routes,
RR854(x) to the south east and RR855(x) to the south west towards Vindolanda. The slopes
around the high position of the fort and evidence from the structures of the gateways
suggest that wheeled traffic predominantly utilised the east gateway of the fort. In addition,
theMilitaryWay and the link to Vindolandamay have utilised a bypass loop through the vicus
streets, if not by original design, by eventual custom and practice to avoid traversing the
fort.

Great Chesters

Great Chesters fort is linked to the Stanegate by a short length of road that forms the current
farm track to Great Chesters farm. This route is confirmed, not only by the straight
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alignments that make it up but by it passing through a previously excavated Vallum crossing
(Heywood & Breeze, 2010, 1-7). Lidar clearly shows the Military Way connecting in to the
east and west fort gates but also shows a possible bypass road (Fig.7) from the vicusmeeting
up to the Military Way to the east of the fort (Armstrong 2021b, 30, Fig. 22). This could be for
through traffic to bypass the military security and tight turns around buildings within the
fort. Other Wall forts could have had similar practical arrangements with bypasses through
vicus streets with extending branches of road to join up to the Military Way on either side of
the fort.

Fig. 7, Link road from Great Chestsers fort to the Stanegate with a possible bypass road from the vicus to the
eastern branch of the Military Way from the fort. Lidar data is Open Government licence v3.0 unless otherwise

stated © Crown Copyright 2020
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Carvoran

This is a fort that doesn’t follow the norm of others being set back from the Wall and not
built into it. It is built at the junction of the Stanegate RR85 and the Maidens Way RR84 that
ran north from Kirkby Thore past Whitley Castle to Carvoran. Just to add to this the Vallum
makes an unexplained loop up towards the Wall as if it were being built around an earlier
fort or obstacle that has so far eluded detection. Clearly the Stanegate and the Maiden Way
formed the major communication links for Carvoran but it appears that the Military Way
remained between the Wall and the Vallum. Geophysics of the site (Biggins & Taylor, 2016,
17-36) has shown the layout of the vicuswith the junction of the two significant roads. What
is not obvious are any links from the site through the Vallum between it and the Wall. Logic
again suggests that the links will be there for operational purposes and await discovery.

Another possibility fitting with the conscious exclusion of the fort from the Wall/Vallum
zone is that it formed a hub at the north end of the Maidens Way in a similar role to those at
Corbridge and Carlisle. Geophysics has shown there was a large settlement around the fort
at the road junction and this may have contained military HQ and workshop facilities
supporting the Wall garrisons in the area.

Birdoswald

Like Housesteads, Birdoswald occupies an escarpment that introduces connectivity
problems. The Irthing flowing in a steep sided valley to the east, south and west of the fort
site is still eroding into the escarpment as it probably has been since Roman times making
the locating of routes up to the fort more difficult.

One route that we can be certain of is RR865 which leaves the fort north gate heading north
west to Bewcastle. The initial part of the route has puzzled archaeologists: the alignment
further out from the fort is aligned exactly on the north gate but despite being mapped to
there by the OS there were no traces of the road on the ground immediately north of the
fort. David Ratledge solved this problem with lidar (Ratledge, 2021, 1 – 14), the road heading
from the gate initially to the north east to avoid a boggy area before taking up the direct
alignment. This initial course of the road is also visible from two geophysics campaigns over
the Birdoswald site (Biggins & Taylor, 1999, 91-110 and 2004, 159–178).

The geophysics confirmed the course of the Military Way westwards from Birdoswald with
vicus buildings either side as well as the link towards milecastle 49 at Harrow’s Scar to the
east similarly lined with buildings. What is not clear, with the erosion of the Harrow’s Scar
valley side from the Irthing, is how theMilitaryWay descended the steep incline and crossed
the river. The Vallum is known to stop at the top of the slope so a zig zag down for the
MilitaryWay seems viable descending what would have been a lesser incline than it is today.
Prior to the Wall bridge being reconstructed in the early third century with a roadway
(Bidwell & Holbrook, 1989, 96), the crossing point is unknown. This date does not align with
the construction of the similar roadway bridge at Chesters that is presumed to facilitate a
river crossing for theMilitaryWay. If the MilitaryWay was indeed constructed c.AD160 then
there must have been another crossing in this area for it, perhaps combined with the main
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access into the fort from the east and/or south (ibid, 94–5). The course of the Military Way
approaching the east bank of the river is unknown to help us in this. The Vallum may also
terminate at the head of the east slope as well as on the west being unobvious to us due to it
now being concealed under Willowford Farm. Such a route for the Military Way would not
be leaving the Wall/Vallum corridor, something that it is not known to do anywhere else.

Birdoswald fort must have had an approach road from the south edge of the escarpment as
a Vallum causeway has been excavated (Simpson & Richmond, 1933, 247–252) opposite the
south gate. No road is obvious in the excavation or the geophysics in either direction from
it and the descent from the escarpment has been eroded away but further vicus buildings
and a bath house are anticipated to lie in the river valley (Biggins & Taylor, 2004, 173).
MacLauchlan (1858) did indicate a supposed road from the minor east gate descending into
the valley but this route has had no support since.

David Ratledge has proposed a link road from Birdoswald to the south west towards the
Stanegate at Nether Denton (Ratledge, 2020a). The start of this has disappeared over the
eroding edge of the escarpment but a plausible line continues down the shoulder into the
river valley to its base leading towards Nether Denton (Fig. 8).

Castlesteads

This is an enigmatic site that little is known about not being built into the linear Wall
structure, and set back some distance. It is nevertheless regarded as a Wall fort, as the

Fig. 8, Lidar image, courtesy of David Ratledge,showing a potential link from Birdoswald to Nether Denton. Lidar
data is Open Government licence v3.0 unless otherwise stated © Crown Copyright 2020
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Vallum detours from following the course of the Wall to encompass the site. Similarly, there
is little knowledge of its connections into the road network which have also been hampered
by severe erosion on the north side of the site. Geophysics, (Biggins and Taylor, 2007, 20) has
shown that there was a link road from what may have been a vallum crossing to the fort
towards the south west directly aligned to Brampton Old Church fort on the Stanegate. A
branch off this close in to Castlesteads that may be another link to the Stanegate further to
the east. There was also a suggestion of a link road towards the north east towards the Wall.
Lidar and aerial photography do not offer any further clues to the onwards course of these
roads but they seem to be present awaiting further discovery. How the Military Way
connected with the fort is unknown. Did it loop to the fort like other Wall forts or continue
to serve the milecastles and turrets with perhaps a connecting branch?

Stanwix

Urban development mostly overlies the site and environs of the Stanwix fort limiting our
knowledge of its layout and connections. As the base of the Ala Petriania, the largest andmost
prestigious unit stationed on Hadrian’s Wall, this would have been a significant site and it
has been suggested that the commanding officer would have the seniority to be the overall
commander of the Wall defences, but this has been refuted (Breeze & Dobson, 1987, 52).
Nonetheless, strong communication links would have been important. In this it is aided by
the close proximity of the Roman hub of Carlisle and the close proximity of the Stanegate
RR85b. Also the main north/south through route RR7 that would have passed through the
Wall just to the west of Stanwix fort with a surmised gateway arrangement comparable to
the Portgate for Dere Street RR8 on the eastern side of the frontier.

It is thought that the Military Way linked the fort to the north east but how it continued to
the west is unknown. It may have crossed the River Eden with aWall bridge of similar design
to the Chesters bridge or it may have utilised the bridge for RR7 leaving the Wall/Vallum
corridor and re-entering on the west bank – but the Military Way is not known to leave this
corridor at any other point. Recent excavation work (forthcoming) on the large bath
complex on Carlisle Cricket Club’s grounds to the south west of the fort has also revealed a
substantial east/west road, but how this relates to the Wall and connections is yet to be
determined. However, past these perceptions, nothing is known about linking roads
connecting the fort.

Role of Carlisle

While not part of the linear frontier, Carlisle would have been a significant location
supporting it. Occupied AD72/73 (Zant, 2009, 29) as part of the conquest of the north the
town grew around the military establishment and eventually become the civil capital of the
area (Mattingley, 2006, 263).

A series of forts were garrisoned from AD72/73 and there is a suggestion that the nature of
the occupation may have changed to a works depot when the Wall and Stanwix fort were
constructed in the Hadrianic era (Zant, 2009, 29). Reduced occupation occurred in the mid
second century perhaps when the frontier moved forward to the Antonine Wall. The fort
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was extensively rebuilt in the early third century and garrisoned by detachments from two
of the legions. Occupation continued to the end of Roman Britain and probably beyond with
some evidence from within the fort that it may have become a market place in the fourth
century (ibid, 31).

A number of roads radiate from Carlisle (Fig. 9). The military site was just south of the
medieval castle whereas the civil town was further to the south of this. The routes radiate
away seemingly all sighted on the centre of the town or a natural feature within it. The main
through route south to north is RR7e from Brougham and Kirkby Thore to the south beneath
the modern A6 that links to the cross country RR82 to Scotch Corner. This road skirts to the
east of the town and continues north as RR7f. The River Eden has moved north since Roman
times and the bridging site was slightly south of the current bridge taking RR7f northwards.
A branch on the north side of the river crossing connected the Stanegate RR85b linking to
Corbridge in the east. Other roads radiate outwards: the western Stanegate, RR85c(x),
towards Kirkbride, to the southwest RR75 runs to Old Carlisle and onto Papcastle. An
alternative second parallel Stanegate route, RR85bb(x), heads east out of Carlisle to cross the
Eden near Warwick Bridge.

Fig. 9, Roads radiating from Carlisle following David Ratledge after Breeze. Roads in red and surmised route of
Hadrian’s Wall in blue. Map data © OpenStreetMap Contributors 2020, made available here under the Open

Database License (ODbL) v1.0
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Burgh by Sands

Burgh has a succession of forts and the earlier of these (Burgh 1) to the southwest of the
modern village and Hadrian’s wall line appears to have been part of the Stanegate frontier
to the west of Carlisle. Work by Ratledge (2020b, 37-64) , Fig. 10, has plotted a route,
RR858(x), from the Wall fort (Burgh 2) past the earlier Burgh 1 fort and onwards to link with
the western Stanegate RR85c(x). Pre-construction excavation on the west side of Amberfield
Road has revealed the structure of this road and confirmed the lidar indication (Paul

Hickman, personal communication Fig. 11). We should not forget that this area formed a
convenient route into Scotland across the Firth sands at low tide. It remains crossable with
knowledge and care following the invasion route of medieval armies. King Edward I died at
Burgh in 1307 as commemorated by a column, while preparing with his army to cross over
into Scotland. Roman forts and temporary camps on the north side of the Firth may indicate
that the Romans also used this route perhaps adding more significance to the road links
behind Hadrian’s Wall.

Fig. 10, Link road RR858(x) between Burgh fort and the Western Stanegate RR85c(x) courtesy of David Ratledge.
Lidar data is Open Government licence v3.0 unless otherwise stated © Crown Copyright 2020
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Drumburgh

Drumburgh, one of the smaller Wall forts, is located on a small hillock on the edge of the
Solway Firth with the flat Drumburgh moss to the south. Bellhouse (1952, 4 -5) proposed a
road linking this fort to the newly discovered fort at Kirkbride and on that basis Margary
allocated to it the road number RR869. More recent work (Ratledge, 2017, 1-22) through lidar
has confirmed that Kirkbride is linked to Carlisle by a road RR85c(x) and formed a hub at this
end of the frontier (Fig. 12). Ratledge (2020b, 37-64) confirmed the route from Drumburgh to
Kirkbride through lidar adding the completion of Bellhouse’s route into Drumburgh and a

Fig. 12, Link road RR869 to Drumburgh fort. A possible second link to the Western Stanegate at Fingland Rigg
shown dotted. Hadrian’sWall in blue and fort in red. Lidar data is Open Government licence v3.0 unless otherwise

Fig. 11, Road south of Burgh excavated in 2019. Image courtesy of Paul Hickman.
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slight correction at the Kirkbride end leading to a River Wampool crossing. This route
utilised what little elevated ground there was, avoiding, when possible, the lower lying
soggy moss. Lidar also suggests there may be another link due south from Drumburgh
possibly making a junction with RR85c(x) at Fingland Rigg though only the first 500m or so

Fig. 13, Link road RR755(x) from Kirkbride to Bowness on Solway, courtesy of David Ratledge. Lidar data is Open
Government licence v3.0 unless otherwise stated (c) Crown Copyright 2020.
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south from Drumburgh has a clear indication of what appears to be an agger before
disappearing into the moss.

Bowness on Solway

Bowness on Solway was linked to Kirkbride to the south by a continuation of the RR755(x)
Old Carlisle to Kirkbride road that skirts round the west side of Kirkbride (Fig. 13) before
following the elevated ground to Bowness on Solway (Ratledge, 2020b, 37 - 64). It remains
unclear if a road continued westwards from the fort along the line of the coastal defences
and such a route would have the significant Wampool estuary to cross or skirt round,
presuming the shoreline was similar to that of today. It is likely that communication with
the closer parts would necessitate this, so far undetected, continuation of the Military Way
but communication with the further parts of this coastal defence string was probably via the
link to Kirkbride and then out to the coastal installations.

SUMMARY

What can we infer from this information? It is clear from the number and orientation of link
roads that the Wall forts had strong road connections to the Stanegate initially probably for
military communication and logistic purposes. These would also have become vital routes
for civil business traffic serving the large and bustling civil vicus settlements at the forts. Not
all Wall forts have link roads that are clear to us now. This seems more likely to be a gap in
our knowledge with more work to be done rather than evidence of no links as other forts did
have these, and they clearly served a purpose. The big conundrum in this is the existence, or
not, of an extension of the Stanegate to the east of Corbridge. Without clarity on this, any
assessment of how the network operated can only be supposition or flawed. Also, it has now
become apparent through recent work that several forts had settlements to their north,
beyond the Wall, with at least stumps of roads in that direction. Whether these stumps
served only as a hardstanding surface close to the gateway for the funnelled local traffic or
the roads projected further north as a through route is yet to be determined.

Hadrian’sWall remains the subject of much research. Details of the supporting road network
and how it operated still possess many undetermined aspects for future research.
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ABSTRACT

This paper seeks to examine the effect of banditry along Roman roads. The Roman world could not
function properly without huge volumes of trade to generate the wealth of its economy; yet endemic
and ubiquitous banditry would have endangered such prosperity. Evidence is meagre and scattered
and has been distorted by misunderstanding, and by over-concern to emphasise levels of banditry.
Evidence is re-examined to challenge this view. It is argued that the extent of trade and heavy road
traffic indicates that banditry was more limited than is sometimes acknowledged. Comparison with
modern freight movement suggests that road crime remained, for the most part, insufficient to greatly
inhibit the flow of commerce along Roman roads.

Abbreviations and references used in this paper:

CIL = corpus inscriptionum Latinarum: a comprehensive collection of ancient Latin inscriptions

AE = Année épigraphique (The epigraphic year): a French publication concerning Latin and Greek
inscriptions.

Digest = abbreviation for Digesta, the name of the compendium of juristic writings on Roman law
compiled by the order of the Byzantine emperor Justinian in AD 530–533.

INTRODUCTION

he purpose of this paper is to enquire into the effect of banditry on free movement of
trade along Rome’s roads. It is its contention that during the period commonly called

the time of the Empire, that is from the time of Augustus onwards, the success of its
economy as a producer of wealth depended on the free movement of trade. Therefore if
banditry, which certainly existed, had a stranglehold or even a strongly negative effect on
this free movement of trade, then the success of the economy and the production of wealth
would be significantly constrained. The paper will consider the evidence presented by five
writers on the topic of banditry and consider the arguments and inferences drawn from that
evidence. New interpretations will be offered for some of these arguments and inferences
drawn from the presented evidence. The five main modern authors are Thomas Grunewald,
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Bandits in the Roman Empire, Myth and Reality, 1999; Adrian Goldsworthy, Pax Romana, 2016; Ray
Laurence, The Roads of Roman Italy, 1999; Brent Shaw, Bandits in the Roman Empire, 1984; and
Lionel Blumell, Beware of Bandits! Banditry and land travel in the Roman Empire, 2008.

This paper first considers the meaning of the Latin word for bandit, latro, then reviews
evidence for banditry quoted by modern authors. We will examine this critically before
describing and examining actions taken against banditry by the state, at both local and
imperial level. That will lead us to explore how far free movement along the roads was the
norm in spite of banditry, using statistics of modern UK road crime to point up and
illuminate certain aspects where detail is lacking. The conclusion will assess how far
banditry can really be considered to have constrained the free movement of trade and
traders. The paper focuses generally upon small-time banditry (in terms of the number of
bandits involved) and takes only a brief look at occasional examples of large bandit groups
such as ‘Bulla Felix’. It will not consider events sometimes described as banditry but which
relate rather to uprisings and unrest, such as the minor war against Tacfarinas in North
Africa and the complex phenomenon of the late empire Bacaudae.

WHO WERE THE BANDITS?

The usual translation of the Latin word latro is ‘bandit’. This is not a word in common use in
today’s world and gives the feel of something long ago, evoking lawless environments such
as the ‘Wild West’ of the late 19th century for men often termed ‘outlaws’. The phrase
‘organised crime group’ could perhaps be a modern equivalent. The Smith Latin dictionary
shows that its original meaning of a mercenary soldier developed into the meaning
highwayman, robber, brigand (another archaic word), as we see in the phrase ‘latrones
antiqui eos dicebant qui conducti militabant; at nunc viarum obsessores dicantur’: ‘Latrones were
termed in ancient times men who fought for hire but now are termed the blockaders of
roads’ (Paul's epitome of Festus' De Verborum Significatu 118, 6, quoted Smith, 1855, 626). The
Roman legal system frequently refers to latrones. Words have a life of their own, and usage
often leads them astray from their basic meaning: thus in the increasingly wild political
scene of the late Roman Republic, opponents were often described as bandits. The use of the
word in crime situations could be very vague. In Egypt a set of papyri describing crime now
preserved in the John Rylands Library (Univ. of Manchester) appear to be depositions from
a small town or rural village to the local law enforcement authority (Grenfell, Hunt and
Hogarth 1900, 259–60). The level of theft described is minor, for example hay, bowls, shovels,
but little of real value such as money or jewellery. Often the suspected perpetrators were
known to the victims and were ordinary inhabitants e.g. village gatekeeper, shepherds, a
builder. Death or injury are unknown. Despite this being a record of petty crime in a rural
community the crimes are regularly described as being carried out in ‘bandit fashion’
(Grunewald,1999, 25-31). At the other end of the scale from this rural village, the Roman
state often used the term ‘bandits’ to refer to minor uprisings and unrest, perhaps to
downplay their significance or to distract from the issue that caused the troubles. Finally the
concept of ‘social bandit’ has been proposed by the historian Hobsbawm, to describe a kind
of ‘Robin Hood’ scenario whereby a bandit group relieved the sufferings of the poor by
robbing from the rich (Hobsbawm, 2001 passim). It is true that some banditry in the Roman
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world seems to have been embedded in local communities who might manage the disposal
of stolen goods and harbour the bandits themselves, but there is no evidence that there was
any altruistic motivation involved.

In view of this widespread usage of the word for bandit, it would seem that only vague
modern words such as criminal or crook can be useful for coping with the word in a general
sense. This paper will concentrate on the type of usage that refers to the phrase ‘armed
robber gangs’, since it is this form that affected roads, transport, and mobility.

CLAIMS OF ENDEMIC BANDITRY

Goldsworthy (2016, 266) says,

modern scholars routinely describe banditry as endemic within the Roman Empire.
They tend to depict the authorities as incapable of eradicating it, perhaps even of
keeping it under control

Blumell is one scholar who believes that to be true:

this paper considers the perils of travel by focusing on banditry, a conspicuous yet
often neglected feature of the Roman Empire… It was thoroughly entrenched in
Roman society and affected both rich and poor alike. But the primary victim of
banditry and one to whom it posed the greatest threat was the ancient traveller since
brigands tended to operate mostly along roads and rural highways in search of prey.
The very real danger brigands posed to the ancient traveller can be detected from a
number of diverse sources. While the government took some measures to curb and
even stamp out banditry, given the administrative and policing handicaps inherent in
the empire, it remained fairly widespread (Blumell 2007,1).

He continues, ‘it would appear that banditry was both ubiquitous and endemic’ (Blumell
2007,4).

McMullen agrees: ‘banditry gradually increased in the second century and grew virtually
out of control in the later empire’ (McMullen, 1966, 249–60). Shaw also takes a similar view:
‘insecurity of this type is to be found not only in Italy and Judaea of the first century; it was
ubiquitous, although in varying degrees of intensity in the Empire at all periods of its
existence’ (Shaw 1984, 10).

Roman authors have been used to support this view, as in the following examples. Apuleius
in his novel ‘The Golden Ass’ appears to represent the threat of banditry as ever present for
the ordinary traveller, as in the following examples: ‘Just before I reached Larissa, walking
along a rough and desolate valley, I was attacked by fierce bandits, and stripped of all I had’
(Apuleius Metamorphoses I, 2-5, trans. Kline AS, 2013). Similarly, ‘… Another of the robber
band arrived… When he had recovered his breath, he announced the following to that
assemblage of bandits’ (Ap. Met.,VII,1). Also: ‘Caesar proscribed the group composed of
Haemus and his bandits and we instantly disbanded, such is the strength of a nod from an
emperor’ (Ap. Met. VII, 5-8).
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The same impression may be given in other ancient sources. The Roman historian Dio
Cassius wrote: ‘ever since war had been carried on continuously in many different places at
once, and many cities had been overthrown, and there was no freedom from fear anywhere,
large numbers had turned to banditry’ (Dio Cassius, 36.20.2. Loeb Classical Library).

EVIDENCE FROM THE ANCIENTWORLD

The younger Pliny describes in one of his letters how a centurion in the Roman army
vanished on the road along with his slaves and all his equipment which had been supplied
by Pliny at a cost of 40,000 sesterces, reminding Pliny of a friend of the prefect of vigiles
(commander of the firefighters in Rome) who had also disappeared on the road. Nothing was
known of what had happened to either of these men (Pliny, Letters, 6,25, trans. Radice, B).

Symmachus, writing in the fourth century, stated in one of his letters that the roads were so
infested with bandits that people feared travel (Symmachus, Letters, 2,32).

Even military officers could suffer from bandits. The future Emperor Hadrian, while still a
legionary officer earlier in his career, fell victim on a journey from Mainz to Cologne to a
carefully planned attack on his carriage and had to finish his journey on foot (HA Hadr 2.6.
in Grunewald 1999, 21). Even a full legionary commander, Valerius Etruscus, when travelling
in North Africa ‘suffered an attack by bandits; stripped and wounded, he escaped with the
people accompanying him’ (CIL VIII.2728, in Grunewald 1999, 21).

Such men might well have had costly equipment and money and valuables. More ordinary
people suffered also. A third century papyrus records that a traveller was brutally beaten,
robbed of his money and clothing, and left for dead by a group of bandits while he travelled
on a road in Egypt to visit his sister. Similarly, in the second half of the second century, two
pig merchants were travelling along the road in Egypt when they were attacked, badly
beaten, then robbed of a pig and some of their clothing by a group of armed men (Grenfell,
Hunt, and Hogarth, 1900, 259–60).

Of course it was always sensible to take precautions. In an exchange of letters between
husband and wife in third century Egypt, the husband warns his wife not to wear jewellery
when she comes to visit him by bandits while travelling through a mountainous area in
Greece, accompanied only by two servants and carrying two cups and five bowls of solid gold
(Lucian, Dialogi Mortuorum 27.2 in Blumell 2007,10).

Further evidence comes even from the dead. Brent Shaw and other scholars tell us of
inscriptions found on tombstones that commemorate men, women, and children who were
murdered by bandits as indicated by the phrase ‘interfectus a latronibus’. He reports these
tombstones as found ‘in almost all regions of the Empire’ from Romania in the north to
North Africa in the south and to Spain in the west (Shaw 1984, 10-11).

In order to afford some protection against the kinds of attacks described above, the presence
of one or more armed guards might reasonably be expected. Presumably a military
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personage such as the legionary commander had a weapon himself and perhaps those with
him did; not that it did him any good in fending off the attacking bandits.

A tombstone relief (see fig.1) of a speculator (a position in the Roman army) is described by
Brent Shaw as showing him ‘on a mission in his official transport, protected by a rear-riding
guard with a spear’ (Shaw 1984, 13). Neither the driver nor the speculator himself appears to
bear weapons, although it is unclear what the speculator is holding. More will be said about
this relief below, together with an illustration (CIL III, 1650).

Of this writer’s photographic collection of about 50 Roman vehicles, mostly relief carvings
with some mosaics, only one depicts a person riding on a vehicle bearing a weapon, in this
case the driver. He does not wear military clothing but does sport a sword. This sword
appears to be too long (if accurately carved) to be a legionary sword; perhaps he is an
auxiliary soldier, whose equipment would not be of legionary standard. According to Mike
Bishop, its shape and the way in which it is carried shows the driver to be a soldier of the
first century or first half of the second (pers.comm. Mike Bishop, 1.11.2021).

Ordinary travellers were permitted by law to carry a weapon for self-defence in certain
circumstances, including travel. Marcian, for example, tells us that ‘the Lex Julia de vi
concerning use of force in a public place, applies to those who have collected arms in their
house or farm or country house, except for use in their hunting or while travelling by land
or sea’ (Digest of Justinian 48.6.1 translatedWatson). We similarly see that Apuleius’ fictional
character Lucius, in ‘The Golden Ass’, uses his sword against imagined bandits, so was clearly
armed while travelling (Apuleius, ‘Golden Ass’, trans, Graves,1950, 71).

Fig. 1, Described by Shaw (Shaw, 1984, 13) as a ‘Speculator (a military officer) on a mission in his official transport,
protected by a rear riding guard with a spear’. In fact, as shown below, the so-say spear is the staff of office of a

Speculator. (Drawn by Charmaine Hawkins after a tombstone from Kostolac ([east of Belgrade] CIL, I I I, 1650)
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If beset by a ruthless gang practised in using weapons, it is hard to imagine a lone traveller
or even a small group standing much chance. The legionary commander mentioned above
did not fare well even though presumably armed and practised in using weapons, and we see
some of the fictional bandits in Apuleius’ ‘Golden Ass’ lose their lives through events that do
not turn out well. A further real-life example is shown by the experience of Galen, a Roman
doctor and medical writer of the second century. ‘On one occasion we saw the skeleton of a
bandit lying on rising ground by the roadside: some traveller repelling an attack had killed
him. None of the local inhabitants will bury him, but in their hatred of him are glad enough
to see his body consumed by birds so that in a couple of days the flesh had left the skeleton
as if for a medical examination’ (Galen, de anatomiis administrationibus 1.2.).

Any opposition to some of the really large gangs of bandits would have required rather more
than personal weapons or even armed guards: small armies would sometimes be more
appropriate and were at times deployed. A good example is an uprising led by Tacfarinas in
North Africa. For seven years from AD 17-24, in the reign of the emperor Tiberius, he proved
a thorn in the flesh of the Roman province of Africa Proconsularis. Described as a bandit,
Tacfarinas raised a small army on the southern frontier of the province and was swiftly
defeated by the provincial governor at the head of a legion. Thereafter Tacfarinas resorted
to guerilla warfare until he was finally defeated and killed. Although these events were
repeatedly described as banditry, perhaps to save the face of the Roman authorities, they
were actually more in the nature of a local uprising and expression of unrest. It is perhaps
surprising that Tacitus, our chief source for Tacfarinas, gives him so much space in the
Annales (e.g. Tacitus, Annales, 2.52.5), considering that he was never a military threat to the
Empire. Grunewald suggests that Tacitus was prompted less by genuine interest, than by a
desire to highlight a difficult episode that might serve to damage the reputation of Tiberius,
whom Tacitus despised. Although Tacfarinas was consistently labelled a bandit and clearly
caused significant disruption, he would not seem to represent the run-of-the-mill style of
bandit who made his living preying on road traffic (Grunewald 1999, 51-52,55).

There were other large groups which, although described in our sources as bandits,
nevertheless operated on a grand scale which went well beyond troubling road travellers.
Such was Bulla Felix and his gang of 600 men who plundered Italy for more than two years
until he was betrayed (Grunewald 1999,111-136). Similarly Julius Maternus, who deserted
the Roman army and collected a large band of criminals in Gaul, then began making raids on
farms and villages. He later turned to towns, and prisons in order to release the inmates.
Breaking into Italy, he finally overreached himself and was betrayed (Grunewald 1999,124-
136). Another example is Claudius, who operated in Judaea and Syria (Grunewald 1999, 112,
115, 120). All of these ‘bandit leaders’ had significant geographical reach.

However another set of leaders of violent groups, who operated in Judaea and are regularly
described by the Roman historian Josephus as bandits, did carry out attacks on traffic along
roads. Grunewald claims that Josephus had a motive for criminalising them as bandits as in
fact they were his political opponents during turbulent times in Judaea: ‘Josephus deployed
that word entirely pejoratively and described his rival politicians to whom he applied it
using the same conventional cliches as used by Roman writers’ (Grunewald,1999,109).
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Josephus had deserted the Jewish side and gone over to the Romans, so in this interpretation
was using the term simply to undermine insurgents (Grunewald 1999,91-109).

This brief discussion of large bandit groups is not intended as thorough, and others have
been omitted. For a full examination of them, see Grunewald. Such groups appeared from
time to time in different places and then vanished entirely. In character they could be
described as representing unrest with uprisings stemming from particular circumstance,
rather than ordinary criminals trying to make a living. A key factor was the occasional
emergence of an able leader capable of lifting an ordinary gang to a more damaging level of
impact. They no doubt caused havoc with travellers and transport for a time but were not
part of the regular hazards faced by users of the roads.

A CRITICAL LOOK AT SOME OF THE EVIDENCE PRESENTED

We should not necessarily doubt many of the examples quoted above. There is nothing
intrinsically unlikely in the anecdote about Hadrian, or about the legionary commander.
The pig merchant story sounds perfectly possible and well within the parameters of likely
rural robbery. The third century papyrus rings true. And as for the husband advising his wife
not to wear jewellery on a journey, that seems completely unremarkable for many times in
history.

Other items, however, need further examination. Firstly the tombstones bearing the
inscription ‘killed by bandits’. The fullest list comes from Shaw, who prefaces them with the
comment ‘such inscriptions are found in almost all regions of the Empire including places
close to Rome itself’ (Shaw, 1984,10).

Below is Shaw’s list of provinces affected (with three additions from Grunewald):

Baetica (Southern Spain) 2

Tarraconensis (Central and northern Spain) 3

Dacia (Romania) - 3

Dalmatia (Central Balkans) 6

Upper Moesia (Northern Balkans) 5

Rome 2

North Africa 1

Lugdunensis (Northwest and east central France) 2

Belgica (Northwest France) 1

Upper Germany (Southern Rhineland) 1

Aquileia (Town in north-east Italy) - 1

Aquitania (Southwest France) 1

(Shaw, 1984,10, note 25; Grunewald, 1984,117, note 91).
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Seventeen of the 28 examples come from just four provinces, nearly two thirds of the list.
Eleven come from two neighbouring provinces in the northern Balkans. This does not agree
with the tenor of Shaw’s ‘almost all regions’. Twelve provinces are mentioned, out of 46
which existed under Trajan or 96 under Diocletian: a small fraction of all the total, although
it should be added that evidence seems to be lacking from the eastern provinces. Shaw
suggests that there may well be other examples which have not yet been found, and some
may be recorded outside of Shaw’s list or Grunewald’s additions. Nevertheless, it is clear that
this evidence is insufficient to portray widespread infestation.

Identification of some of the actual towns where tombstones were found show that they are
situated near or in mountainous areas and so may afford profitable targets near terrain
suitable for bandit hideouts. For example, Ecĳa in southern Spain, although situated in the
rich plain of the River Guadalquivir, has a great mountain range not far to the south. The two
near Rome are hardly surprising since the likelihood of rich takings on the roads radiating
from that city must have been highly attractive to thieves. In the same way roads out of
London proved a good hunting ground for highwaymen in the early 18th century, until
police patrols were instigated.

Fig. 2, Map of Roman Empire showing find spots of tombstones with the inscription ‘killed by bandits’. The large
red spot at Salona denotes four tombstones, the next size indicates two finds, the rest are single instances. The
northern Balkans and southern Dacia reveal a significant concentration. Apart from this, examples are scattered
or non-existent. Interestingly there are none found in the Alps or along the route of the Via Egnatia in the central
Balkans. (Drawn and produced by Trevor Welsman, using information from Shaw, 1984, 10, note 25; Grunewald,

1999, 117, note 91)
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Another item requiring a closer look is the tombstone of the speculator mentioned above
(Fig. 1). According to Shaw he was ‘on a mission in his official transport, protected by a rear
riding guard with a spear’ (Shaw,1984,13). A cursory glance at this so-called spear, and
especially the spearhead, reveals it to be no actual weapon. As Pilipović points out, it is very
likely the staff of office to which a speculator was entitled, with a sort of fancy spearhead on
top (Pilipović, 2016, 7-24). This tombstone was found at Kostolac, Serbia, right on the bank
of the river Danube. This is a border area where you might assume that armed guards might
be required, and yet no guard is apparent. Examples of this staff of office may be seen on two
other speculator tombstones (for which information I am indebted to Mike Bishop
pers.comm. 15.9.2021).

Fig. 3, Tombstone of a Speculator found in Salona (Split, Croatia),
depicting his staff of office and making clear this is not an
ordinary spear. The word speculator can be picked out starting
with SP on the third row on the left, carrying on the other side
of the staff of office, and ending on the fourth row with TOR.
(Drawn by Charmaine Hawkins after a tombstone of a speculator

found at Split, AE 1945, 88)
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This particular item, and the sword bearing driver of a wagonmentioned above, are the only
examples of arms being carried out of fifty images of wagon drivers, implying that armed
travellers were not the norm. This small sample does not of itself prove that travellers
carrying weapons was uncommon, but neither can it be said that such evidence as we have
supports the argument that bearing arms was common – although in areas such as the
northern Balkans it would not be surprising to find travellers with personal weapons.
Apuleius’ fictional character Lucius is described as wearing a sword when travelling in the
central Balkans on business (Apuleius, The Golden Ass, trans. Radice,1950, 72).

Neither does there seem to be much evidence of armed guards protecting travellers,
although of course it is reasonable to suppose that protection was put in place for convoys
transporting coinage from the mints for military pay, for conveyance of valuable
commodities such as silver and gold from the mines, and for the transport of expensive
products from manufacturers to markets. It would have been a matter of appropriate risk
assessment. Most of us could agree with one of our scholars (Adrian Goldsworthy) who
notes that venturing onto the road in a motor car potentially exposes us to accidents with
the possibility of horrific outcome, and that such accidents happen all the time.
Nevertheless there is a very good chance of avoiding anything really bad, and so we
unthinkingly venture forth without misgiving (Goldsworthy 2016, 274).

Let us next consider Pliny’s letter (6.25), quoted earlier, in which he states that a
distinguished Roman knight (a member of the equestrian order) had completely vanished
on the VIa Flaminia north-east of Rome, and that this reminded him of a similar incident that
once happened to his fellow townsman, Metilius Crispus. He, Pliny, had obtained this man’s
promotion to the rank of centurion and had given him a large sum of money for his outfit
and equipment, but never had a letter from him afterwards nor any news of his death. He
says ‘whether he was killed by his slaves or along with them, no one knows’. A word and a
phrase stand out: the word ‘once’ makes it sound as though what had happened to Crispus
was not a recent or frequent occurrence; surely Pliny would have mentioned some other
examples along with some comment about how terrible these things were. Meanwhile the
suggestion that he was ‘killed by his slaves’ means that Pliny’s first thought was not of
banditry but of concerns about the trustworthiness of one’s slaves. Indeed, the word ‘bandit’
does not even occur, although perhaps it is reasonably inferred from the phrase ‘or (killed)
along with them’. Of course, we know nothing about Crispus and what kind of person he was.
Perhaps he lost themoney betting at the races: as that kind of gambling was illegal, he would
not want to write to Pliny about it. Perhaps he decamped to the Roman Costa del Sol so
beloved of retired criminals today. But if bandits really did make off with him, undeniably a
possibility, then the way Pliny writes about it does not imply an alarmingly endemic state of
affairs. Shaw, however, considers it evidence of ‘insecurity of this type, endemic in the
countryside…’ – although he accepts that not all scholars agree. He says of Sherwin-White
(Sherwin-White,1966, 384–6): ‘I cannot accept his conclusion that such incidents would
necessarily be rare just because Pliny notes them’ (Shaw, 1984, 10, note 22). Goldsworthy
seems to have it right when he says: ‘Pliny did not appear to see such incidents as common
and after all he andmany of his correspondents travelled over wide areas and only these two
actually vanished’ (Goldsworthy 2016, 274).
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Blumell, as we have seen, quotes an item from the satirical writer Lucian in order to
demonstrate that carrying valuables through a deserted area without any security is not a
good idea. Lucian recounts how a traveller crossed a mountain range with only two slaves,
carrying 4 cups and five bowls of solid gold, which got him killed and, presumably, robbed.
However, as a satirical writer Lucian is poking fun at absurd behaviour rather than
providing a serious commentary about travel. This tale comes from his Dialogues with the
Dead (dialogi cum mortuis, 27.2), a well-known collection of humorous stories. It hardly
provides us with useful evidence. In any case, for bandits to sit on top of a mountain waiting
for frequent profitable takings is more a recipe for boredom than success. It was pointed out
above that 18th century highwaymen were most likely to be encountered on roads radiating
from London because that is where the money and frequent traffic was.

In summary, trying to squeeze too much frommeagre sources, which may be unsuitable and
insufficiently analysed, risks leading to unwarranted conclusions. Such actions only make it
more difficult to assess the impact of banditry upon road travel and lead us to question
whether banditry really was, as has been claimed by the scholars quoted, a major problem
throughout the Empire

STATE ACTION AGAINST BANDITRY

If some material proffered by scholars for endemic banditry pushes the limits of
acceptability, this does not mean that banditry can be ignored. The state did indeed take
action, both at Imperial and local level. However, in considering state action, we must once
again examine critically some of the evidence presented.

Shaw, in his discussion of state action against banditry, discusses an inscription found at a
military watchtower built in the time of the Emperor Commodus (Shaw 1984,13). His
translation includes the words ‘to provide surveillance over places subject to clandestine
forays by bandits’. His word ‘forays’ is translated from the Latin word transitus, which
actually means crossings. Since the watchtower had been set up on the bank of the river
Danube, the frontier of the Empire, surely it was intended to guard against raids across the
river from the German side, with the Latin word for bandits being used in a wide sense that
was not limited to highwaymen. The tower forms part of the defended frontier of the
Empire, not intended primarily for the protection of travellers along ordinary roads.

Blumell talks of a fort built by Commodus with an inscription saying ‘between two highways
for the safety of travellers’ (Blumell 2007, 12). This military post with the inscription is
located in the far south in Numidia near a place called El Kantara. Confusingly there are
many places with this Arabic name meaning ‘The Bridge’ (e.g. the magnificent bridge in
central Spain), but the Roman name for this particular Bridge was Calceus Herculis, meaning
‘The Kick of Hercules’. This refers to the deep but narrow gorge now known as the ‘mouth of
the desert’ because it leads through the mountains to the open desert to the south. Blumell
calls the structure a fort, but the words burgum speculatoribus in the inscription means
watchtower (Darvill 2008, 63), so clearly once again we have a frontier structure like the one
described in the previous paragraph – not the sort of thing you would find on ordinary roads
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to guard against ordinary bandits for ordinary travellers. The expense of constructing and
maintaining such buildings across Rome’s huge road network, all with guards, would have
been astronomical. This writer is not aware of any evidence, literary or archaeological, for
the widespread existence of such posts even in high-risk areas such as the Balkans.

In his section entitled ‘Government Action against Bandits’, Blumell tells us that according
to Dio Cassius (56.19.1-2) ‘Quintilius Varus, a governor of Germany in the first century
employed his soldiers to guard roads, escort provision trains, and arrest bandits’ (Blumell,
2007,14). However, we should remember that this was no ordinary province and he was no
unknown provincial governor. The conquest of a large area of Germany east of the River
Rhine (deep into Germania proper) proved one of Augustus’s most daring ventures. The
German tribes had no great enthusiasm for this extension of Roman power, so it is no
wonder that soldiers were needed to guard the roads and escort provision trains. The talk of
bandits showed a typical Roman tendency to belittle and play down the actions of a hostile
population. As for Varus, he lost the entire occupying army of three legions in the battle of
the Teutoburg Forest, and consequently lost the whole province itself. Augustus was
famously described as wandering through his palace in Rome crying out ‘Varus, Varus, give
me backmy legions’, realising that his dream of finally solving the threat from the north had
come to nothing. Blumell makes no mention of this context, his account purporting to
describe what was to be expected in any province, rather than this totally exceptional
province.

These suggested emendations to treatment of the evidence do not, and are not intended to,
disprove the existence of banditry, but to qualify conclusions about its widespread nature.
A more nuanced approach should be adopted.

Let us finish this critique with one last comment upon Shaw’s treatment of his evidence
(Shaw,1984,12). He suggests ‘an index of the ubiquity of banditry is to be found in the
number of concrete measures taken by the Roman state (guard posts, watchtowers,
advanced stations, and other fortifications) to provide protection for those using the Roman
roads’. He gives no support for this assertion except to cite the elaborate defensive system
along the frontiers, such as the rivers Rhine and Danube, and in Syria and North Africa,
providing examples such as the one noted above on the Danube frontier. It is hardly
surprising that along these frontier zones there would be more security.

That banditry did exist at a level that required at least some response from the state will be
discussed below, first of all at Imperial level. At this level action could be robust and decisive.
During the period after the assassination of Julius Caesar, turbulence and chaos spread
throughout the Roman world. Finally, it came to a contest for supreme power between
Octavian (later the Emperor Augustus) andMark Antony. In the years before Octavian’s final
victory at Actium in 31BC, whenMark Antony was based in the provinces around the eastern
Mediterranean, Octavian needed to build up his position in Italy, and decided the time was
opportune to deal with the lawlessness spreading there. Ever the master organiser, he
rapidly swept Italy clean of the bandit menace, with such success that according to Appian
‘order was restored within a year, much to many people’s astonishment’ (Appian, 5.132).
Shaw disagrees with this picture and suggests ‘it is most unlikely that these measures
succeeded so dramatically’. Even allowing for Octavian’s huge skills with propaganda it is
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surely more likely that, in order to strengthen his hold over his powerbase of Italy, he had
to be seen to succeed in this, and that he was able to deploy the resources and the
organisational powers necessary to achieve this resounding success.

Later in his reign, Augustus ensured without much difficulty that the Alpine territories and
passes were cleared of bandits. Such important communication links with the provinces,
passing through very difficult terrain in the north of Italy, could not be allowed to be at risk
(Strabo, 4.6.6,7). This important piece of evidence seems to have been neglected by the
scholars mentioned. How long Octavian’s special measures survived (and indeed how long
they were needed) is not known. Apart from a brief mention in Suetonius’ account of
Tiberius which says the measures were increased (Suetonius, Life of Tiberius, 37.1), no more
is heard of them.

Unsurprisingly, periods of civil war were productive of an increased incidence of banditry.
After Septimius Severus fought his way to become emperor in AD 193, defeating the armies
of his rivals, Pescennius Niger and Clodius Albinus, he faced problems with bandits. These
included well organised bands such as those of Bulla Felix (Dio Cassius, 77.10 f) and Claudius
(Dio Cassius, 75.2.4), both of which took some dealing with before they were eradicated.

Shaw declares that in those provinces where the main military were stationed, mostly on
the frontiers, units from the professional army policed, ‘not just at the frontiers but in the
interior also’ (Shaw,1984, 18). He comments that this is one of the most neglected subjects in
studies of bandit policing, and certainly it is beyond the scope of this paper to attempt to
remedy that neglect.

Nevertheless at Imperial level a decision could certainly be taken to make large scale
interventions in the interior of a frontier province. In the reign of Marcus Aurelius, in AD
175, this is well exemplified by an expedition of front-line regular troops to deal with
bandits in a particular hotspot, the upper Balkans. Thus we find an inscription referring to
the career of M. Valerius Maximianus, which states: ‘having received the office of procurator
in the province of Lower Moesia at an increased salary and at the same time put in command
of troops drawn from the legions and sent by the Emperor to dislodge the bands of Brisean
bandits on the borders of Macedonia and Thrace…’ (Annee Epigraphique 1956, 124).

As well as actions at Imperial level, matters of policy also should be considered and two areas
may be considered. Firstly the state subjected captured bandits to the most savage
punishments. ‘Certainly’ says Shaw, ‘members of the upper-class believed that bandits
deserved the worst type of death sentence’. The law sanctioned the most brutal of death
penalties: summa supplicia. This included throwing to the wild beasts, burning alive, and
crucifixion (Shaw,1984. 20). These savageries were considered necessary ‘to set a public
example’ (Saturninus, Digest 48.19.16.10). Shaw proposes (op.cit.) that such punishments of
bandits were clearly viewed as a form of state retribution. This writer suggests that
banditry, as highway robbery, was tantamount to abuse and contempt for the provision and
maintenance of the via publica and was therefore an outrage and an affront to the state itself.
Such actions would particularly enrage the upper classes since it was primarily their goods
(their business interests perhaps being prosecuted through freedmen), their persons, and
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their dignity that were being attacked. These targets would have presented the best chance
of profitable takings for bandits.

Secondly, it came to be realised that collaborators, receivers of stolen goods, and those who
gave shelter and support should also be included in the net of investigation and sanction.
Thus, in later law it was decided that those who supported bandits were to be punished as
bandits themselves (Digest.47.16.1, Marcian, Roman jurist, early third century). A century
before this, Antoninus Pius, as governor of the province of Asia in AD135, required irenarchs
(law officers, see below) to interrogate all captured bandits about their associates and those
who had sheltered them (Digest 48.3.6). It is hard to believe that this did not greatly improve
effective action at a local level.

Turning to local actions against bandits, Shaw says ‘the local instruments of state repression
in the Roman Empire, common in the modern form of a deep and effective infrastructure of
police power (local gendarmeries, solid networks of investigative agencies), simply did not
exist’ (Shaw,1984,16). We must wonder how far that may be true. Bearing in mind the huge
population and complexities of modern society, was there a proportionate system of local
law enforcement in the Roman era? Was there some form of systematic local system?
Unfortunately, only random scraps of evidence survive. It may be that effective local
organisation only existed here and there but not overall, or it may be a question of local
administrative paperwork simply not being considered worthy of preserving over the
millennia. We must wonder whether the surviving scraps are indications that law-
enforcement structures once existed widely.

Two such scraps will be noted, the first being a chance reference by a single author which
shows that in the imperial period the municipality of Ephesus possessed an archive in which
the city’s criminal records were stored (Eusebius, Hist. Eccl. 5.18.6.9, quoted in Grunewald
1999, 8).

The second is a survival among the random finds of papyri preserved in the dry desert sands
of Egypt. Twenty-nine papyri, covering the years AD 28-42, survive in good condition from
the small town of Euhemeria (mentioned above in another context). Its population is
unknown but the nature of the evidence suggests it was not large. The individual papyri
appear to be depositions to local law enforcement authorities concerning crimes committed
against the deposition providers. In seven cases the petitions are directed towards the
strategos of the Nome (the chief official of the local administrative district). Twenty
notifications, the great majority, were presented to an official bearing the title epistates
phylakiton; ‘this officer is known from the Ptolemaic period as the regional superintendent
of police’ (Grunewald 1999, 27). One text mentions an archephodos to whom the epistates
phylakiton delegates the task of apprehending the suspects; the Greek verb ephodeuo means
to patrol (perhaps, says Grunewald, he may be a sort of local beat policeman). These papyri
seem to indicate the presence of a local organised police force and legal system although
unfortunately provide little detail. Nevertheless, crime was being dealt with in an
apparently systematic way. This does not prove that a universal system operated, and
different regions of the Empire may well have worked with different models. The titles of
the officials mentioned above are expressed in Greek, reflecting the widespread use of that
language throughout the Middle East (until it was supplanted by Arabic after the Arab
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conquest of the whole region including North Africa during and after the seventh century).
In sum, Grunewald tells us, the offences registered were just part of the petty criminality of
everyday life in a rural community (Grunewald 1999, 25 to 31).

The point is that even at this lowly level, offences were addressed in a regular and
systematic way. Even though the depositions often use a formula ‘in bandit fashion’, we are
not here discussing the existence of banditry. We merely demonstrate that a local process
and infrastructure of law enforcement apparently existed.

These two examples from the Imperial period are very local: one city and a small rural town,
both small parts of a province in which the state was ultimately represented by the
governor. A good idea of how this relationship had worked in practice previously can be
gained from that intelligent, prolific letter writer, Marcus Tullius Cicero. Shaw provides us
with what we can learn from this source: ‘to judge from Cicero’s advice to his brother
Quintus, dependence on local civic patrols was not an advisable course to be followed by a
provincial governor’ (Shaw, 1984, 16). However it must be remembered that in late
Republican times, in this part of the empire, governors were working with forms of
enforcement inherited from the Hellenistic cities that had preceded Roman control, a pre-
Roman system which the authoritative scholar AHM Jones had little time for (Jones 1940,
211–13). We should also remember that this was a time when the late Roman Republic was
wracked with civil war and when systematic local administration was difficult to achieve.

During the Imperial period the system of provincial government becamemore systematised.
Aspiring governors were no longer expected (as in the days of the Republic) to spend a
fortune to be allocated a province from which they could recoup their outlay, with as much
profit as possible. They had to beware only of getting hooked by the Lex Calpurnia de
repetundis, a law designed to punish provincial governors during the late Republic for
excessive extortion, but which only came into operation after they had finished their term
of office. Indeed, the law of the imperial period now regularised and set out the duties of a
provincial governor, including their responsibilities with regard to banditry:

It is the duty of a good and serious governor to see that the province he governs
remains peaceful and quiet. This is not a difficult task if he scrupulously rids the
province of evil men, and assiduously hunts them down. Indeed he must hunt down
desecrators and pillagers of sacred property, bandits, kidnappers, and common
thieves, and punish each in accordance with his misdeeds. And he must use force
against their collaborators (receptatores) without whom the bandit is not able to
remain hidden for long (Digest 1.18. 13., the jurist Ulpian, early third century).

What are we to make of the phrase ‘this is not a difficult task’? Taken at face value, it
suggests that law enforcement posed no great problems, but it is possibly intended as an
exhortation, or to give the governor no excuse for being insufficiently proactive.

So, how could a governor act against bandits? If his province contained regular armed
forces, then he could use detachments from these. If not, then presumably he must rely on
the municipalities and civitates within his province in order to organise some kind of law
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enforcement. We are uncertain how far governors retained direct control in such cases.
Shaw tells us (Shaw,1984, 16)

The best evidence for any direct linkage between governors and management of law
enforcement comes from the province of Asia (western modern Turkey) where the
governor involved himself in the appointment of Irenarchs. Each city sent a list of ten
candidates from which he chose one (Aristides, Orationes, 50. 72f).

What this seems to show is that local administrations, i.e. cities, possessed a function in law
enforcement, which probably extended beyond strictly urban areas to responsibility for
their surrounding territory as well.

There is another relevant reference, this time a general instruction from Imperial level
itself:

The Divine Pius (the Emperor Antoninus Pius), when governor of the province of Asia
(western modern Turkey), published in the form of an edict that when Irenarchs
apprehended bandits they should question them with reference to their accomplices
and associates, and that they should forward the interrogatories (the questions and
answers from an interview directed by this investigating officer) reduced to writing
and sealed, for the examination of themagistrate. Therefore those who are sent under
such circumstances should again be heard, even though they had been dispatched
with letters or brought in by the Irenarchs. The Divine Pius and other emperors stated
in rescript that “proceedings should be taken as in a preliminary inquiry, even with
reference to those who had been accused but not yet condemned, and if he does so
diligently and faithfully, his action shall be approved” (Digest 48.3.6.).

This clearly shows that Irenarchs (also spelled Eirenarchs) were part of the general structure
of law enforcement, and seemingly at the head of it locally, with other subordinate officers,
i.e. Diogmatai (hunters) and Paraphylax (see Fig. 4 in which we see a senior officer of a police
unit).

These titles and locations, however, come from the eastern Mediterranean: the words
themselves are Greek. Much less evidence of law enforcement at a local level survives from
the western and northern provinces – although it is obviously not feasible to think criminal
activity diminished the farther west one went, nor that the Roman state would show less
interest in addressing it there. Only three examples present themselves: a ‘superintendent
of banditry countermeasures’ (the Latin is praefectus arcendis latrociniis) buried at Nyon,
Switzerland; another with the same title in Bingen am Rhein, Germany; and a third in
Normandy (Grunewald 1984,22: CILXIII 5010; CIL XIII 6211). As Grunewald says, ‘since this
job title occurs in the same terms in three widely different places, it was probably the official
designation of municipal police officers in the Gallo-German provinces’ (Grunewald 1984,
22).

We therefore appear to have three different kinds of police titles: those in Egypt, those
elsewhere in the Middle East inherited from previous regimes, and those in the Gallo–
German provinces where their Latin forms suggest (Grunewald above) ‘municipal police’.
Shaw sums up his view very sensibly as follows, with an example of actual practice: ‘The



BANDITS AND ROMAN TRADE

- 167 -

phenomenon of banditry places in high relief one of the critically weak articulations of the
ancient state’. We will consider this statement later. Shaw continues, ’the Roman governor
had to rely on local individuals and corporate entities, such as municipalities to maintain
regional order’ (Shaw 1984, 19). Municipalities here means the civitates or local
administrative areas into which a province was divided, and which were given a charter
delineating their processes and powers, for example the Lex Tarentina. Many laws in the legal
codes (for example the Digesta, frequently referred to in this paper), as well as the
foundation charters issued to municipalities, specify that it is the responsibility of the town
to capture and hand over to the court of the provincial governor, bandits found operating in
their rural territory. There aremany known instances of this behaviour in practice, of which
this writer will cite only one. In the year AD 190 the Emperor Commodus publicly thanked
the council (the local Senate or Ordo, the legislative body of the local area), and the people
of the town of Bubon in north-west Lycia for the zeal and energy with which they had
hunted down, attacked, and defeated local bandits, taking some prisoner and killing others
(Schindler 1972, 11–23).

Fig. 4, A local law enforcement officer (paraphylax) with three of his men who are equipped with paramilitary
gear. Being on horseback demonstrates his superior status. He is hailed as a ‘hero’ by one of his men and this is
underlined by the words in the inscription, which say ‘PARAPHYLAX HERON’ (paraphylax the hero). (Drawn by

Charmaine Hawkins after a relief from western Turkey now in Smyrna museum )
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A FAIRLY PEACEFUL COUNTRYSIDE

So how far did law enforcement, whether local or Imperial, promote the safety of travellers?
How far was it even necessary? We have seen that the evidence for prevalence and impact
of banditry ranges considerably in quality, although impact could certainly be severe at
times and in certain places. Overall, however, the evidence is scrappy and completely
lacking in useful statistical quantities. The reason is simple. During the ever more chaotic
conditions at the end of the Roman Empire in the West, resources for copying manuscripts
and storing them in libraries or safe archives began to decrease or fail altogether as the
economy went into catastrophic decline. The organised, well-resourced structures of local
government, enshrined in statute, collapsed and disappeared. No great period of time
elapsed before Christian monasteries took on the main work of preservation of texts by
copying, a relatively small resource compared to what was in place before. Although this
form of preservation increased as things settled down with time, it is hardly surprising that
local government records and documentation did not receive the same attention as literary
and scientific works (although many of these also vanished). Unsurprisingly, monks did not
carefully copy and preserve such materials as lists of criminal activity and legal process.

Nevertheless, a tiny amount of material describing actual journeys has come down to us,
including the following examples.

The first is the opening part of a poem by Ausonius, the Moselle, written in the early AD 370s
and describing a journey beginning at Bingen am Rhein on the River Rhine (Roman Bingium).
Ausonius travels to Trier, first by road to Neumagen, then by boat down the river Moselle.
Most of the poem describes his progress along the river but the passage below covers the
initial route by road.

I made an early start,

Mist was still on the Nahe, swift flowing.

I crossed and from the bridge looked back at

Old Bingen town with its brand-new walls.

Once there was a battle there, bloody as Cannae,

And pitiful companies lie unwept on the fields.

That was the start of my solitary journey.

No road; just woods. No sign of human cultivation.

Then Denzen, thirsty town,

The land was parched all round as I passed.

Next Tabernae, well-watered. Its spring never fails.

Now fields, of the Sauromates,
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Newly marked out by settlers, and now,

At long last, on the borders of Belgian territory, I see

Neumagen. The air is clearer here. The Sun unclouded

Spreads out a brilliant heaven, serene and bright.

After the woodland journey, where thick branches

interlocking, shut out the sky with green shade, the clear air of this generous morning

shows limpid sunlight and red gold sky.

And the view!…

The pleasant stream below

Of the gently murmuring Moselle.

(Translation by Parsons, 2003)

The reader may wonder why this piece is included in a paper about bandits, when none are
mentioned. That, however, is the point! The traveller, Ausonius himself, held high rank in
the western Empire, yet seemingly travels alone from a fortification on the Rhine frontier
just across from barbarian Germany. He then proceeds through wooded country for 200 km
(the final stretch by boat along the Moselle being only 38 km). It is interesting that Bingen
am Rhein has the tombstone of one of the ‘superintendents of bandit countermeasures’
mentioned above; perhaps his countermeasures had proved effective!

The Roman poet Horace’s journey from Rome to Brindisi gives us the next example. His
poem, Satires 1.5, is too long to quote fully here, and in any case mainly concerns incidents
along the way rather than travel details. The start of the poem is, however, relevant.

‘Having left great Rome, I was received in Aricia

At a middling inn; my companion was Heliodoros, the most learned of the Greeks by a long
way;

From there to Forum Appi …’

This part of the journey, and indeed most of its 500 or more kilometres, followed the Via
Appia. At one stage he is joined by important fellow travellers including Maecenas, one of
Augustus‘s (then Octavian) closest advisers. This major journey is no idle jaunt through the
countryside but was leading to a crucial meeting between Octavian and Mark Anthony,
Octavian’s supposed but increasingly estranged partner in ruling the Roman world. The
journey took place in southern Italy in 37 BC in the troubled years before Octavian‘s final
victory at Actium. Once again we have no expression of concern about banditry, even
though the journey occurred in the troubled years (mentioned previously) when Octavian
was addressing the growing problem of banditry in Italy. With Maecenas joining the party it
is hard to imagine there would not be adequate security provisions, yet the tone of the poem
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is affable and apparently unconcerned. Certainly, the journey went ahead whatever might
be the threat of bandit attack.

Of course, these are merely two examples of real journeys and do not in themselves prove
any lack of concern about banditry. However, their tenor does not suggest that worries
about bandits constrained ordinary journeying.

The last example is fictional, again from ‘the Golden Ass’ by Apuleius. The first words of
Lucius, the hero, tell us ‘Business once took me to Thessaly’ and a little later he meets
Aristomenes, who ‘is in the wholesale provision trade and travels regularly through
Thessaly, Aetolia, and Boeotia buying honey, cheese and goods of that sort’ (‘Golden Ass’ by
Apuleius, as quoted in Chevallier, 22). These are items of everyday life, and while of course
banditry figures pretty large in the ‘Golden Ass’, Grunewald (Grunewald 1999, 7) proposes
that

the truth may be that while popular novels were generally true to ordinary life, they
were not so where bandits were concerned’. Millar also comments that, ‘recent
research has judged the world of the novels as being fairly realistic in the depiction of
the living conditions of ordinary people… (Millar 1971, 63-75).

It seems that the sheer amount of banditry in the novels in the context of ordinary life is
much exaggerated, presumably for entertainment. One is reminded of the torrent of murder
and mayhem populating TV programmes, presented in otherwise painstaking realism,
giving a false impression of the actual amount of murder in our society.

Although we have seen, earlier in this paper, various quotations from the ancient world
suggesting mayhem and even murder at the hands of the bandits, other sources paint a
different picture:

‘The Pax Augusta which has spread to the regions of the east and of the west and to the
bounds of the north and of the south, preserves every corner of the world from the fear of
brigandage’ (Velleius Paterculus, 2.126.3)

Aelius Aristides similarly gives a glowing picture of Roman communications, implying easy
access, with no mention of bandits:

And what was said by Homer, the Earth was common to all, you (Rome) have made a
reality by surveying the whole inhabited world, by bridging rivers, by cutting carriage
roads through mountains, by filling deserts with waystations, and by civilising
everything with your way and good order Aelius Aristides, Orationes, 26.101).

The same kind of positive view can be seen in the works of other Roman writers. Grunewald
provides a list: Seneca, Clem.1.4.2; Flaccus11; elder Pliny, Natural history 14.2; Epictetus,
3.13.9; Plutarch, Moralia, 499E; Vegetius,4.13.

Glowing eulogies of the state of law and order in the Roman world should not, of course, lead
us to conclude that bandits posed no constraints on travelling, any more than accounts and
quotations from earlier in this paper make us believe the banditry strongly inhibited ease of
travel. Clearly, a balance must be struck, but before this is attempted, it will help to adopt
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another, perhaps more oblique approach. If indeed banditry severely impeded free
movement of traffic on roads, then we should perhaps not expect the heavy road usage that
may be inferred from other evidence.

Firstly we might note the damage suffered by road surfaces caused by animal-drawn
wheeled traffic. It is becoming increasingly evident that roads often needed repair or even
complete reconstructions. Excavation is increasingly revealing layers of refurbishment. A
good example is the Fosse Way at Clandown near Radstock in Somerset, where the Bath
Archaeological Trust excavation in 1998 found no less than 13 layers. These layers were
interpreted as the result of resurfacings; wheel ruts and wear surfaces among the layers
clearly confirmed this interpretation. The first and therefore lowest road surface had wear
clearly evident. The uppermost metalling under the turf was interpreted as a metalling of a
later date, perhaps 18th century. At Clandown it is now certain that the agger is formed from
repairs over time (Davenport 2007, 131–133). A comparison might be made with the very
similar but slightly longer sequences of road construction and repair revealed along the
Ermine Street north of Cirencester. There similar impressive aggers were again merely the
result of a long process of repair and maintenance (implying heavy usage), also topped off
by post mediaeval metalling (Davenport 2007, 131–133).

It might have once been thought that after the military entirely moved away from the
Southwest in the AD 70s to 80s, the roads saw relatively little use, but it is clear that this is
not so. It would seem that significant amounts of traffic continued to run on the two roads
noticed above, whether or not there was banditry, and that the traffic comprised
commercial and private vehicles. There can be no doubt that there is a link between the
state of the roads and the level of economic activity.

The question arises, how was this substantial commercial traffic generated? Many Roman
sites across the provinces of the Roman world – not just palatial villas or Imperial residences
– contain huge amounts of goods, whether mundane or costly. All these goods had to be
transported to their destinations, their points of end use. Wemight ask what drivers created
the wealth evident not only in the costly possessions of the rich but also in the quality mass-
produced goods of the rather less wealthy. Large amounts of treasure had flowed towards
Rome and Italy during the conquests of Republican times, but expansion largely died away
in the period of the emperors, and such acquisitions as there were, e.g. Britain and Dacia,
were expensive to defend.

The answer is the Roman market economy. It is now widely accepted that trade and
commerce in the Roman world functioned and thrived through a series of inter-regionally
connected economies that added up to an overall market economy. This was strongest and
most pervasive in the first and second centuries but still continued in the third and fourth
centuries at a lower level of prosperity, which nevertheless exceeded that of areas beyond
the frontiers. Moses Finley’s ideas (Finley 1973) of a mainly subsistence economy in which a
relatively restricted elite creamed off the limited surpluses of a poor peasant mass of small
farmers, has been substantially modified, not least thanks to greatly increased
archaeological investigation. Scholars such as Temin (Temin 2012), Hopkins (Hopkins 1980),
and Ward Perkins (Ward Perkins 2005) characterise the Roman economy as being driven by
the huge quantity of coinage in circulation, the increasing marketisation and



BEV KNOTT

- 172 -

commercialisation of trade, and the consequent specialisation of production in certain
areas.

Certain examples must suffice to show the extent of the market:

1 Glossy red (Samian) ware was produced in quantity from La Graufesenque, near Millau,
Aveyron, France. There were a number of other centres but none of the scale and reach
of this centre in southern Gaul. Its produce was distributed widely throughout the
western empire, and to the south, e.g. Mauretania and Africa, and also to the eastern
Mediterranean, e.g. Greece, Levant, Egypt. Its output reached from sites in northern
Britain to Meroe in the Sudan, far to the far southeast. Production approximated 5
million vessels per year (Fulford and Durham 2013, chapter 8).

2 Olive oil production, centred in Baetica (in southern Spain) and parts of North Africa,
supplied much of the western half of the Empire, even as far as northern Britannia.
Exports to the city of Rome were so huge that a small hill about 1 km in circumference
came into being from piled up broken amphorae, calculated to represent some
6,000,000,000 litres (Ward-Perkins 2005, pp 91,92).

3 Bamuqqa, a small hilltop village in Syria, illustrates the process of specialisation in a
market economy. The inhabitants scraped a subsistence existence from pockets of poor-
quality soil on the hill until the market economy enabled them to improve their quality
of life by specialising in olive growing, more suitable for this soil, withmuch of their food
being bought in, making use of the improved transportation system of Roman roads.
When the Roman market economy came to an end the village reverted to subsistence
farming and relative poverty (Ward-Perkins 2005 p 143,4,5).

4 Customs duties paid at various places within the Roman Empire provided local revenues
and give some indication of flow of goods. For example, at Zarai in modern Algeria, lists
of these tariffs survive which, according to Chevallier (1976, 203), ‘allows us to draw up
a balance sheet of trade’. Amongst the articles listed on sale were slaves (from the
desert), livestock, clothing, leathers, furs, wine, condiments, and fruit, in exchange for
which the town imported salt, iron, copper, and flax.

A small sample of tariffs levied on a few of these goods will demonstrate the range of
products comprised within two generalised headings:

Scale of duties on foreign fabric:

One tablecloth: 1 ½ denarii

One tunic: 1 ½ denarii

One bed cover: ½ denarius

One crimson hat: 2 denarii

Other African fabrics: (Tariff lost)

Scale of duties on leather
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Tanned leather with bristles, one sheepskin: (Tariff lost)

One goatskin: 2 as

Soft leather horse covers, per 100 pounds: 1 sesterce

Untanned leather per hundred pounds: ½ denarius

Glue per 10 pounds: 2 as

Sponges per 10 pounds: 2 as

(Asakura, 2003, 76)

The crucial point emerging from this is the enormous scale and volume of the flow of trade.
It did not merely serve the luxuries of the rich (as happened at all stages of history) but
underpinned the whole Roman way of life – so that for example mass-produced red Samian
is found to penetrate even into the countryside. Thus, a late third century farmstead in
Somerset with rectangular stone buildings, revealed small amounts of Samian ware, colour
coated vessels, mortaria, and 27 coins: not a lavish lifestyle but nevertheless moderately
comfortable (Fowler 1970, 169–194). In another example from further afield, ‘Archaeological
research has revealed a sophisticated world in which a north Italian peasant of the Roman
period might eat off tableware from the area near Naples, store liquids in an amphora from
North Africa, and sleep under a tiled roof’ (Ward-Perkins 2005, 87,).

It is clear that trading in a huge range and high volume of goods can be evidenced
throughout the Roman world, and that this was not stifled by the actions of bandits.

ROMAN BANDITS AND MODERN CARGO THEFT

Statistics for transported freight are almost entirely lacking from the Roman world.
Nevertheless, it is clear that plenty of cargo travelled along the roads: valuable minerals
from mines, high value building materials, expensive fabrics for clothes and furnishing,
imports from India or Africa, and so on. Alongside this would have beenmore ordinary kinds
of cargo such as foodstuffs, moderately expensive building materials, alcoholic beverages,
mass produced middle quality goods, and many other items. Where there were tariffs (as
with the Zarai tariff lists above) smugglers and general tax evasionmust be supposed to have
existed. Robbery of goods in general would also have existed.

Where freight transportation covered long distances, journeys would have lasted several
days. Thus Cato the Elder tells us that delivery of a newmill to his villa took three days (Cato,
de agricultura, 22,3; Laurence, 1999, 96); lead from Mendip travelled to northern France
(Elkington 1976, 188); the cartage of hides from Catterick to Vindolanda comprised a journey
of a hundred kilometres (Vindolanda tablet 343 in RIB Online); and another hundred
kilometre road journey in wagons would have been required for pottery produced at the
great centre at La Graufesenque to reach the nearest port at Narbonne (Lewit, 2013, 115).
Many other examples could be given. Perhaps in some cases a driver slept with his wagon;
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presumably also a handy inn could provide a sleepover, but either situation afforded an
excellent opportunity for theft. In Britain today, overnight halts constitute the scenario for
the large majority of loss from heavy goods vehicles. As it is difficult to steal from a moving
lorry on the road, the prime locations for lorry freight theft are insecure parking areas,
especially during overnight stays. Heavy goods vehicles parked up overnight in a layby or
some other informal parking place constitute amajor risk, but evenmany proper lorry parks
lack effective security. According to the National Vehicle Crime Intelligence Service, in 2019
there were 4364 notifications of road freight crime with a loss value of £115,054,173. If total
costs are calculated to include the cost of insurance claims, the cost of police investigation,
the cost of delays to goods arriving at destination, the cost of judicial proceedings where
perpetrators are caught, and other costs, then the true total climbs to £724 million. Much of
this robbery is carried out by organised-crime groups. Secure freight movement requires
expenditure which many transporters cannot or will not defray as, after all, the majority of
goods travel safely. The figures given above must be seen in the context of registered heavy
goods vehicles making an estimated contribution to the UK economy of £13.6 billion in 2019
(All statistics: National Vehicle Crime Intelligence Service, 2020, 6). It must be concluded
therefore that although the cost of road transport freight crime is considerable, this cost
does not cripple UK road freight costs. It was admitted at the beginning of the section that
statistics for robbery from road transportation in the time of the Roman empire do not exist.
What is known is that bandit gangs did exist, that significant cargo was carried on Roman
roads, and that conditions and opportunities for robbery would also have existed. It must
surely be concluded that robbery from Roman freight vehicles occurred, but not at a level
that stifled freight transportation, just as in the more complex economy of the present day.

Guards could of course be employed to lessen the risk. A papyrus from Egypt records such
arrangements:

I will weigh and give to your cameleer 20 talents (an ancient Greek currency) for
loading up for the road inland to Coptus and I will convey the goods inland through
the desert under guard and under security to the public warehouse for receiving
revenues at Coptus (Harris 2016).

However, presumably then and certainly now, security could not be guaranteed even with
the utmost precautions. Thus in 2021 a G4S guard was attacked and robbed by three armed
menwhen delivering cash to a bank in Liverpool (Liverpool Echo, May 24, 2021), one of many
examples which could be quoted. Theft of cash is attractive because it can be spent or
laundered; however robberies of goods need a different mechanism to realise cash value.
That requires people able to organise illicit trading of the stolen items: it is no good stealing
a lorry load of pushchairs unless they can be turned into cash. To be a Receiver or handler
of stolen goods is a criminal offence in modern times; in the Roman period being a receptator
earned the same punishment as did a bandit. This Latin word can indeed mean a receiver,
but its more common meaning is a harbourer or supporter of criminals, and the cognate
word receptaculum can mean a hiding place for booty. The Digest uses the word receptator to
refer to hiding and harbouring the robbers themselves: ‘It is the worst kind of receivers
without whom no one can hide for long: and it is directed that he should be punished in the
same way as bandits’ (Digest 47.16.1). The phrase ‘the worst kind’ (pessimum genus) is
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intriguing. It seems to suggest there are other kinds of receiver/harbourer – possibly the
kind that handles and disposes of stolen goods to turn them into cash.

CONCLUSION

We have stated earlier that this paper largely ignores the occasional and exceptional large
bandit groups that arose from time to time, which might have had a serious temporary
effect on local economies but would not have affected the empire’s economy as a whole. We
focus instead upon those forms of banditry that had the potential to impact significantly
upon the fruitful working of the broader economy, and upon the free movement of people
and trade along the roads of the Roman world: what might be termed routine banditry,
undertaken by gangs of armed men against road traffic.

Evidence allowing statistical analysis of such banditry in the Roman world does not exist:
only scraps have come down to us, as is not surprising. With the chaotic disintegration of the
western Roman Empire and the slow dissolution and final extinction of the Eastern (later
Byzantine) Empire, legal records of such everyday criminal activity have simply
disappeared. Successor states had no interest whatsoever in their preservation.

The great summations of the law from the eastern empire, the codifications of Theodosius
and Justinian principally, have survived and are referred to in this paper. However, they are
principles of law and not the details of routine practice and application. They give us the
policies for addressing banditry but not the actuality on the ground.

The evidence that we have examined – all taken from the scholars mentioned in the
introduction – varies considerably in quality. On the one hand we have advice not to wear
jewellery on a journey, and the grim humour of a satirical writer on the inadvisability of
carrying gold objects through the mountains. On the other hand, we have evidence of
inscriptions from two watchtowers (one in Numidia, one on the Danube bank) which it is
claimed were constructed to protect travellers on ordinary roads, but in fact formed part of
the empire’s frontier defences. We have also noted the tombstones of individuals killed by
bandits but seen no attempt to relate findspots to the significance of locations. They are
described as being found in almost all regions of the Empire, but are actually concentrated
in just a few areas, especially the Balkans, and strangely absent from the whole eastern part
of the Empire – as they are also, curiously, from ideal bandit country in the Alps.

Obviously, modern society is much more complex than the Roman period, but a better
comparator is the fairly and increasingly complex 18th century England when local law
enforcement were beginning to be effective. Although the evidence demonstrates that
bandits existed, we should be surprised if the opposite were not true in a complex society
with a steep wealth gradient. Blumell seems disappointed and critical that road crime was
not ‘wiped out or completely suppressed’ (Blumell 2007,16). Yet even in our own stable
United Kingdom, with what Shaw describes as ‘the modern form of a deep and effective
infrastructure of police power (local gendarmeries, solid networks of investigative agents)’,
crime is always expressed as one of the chief concerns of people: in 2019 only 8% of crime
were resolved by a charge or a summons. Even in what Brandon declares to be the golden
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age of highwayman (late 17th century and 18th century) the overwhelming majority were
eventually caught and hanged (Brandon, 2001). This suggests that sweeping condemnation
of the capacity of local law enforcement in Roman times may be misplaced.

Effective state action did occur from time to time against specific threats, as described
earlier. Within provinces it seems likely that governors often devolved the work of
addressing crime (including banditry) to the municipalities and local administrative areas
(the civitates). Shaw describes this level of operation as being conducted by the ‘municipal
police’ (Shaw 1984, 22). Certainly such officials existed; we have seen the paraphylax
phylakiton In the eastern provinces, the epistates in Egypt, and the praefectus arcessendis
latrociniis in Gallo-German provinces. There are instances of this system working well, for
example the Emperor Commodus praised the magistrates (executive officers, not judges)
and council of the city of Bubon for the energetic way they had destroyed a gang of bandits,
and other instances could be mentioned. It seems reasonable to suppose that the surviving
scattered examples of law enforcement officers represent a wholesale system. We might
expect that the state, which required provincial governors to be responsible for law and
order, would have made it clear to the municipalities and civitates that they represented the
operational level for routine law enforcement, but sadly this is lacking proof.

A different form of evidence is, as we have noticed, represented by regular road repairs. In
the Southwest of England (where this writer lives) that great state road, the FosseWay south
of Bath continued to be used, and used heavily, long after military control of the area ceased.
The evidence is clear in the refurbishments and even total rebuilds that have been found by
excavation, as at Radstock, Somerset (Davenport 2007 127-138). The same is true of a Roman
road far to the west (RR491) near Newton Abbot, 17miles to the south of Exeter. Even though
this city was long considered the final frontier of ‘Romanitas’ in the west of England, this
road also had to be rebuilt a number of times because of usage damage (Wootton 2017).

If military traffic did not cause all this wear, we must presume it to be the traffic of
commerce. Specialised bulk production of certain products concentrated in specific regions
led to long-distance trade and provision of consumer goods, fuelled by massive circulation
of coinage (Ward-Perkins 2005, passim). This brought a rise in inter-regional trade (Hopkins
1980, 101–12), generated by what Temin calls the concept of profitability within a market
economy (Temin 2012, passim) and enabled by what Laurence explains as improvements in
road technology bringing towns and districts more closely together (Laurence 1999 58-78).

Such quantity of commercial movement could surely not have occurred if severely
constrained by the actions of bandits, although as modern evidence shows, a degree of
transport crime is not precluded. Nowadays millions of pounds are lost to road freight crime
each year, yet freight transport contributes billions of pounds to the economy. In a climate
of reasonable expectation, freight carriers can set out on journeys knowing that attacks
from criminals are possible, but unlikely to affect them. Although we should be wary of
extrapolating from modern to Roman times, the comparison may be useful.

Nevertheless a sense of unease, sometimes escalating to annoyance, does appear to have
percolated Roman society. if we can accept the indignantly expressed concerns of some of
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the literary classes. Perhaps then as now a vague pervasive worry regarding crime was more
a matter of perception than actuality.

It is this paper’s contention that our perception of Roman road crime needs to be more
nuanced than has sometimes been the case. It clearly existed, it exercised theminds of some,
but it did not seriously inhibit the movement of people and trade.
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ABSTRACT

Roman roads are demonstrably high-tech highways, but a failure to acknowledge this allowed them to
become invisible to us. Misconceptions concerning the supposed structure of Roman roads spread for
decades without any critical appraisal.

But now, with the application of new criteria, the perceived large number of ‘Roman’ roads and bridges
in Spain is gradually falling, with analysis of structural characteristics correctly assigning such
structures to their correct period of construction.

By contrast, traces of other previously unknown Roman roads are now being discovered, some in a
good state of preservation and worthy of future preservation. This gives grounds for optimism,
although, unfortunately, we are already too late to identify some Roman roads that only fifty years ago
remained in place. Over this time there have beenmajor changes to the landscape, with nobody having
been aware of their existence.

THE TECHNOLOGY OF ROMAN LAND TRANSPORT

he Roman world stood out in all areas related to transport, as in other fields of science.
As in these other fields, their achievements remained unsurpassed after the fall of their

civilisation.

Roman roads were proper constructions made by engineers (Moreno 2004 and 2010).
Although it was not the Romans who invented roads, since we now know that the Persians
and Greeks made them in a similar manner (Moreno 2011), it was the Romans who extended
them to the ends of the known world. They were able to do so because it was a world that
they had conquered and for which they required systems of communications. Never had
there been so much travel, nor had so many materials been transported, so that the
development of roads and factors relating to transport saw unparalleled evolution.
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Chariot racing in circuses was the test track for design of light, fast, safe vehicles, for high
performance harness and tack, and for the selection of strong, fast draft animals.

Horses were not shod in Roman times. It did not occur to anyone to do so in a civilisation
where road surfaces were perfectly adapted to animal hooves. Small granular material was
best for the purpose, and always used on Roman roads as metalling.

The first horseshoes nailed to animal hooves appeared well into the 5th century. They were
probably used initially by the Franks, and a horseshoe was found in the tomb of their King
Childeric who died in 481. Even so, these items did not become widespread in the West until
the 9th century.

Likewise the stirrup was not used by the Romans. Horses for riding were little used on
journeys, even less so on longer trips. The function of the horse in warfare was well
understood and was important for certain forms of combat. However, the horse was not a
crucial weapon for Roman armies, nor was a device as fundamental as the stirrup used by
those who did not need to stay on horseback for long periods.

It was barbarian peoples, who had long moved around the continent, and even ‘lived’, on
horseback, who used this aid, an unsophisticated and anonymous invention made many
centuries before.

In fact, Rome was the civilisation of the cart. The stirrup’s absence shows us shows that
hardly anybody travelled on horseback, and only the most disadvantaged travelled on foot
on Roman roads, as is the case today.

However, horseshoe and stirrup became widespread in the ancient world when Roman
roads deteriorated to an unimaginable degree. Bridges disappeared, the layers of surfacing
that no one maintained any longer exposed the larger foundation stones. Road traffic by
drawn vehicles began to be a memory, with travel on exposed bedrock, off-road, or cross-
country. Horseshoes and stirrups became a necessity, and a symbol of the technological and
administrative misery of the post-Roman world.

The carriage

The information we have on Roman vehicles comes mainly from graphic representations of
these, as well as classical texts, the latter very sparing with this type of detail. Archaeology
has thrown a most interesting shaft of light on the technology of passenger vehicles and
their suspension. Thanks to the discoveries of the Kozàrmislény carruca (Kiss and Bökönyi
1989), from ancient Pannonia, reconstructed in Augusta Raurica museum (Switzerland), and
the Wardartal carruca, in Bulgaria, now reconstructed in Cologne museum (Röring 1983), we
know that the suspension system was truly revolutionary. It would be so even today,
considering that the problem to be solved in passenger transport is speed and comfort.

There is no damping as we know it in these carts, based on leaf springs or components
bending to absorb the impacts of the wheel. They nevertheless possessed true suspension.
The cabin, the passenger compartment, was suspended from the chassis at the four points
directly above the wheels. Thus, in the Wardartal cart, impacts upon the chassis were not
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transmitted directly to the cabin. A wheel falling into a pothole did not translate into an
immediate drop on the corresponding side of the cab, which was still suspended from the
other three points.

These components, together with the excellence of road surfaces, made for comfortable
suspension far superior to anything else that has existed in passenger vehicles up to our own
time.

The passenger carriages correspond to a passenger car model that evolved considerably in
the Roman world. Their ornaments became very luxurious and sophisticated, including
precious metals (Pastor Muñoz 2012, 72). Carriages were frequently used for nocturnal
journeys as sleeper cars, as was the case with the well-known bedroom carruca. Now we can
understand how these high-tech vehicles facilitated the comfort of the traveller while they
slept, an issue that of course would have been impossible on the paved roads that are
presented in textbooks to this day.

Even so, the operating mechanisms of the different types of vehicles remain largely
unknown, except for honourable exceptions where archaeological discoveries have made it
possible to reconstruct an entire chassis, permitting us to confirm their remarkable and
advanced design (Crouwel 2010).

The two-wheeled cisium and essedum, and the four-wheeled raeda and carruca, were the
vehicles most commonly used for passenger transport on Roman roads. The plaustrum and
carrus were for carriage of goods, and probably other unknown and much larger ones were
kept for the specialised transport of large loads.

Figure 1, Carruca dormitoria from Wardartal (Bulgaria), reconstructed in Cologne museum. Details of the
suspension by means of leather straps
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Representations of freight wagons that have survived also provide us with most interesting
technical detail. Braking systems to control loads on slopes are key to the proper
functioning of these vehicles. In the case of uphill slopes, theymay require the opposite, that
is additional animal traction on specific sections.

A good example of all this can be seen in the vintner’s cart from Langrés (France). This
wagon, controlled by a driver wearing a rain hood, has a large central brake shoe, with a
central mechanism that connects downwards to a braking system on the two rear wheels.
Ahead of him, a muleteer walks with an extra pair, yoked and attached to a chain, capable of
being hooked up to the yoke of those pulling the cart from a shaft or pole, here elevated
above their heads.

This is one of the cases where it can be observed that tandem harnessing was common in the
Roman world.

Figure 2, Kozàrmislény carruca, from ancient Pannonia, reconstructed in the museum of Augusta Raurica
(Switzerland). Drawings of the front axle, according to Zsolt Mráv, and rear axle, according to Kiss
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Therefore, we see that different models of vehicles were extremely well suited to the
transportation requirements of this powerful civilisation: heavy goods carts with good
control systems, and light passenger transport vehicles capable of the speed required of
them.

Until very recently, draft harness and trappings from the Roman period have been poorly
studied. The information available on this in Spain is disappointing and, as will be seen,
radically in error. Fortunately harnesses were not so absurdly ineffective as Menéndez Pidal
(1951, 43) suggests: ‘in ancient harness, the collar was placed on the neck of the horse, whereby the
trachea and the major vessels were more compressed the greater the degree of effort, the effect being

Figure 3, Idealised reconstruction of a carriage galloping along a Roman road. The unfeasibility of this type of
journey is evident from the minimal safety measures

Figure 4, Relief of the Langrés vintner
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so disastrous that, as we have seen, the maximum load that a Roman road could support was about 500
kilograms.’

This text, published in 1951, is based mainly on the writings of Lefebvre des Noëttes (1931),
whose unfortunate works ridicule Roman technology without any basis or substantial proof.
He had many followers in Europe and, among them, M. Pidal in Spain.

This matter of the harness was already being refuted by Spruytte in 1977 (1983) through
experiments based on representations in various Roman reliefs. Ultimately, this question
was definitively dealt with by Judith A. Weller (1999), who spares no criticism for the trend
in historiography that absurdly opposed progress in this area of research through repetition
of Noëttes’ theories ad nauseam. Furthermore, in the last decades of the 20th century, several
archaeological discoveries such as those at Wange in 1989/90 (Lodewĳckx 1995), have
brought to light the Roman yokes themselves, and those of Neupotz, Germany (Alfoeldy
1993), and many examples of the collars.

In addition, analysis of the iconographic representations that have come down to us allow
us to conclude that the Roman harness barely differed from the most effective forms found
into modern times.

Yokes and collars are very common in Roman iconographic representations. Attachments
with a central pole or beam, or by means of shafts, occur in ancient reliefs. There are hardly
any differences in harness and other devices for attaching and controlling the horses.

Therefore, they must have been entirely efficient for the transport of large loads, only
requiring the harnessing of as many animals as necessary for traction.

An unavoidable issue is that of large indivisible loads, very common on Roman roads. These
greatly increased freight weights reported by many authors, based upon the Codex

Figure 5, The asphyxiating collar from Lefebvre des Noëttes, mentioned by Menéndez Pidal, and the ‘modern’
collar, according to this author
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Theodosianus. This data is sometimes extrapolated to earlier imperial times, in my opinion
with little foundation.

The weight limits specified in De Cursu Publico (8.5.8) are, according to the types of vehicles
(Sirks 2007):

Angaria 1,500 Roman pounds 492 kg

Raeda 1,000 Roman pounds 330 kg

Carrus 600 Roman pounds 198 kg

Vereda 300 Roman pounds 99 kg

Birota 200 Roman pounds 66 kg

However, many vehicles already had a minimum unladen weight substantially higher than
500kg, so that when monolithic items, sometimes weighing many tons, were frequently
transported on Roman roads, they had to exceed what was stipulated in this legislation, even
in the times of Theodosius and later.

Although some authors speculate that the origin of these limitations lies in the damage
caused to Roman roads by the heavy loads (Weller 1999), this can only be defended by those
in total ignorance of the structure of Roman road surfaces. A new interpretation of these
regulations would be welcome, or at least awareness of exceptions to it. We must suppose
that the very economy of the empire would be paralysed by such legal limits. Despite the
many dire decisions impacting upon the future of civilisation made by Theodosius II in his
Codex, we should not assume him to have been guided by irrational intolerance.

Figure 6, Cisium on a night journey next to a milestone. The traveller carries a lantern. Trier (Germany)
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In any case, collars can be seen in many representations, harnessed or not, depending upon
whether two or more horses were to be used. A simple collar for a small vehicle (cisium) is
visible in the relief from Trier, and that of the mosaic of the cisarii at Ostia.

Double collars are visible in the small painting in Pompeii, in the tavern on the Via de
Mercurio, where a carriage stands by a large vat of wine, and upon the sarcophagus in the
museum of the Baths of Diocletian, showing a raeda.

Figure 7, Comparison between the harness of the magistrates' carriage of the Calvet
Museum (Avignon-France) and a modern stagecoach. Both show percheron horses

with collars, girths, traces, etc
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More complex mechanisms, with triple collars, can be seen on the bas-relief that has been
reconstructed in colour in Trier Museum, taken from a badly-damaged original on the Igel
column.

In this representation we may additionally see most interesting details of harnessing
components, including a series of rings that could be for the passage of the straps, a kind of
saddle, a girth pad for protection against rubbing, etc.

For fast passenger transport, required by the cursus publicus express courier service (cursus
velox), and other exceptionally fast movements of individuals about whom information has
survived, we must think in terms of very light vehicles, similar to those used competitively,
or even the same models seen in races. Thus, for example, the biga, a very light two-horse
carriage not necessarily of the cisium type, lends itself perfectly to this purpose. They are
vehicles in which one must travel standing, possessing a very light cabin, reduced to the
bare minimum. Contrary to what is familiar from Hollywood movies, where we see huge
ineffective boxes with the driver almost hidden, these vehicles barely exceeded the knee
height of those who drove them.

Figure 8, Small painting in the tavern on the Via de Mercurio, in Pompeii
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Figure 9. Sarcophagus in the museum of the Baths of Diocletian, with a raeda. It not only provides us
with information about the harness. A raeda with trotting horses, on a well-preserved Roman road,

was a vehicle safe enough to travel with a babe in arms

Figure 10, A coloured reconstruction of the column from Igel, a village near Cologne, in the Roman
Museum in Trier (Germany). It clearly shows the three draught mules, two of which are harnessed
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Where information has survived of the distances travelled daily using Roman posting
stations (mutationes) for relief of the draft beasts, these are impressive. Such journeys would
not otherwise be viable.

Thus, for example, Suetonius (Life of Caesar 57) tells us that Caesar sometimes ‘travelled long
distances with incredible speed, without luggage, in a rented cart, thus travelling up to one
hundred miles per day’ (about 150km/day). It is not uncommon for these episodes to be
recounted in history books, with the latter proposing horseback riding. No buttocks could
endure such feats without stirrups.

Figure 11, Patera from Otañes (Cantabria) with a medicinal water cart. Detailed
collars of the mules, of the same model as the one in the Igel relief

Figure 12, On the left, metal parts of horse collars found in Neupotz (Germany) (Alfoeldy-Thomas 1963). In the
centre, a wooden and iron collar from Le Rondet (Switzerland) and on the right, a coloured relief fromNeumagen
(Germany) with a detailed representation of this type of harness made up of three mules, two of which carry a

yoke and the third a pompom on the head



ISAAC MORENO GALLO

- 192 -

The normal journeys of ordinary people, in a private vehicle or passenger stagecoach, were
also much faster than has been assumed, since they have been assumed to be on foot, or in
ox carts, and similar nonsense. The information that we have for them confirms that
distances of 40 or 50 miles per day (60–75km) were regularly possible.

An epigram by Martial describes a journey by sea from Rome to Tarragona and then to Bilbilis
by land: ‘... and with an easy voyage driven by favourable winds, you will reach the heights of Spanish
Tarragona. From there a vehicle will take you quickly and perhaps on the fifth day you will see high
Bilbilis and your Jalón.’ (Martial, Ep. X, 104). Taking into account the usual route at the time,
through Lérida, Huesca and Zaragoza, we get 69 km/day. Ammianus Marcelinus describes
another trip of this type (Rerum Gestarum libri qui supersunt 14, 6), with a daily average of
70km/day.

However we also have evidence of exceptional journeys using the cursus velox. In the Secret
History, Procopius (XXX, 3.7) tells us about the cursus publicus, saying: ‘Since the best horses
were frequently changed, those who were entrusted with this task would sometimes end up making a
journey of ten days in one day.’ When considering a normal day’s travel, made in no particular
hurry and perhaps with some load, we should not expect journeys greater than 35km. Even
so, the information from Procopius would indicate journeys of about 350km! If we assume 12
hours of travel, interrupted only by the change of horses at the posting stations, that is an
average of about 30kph. Although that figure is truly impressive, it would be perfectly
possible on Roman roads, with their known structure, and of course, using fast carts with
horses at full gallop. Only the fatigue of the beasts, which should be relieved approximately

Figure 13, Infographic showing the type of draught of three mules, based on surviving reliefs and existing
archaeological remains on this subject
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every hour (30km), imposes limitations upon such feats. The best horses have a limit of
30kph at a gallop, and no more than one hour’s continuous endurance.

One last piece of information is found in Plutarch, in his work Parallel Lives, where he talks
about the life of Galba. He tells us how the news of Nero’s death reached him, from Rome to
where he was in Clunia, in just seven days. That is a journey of almost two thousand
kilometres, or about 280km a day, confirming that such trips might not only be possible, but
common.

However, heavier vehicles could also travel very long distances on a daily basis, also
allowing the traveller to rest. Such is the case with those vehicles in which one could even
sleep.

A sleeping carruca would be like the one Tiberius probably used (Valerius Maximus, Facta et
dicta mirabilia V, 5, 3), when his brother Drusus fell seriously ill in Germania. He travelled for
more than two days in a row, day and night, to see him before his death, resulting in days of
up to 300km/day on this journey, between Ticinum (Pavia), in Northern Italy, and
Mogontiacum (Mainz), where Drusus died. All of this, through the passes of the Alps, with
only an indigenous guide for company.

Figure 14, Biga in a race in the stadium. Sarcophagus in the Museum of Ancient Arles
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The road

Regarding the construction quality of Roman roads, it is a question that I have already
written about at length. These roads provide excellent infrastructure, constructed to
accommodate horse hooves and cartwheels, and to withstand enormous loads and good
speeds.

All of this is made possible thanks to the nature of the surface layers, composed of small-
grained materials, preferably rolled so as not to injure the feet of the beasts and to provide
the best grip for hobnails and wheels. Hard rock aggregate grains would be used to
withstand wear and tear and maintain the roughness of the road surface for a long time.

The very thick stone materials, conferring a bearing capacity much higher than that of
many current roads, were necessary for the transport of enormous loads which could
sometimes not be divided up. The load almost always had to be transmitted to the ground
through the four small surfaces formed by the wheels of large transport carts.

Figure 15, Relief from Ostia Antica showing a chariot, with the tack and bridle of the horses
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The impeccable geometric layout of the roads, using shallow inclines and a minimum width
sufficient for two vehicles to pass safely, rounded off the factors necessary to allow
comfortable and safe transport on the imperial road network.

Roman road engineering was a well-developed science, inherited from previous civilisations
that practised large-scale road building, such as the Persians. Rome knew how to extend the
network across her domains for commerce and the exchange of products and ideas,
reaching ultimately to the limits of her empire.

The construction

Constructional techniques for roads, which the Romans undoubtedly perfected, required an
‘industrialisation’ of the process allowing them to extend networks with admirable speed.
They endowed vast virgin territories with cities supplied with water, structured the

Figure 16, Sarcophagus of Flavius Jovinus, General-in-Chief of the Roman army in Gaul under Valentinian I.
Famous for his victories over the Alamanni, he was appointed Consul. A native of Rheims, he died there, where
his four-ton Carrara marble sarcophagus is found. Monoliths like this one can be found all over the Empire,
randomly distributed from the most varied sources, giving an idea of the amazing road network which made

such things possible



ISAAC MORENO GALLO

- 196 -

annexed territories to prepare them for agricultural and industrial production, and
provided extraordinary communication routes that made it possible to commercialise
production, quickly and over extended distances.

In less than a hundred years – unprecedented, at least in the West – the entire known
civilized world was endowed with an endless network of high-tech roads that laid the
necessary foundations for the development of territories, fragmented between ethnic
groups that, in many cases, hardly knew who their neighbours were.

By the time of Augustus, the Romans had built more vehicles than had ever before existed
in the known world. Their successors had to build many more, and above all continuously
repair everything previously built, an issue that is unavoidable for the functional
maintenance of any road network at any time.

Figure 17, Structure of the roadbed of the road from Italia to Hispania in Hurones (Burgos) www.viasromanas.net

https://www.viasromanas.net
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Despite widely reproduced reconstructions, where we see Roman legionaries with all their
military equipment placing large slabs on the surface of Roman roads, we should rather
think of such scenes producing gravelled roads. Roads could also be built by specialised
companies. This is what Chevallier tells us (1997, 40): in an analysis carried out on all the
surviving text of Livy, he finds sevenmentions of road construction by civil magistrates, and
only one referring to construction of a road (probably a military way) by the army.

Thus, thousands and thousands of kilometres were achieved in just one or two generations.

The military did not usually build these roads, nor did they have the means necessary to do
so. Neither did the military roads that the army built bear any relation to the commercial
routes that formed the road network of the Empire.

When the legions built a ‘road’ it was to solve a battlefield problem and not to connect two
cities which, at the time of conquest, either did not exist or were not Roman. Such
construction of a road by the army, accessing particular locations, provided information to
the enemy that must be safeguarded with great discretion.

Authors such as Frontinus, in the Stratagemata, and Caesar, in De Bello Gallico explicitly
describe these paths, as follows:

Vegetius, in his Epitome of Military Institutions (III, VI), comments: ‘… detachments should be sent
in the vanguard to occupy the prominent places … It is better to send men ahead with hatchets and

Figure 18, Cross-section and ground plan of the excavated sector of the via praetoria at Cildá (Corvera de Toranzo
and Arenas de Iguña)
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other tools to open roads that are narrow but safe, without sparing the work, instead of taking more
risks on better roads.’

Josephus similarly describes Vespasian entering Galilee (Bellum Iudaicum III–V): ‘The sappers
followed them to straighten the winding roads, clear difficult passages and cut down the trees that
would impede access in advance, so that the army would not have to endure a difficult march.’

In contrast to the wide highways that are Roman roads, the army moved discreetly along
rapidly built roads which, although narrow, served the campaign strategy.

In the camps themselves, archaeology has begun to confirm that streets were narrow (Póo
et al. 2010, 318). They were, of course, equipped with a road surface capable of supporting
loads, as war machines had to move along them, but they were only prepared for a limited
amount of traffic where it was not necessary for two wagons to pass each other. The need at
such sites was to prioritise the efficiency of the infrastructure.

On Roman roads between towns, huge dumps of bedding material have been observed, with
thick stones in the lower layers that serve as a foundation. Successive layers provide the
necessary load-bearing capacity to the final structure through adding stones of smaller size
to complete the required thickness.

Figure 19, Structure of the Roman road from Numancia to Uxama in Soria, with the tracks of the construction
wagons in the intermediate layers of the roadbed. www.viasromanas.net

https://www.viasromanas.net
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Special attention is paid to the surface layer, both for the hardness of the materials and for
fine grain size, necessary for the performance required from these surfaces related to what
they must carry: the end users.

Wheels tracks left by vehicles used in construction are very often seen in the intermediate
layers, carts heavily loaded with aggregate. Carts passed over the newly compacted and still
wet layers, waggons tipping and spreading a new layer of aggregate over their own newly
formed tracks, which is why the marks have lasted to this day.

The only practical way to build a road efficiently and quickly with these characteristics is by
using available mechanical means. In the case of the Roman world, these are in effect means
carts for transporting aggregate and other machines for spreading and compacting the
materials. Draft animals and labour rounded off what was needed by construction teams.

A good construction project and good planning are essential for the success of the
undertaking. Both factors undoubtedly existed, and the proof is visible in the surviving
remains of Roman roads.

The provenance of the materials has also been discussed elsewhere. They almost always
came from close to the road itself, but many cases are documented where, to obtain the
required aggregates of sufficient quality, enormous distances were covered (Moreno 2004,
107).

Figure 20, Infographic explaining the construction process of a Roman road and the elements involved
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The builders were well aware of these problems beforehand and would necessarily take
account of them in the project planning. When the state decided on an investment, nothing
was left to chance.

But what is left of that amazing road network? What structural characteristics are still to be
seen? Are the roads that are promoted as Roman today really Roman roads?

THE IDENTIFICATION OF ROMAN ROADS

The large number of roads, bridges, and other elements of public works considered to be
Roman without any objective factor identifying them as such is still surprising. When we
examine the process of by which these structures have been ‘Romanised’, we must conclude
that it is the lack of objective evidence that has convinced authors to interpret them as
Roman. Absence of proof of modernity appears to have been systematically interpreted as
proof of extraordinary antiquity.

However, gradually, evidence has emerged that for such ‘Roman’ bridges as that in La Rioja
(Arrúe et al. 1999), and for some ‘Roman roads’ such as that of Parpers in Argentona (Costa
2012), construction was actually carried out within the last few centuries. That of course
does not preclude other constructions being Roman that have nothing either against, or in
favour of, their being of that age.

But, when there is no documentation to support the dating of these constructions, because
it simply does not exist, we must resort to other factors that can serve us for this purpose.
The technique of construction is one such. Buildings, bridges and roads that share technical
characteristics, and which demonstrate construction methods of a technological level
clearly identifiable to an era, do most likely belong to that era.

Once the characteristics of a structure, and the technological and cultural level to which it
belongs, are precisely identified, its dating is greatly facilitated compared to the
impossibility of doing so when reliance is placed upon the lack of documentary evidence.

Methods

With regard to Roman roads that have been shown to be such, without exception they must
demonstrate all the basic technical characteristics that make a road a road, without which
they would fail to perform properly.

For use of this method, therefore, a good knowledge of these technical characteristics is
essential. That enables many preserved roads to be identified as Roman, since between the
fall of the empire and the 19th century, roads with such characteristics were, in effect, no
longer built. Some roads, however, will fail at this first step, since surviving sections, often
the majority on certain routes, do not meet the requirements of this analysis.

Initial indications of the various possibilities for the correct layout of routes should be
provided by the direction of cities requiring to be linked, but we must also locate clear
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physical remains if we expect to escape from the realms of speculation and not continue to
settle for baseless hypotheses.

Search methods based on low altitude aerial surveys are very valuable, as these can be
conducted at an appropriate time when soil moisture conditions are appropriate, which is
rarely true of modern satellite photos.

Archaeological verification of the structure of the metalling is essential, at least in the
sections clearly capable of shedding light on this aspect. Without checking the technical
characteristics of the road structure, identification will not be complete or definitive.

Documentary support from medieval manuscripts can provide additional confirmation of
the presence of a Roman road in an area (García González et al. 2010). Although not essential,
such evidence reinforces identification and sometimes documents in a most interesting way
the continued use of a road in past centuries, even when it has been completely destroyed
today.

Such disappearance is particularly an issue in areas of very broken terrain, especially
mountainous areas, where aggressive processes of erosion cause the structures of Roman
roads to vanish, by burying them deeply or dispersing their remains.

However, on the plains, this is not the case. Where evidence has been destroyed here, it is
not due to natural phenomena, but to human activity in exploiting the land. With the
exception of cases where farms have been levelled or dismantled for irrigation, or instances
where vestiges have been removed by machinery, roads can mostly be found in situ.
Remains of the destroyed structures, and of road surfacing material, may be dispersed along
the zone of occupation, but they are nevertheless there.

Vestiges in the plain

In lowland areas of the moors and other plains, roads are destroyed for the most part as a
result of ploughing and agriculture irrigated by rain. Fine-sized aggregates, by their very
nature, do not travel great distances by the action of the plough. They are only scattered a
few centimetres. A six-metre-wide stone-built road barely occupies between eight and nine
meters once it has been ploughed repeatedly. The smaller the aggregate, the less the
dispersion. In addition, colour contrast with the natural terrain is higher when there is an
initial difference in the colour and nature of the aggregates making up the structure. Thus,
stones of white quartz or limestone leave spectacular traces that remain for centuries on
dark or reddish clays.

On the plain, roads that have managed to remain in use preserve their structure easily. Only
the transformation of the foundation layers with heavy machinery degrades them severely,
although sometimes even this process fails to destroy the lower layers.

We have found the best remains, the most spectacular embankments, and the most integral
surface structures of the Roman road, on the plain.
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Figure 21, Traces of the Roman road between Uxama and Clunia in the province of Soria.
www.viasromanas.net

Figure 22, Traces of the Roman road excavated between Salamanca and Villalazán, in the pastures to
the south of San Cristóbal del Monte. www.viasromanas.net

https://www.viasromanas.net
https://www.viasromanas.net
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Here, the processes of erosion and deposition areminimal. Large Roman carts on soft terrain
required an extremely thick roadbed, which means that the remains survive relatively well
in these zones.

Vestiges in the mountains

The geological instability of mountain slopes, caused by gradients and aided by the erosive
forces of run-off, succeeds in destroying infrastructure there in an impressive way. Road
maintenance is always very expensive in mountain areas. If terrain is not sufficiently stable,
lack of adequate maintenance and subsequent repair can sometimes destroy roads along
their entire length. Only the cuttings are providentially preserved by the particular
hardness of the rock from which they have been excavated.

The discovery of intact structures on the side of a mountain is not to be expected.
Occasionally, the platform on which a road was based, rather than the surfacing, is
preserved, in which case it occurs over a short length.

When the qualities of the rock are highly resistant to erosion, traces of ancient excavation
can be found. Cuttings through rock for Roman construction works were excavated by hand.
In this case, when the nature of the rock allows it, pickaxe marks are visible in the rock walls
formed during the construction process.

Few cultures used picks on rock in this way for the passage of their routes, and in the
western Mediterranean area these are a good means of identification, as here Roman
construction had no rival in this technique, either before or after. New road construction in
modern centuries has used gunpowder for such purposes, making pick marks on the rock
walls very rare.

Although usually no other traces of the construction of Roman roads can be found in
mountainous areas today, in a few cases rock cuttings are preserved. They are undoubtedly
Roman due to their technique, and if they do not usually occur over a long stretch, their
location may reveal the overall direction of road construction.

In exceptional cases, large ornamental gates that accompanied a Roman road are preserved
and can be admired today. For example, the Bons gate, near Grenoble, preserved on a
difficult-to-access hillside, on a very hard rock outcrop, constitutes the only vestigemarking
the course of the Roman road in the entire valley. If it had not been for its chance survival,
nothing would be known about the course of this Roman road.

We must therefore consider the discovery of any remains of a Roman road in mountainous
areas as purely down to luck, due to chance geological circumstances. And, just as cuttings
in rock with pick marks clearly identify the route of a Roman road, so the presence of well-
preserved surfacing or structures are indications of modernity, precisely because their state
of preservation is untypical of Roman roads. The criteria for the layout of mule trails,
medieval and modern, are not those of roads, and the result is therefore very different from
what is expected of a Roman road.
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Figures 23 & 24, Roman road in a mountain pass, the rock cutting at Bons (Mont de Lans, France)
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From error to terror

The greatest errors in identifying Roman roads do indeed occur in mountain areas. The need
throughout history to continually establish routes in these places, where the elements
destroy all that has been built, leads to a proliferation of visible but relatively new paths.

Paving stones from recent centuries, although merely intended to consolidate paths
constructed without engineering criteria, have excited the imagination of many researchers
wanting to see in them Roman roads that are not otherwise visible.

In most cases, a Roman road, even if it existed, will no longer be visible. In most mountain
passes two thousand years is a long time to preserve a road that the Romansmade. Discovery
of some small traces of construction on a rocky outcrop is down to Providence, and we
should consider ourselves lucky in the rare cases when it occurs.

The truth is that modern interest in historical roads has meant that each mountain pass
through which a Roman road used to run ‘requires’ the discovery of a Roman road in it. If
this does not happen, it can always be invented.

Relatively modern paved roads have formed the paradigm of what a Roman road should be.
They have been labelled as Roman roads and are visited as such by tourists. Warnings

Figure 25, The technologically poor Capsacosta road, in Gerona. An unengineered mule track, claimed and
presented as Roman
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against this issue have been published previously (Moreno 2004, 217 et seq.) but it is worth
repeating that neither the Puerto del Pico in Ávila, nor the Besaya paved path in Cantabria,
nor the Capsacosta path in Gerona, nor the Fuenfría path in Madrid, nor the cobbled road of
Ubrique, may be considered to be Roman roads, either in terms of construction method or
route. The full list is too long to reproduce here.

Although human error is excusable and universal, these routes should no longer be
presented as Roman, since it is known that they are not. Doing so is a cultural fraud
perpetrated upon the public. Some such routes are especially significant in this regard: the
Camino de Santiago (‘the Way of St. James’) has been much travelled since it became
fashionable some twenty years ago.

The central and western Pyrenean passes, which have always been gateways to the Iberian
Peninsula, today constitute the beginning of the Camino de Santiago for thousands of
pilgrims each year.

When the ‘official’ Camino de Santiago was re-established, in an attempt to prevent the
proliferation of numerous routes claiming the name, the supposed ancient routes through
the passes of the Pyrenees were incorrectly identified.

Figure 26, View of the Puerto del Palo road at the only site with any constructive structure of interest. It is a
poorly made retaining wall to support a two-metre wide path. Cuellos de Lenito in the Valle de Echo
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As a result of what has been written by some historians, the supposed Roman road
representing the Camino de Santiago, was made to pass through difficult places completely
inappropriate for the route of a Roman road.

The central pass by the Puerto del Palo has been long advocated and postulated as a Roman
road (Casaus 1829 and Blázquez 1918). In the 20th century studies by Beltrán (1955, 127–40)
and Magallón (1987, 113–33) declared it to be such. However, attempts have been made in
more recent studies to debunk the supposed Roman nature of this pass (Moreno 2009) using
structural and technical criteria. It is not only unsuitable as a road, but exceedingly
dangerous to traffic due to the high elevations through which it passes.

Fortunately, few pilgrims follow the recommendation to use this ‘authentic’ route, more
because of its difficulty and regard for their own physical safety than because of the
information provided for them. The route through this pass is truly horrifying for the
reasons mentioned, and promotion of it should be banned.

The Roncesvalles pass, situated in the western Pyrenees, has always been supposed to be
Roman, apart from some bizarre claims that see the ambush of Charlemagne as having taken
place in Puerto del Palo, in Aragon (Ubieto and Cabanes 1993). For good reason Roncesvalles
has been seen as the best of the passes in all that area to traverse the Pyrenees.

However, traditionally, it is the route named on maps as ‘Napoleon’s’, running through very
high altitudes, that has been regarded as Roman. For a summary of those authors who have

Figure 27, Comparative longitudinal profiles of the Puerto del Palo road and the old Somport road (the Roman
road). The former runs on very steep slopes, at much higher altitudes, with snow for manymore days a year and,
in short, with an elevation profile inappropriate for engineers. The second is the best possible way to cross the

Central Pyrenees and practically coincides with the current road
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postulated this route as Roman, given that they rely on them, reference can be made to
Buffières and Desbordes (2006).

This high route, which has no constructional characteristics resembling Roman techniques,
rises to the level of 1,300 m. In fact it was built by Napoleon’s troops, under the command of
Marshal Soult, for the emplacement of artillery pieces to defend the Ibañeta pass, which was
the one then commonly used, located much lower at an altitude of 1,050 m (Lacarra 1949,
volume II, 78).

It is nothing more than a high mountain route, completely unsuitable for laying out a road.
It rises to unnecessary altitudes covered in snow for many days a year and continues high
up for some distance before descending again to the Ibañeta pass. If only because of the
irrationality of this route, and the lack of any known Roman traces in the area, we have
argued that this route could not be Roman, and that the road should have followed a route
close to that of the current road between San Juan de Pie de Puerto and Ibañeta (Moreno
2004, 221). This modern road was laid out by engineers, and it was engineers who laid out
the Roman road. The possibilities for suitable and rational solutions in the valley are limited.

Recently, and using these criteria, the Roman road has been sought in Valcarlos and has
been found on a line close to the current road. Significant progress is finally being made in
the identification of the Roman route in this area, but for some pilgrims it is too late.

It will take many years to achieve acceptance that the road via the heights of Ventartea and
Cice is not the old pilgrims’ road, much less the Roman road. Every year thousands of

Figure 28, Comparative longitudinal profiles of the Cice and Ventartea passes and the Valcarlos Roman road. The
former runs for a long way, unnecessarily, through high mountain peaks, making it particularly dangerous. The
latter is excellent, providing the lowest possible route over the Ibañeta pass, the lowest in this part of the

Pyrenees
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pilgrims follow this route, highly demanding in terms of energy and unnecessarily
endangering their physical safety. So much so, it is a rare year in which no-one loses their
life on this journey. It is a case where error has turned to terror.

With roads to Santiago now being promoted from all over Spain, another pass, unforgiving
at hard times of the year, is now also promoted as such. The Puerto de la Fuenfría in the
Sierra del Guadarrama is the pass between Madrid and Segovia.

A milestone was found in Cercedilla showing that a Roman road passed through that valley,
the logical passage over the hill of Fuenfría. The surfaced remains of a road dating from the
time of Philip V excited the imagination of many road scholars in the 20th century, reflected
in numerous publications which described it as the Roman road through the valley. Its
irrational layout as a highway led to a review of this question, and the Camino Viejo de
Segovia was opted for as the best candidate (Rodríguez et al. 2004, 63–86), although its
deteriorated state has not allowed us to identify structural remains which can be
unquestionably assigned to the Roman period.

This route is now being promoted, although it is only a path (and not even a good one on
some difficult stretches) which takes an illogical line through the Madrid foothills
unsuitable for a road. Few traces along it – in fact none – can be assigned as Roman road
structures.

Figure 29, One of the many cuttings, made with a pickaxe, for the passage of the Roman road in Valcarlos
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This bizarre proposal fails to conform to any criteria, either scholarly or remotely logical
and reasonable, and yet is what users unfamiliar with Roman road studies must settle for.
Not only are they being deceived from a cultural point of view, but they are also given
misleading information on the nature of Roman roads, including how they were laid out and
built.

Briefly, the proposed route continues on the Segovian side, despite the fact that there are
clearly no Roman structural remains anywhere through the entire pass. Just a few small
embankments in the ancient Venta de Santillana could be suggested as indicative of a
Roman road, yet there is an intention to promote the whole line as such, kilometre upon
kilometre of high mountain pass. Here surely, once again, travellers who have already had
this cultural disaster foisted upon them, now have their physical safety put at risk by the
horror of bad weather, all sponsored by large quantities of public money.

Other mountain roads with no indications of Roman origin, but which also receive some
bizarre degree of support, are proposed in the Cantabrian mountain range. This includes the
supposed Roman road in the Camin Real de la Mesa, between León and Asturias: it runs
continuously through the highest areas, quite unnecessary for an efficient Roman route, and
always dangerous.

Figure 30, Supposed Roman road, promoted as such, in Ubrique (Cádiz). The flagstones uncovered on this Camino
Real have led to claims that it is Roman, due to their resemblance to the paved streets of Roman cities
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The list of bad roads through dangerous terrain for which Roman origins are claimed, would
be too long for the scope of this work. Such roads in the Alps and elsewhere have already
been referred to in other works (Moreno 2004, 220 et seq.). The examples provided above,
particularly significant, must suffice.

TOWARDS AN UNDERSTANDING OF THE ROAD NETWORK AND ITS
BUILDERS

In recent years many sections of Roman road have been discovered due to the significant
technological level of Roman engineering that it has been possible to confirm for them
(Moreno 2011). This should make us reflect on what has been ignored up to now on the
subject, because of the general lack of knowledge about the Roman road network. It should
also make us reflect upon how the mistaken impression we had of these roads leaves so
much more still to discover, and upon how much has been lost to major transformations in
the landscape over recent decades, while we were unaware of what we were losing.

Until a few years ago, the identification of Roman roads was fundamentally based on
historical sources informing us about those roads: sources that were always partial, difficult
to interpret, full of transcription errors, and which actually led to the discovery of very few
Roman roads.

The sources and the road network

Up until now, surviving ancient documents that have come down to us have been of
disproportionate importance in investigating of the Roman road network. However they
have provided no new data of interest for many decades, and in the light of current
knowledge are now sterile sources.

The so-called Antonine Itinerary (Roldán 1975) describes routes along Roman roads. What
up until now seems to have been the Bible for investigating Roman roads suffers from the
following characteristics:

1 In many cases the routes present evident gaps in the data. Cities which existed and
whose sites are well known are inexcusably omitted, with errors in the total distances of
routes which force us to suspect the loss of more than a few intermediate lines of text.
The routes from Caesaraugusta to Benearno, and from Caesaraugusta to Asturica via
Celtiberia, are examples among many others.

2 Simple errors in the recorded distances, deriving from either from the original source or
from successive transcriptions, tempt the researcher into considering incorrect routes
that conform to what has been described.

3 Many of the routes linking well-known Roman cities for which we have clear evidence
(probably the majority) do not appear in the Itinerary. We can cite networks known
today with some precision which have limited representation among roads described in
the Itinerary (www.viasromanas.net).

https://www.viasromanas.net
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To expect significant advances based on this type of documentation is to persist in an area
of study in which progress has never beenmade, when truly effective alternative techniques
were lacking. This demonstrates a curious belief assigning absolute literal truth to anything
said in the document.

Another of the documentary sources often used to try to ‘discover’ the routes of Roman
roads is that by the so-called ‘Anonymous of Ravenna’. The Cosmography of the Anonymous
of Ravenna was written between AD 670 and 700 (Pinder and Parthey, 1860).

According to the authors who have studied it, this document is derived from the
transcription of city names represented on a map. It has not been proven that Roman roads
were depicted on the map, nor is any type of distance between the cities given, although
they tend to be grouped by geographical areas. It is difficult to imagine a document of lesser
value to solve the problem of identifying Roman roads, which is what we are dealing with
here. However, it continues to be mentioned insistently by those dealing with this type of
study.

The Bordeaux Itinerary (Itinerarium Burdigalense), is more complete and precise than any
other, but does not include any region of Spain. Those who study France are fortunate, but
for Spain it is worthless.

The Peutinger Table (Tabula Peutingeriana) is a mapmade with highly deformed scales so that
its format could be accommodated on a rolled parchment. Cities, roads, and the distances
between them are represented, but the parts dealing with Hispania and Britannia were not
preserved. Nevertheless, despite this complete lack of utility for our geographical area,
some authors, in their ignorance, rely on this map to demonstrate alleged Roman road
routes (Grande del Brío 2007, 67 et seq.).

In short, there is little value in the documentary sources that have survived for the
geography of Roman roads in Spain, and use of these sources will see little future
identification of Roman roads throughout the Mediterranean area in general.

Today we have found a new weapon based upon the comparison of constructional
techniques in physical remains: real evidence and proof of the existence of Roman roads.
Fortunately, research into Roman roads is no longer based upon maps covered in lines,
various speculations derived from distance measurements, or the strange site associations
between bridges, and roads (in that the former, being Roman, automatically date the latter
by reason of association).

Now, far more useful, is a comparative study of surface materials and analysis of the
arrangement and quality of the various layers of stone customary for Roman roads.
Examples have a substantial minimum width and show limited maximum inclines, within
the context of a route clearly laid out by topographic survey and transferred to the terrain
using intentional geometric characteristics. Using highway engineering to study Roman
roads fully confirms Roman-era technology and construction.
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The damnatio memoriae of Roman knowledge

For people of the present day, Roman roads have until now offered more questions than
correct answers. Our lack of knowledge is probably also true for other crucial aspects of
their civilisation, with inaccuracy becoming engrained long before it fell. History is written
not only by external enemies of a civilisation but also those who hate it from within.

Even those emperors demonised and made the subject of damnatio memoriae by their own
people had information about them collected in the writings of those who recounted their
lives a few decades later (Suetonius). But in dealing with armed conflict, it is hard to find the
truth from texts when a ruler or an entire people is destroyed. History is written by the
winners with such evident bias that all reality is distorted in favour of the winner. If that is
true for contemporary history, it is even more true for ancient history.

Fortunately, the built structures that some civilisations have left behind them speak to us so
clearly that, even when in ruins, their excellence is difficult to obscure through
misrepresentation in books. Using the guidance of such structures is always the best way to
gain understanding of those who created them, because ‘by their deeds you shall know them’.

If the failures of truth about the Roman world are hard to to detect in ancient writings, we
are capable of doing better with regard to modern writings.

The excellence of Roman road technology is an important area of concern that I shall not
explore further to avoid prolonging this section indefinitely: it is well known today and has
already been commented upon in this paper. Misleading information has been published on
the subject, to such an extent, that we read statements advocating the exact opposite of
what has been shown to be true.

At the beginning of the 20th century, authors appeared who were interested in
demonstrating that the level of knowledge that Roman civilisation used on its roads was
typical of lesser intelligences. Lefebvre des Noëttes even experimented in 1910 with

Figure 31, Photographs of Lefebvre des Noëttes’ experiment, 1910. The asphyxiating collar that he tried out does
not correspond to the reality of the harness that the Romans used
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harnesses of a design that prevented the transport of loads (Lefebvre des Noëttes 1931). All
this, without thinking to explain how it was that huge quantities of all kinds of heavy loads
had been transported to the furthest reaches of the Empire from points of production. He
was influential on a good number of other leading European authors, giving rise to a whole
host of historical consequences. The failure of Roman technology was taken as the starting
point for later medieval and modern developments, thus proposing a process of
development that started with very poor-quality Roman practice.

Gonzalo Menéndez Pidal has had an important influence in the Spanish historiographic
school, who adopted all the principles of Noëttes, in his work los Caminos en la Historia. They
adopted further reactionary principles of their own, leading to a bleak view of transport
techniques in the Roman world. Pidal pontificates on matters with phrases like these:

•‘… criteria that make modern roads softer and longer, and produce a carriageway that is faster and
harder, suitable for walkers and horsemen but not for carriages’ (p. 25).

•‘The superfluous depth of road structure stands out, although it is the main basis of its durability’
(p. 27).

•‘Roman chariots had a narrow gauge of less than one metre’ (p. 31), (despite all the Roman
streets in Pompeii, and of other Roman cities in modern excavations, measuring 1.40m.
Moreno 2004, 167ff).

•‘Undoubtedly, this low efficiency of the Roman road is due to the poor operation of the harness and
the lack of horseshoes’ (p. 31).

•‘It can be said that vehicle construction technique made very little progress under the Romans’ (p.
32).

•‘It can be said that vehicles for transporting people were rare and seldom used; the traveller usually
went on horseback’ (p. 32).

•‘It seems that the new harness using rigid collars resting on the breast and shoulders only came into
use around the 10th century, which, together with use of the horseshoe, made it possible for
defective medieval roads to perform better than the remarkable roads of the Empire’ (p. 43).

If this perception of the Roman harness has been revised in recent work, as summarised by
Judith A. Weller, that remains untrue for roads. That author, along with others discussing
Roman roads, paints a picture of poor roads and steep inclines, very far from reality.

The damnatio imposed on road engineering has still not been overcome. Well into the 21st
century, text books (Zarzalejos et al. 2010, 390 and 391) continue to recount theories falsely
attributed to Vitruvius concerning the construction of Roman roads, although he never
deals with the subject.

The level of understanding shown by Spanish historians, even recently, concerning the
technical capacity of Romans and their roads, must be summarised in this sentence by
Ubieto Arteta (1993):
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Around the year 1000, the emergence of merchants in Europe made it necessary to adapt old
Roman roads for the transit of freight wagons. Since the pass through the Valle de Echo via the
road from Zaragoza to Bearne was unfit for this purpose due to its choice of route, the Puerto
del Somport de Canfranc (Huesca), lower in altitude, was adopted.

BIBLIOGRAPHY

Alfoeldy-Thomas, Sigrid 1993: ‘Anschirrungszubehör und Hufbeschläge von Zugtieren’. in E. Künzel,
(ed.), Die Alamannenbeute aus dem Rhein bei Neupotz , Bd. I, Mainz., 351–44.

Ammianus Marcelinus, Rerum Gestarum libri qui supersunt.

Arrúe Ugarte, B., Moya Valgañón, J. G. et al. 1999: Catálogo de puentes anteriores a 1800: La Rioja, Logroño,
Gobierno de La Rioja.

Beltrán Martínez, A. 1955: El Puerto del Palo y la Vía Romana que lo Atraviesa, Institución Fernando el
Católico, Zaragoza.

Blázquez, A. and Sánchez Albornoz, C. 1918: Vía Romana de Zaragoza al Bearne, Junta Superior de
Excavaciones y Antigüedades, Madrid.

Buffières, L. and Desbordes, J.M. 2006: De la voie romaine au Chemin de Saint-Jacques: Le franchissement du
por de Cize, Societé d’Études Basques, Bayonne.

Casaus Torres, A. 1829: Nuevas observaciones para la Historia General de Aragón, Navarra y Cataluña, Los
Herederos De La Viuda Pla, Barcelona.

Chevallier, R. 1997: Les Voies Romaines, Picard, Paris.

Costa Oller, F. 2012: Camins del Rei de Mataró al Vallès el segle dinou, Mataró.

Crouwel, Joost H. 2010: Caballos y Carros en el Mundo Antiguo. Desarrollo de un día de reunión científica.
Orestiada, Grecia 30 de septiembre 2006. Editado por Diamantis. Triantaphyllos-Domna Terzopoulou.
Ministerio de Cultura y Turismo. Fondo de Gestión de Créditos para Proyectos Arqueológicos.
Orestiada.

Flavius Josephus, Bellum Iudaicum.

Vegetius Renatus, Flavius, Epitoma rei militaris.

García González, J.J., Peterson, D., García Izquierdo, I., and García Aragón, L. 2010: ‘Introducción al
conocimiento de la Viaria Romana de la Cuenca del Duero a través de la Documentación
Altomedieval’, V Congreso de las Obras Públicas Romanas, Córdoba.

Grande del Brío, R. 2007: La Calzada de la Plata en la provincia de Salamanca. Miliarios, mansiones y
fortalezas, Anthema Ediciones, Salamanca.

Kiss, A. and Bökönyi, S. 1989: Das römerzeitliche Wagengrab von Kozármisleny. (Ungarn, Kom. Baranya),
Magyar Nemzeti Múzeum, Budapest.

Lacarra, J.M. 1949: Las Peregrinaciones a Santiago de Compostela, Consejo Superior de Investigaciones
Científicas, Madrid.



ISAAC MORENO GALLO

- 216 -

Lefebvre des Noëttes, R. 1931: L’Attelage. Le cheval de selle à travers les Edades: Contribution à l’histoire de
l’esclavage, Picard, Paris.

Lodewĳckx, M. and Wouters, L. 1995: ‘Le jouguet de Wange’, in G. Raepsaet and C. Rommelaere (eds),
Brancards et transport attelé entre Seine et Rhin de l’Antiquité au Moyen Age. Actes du colloque de Bruxelles et
Treignes, 1er et 2 octobre 1993, Centre d’Histoire et du Technol. Rurales, Treignes, 57–66.

Magallón Botaya, M. A. 1987: La Red Viaria Romana en Aragón, Diputación General de Aragón, Aragón.

Menéndez Pidal, G. 1951: Los Caminos en la Historia de España, Ediciones Cultura Hispánica. Madrid.

Moreno Gallo, I. 2004: Vías Romanas. Ingeniería y Técnica Constructiva, CEHOPU. Mº de Fomento. Madrid.

Moreno Gallo, I. 2009: Item a Caesarea Avgvsta Beneharno: La carretera romana de Zaragoza al Bearn.
Institución Fernando el Católico. Diputación de Zaragoza, Zaragoza.

Moreno Gallo, I. 2010: Vías Romanas. Las huellas de la Ingeniería perdida. V Congreso de las Obras Públicas
Romanas. Córdoba.

Moreno Gallo, I. 2011: Vías Romanas en Castilla y León. Junta de Castilla y León. www.viasromanas.net
accessed 28.2.22.

Pastor Muñoz, M. and Pastor Andrés, H. F. 2012: ‘Vehículos y medios de transporte en el mundo
romano’, in G. Bravo and R. González Salinero (eds), Ver, viajar y hospedarse en el mundo romano,
Signifer Libros, Madrid/Salamanca.

Pinder, M. and Parthey, G. 1860: Ravennatis Anonymi Cosmographia et Guidonis Geographica, Friderici
Nicolai, Berlin.

Póo Gutiérrez, M., Serna Gancedo, M. L., and Martínez Velasco, A. 2010: ‘Campamento (castra aestiva)
de Cildá (Corvera de Toranzo y Arenas de Iguña)’, in Castros y Castra en Cantabria, Fortificaciones desde
los orígenes de la Edad del Hierro a las guerras con Roma, Catálogo, revisión y puesta al día, ACANTO,
Santander, 309–22.

Rodríguez Morales, J., Moreno Gallo, I., and Rivas López, J. 2004: ‘La vía romana del puerto de la
Fuenfría’, Estudios de Prehistoria y Arqueología Madrileñas 13, 63–86.

Roldán Hervás, J. M. 1975: Itineraria Hispana, Departamento de Historia Antigua, Universidad de
Valladolid, Valladolid.

Röring, C. W. 1983: Untersuchungen zu römischen Reisewagen, Forneck, Koblenz.

Schleiermacher, Mathilde 1996: ‘Wagenbronzen und Pferdegeschirr im Römisch-Germanischen
Museum Köln’, Kölner Jahrbuch 29, 205–95.

Sirks, A. J. B. 2007: The Theodosian Code, a Study, Editions Tortuga, Friedrichsdorf.

Spruytte, J. 1983: Early Harness Systems (Trans. M. L. Littauer), Allen, London.

Suetonius Tranquillus, C. The Twelve Caesars.

Ubieto Arteta, A. and Cabanes Pecourt, M.D. 1993: Los caminos de Santiago en Aragón, Colección Estudios
y monografías 20, Departamento de Cultura y Educación, Zaragoza.

Weller, Judith A. 1999: Roman Traction Systems, www.humanist.de/rome/rts/index.html accessed
28.2.22.

https:// www.viasromanas.net
https:// www.viasromanas.net
https://www.humanist.de/rome/rts/index.html


ROMAN ROADS: STATUS QUO AND FUTURE PROSPECTS

- 217 -

Zarzalejos Prieto, M, Guiral Pelegrín, C., and San Nicolás Pedraz, M. P. 2010: Historia de la cultura
material del mundo clásico. Universidad Nacional de Educación a Distancia.



- 218 -

ISAAC MORENO GALLO



Itinera (print): ISSN
Itinera (online pdf): ISSN

Journal of the Roman Roads Research Association
Web page: www.romanroads/itinera.html

TINERA

- 219 -

2635-1579
2635-1578

ROMAN ROADS: DISCOVERIES ON THE CULVER
ARCHAEOLOGICAL PROJECT:2005-2021

BY ROB WALLACE
rob@culverproject.co.uk

ABSTRACT.

East Sussex is a part of Roman Britain that remains under-researched, though it was an important
region for industry and agriculture (Bird, 2017, xii). The road network in this region would have been
extensive, yet our knowledge of it remains relatively limited despite investigations carried out by
Codrington and Margary. This paper expands on research that the Culver Archaeological Project has
undertaken since 2005, with specific reference to that completed on the Roman roads of the Upper Ouse
Valley in the parishes of Barcombe and Ringmer, East Sussex, which appeared in the RRRA newsletter
No 2 in the 2016, entitled, ‘Culver: an intriguing first 7 years’.

INTRODUCTION

he Culver Archaeological Project (CAP) was formed by the author in 2005, whilst
supervising at Barcombe Roman villa excavations and looking for a research project for

his then upcoming master’s degree at the University of Sussex. Originally, the area of
investigation was focused on land at Culver Farm (Figure 1-2).

The Barcombe Roman Villa, in Dunstalls Field on Culver Farm, was discovered by test pitting
in 2000 by Mid Sussex Field Archaeology Team (MSFAT). The site was excavated by MSFAT
and by the Institute of Archaeology, University College London (UCL), between 2000 and
2007. The Early Roman Villa Complex included a Bronze Age ring ditch (c 2200 – 1500 BC), two
Iron Age round houses, a bathhouse, and a Proto-villa. One of the Iron Age round houses is
contemporary with the proto-villa and bathhouse which date to first and early second
century AD. During the early to mid-third century AD, the proto-villa and bath house were
replaced with a much larger winged corridor villa, a large aisled building, a smaller building,
possibly a grain store, and a large bath house in the adjacent field (Church Field) (Rudling et
al, 2010; Gammon et al, 2008).

In 2005, the farmer at Culver farm, Mark Stroude, told the author of a flint scatter running
across a field named Courthouse Field in a north-east to south-west direction. This

© Rob Wallace 2021, published by the Roman Roads Research Association

II (2022), 219-240

T

https://www.romanroads/itinera.html
mailto:rob@culverproject.co.uk


ROB WALLACE

- 220 -

information prompted the author to create the Culver Archaeological Project with the aim
to investigate the historical landscape around the Barcombe Roman Villa Complex. In the
early days, the project focused on tracing with geophysics and excavations the potential
road that the farmer had pointed out. These investigations included an excavation at Court
House Field to confirm the presence and age of the road followed by excavation and or
geophysical investigations of fields on the projected alignment of the road including The
Crink, Culver Mead, Pond Field, Parsons Wallet and North End Field (Figure 2)

Still investigating potential roads and aiming to record Margary’s London to Lewes Road
(RR14), in 2010 volunteers from CAP under the direction of our colleague David Staveley,
undertook geophysical investigations on the east of the River Ouse at Bridge Farm (Figure
2). The results of these investigation showed RR14 being truncated by what looked like a
double ditch enclosure with a settlement inside and surrounded by field boundaries.
Extensive excavation work under the direction of the author between 2013 to 2021 have
confirmed the presence of a Roman settlement in Bridge Farm. The settlement is dated
between first century AD to fourth century AD and was connected by RR14 to the north, to
the east by a road seemingly directed to Arlington and Pevensey and to the west by the
Greensand Way (RR140). South by the River Ouse which is thought to have been navigable.

Figure 1, LocationMap. Ordnance Survey data supplied by the EDiNA digimap service. Crown copyright/database
right 2012. All rights reserved
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GEOPHYSICAL SURVEY RESULTS.

The geophysical surveys were carried out using magnetometry, resistivity and Ground
Penetrating Radar (GPR) machines.

The first survey carried out used resistivity in Culvermead (Figure 2 & 3A) and showed a
linear feature running north-south for c30 meters with another running east-west for c40
meters. The latter overlaying the former feature, which we believed to be the route of the
road. Another resistivity survey was carried out in Culvermead in 2010 to clarify these
results (Figure 3A Res 3B Mag). The features mentioned could be seen more clearly,
alongside some possible right-angle features and another unidentified feature to the
southern edge of the field. These could also be seen from an aerial photograph taken in 2010
by a colleague, Dick Nesbitt-Dufort (Figure 4). This field still awaits further investigation
through excavation in the future.

To the north of Culvermead lies The Crink (Figure 2) where, according to Margary, runs the
Greensand Way (RR140). CAP and David Staveley carried out both resistivity and
magnetometry surveys in this area, although the results thus far have been inconclusive.
Geologically this field comprises of river gravel terraces, and it is possible that this has

Figure 2, Field Names Map, Map data © Google 2020
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affected the results of the magnetometry. However, the resistivity survey showed a strange
rectangular feature that presents a possible apsidal end. This would be below the line of the
GreensandWay, and an ideal location for a mausoleum or shrine, a speculation that requires
excavation (Figure 5A Res 5B Mag).

To the south of both The Crink and Culvermead lies Pond Field (Figure 2). Here Staveley and
CAP carried out a magnetometry survey in 2011 (Figure 6). The results are quite clear, and it
is possible to see two roadside ditches running in a northeast-southwest alignment with
ancient field boundaries emerging off the road at right angles. The large black and white
feature running parallel with the roadside ditches to the east is a modern metal water pipe.
The roadside ditches change direction halfway up the field and curve round. The other high
reading anomalies within the field boundaries are thought to be industrial remains.

Figure 3A, Resistivity Results from Culver Mead
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Figure 3B, Magnetometry Results from Culver Mead, Map data © Google 2020

Figure 4, Aerial photograph of Culver Mead & Pond Field
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Figure 5A, Resistivity Results from The Crink, Map data © Google 2020

Figure 5B, Magnetometry Results from The Crink, Map data © Google 2020
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To the south of Pond Field, and across the farm drive lies Courthouse Field (Figure 2). This is
the location of the flint scatter that the farmer Mark Stroude had identified. In 2008 due to
a wet season allowing us very limited excavations, a vast resistivity survey was undertaken.
This included over 80 grids measuring 20m x 20m and produced some very impressive
results (Figure 7). The roadside ditches can be observed as a continuation from Pond Field
with the most striking aspect of the results being a kink or S-bend in the road which can be
seen in Figure 7. An anomaly can also be seen running east-west at 90° from where the S-
bend is located. Other visible features include a large straight linear that runs parallel with
the road, then head off at 90° towards the northwest. This has been identified as a modern
field boundary, still in use in 1965. A further northwest-southeast linear at the southern end
of the field is believed to be a field drain.

To the southwest of Courthouse field lies Dunstalls Field, the site of the Roman villa
complex. Geophysical surveys were carried out on this field in the late 1990’s by David and
Pam Combes (Staveley, 2021, 12). The winged corridor villa can be seen in figure 8 along with
the Bronze Age ring ditch, the aisled building and other associated archaeology could not be
seen in these results and were found during excavations. The magnetometry survey (Figure
9) extended over three fields, Dunstall’s and the adjacent field to the north, Church Field and
Church Meadow (Figure 2). The magnetometry results do not show the villa or associated
buildings purely because the foundation remains are made from flint and chalk. The

Figure 6, Magnetometry Results from Pond Field
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Figure 7, Resistivity Results from Courthouse Field

Figure 8, Resistivity Results from Dunstalls Field
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remaining linear ditches, post holes and pits are part of the villa site and have been subject
to excavation. At the eastern edge of the field a very faint linear cutting across the bottom
of Dunstall’s Field can be seen and this is the northern roadside ditch (Staveley, 2021, 10-12).

The adjacent field to the southeast is called The Parsons Wallet (Figure 2). No geophysical
survey has been carried out in this field to date, although, plans to complete one are in place.

The final survey tracing the road to date was carried out in Northend Field (Figure 2), which
is adjacent to The Parsons Wallet to the southwest. Here the results clearly show the line of
the roadside ditches, that appear to have changed direction (Figure 10) (see green line for
projected alignment), which is probably due to the topography as there is approximately
1-1.5 meters height difference between the fields (Northend Field being the highest).

In 2010 The Stroude family bought the farm (Bridge Farm) on the East Bank of the River
Ouse, opposite their farms at Culver and Cowlease. CAP also had a request that year from
David Staveley, who had been researching Roman Roads, asking for permission to carry out
a magnetometry survey at Bridge Farm as Margary had carried out an excavation here on
RR14 (the London to Lewes Road), which was recorded as section 14 at the time of the
excavation. Permission was granted and David Staveley along with help from CAP started
the survey. The results were very impressive, and unexpected (Figure 11). Though the

Figure 9, Magnetometry Results from Dunstalls Field (Red circle Villa, blue circle Bathhouse), Map data © Google
2020
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Figure 10, Magnetometry Results from Northend Field, Map data © Google 2020

Figure 11, Magnetometry Results from Bridge Farm, Map data © Google 2020, Ordnance Survey data supplied by
the EDiNA digimap service. Crown copyright/database right 2010. All rights reserved
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purpose of the survey had been to find RR14, the results yielded a great deal more. From
these initial results, it was decided to expand the survey to cover all of House Field, and then
all the farm. The main area of activity can be observed in House Field, which presents a
possible small town/settlement set out in a grid system and a double ditch enclosure
encompassing it. The archaeology appears to emerge from the settlement in all directions,
probably comprising field boundaries and small-scale industrial activity (Wallace, 2019, 4).

As previously mentioned, the original focus of investigation was to reidentify Margary’s
London to Lewes Road, where section 14 had been excavated (Margary, 1965, 162). The main
roadside ditches of the feature can be seen entering the settlement in the top north-east
corner and appear approximately 18m wide. Reviewing the geophysical survey results, the
road entering the settlement looks out of place. Looking at the earliest part of the
settlement, the road appears to be coming out the settlement in the centre (Figure 12).
OverlayingMargary’s strip map of 1965 over the 2011 geophysical results, we can see section
14 was excavated within the settlement (Figure 13).

EXCAVATIONS AND FIELDWORK.

CAP have carried out numerous excavations on Culver Farm and, since 2013, at Bridge Farm.
These excavations have predominantly been used as a way of ‘proving’ results of the

Figure 12, Authors interpretation of route of original Margary RR14. Ordnance Survey data supplied by the EDiNA
digimap service. Crown copyright/database right 2010. All rights reserved
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extensive geophysical surveys completed by the project. The surveys have raised several
interesting questions that could only be fully answered using archaeological sampling and
open-area excavation. These excavations have been able to answer multiple research
questions, while also producing many new ones.

The first excavation was completed in Courthouse field in 2005 over the previously
mentioned flint scatter, where permission had been granted to open a hand-dug trench
(figure 14). Some compacted flint was uncovered at either end of the trench (Figure 15), and
this was believed to be the road foundations The gaps between flints were likely to have
been caused by modern sub-soil ploughing. Unfortunately, no datable material was found
during the excavation. The trench was recorded and backfilled. The only known Roman
roads in this area was Margary’s RR14, the London to Lewes Road, and RR140, the Greensand
Way, though the London to Lewes Road was reportedly located on the eastern side of the

Figure 13, Margary’s strip map overlaid on Magnetometry results from Bridge Farm
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Figure 14 (right), Hand dug Trench
from Courthouse Field

Figure 15 (left), Compacted flint road foundation
in Courthouse Field
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Figure 16 (right), Tree bowl under road in
Courthouse Field

Figure 17 (left), Roman Road excavation
in Courthouse Field
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river Ouse, and Culver Farm is on the west side. This difference in location was interesting
because Margary himself had stated that if he had not found the London to Lewes Road on
the east side of the river, then a road of the west side would make more sense. With this
placement, it would not have to cross the Ouse several times in the way that the route on the
east was forced to do (Margary, 1933, 32). This raised several questions. Was the route of the
London to Lewes Road correct, or was this a different road? Why would you have two roads
either side of the river both going to Lewes? In 2008 we opened two evaluation trenches in
Courthouse field and found the road foundations and interestingly in T2, at the western end
of the road, we found a tree bowl burnt insitu, under the road foundations suggesting that
the tree had been removed with the purpose of building the road (Figure 16). In 2009 we
opened two open area excavations: one in Courthouse field, and one in Pond Field. These ran
concurrently and lasted two seasons. The trench in Courthouse field was 50m x 50m and was
excavated to expose the road and the S-bend (Figure 17). Our colleague Dr Mike Allen, an
environmental archaeologist, came to assess the test pits we had excavated over a feature
which ran east-west from and under the Road and identified it as a paleochannel that would
have been present before the road was built, creating a wet area. The Roman period
surveyors/builders diverted the road to cross it at 90° and once past, the road was diverted
back to its original course (Allen, 2010, 1-3). The state of preservation in this field was quite
remarkable. As previously mentioned, an old field boundary, still present in 1965, has helped
preserve the road from heavy ploughing.

CAP excavated 7 evaluation trenches in 2006 in Culvermead (Figure 2), which was an
interesting excavation. In one evaluation trench (TD) a metalled surface was uncovered. As
it was excavated, a change in the surface at the western end was noted. It was lighter in

Figure 18, Roman Road overlain by C19th Century Road in Culver Mead
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colour and the surface contained Roman pottery and CBM, yet from the middle eastwards
the surface was sterile of finds or features (Figure 18). Upon writing the report, the author
researched the field more in depth and discovered that on the 1842 tithe map there was a
pond in the southeast corner of the field, by 1873 the 25” OS map shows the pond as a gravel
quarry, then the first Edition 6” OS map just shows contour lines showing a depression
rather than a quarry. It is the authors interpretation that whilst they were quarrying the
gravel, they built a temporary road for access, cutting through the top of the Roman road
(Wallace, 2006, 16-21). As well as the road, waterlogged timbers were also discovered in
Trench B and in Trench G, possible building foundations. Therefore, Culvermead is still an
important site in need of further investigation. This field will also come up in further
discussions regarding RR140 the Greensand Way later in the paper. It was our intention to
carry out open area excavations in Culvermead in 2008, but due to a wet summer this had
not been possible and plans for excavation here were cancelled.

At The Crink, whilst carrying out the resistivity survey, the surveyors conducted a small
field walking exercise using the grid already laid out and both Roman pottery and ceramic
building material (CBM) were recovered. This was especially the case where the deep subsoil
ploughing had taken place, indicating that any archaeology must be buried under deep
stratigraphy. Cap is planning to revisit The Crink at some time in the future.

Figure 19, Aerial photograph of excavation of the Roman Road in Pond Field
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In 2005 at Pond Field, two evaluation trenches were excavated to see if a continuation of the
road surface found in Courthouse Field was present there. TT1, was located at the southern
end of Pond Field nearest to our previous excavations in Courthouse field. The trench
missed the compacted flint foundations of the road, though a Bronze Age ditch was located.
TT2 was located at the top northwest and was more successful, as the road foundations, both
roadside ditches, and two post holes adjacent to the roadside ditch were located. Both
ditches and post holes contained Roman pottery and CBM (these excavations were prior to
the magnetometry survey in Pond Field which did not take place until 2011) (Wallace, 2012,
1). In 2007 a large excavation was opened to uncover the road and any archaeology
associated with the post holes previously found. A large area of the road was excavated, and
this provided a good indication of how well the road had survived. It was, unfortunately, not
in a good state of preservation and was only present at foundation level (Figure 19). The
absence of a flint scatter across the field, as had been seen at Courthouse Field, should be
noted and may have some correlation to the degree of preservation. It seems likely that the
flint from the road had been robbed in the past and there aremany buildings and walls made
from flint in the surrounding area as possible evidence for this. It is also known locally that
some school pupils missed school to go flint picking, whereby farmers would pay to have
flints removed from their fields. (Personal communication D. Millum). There were several

Figure 20, Puddling pit with clay cap in Pond Field
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interesting features associated with the road, the first being the two post holes. These were
dug into the western ditch fill, indicating that the ditches were not cleaned out or recut. The
second was a large rectangular pit on the western side of the road, that was interpreted as a
possible puddling pit, which is a pit used in the process for readying clay for manufacturing
process (possibly pottery or CBM). Malleable clay is put in the pit with water, then the clay
is kneaded and left to settle and any organic materials float to the top. The main lower fill
of this pit was a malleable clay, whilst in the corner on the southern edge of the pit, there
was a clay cap in-situ with a gulley running into the roadside ditch, this clay cap would be
removed to allow the organic material to flow off into the ditch (Figure 20) (Swan, 1984, 44-
45).

In 2010 the trench in Pond field was 40m x 20m in size, most of this excavation was
concentrated on the associated archaeology coming off the road (ditches, pits, postholes,
etc). This consisted of the puddling pit above and a large boundary ditch running NW-SE
across the eastern half of the excavation with a series of pits and areas of burning to the
south. A number of these ditches can be seen on the geophysical survey image on both sides
of the Roman road (Figure 6). One area had evidence of intense burning in and around a pit
suggesting use as a hearth, possibly for small scale blacksmithing? The pottery assemblage
from the Roman features has been dated mainly to the 3rd and earlier 4th centuries except

Figure 21, Roman Road seen in northern ditch in Parsons Wallet after ditch clearing
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for the clay filled pit which was attributed to the latter part of the 4th century (Millum, 2016,
5). The site was recorded and backfilled after our 2010 season.

Parson Wallet (Figure 2) was previously mentioned with plans to carry out geophysical
surveys, although no excavations have taken place, the farm had the northern ditch cleaned
out, and the road can be seen in the section of the ditch (Figure 21).

The double ditch enclosure settlement at Bridge Farm that was revealed through the
magnetometry survey was investigated through excavations from 2013-2021. The earliest
part of the settlement dates c70AD, while the enclosure ditches date to c180AD. The double
ditch enclosure appears to be short lived and was backfilled in the c3rd century, at around
the same time that the settlement expanded. In the southwest of the site, a large, aisled
building of 18m x 6m on a north-south axis was also excavated. This is believed to be a
warehouse situated close to a possible port, there was a much smaller building on an east-
west axis, which was probably pulled down to make room for the larger building.

Through excavation, the chronology of the site is much better understood. The earliest part
of the settlement was established in the first century AD, and the settlement expanded at
some stage between the late first and the second centuries. The enclosure ditches were dug
around the late second century, which cut off some of the earliest parts of the settlement
and the central road. Access to the settlement appears to have moved to the east. The short-
lived double ditch enclosure was backfilled, and a new larger road was built entering via the
northeast corner of the settlement, probably in the third century. Excavation has proven
that the road overlay the enclosure ditches. Investigations were thorough and digging was
completed through the road to natural geology to see if there was any evidence of an earlier
road (Millum, 2018, 52-54).

Staveley carried out a GPR survey and believes that he has found the location of Margary’s
original section 14. A slot was also dug through the road inside the settlement, and it
produced evidence that matches precisely with that described byMargary: ‘road buried under
12 ins of topsoil. Metalling of flint, from large lumps to small chips, mixed with gravel, and a very small
amount of iron slag, 15 ins thick in the centre. Width 21 ft. Surface very compact though not concreted,
but the profile was rather irregular. Roman pottery overlay the edges of the metalling here.’ (Margary,
1965, 162).

It has now also been proven that Margary’s RR14 does not go to Lewes and that the
settlement is its start/end. So, the road should technically be referred to as the London to
Bridge Farm, or London to Barcombe Mills Road. This does not devalue the work completed
by Margary as it is only because of technological advances, such as resistivity and
magnetometry that we know that he was excavating inside a Roman settlement with over
300 years of activity (Millum, 2018). Furthermore, Margary did not have a great deal of
evidence to help with his identifications after he had left Bridge Farm, and he stated:

‘…past the west side of Wellingham (line partly eroded by a bend of the river Ouse); and so, at last to
the shoulder of Malling Down on the north-east of Lewes, which it ascends by a still visible terraceway
to connect with the many trackways in this area.’ (Margary, 1957, 55).
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Margary excavated two further areas of the road, sections 15 and 16, at Malling Down, which
he identified as unmetalled and as a turfed terrace way (Margary, 1965, 162). The author
believes that Margary had found one of the many trackways in this area, the type of which
he had mentioned in his account. Staveley has also traced the road that emerged from the
Bridge Farm Roman settlement, heading east through Laughton, Arlington and its
destination appears to be Pevensey. Staveley argues that Margary’s RR140, the Greensand
Way, does not start at Barcombe House at Barcombe Mills, but is the continuation of the
eastern road heading west that goes through the settlement, crosses the Ouse where the
modern-day water pipe is located, and goes through Culvermead then off to Curds Farm
where it continues along Margary’s route (Staveley, 2021, 48-49). This theory needs some
verification, and CAP plan to work on this in the future. Barcombe House is under new
ownership and will be approached to see if it is possible to carry out both resistivity and
magnetometry surveys in 2022-2023.

In conclusion, excavation and survey of this previously unknown road has proven that is
Roman in origin. It was a substantial size, six meters in width plus two boundary ditches, and
is located on the west bank of the River Ouse as Margary suggested it would have been if he
hadn’t discovered RR14 on the east bank. We believe that it runs from the Greensand Way
(RR140) to Lewes via Ofham. Further investigation is required to confirm the start and finish
points, which CAP will undertake at some point in the future. Most importantly CAP and the
author cannot give enough credit and appreciation to the Stroude family (Landowners),
Harold (deceased), Meg andMark who’s without their kind permission this project could not
exist. Furthermore, their inside knowledge of the farm and their willingness to share this
information has been greatly appreciated. In a mark of our appreciation our unknown road
will be now known as Stroude Street (Wallace, 2012, 5), and has been awarded the Margary
number RR14aa(x) (this volume, 334). CAP has in the last sixteen years done some

Figure 22, Geophysical survey results shown on one OS Map , Map data © Google 2020
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outstanding work and had some amazing results (Figure 22), as a voluntary community
organisation CAP is self-funding and has no paid staff. CAP runs a field training course for
Canterbury Christ Church University and its legacy is the number of trained archaeologists
that have gone on to work in the commercial and voluntary archaeology sectors. We have
many more years ahead of researching our Roman landscape, and hopefully will have the
opportunity to report future work to Itinera. We would love to know the locations for the
start and end point of Stroude Street, and if Margary’s Greensand Way starts at Barcombe
House or runs through our settlement. A map (Figure 23) shows the known Roman Roads
and projected roads to date. For more information about CAP please visit our website for all
the latest www.culverproject.co.uk
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The Stainmore Road: from Late Iron Age
Routeway to Engineered Roman Road

byMike Haken
mike@romanroads.org

Abstract

It is well established that many Roman roads followed the general course of prehistoric trackways, and
RR82, the modern A66 over the North Pennines, is one such example. Firm archaeological evidence for
this phenomenon has, however, only been found in a handful of places, the best known being
Sharpstone Hill in Shropshire, and even then evidence has been restricted to a short stretch of road.
This paper presents compelling evidence that RR82 did indeed follow the general course of a prehistoric
routeway, and goes on to analyse how the Roman surveyors (mensores) may have utilised it. The
conclusions reached throw considerable light on the order of survey, planning, and construction that
took place along the road corridor in the early stages of the Roman military occupation of northern
Britain.

Introduction

he A66 trans-Pennine road from Scotch Corner in the Vale of Mowbray (North
Yorkshire), over the high moors of the Stainmore Pass and into the lowlands of the Vale

of Eden near Penrith (Cumbria), is one of the best known roads in northern Britain. The
weather over its highest section is notorious, and it is often the first (and last) in England to
be closed due to treacherous winter weather. However, few of the thousands of drivers who
use it daily are aware its route is based upon a Roman road (RR82), which was just as
important throughout the Roman period as its modern successor is today, arguably more so.
Fewer still will be aware that it may already have been a major routeway when the Romans
arrived (e.g. Entwistle 2019, 91; Fell 2020, 17) and indeed has probably been in continuous
use since the Neolithic period. More recently, it was important enough to be marked as
“Staynesmore” on the 14th century Gough Map of Great Britain, one of just 600 placenames
marked (Bodleian Libraries 2021).
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Fig. 1 Location map, showing the relationship of the Stainmore road to the known Roman road network and
major sites referred to in the text
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Traditionally, the Roman Stainmore road (RR82) was thought tomeet the westernmain road
(RR7) at Brougham (Brocavum) near Penrith (Margary 1973, 433-6) and is still marked as such
on most modern maps of Roman roads (Ordnance Survey, 2016). This has led to the notion
that in the early AD70s a Roman battle group led by the governor, Petilius Cerialis, swept
west from Scotch Corner along the Stainmore road to Brougham, where he met Legio XX
Valeria Victrix led by Agricola who had moved up the western edge of the Pennines along
the route of RR7 (e.g. Salway 1981, 136; Mattingley 2007, 115). However, this perception that
the Stainmore road merely linked the main south to north roads either side of the Pennines
was undermined by Hugh Toller’s work, which clearly demonstrated that RR7 does not head
to Brougham at all (Toller 2014). Rather, it meets the Stainmore road (RR82) at Kirkby Thore
(Bravoniacum) and possibly crosses it to become the Maiden Way (RR83) (see fig. 1), a
possibility sadly ignored by some recent accounts of the Maiden Way (e.g. Frodsham 2019,
62). It has also been suggested that both RR82 & RR83 utilise the same long distance planning
alignment from Crosby Ravensworth Fell as far as the fort at Whitley Castle (Poulter 2014,
62-3). The impact of this work on the Stainmore road is to strongly suggest that the
Stainmore road and the Brougham (Brocavum) to Carlisle (Luguvalium) road (RR7e) should
really be regarded as one and the same, an idea further supported by David Ratledge’s
discovery of a ‘new’ road (RR82aa(x)) between Kirkby Thore and Plumpton Head (Voreda)
which bypasses Brougham altogether (Ratledge 2018) and which may be the original route.
It certainly adds weight to the idea that this was the Roman perception. This paper will
therefore use the terms ‘Stainmore road’ or ‘Stainmore route’ to refer to the entire route
(RR82, RR82aa(x) and RR7e) from Scotch Corner to Carlisle.

Whilst 19th century and early 20th century writers (e.g. Pearson 1936, 79-80) tended to
attribute the entire suppression/conquest of the Brigantes in the north Pennines to the
governor Agricola (AD77-84), modern scholars generally ascribe the earliest Roman sites
along this route to the earlier governorship of Petillius Cerialis (AD71-4) (e.g. Salway 1981,
136; Frere 1987, 85). Indeed, at the road’s north-western end, dendro-dating has determined
that timber for the fort at Carlisle (Luguvalium) was cut in the winter of AD72/3, suggesting
that the fort was established then or very soon after, during Cerialis’s term of governorship
(Zant 2009, 413). At its presumed start point at Scotch Corner, major archaeological work
during the A1widening has shown that there was a substantial native settlement established
well before the Claudian invasion, with some sort of Roman military presence probably
there (or nearby) during the AD60s (Fell 2020). Dating of the road and the sites along its 65
miles has long been a matter of assumption and supposition with a paucity of datable
evidence. For example, whilst it has been generally accepted that the route played a major
part in the Flavian annexation of Brigantian territory, all that can be said with certainty for
the date of formally built Roman road is that it post-dates the unusual semi-permanent
camp at Rey Cross (Robinson 2001, 84).

Of all the thirty or more Roman military sites scattered along the road (excluding Scotch
Corner), only the fort at Bowes (Lavatris) and extraordinary semi-permanent camps at
Rokeby Park, Rey Cross, Crackenthorpe, and Plumpton Head, are generally held to have a
date as similarly early (or earlier) to that which we now have for Carlisle. With the possible
exception of Burnswark South (Jones 2011, 153-6), these camps stand out from every other
known camp in Britain because of their irregular shapes without a precise right-angle
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corner, uncommonly substantial ramparts and ditches, and their large number of gateways
protected by large round or oval tituli. In contrast to the usual four (or occasional six) gates,
Rey Cross, for example, had at least eleven gates and Rokeby Park possibly as many as
fourteen (Haken, in preparation). Most recent scholars agree that they were probably built
as part of Cerialis’s presumed advance towards Carlisle in the early AD70s (e.g. Frere 1987,
85; Vyner 2001, 76; Bidwell & Hodgson 2009, 60), although the slight possibility that they
could potentially be from the governorship of Vettius Bolanus (AD69-71) has occasionally
been suggested (e.g. Woolliscroft & Hoffmann 2010, 189).

As part of a lidar-based re-assessment of the entire chain of camps and the well-known
signal stations over the Stainmore, the full results of which will be published in a separate
paper (Haken, in prep.), a stretch of braided trackway potentially of prehistoric date was
identified at the supposed Roman signal station at Roper Castle, 2km west south west of Rey
Cross. This raised the tantalising possibility that this braided trackway was potentially the
first firm archaeological evidence of a prehistoric ancestor of the Roman Stainmore road.
Several research questions then arose:

1 Is there evidence for a defined trackway, such as those recognised at Scotch Corner, or
is it more a generalised routeway?

2 Can the trackway be confidently dated?

3 Can the trackway be traced over a greater distance?

4 Did the Late Iron-Age route have the same inter-regional function as the later Roman
and modern iterations, or did it merely serve local purposes?

5 What was the relationship between the route, and that of the Roman road that followed
it?

6 Could any such relationship tell us more about the earliest Roman activity along the
Stainmore road, and give clues as to the strategic nature of the Stainmore road?

In order to attempt to answer these questions, the lidar study was then extended to look at
most of the Stainmore road corridor, along with a substantial area in the Upper Eden valley
as far south as Ravenstonedale. Thanks to very recent additions to the National Lidar
Programme (not yet completed), there is now complete coverage of the route except for
rather patchy coverage between Temple Sowerby and Plumpton Head.

After providing a brief overview of current understanding, this paper will address each of
these questions and attempt to provide answers to all of them.

Topography and Climate

At its eastern end, the Stainmore route provides trans-Pennine connectivity to a broad area
of gently undulating lowland at the northern end of the Vale of Mowbray (North Yorkshire),
and the Tees valley near Darlington (County Durham), generally between 50m and 70m
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above Ordnance Datum (AOD). The geology is mainly glacial till over carboniferous
limestone, sandstone & mudstones of the Yoredale Group (British Geological Survey, 2022),
with the Agricultural Land Classification of this mainly arable area predominantly Grade 3
(good to moderate) improving to mainly Grade 2 (very good) from Leeming and
Northallerton southwards (Natural England 2016). Immediately north west of the Vale, the
mid-Tees valley forms a triangle of slightly higher, but still relatively gentle land, cutting a
wedge into the eastern side of the North Pennine hills as far as Barnard Castle and Bowes. In
the east about two thirds of the land is Grade 2, mainly in arable use, giving way to grade 3
pastureland (ibid.) as it climbs gently westwards from about 80m AOD reaching 290m AOD,
at Bowes. The triangle is roughly defined by three Roman roads; Dere Street (RR8), the main
road north, the Stainmore road (RR82) which leaves Dere Street at the substantial
settlement at Scotch Corner (see Fell 2020), and RR820, from Bowes (Lavatris) to Dere Street
near Binchester (Vinovium), which provides access to the Stainmore from the Wear valley.
The triangle is often considered to be the heartland of the Brigantes, since within it is the
huge Late Iron Age royal site at Stanwick (Haslegrove 2016) four miles north north-west of
Scotch Corner (see fig. 1). Of course, it is quite possible, even likely, that the Stainmore road
served a much wider area extending north into the Wear valley, and south down through
the Vales of Mowbray and York – perhaps even beyond, as it does today.

Heading west from Bowes (Lavatris) through land used today mainly for rough grazing,
mainly Grade 4 down to Grade 5 on the moors (Natural England 2016), the route follows the
northern rim of the Greta valley as it climbs to Rey Cross (444m AOD), leaving the lowlands
behind. As William Camden put it:

Heere beginneth to rise that high hilly and solitary country exposed to wind and raine, which,
because it is stony, is called in our native language Stanemore. All heere round about is nothing
but a wild desert, unlesse it be an homely Hostelrie, rather than an Inne, in the very mids
thereof, called the Spitle on Stanmore, for to entertaine waifaring persons, and neere to it is a
fragment of a crosse, which we call Rerecross, the Scots Reicrosse, as one would say The Kings
Crosse (Camden 1610, 65).

This is the narrowest crossing point of the spine of England north of the Aire Gap and Craven
and whilst not the only natural routeway through the North Pennines (Vyner, et al. 2001, 1),
it is by far the most practical and convenient. From a military perspective, it is the only one
that does not spend a substantial distance confined in a steep sided valley. Apart from
Stainmore, only Wensleydale (White 2005, 38) has any evidence of use as a through route in
the Roman period, solely based on the presence of two forts (Bainbridge and Wensley).

To the west of the Pennines the Stainmore road drops quickly into the Vale of Eden, which
sweeps north-westwards towards Carlisle and the Solway plain, separating the North
Pennine Hills from the Cumbrian mountains of the Lake District to the west, and generally
below 200m AOD. East of Brough, the head of the Vale (specifically the catchment of the R.
Belah) presents as almost a bowl, surrounded on the north, east and south by the North
Pennine hills reaching up to 600m AOD. Just as to the east of the Pennines, the Vale’s
superficial geology is mainly glacial till, with bands of alluvial deposits close to the R. Eden
(British Geological Survey, 2022), over underlying Permian and Triassic sandstones and
conglomerates. From Brough (Verteris) to Brougham (Brocavum) the Vale is characterised by
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the low small hillocks of a drumlin field which stretch along the Vale for 15 miles. Further
north, the Vale gives way to the Solway plain, stretching from Gretna in southern Scotland
through Carlisle and along the Solway coast as far as Maryport in Cumbria. Landuse of the
area is mainly pastoral on largely improved grassland, with some arable, although whether
or not this was also true of the Late Iron Age is not well understood.

Cumbria is generally perceived as having an extremely wet climate when compared to the
east, whereas in fact the rain shadow effect created by the Lake District mountains gives the
Vale of Eden a very similar climate to that at Bowes. Modern climate data (30 year averages)
for themain sites along the Stainmore route are shown in Table 1, separated into groups east
and west of the hills, and on the Stainmore itself, with additional Cumbrian examples
provided to illustrate the stark difference between the Vale of Eden and the uplands either
side. For example, whilst rainfall on the central Stainmore is high, rainfall at Rey Cross is still
half that at Ambleside, despite being 400m higher.

Whilst the climate will have been different in the Late Iron Age and Roman periods, the
differences between the three areas would have been akin to today. Table 1 shows clearly

Site
Roman
name (if
known)

Annual
Rainfall
(mm)

Mean Annual
Temperature

(°C)

Annual
Hours of
Sunshine

Elevation
AOD (m)

Sites East of the Pennines (Tees & Wear valleys, Vale of Mowbray)
Binchester Vinovium 633 9.18 1398 93
Scotch Corner 744 8.53 1402 147
Rokeby Park 739 8.59 1355 140
Bowes Lavatris 964 7.75 1308 293

Sites on Stainmore
Rey Cross 1076 6.91 1225 444
Roper Castle 1242 6.82 1207 493

Sites in the Vale of Eden/Solway Plain
Brough Verteris 1005 8.42 1206 176
Crackenthorpe 949 8.66 1199 119
Old Penrith Voreda 917 8.71 1299 131
Carlisle Luguvalum 837 9.59 1385 20

Examples of other Cumbrian Roman sites

Hardknott Mediobogdum
? 2108 8.91 1281 245

Low Borrowbridge Alone? 1575 8.39 1267 159
Ambleside Glannoventa? 2368 9.38 1254 42

Table 1. Climate statistics for Roman sites along the Stainmore route, with additional Cumbrian examples. Data drawn from
modelling provided by the Centre for Environmental Data Analysis (Hollis et al 2021) and Ordnance Survey Open Data
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that the Vale of Eden has broadly similar temperatures to the land east of the Pennines,
although in the slightly wetter and marginally less sunny climate, lush grasslands dominate
the landscape (although there is some arable) as opposed to the almost exclusively arable
land in the Vale of Mowbray. Whilst suited to different land use, with a probable marked
polarity between the pastoral exploitation of the Cumbrian lowlands and the intensive
agriculture in the east (Vyner, et al. 2001, 177), both areas were potentially highly
productive in the Late Iron Age and Roman periods.

Perhaps key to understanding the clear prominence of the Stainmore in the Late Iron Age
and Roman periods is the fact that it is the only route that conveniently connects these two
important resource areas, with control of those resources ultimately passing from the
Brigantian elites to Rome (ibid., 178).

The Stainmore road before the arrival of Rome

Roman use of long-distance prehistoric trackways

The idea that Roman road surveyors may have sometimes utilised the lines of much older
roads, tracks and routeways has been around for a long time. Clearly, if such tracks existed
and headed in the right direction, it is matter of common sense that Roman military units
on campaign would have utilised them, as is eloquently explained by Bishop (2014, 2).
Whether or not it logically follows, however, that most major Roman roads are also based
upon prehistoric precursors, as has frequently been claimed (e.g. Forbes & Burmester 1904,
26-39; Viatores 1964, 50), is far from clear. Indeed, there are only a handful of excavated
examples, the best known being the Iron Age road surfaces beneath the Roman road (RR64)
at Sharpstone Hill in Shropshire (Malim & Hayes 2011). It remains possible that those few
known examples are essentially local, since there is no known archaeological evidence that
any British Roman road closely followed an earlier track for more than a very short distance.

As Copeland recognised in his study of Akeman Street (2009), a Roman road long believed to
have prehistoric origins (e.g. Salzman 1939, 271), there are immense difficulties in
demonstrating that such presumed long-distance prehistoric routes existed, not least
because they were not surveyed, generally not metalled, and may have migrated back and
forth across the landscape over centuries (Copeland 2009, 31). Not only that, but the
identifications of prehistoric routeways have often been based on the locations of ritual sites
and settlement, along with artefact finds assumed to provide evidence of trade, from which
the existence of routes has been deduced. Rarely is physical evidence of a routeway ever
proffered; consequently, the very idea that such inter-regional trackways even existed at all
has on occasion been challenged (see Davies 2006, 29-31).

Evidence for a Prehistoric Stainmore Road

Like Akeman Street, a prehistoric origin for the Stainmore road is usually regarded as fact.
The belief that it had been part of an ancient trade route as long ago as the Neolithic period
is well established, based largely upon the extensive presence in Yorkshire of Neolithic axes



Mike Haken

- 248 -

made of rock from the Lake District (Elgee &Wragge Elgee 1933, 33). Manby even went so far
as to suggest an annual migratory cycle in the early Neolithic from Eastern Yorkshire to
Cumbria via both Stainmore and Craven (Manby 1979, 75-6). The monument complexes in
the Vales of York and Mowbray, stretching in a 50-mile-long line from Ferrybridge in the
Aire Valley to Catterick on the Swale, strongly suggest north-south movements of people
through the Vales (Vyner 2007). Furthermore, the similarities between those monument
complexes and the Neolithic ritual monuments in the Vale of Eden in Cumbria emphasise
potential social interaction between the two disparate areas either side of the Pennines
(Bradley & Edmonds 1993, 163-84). Whilst the case has been made for any trans-Pennine
communications in the Neolithic being more likely via Wensleydale, with the Stainmore
pass playing little part (Harding 2000, 42), given the sparse and largely circumstantial
evidence available any conclusions must of necessity be speculative, especially when based
solely on the proximity of settlement and ritual sites, which do not necessarily infer a
routeway. Indeed, the stone circle known as Long Meg and Her Daughters near Penrith,
Cumbria and close to the western approach to the Stainmore pass, has been recognised as
potentially key for the export of axes into Yorkshire, and possibly for flint heading the other
way (Frodsham 2019, 26) so the use of the Stainmore pass in the Neolithic seems probable.

In work covering the archaeology of the A66 on Bowes Moor (in the central Stainmore),
detailed environmental assessment revealed evidence of pastoral activity in the Bronze Age
which resulted in speculation as to whether this activity may be related to wealth and
power, or to the presence of the route over the Stainmore, or both (Vyner, et al. 2001, 176-7).
Certainly, round barrows appear at Mellwaters and Bowes, along with a stone circle on the
Stainmore at Rey Cross and a Bronze Age field system at Ravock Moor, although whilst these
are suggestive of a possible routeway, they are not direct evidence. Either side of the hills,
the quantity of evidence is no better, indeed, the sparsity of excavated Bronze Age remains
in the Vale of Eden, Pennine hills and the mid Tees valley when compared to the relative
wealth of evidence from Eastern Yorkshire is marked (Manby, et al. 2003, fig.12). That said,
a cluster of Bronze Age hoards from the Stanwick area may suggest that the landscape of the
eastern approach to Stainmore held some special significance in the late Bronze Age (Zant
& Howard-Davis 2013, 122). Indeed, the variety of axe types in a hoard found at Gilmonby
(just south of Bowes) on the approach to Stainmore, may be reflective of exchange networks
across the Pennines, and therefore by inference, the existence of the Stainmore route
(Manby, et al. 2003, 105).

In Cumbria, the heavy concentration of Bronze Age metalwork finds in the Vale of Eden,
particularly in the late Bronze Age (Clough 1969, 27), has also been used to suggest that the
Vale was amajor cultural routeway (McCarthy 2000, 138) leading to the Stainmore and north
eastern England. As pointed out earlier however, finds distributions may often be suggestive
of long distance routeways, but are not proof.

Moving on into the Iron Age, evidence for the use of the routeway has until recently been
largely circumstantial. West of the Pennines, no real evidence for its use has to date been
presented. Iron Age settlement is known in a few places alongside the eastern part of the
route, for example at East Mellwaters (Laurie 1984; Vyner, et al. 2001, 63-5), utilising the
protection offered from the worst of the weather by the Greta valley, and at Rock Castle
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(Fitts, et al. 1994), along with evidence of Late Iron Age settlement at four sites identified
during the widening of the A66 at it eastern end (Zant & Howard-Davis 2013, 126). Of course,
the presence of such settlement close to the presumed routeway does not prove the latter’s
existence, but it may be indicative. Of much greater importance is the native settlement at
Scotch Corner, first recognised three decades ago (Abramson 1995), the full significance of
which has only been fully appreciated following the A1 upgrading scheme (see Fell 2020).
This large Late Iron Age site (established c. 55BC), suggested by Fell to have perhaps been
part of a ‘poly-focal oppidum’ including Stanwick and Melsonby (ibid, 689-93), is unusual in
many respects, not least for the myriad of metalled trackways both within the settlement
and leading out from it. One of those trackways appears be heading west in the direction of
the Stainmore pass (ibid., fig. 4.1, 164), and it is tempting to think that this trackway may be
the eastern end of our putative inter-regional route.

If so, it would have encountered the Scots Dyke, a substantial linear earthwork which runs
roughly south to north from the R. Swale at Richmond, past the eastern edge of the Late Iron
Age site at Stanwick, and generally thought to have run as far as the R. Tees at Gainford
although there is no definitive evidence north of Stanwick (see figs. 1 and 18). The Dyke
originally had a ditch 5-7m wide and over 1.25m deep, with a bank surviving to 10m wide
and 1.5m high in places (so originally much higher) and if continuous would have blocked
any track or route running westwards from Scotch Corner, although the limited datable
evidence, whilst confirming an Iron Age date, suggests it may not have been of one phase of
construction (Zant & Howard-Davis 2013, 118-119 & Haslegrove 2016, 25), mainly but not
entirely pre-dating Stanwick. Haslegrove, however, has suggested that a sharp dogleg in its
course a few metres north of the A66 (NZ 1953 0640) may be due to an entrance through the
Dyke for the Stainmore routeway as it ran along the ridge (2016, 24). Whilst there is
currently no conclusive proof of this since the site has not been excavated, it is the most
logical explanation for the dogleg, and could potentially demonstrate prehistoric continuity
for the use of the route. Alternatively, if there was no entrance and the Dyke did block the
route, then the routeway may have run through Stanwick itself, since the track through the
west gate appears to head towards Greta Bridge and Stainmore and the east gate towards
Croft and the mid Tees valley (Haslegrove 2016, 459-61 & fig. 26.6). Of course, there may
never have been a defined single routeway east of Bowes, and there could have been
multiple routes and tracks leading to a single crossing.

In summary, apart from Haslegrove’s suggested entrance through the Scots Dyke, and the
trackways leaving Scotch Corner and Stanwick in that general direction, evidence for a
prehistoric Stainmore route has been almost entirely circumstantial. That certainly does not
mean that it did not exist, merely that archaeological evidence for Late Iron Age use has
been lacking.

New lidar evidence for a Late Iron Age Stainmore route

As previously outlined, a study of lidar data was carried out along the Stainmore road
corridor and in the upper Eden catchment, predominantly from surveys conducted between
2017 and 2021 as part of the National Lidar Programme (Environment Agency 2021). Whilst
lidar imagery was almost always produced using a simple hillshaded technique until about
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a decade ago, in recent years there has been some considerable debate about the relative
merits of different forms of processing and visualisation for archaeological analysis. The two
main recognised drawbacks of hillshade are caused by the directionality of lighting, firstly
resulting in linear features becoming invisible if the light direction aligns with that of the
feature, and secondly with the possibility of misinterpreting positive and negative features
because highlights and shadows can be reversed when changing the angle of illumination
(Crutchley & Crow 2018, 41). As a result, other techniques such as skyview factor and local relief
models (LRMs) have recently gained much traction, with the perceived advantages of
openness (see Doneus 2013) also making it increasingly popular. It is beyond the scope of this
paper to discuss in detail the relative pros and cons of the many techniques, except to point
out that for long linear features trending along a fairly constant bearing, the perceived
issues with hillshade often do not apply. All visualisations have their place, however in this
case (and after some experimentation) it was felt that hillshade (with a vertical exaggeration
factor of 6) overlaid with a 50% transparent local relief model to which a custom colour ramp
was applied, gave the clearest results.

In addition to the unusual semi-permanent camps, it was considered important to consider
the siting of other potentially early Roman sites, specifically signal towers, in relation to the
road. In 1951, Richmond had identified a chain of sites which he suggested were part of
signalling system that ran from York to Carlisle (Richmond 1951). He identified seven sites,
namely Vale House, Bowes Moor, Roper Castle, Maiden Castle fortlet, Brackenber, Castrigg
fortlet, and Barrock Fell, to which Wreay Hall was soon added (Bellhouse 1953).
Unfortunately, most of these sites can now be ruled out as having played any part in the
early Roman activity along the Stainmore road. Vale House does not resemble any kind of
known tower site, and in any case an associated earthwork has been tentatively dated to
267-560 Cal AD, a similar date to the Roman tower site at Bowes Moor which itself cannot be
earlier than AD340 (Annis 2001, 99). Maiden Castle fortlet has yielded no evidence of a
tower, and in any case the limited excavation evidence suggests a mid 2nd century date
(Annis 2001, 98). Both Brackenber (Railton 2011) and Castrigg (Railton 2015) have been
shown to not be Romanmilitary sites at all, so can be ruled out. Barrock Fell has only yielded
4th century pottery (Collingwood, 1930a), and may potentially be a fortlet rather than a
signal station, and Wreay Hall (2.2 km from Barrock Fell) has been shown by excavation to
be a late 4th century signal station (Bellhouse 1953), probably built under Theodosius
c.AD360. Therefore, of Richmond’s original list, only Roper Castle (sometimes known as
Round Table, located high on Stainmore) remains as potentially Flavian. To this must be
added three more sites discovered since, namely Augill Bridge, Punchbowl, and Johnson’s
Plain, all located between Maiden Castle and Brough and of an almost identical form to the
penannular double ditched signal towers at the southern end of the Gask Ridge frontier in
Scotland (Woolliscroft 2001, 99).

Roper Castle (NY 8822 1115), located in what has always seemed a peculiar location 1500m
south of the Roman road and at 496m AOD, was first to be examined using lidar data and
viewshed analysis. The site was recorded as early as the 13th century as Rupecastel (Vyner, et
al. 2001, 13), and whilst its form is unusual, its regular outline and remote location make it
hard to interpret as being anything other than Roman in date. The site is unusual for a signal
tower, since it is not at the highest ground, which is over 1200m to the west. It is also oval
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rather than circular and does not at all resemble the three double ditched sites referred to
above. It has a single oval ditch surrounding the rampart, which survives up to 0.8m high
and 5m across, with a single entrance on the southern side, and with evidence of a narrow
berm between the two, most of which is now hidden by the collapsed rampart. Measured
along the axes from the tops of the rampart, the site measures just 17m x 12.5m, so even
allowing for slippage and spread of the rampart, the enclosed internal area could not
realistically have been much more than an oval measuring 13.5m x 9m.

Roper Castle has always been an enigma, since it does not have a line of sight with any of the
other known towers, or the fortlet at Maiden Castle or the fort at Brough to the west, it has
always been hard to see how it would fit into any signalling system. Experimental
archaeology conducted in 1977 by Bowes Museum and the Army Apprentices College in
Harrogate, named ‘Operation Eagle Eye’ (Jones 2001), did establish that a tower at Roper
Castle would be visible from Maiden Castle, and would certainly have been visible from Rey
Cross and in good weather from Bowes. However, it is important to note that since there is
no line of sight at ground level between Roper Castle andMaiden Castle, the experiment had
to be undertaken from the higher ground to the west of the supposed tower site. This begs
the question - if the supposed tower at Roper Cross were intended to signal to Maiden Castle,
why use the Roper Castle site at all, rather than the much better viewpoint used in the
experiment? Jones suggested that this may have due to the boggy ground on themoor (2001,
197), however since it was perfectly possible to conduct the experiment from there, wemust
consider the possibility that other factors were involved.

Fig. 2 Vertical Lidar image of Roper Castle, showing its deliberate siting on the indigenous trackway
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Fig. 3 3D lidar of Roper Castle, which clearly blocked an existing Holloway, with new ones then developing
around the Roman installation

Fig. 4 Viewshed analysis from Roper Castle and Rey Cross, illustrating how the view from the outpost
compliments that from Rey Cross.
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A more likely reason for the choice of site at Roper Castle became clear when the site was
examined with lidar. It was immediately apparent that this small installation had been
constructed within a broad band of braided trackways over 100m wide (fig. 2), that could be
seen stretching a considerable distance to both east and west. Immediately following this
important discovery, confirmation was provided independently by David Ratledge (pers.
comm. email 12 December 2021), whose 3D image shows clearly how the Roman site at Roper
Castle blocks a wide pre-existing holloway (fig.3), such that other holloways developed as
traffic was forced to divert around the Roman installation. Roper Castle had clearly been
deliberately positioned to monitor or control traffic along these trackways whilst they were
still in use.

Viewshed analysis was conducted (fig. 4) to assess the view of an observer stood on top of a
2m high rampart at Roper Castle, which demonstrates clearly that the site has an excellent
view of the Rey Cross Camp. It also has a reasonable view down the Greta valley (viewshed
marked in pink), particularly of the northern flank, which supplements the rather restricted
view east from Rey Cross itself (shown in blue; overlap shown in magenta). Indeed,
additional analysis confirmed that had the site had been positioned any further west on the
trackway, visibility of the valley immediately below Rey Cross rapidly diminished.
Therefore, whilst it remains possible that Roper Castle and Maiden Castle were conceived as
a pair (Symonds 2018, 75), which would give at the latest an early second century date
(Welfare 2001, 98) for the trackway, it seems equally possible (even likely) that Roper Castle
was actually a satellite post for Rey Cross. If so, this would strongly suggest that Roper Castle
was contemporary with Rey Cross (generally thought to be early Flavian) and that the
braided trackway was in use when the Roman military machine first arrived on the
Stainmore.

Further analysis of lidar showed that the holloways and braided tracks could be traced
almost continuously either side of Roper Castle, with just a few very short breaks, for some
12.5km (7.8 miles) from just east of Church Brough (at NY 7993 1372) to Aygill Bottom (NY
9141 1173) as is shown in figure 5b. West of Brough, possible surviving stretches have been
identified at Warcop and between Coupland and Appleby (fig. 5a) whilst to the east the
trackway heads down the Greta Valley and passes about 650m south of Bowes (fig. 5c).

Braided trackways

A braided trackway is a series of often deeply worn holloways and rutted trackways, each
one forming as a diversion around a worn out or impassable predecessor, or simply as a
parallel option. From above, they often appear like a plaited or braided cord, hence the
name. The individual ‘braids’ can often be quite sinuous, cutting through the courses of
other older tracks, such that it is often impossible to discern which is the oldest or original
track. They can be relatively small, for example on a well-used modern right of way where
walkers have deviated to one side to avoid a muddy area, or hundreds of metres across,
where a major routeway has been randomly re-routed over centuries in successive attempts
to take an easier or drier route. They can frequently be found where Roman roads have not
been maintained, forcing traffic to deviate from the original course, often on the steeper
slopes, such as on the later diverted course of the road in question (RR82) as it descends from



Mike Haken

- 254 -

Fig. 5 a-c. Map showing the locations of the evidence for a Late Iron Age routeway across the Stainmore pass. The
letters are reference points for the detailed maps in figs 7, 8 & 9, and are referred to in the following text.
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Leonard’s Crag towards Brough, where the braiding is extremely clear on lidar imagery (fig.
6).

Braided trackways can develop along any path, track, or droveway, irrespective of historical
period, and because they are rarely metalled, can be extremely difficult to date. Like any
other linear feature however, a terminus post quem (ie earliest possible date) can sometimes
be provided by datable features that they cut, and a terminus ante quem (ie latest possible
date) by any datable features that cut through them. They are rarely studied in any depth,
perhaps as a consequence of the dating difficulties, and it is noteworthy that Martin Bell’s
recent and acclaimed work on ancient trackways (reviewed in this volume), does not discuss
them at all (Bell 2020). At a local level, they have been increasingly recorded in recent years
thanks to lidar, although they are only rarely recorded in HER records, and the term is not
(at the time of writing) recognised as a monument type in the heritage vocabularies
maintained by the Forum on Information Standards in Heritage (FISH), which is unfortunate
(Forum on Information Standards in Heritage 2021). Yet, an extremely common monument
type they most certainly are, and fundamental to this study.

Fig. 6 Lidar Image showing braided trackways developing from the Roman road below Leonard’s Crag
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Fig. 7 a-c .Lidar imagery with OS Opendata overlay showing the prehistoric route between Points E & H, from
near Church Brough along the course of Leacett Lane (confluence of the Argill Beck and the Mousegill Beck)
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Braided Trackways and Holloways on the Stainmore
road and its approaches – Results of the Lidar Study

The Main Prehistoric Routeway over Stainmore

The evidence from lidar for an almost continuous chain of braided trackways over almost
eight miles is presented in figures 7 a-l and is presented working eastwards from Point E (NY
7993 1372), about 800m ESE of Brough fort (Verteris). Immediately west of that point, a
combination of medieval and modern agriculture has obliterated traces of most of the
trackways.

The modern Leacett Lane appears to fossilise its course east from Point E, braiding being
visible in places on both sides of the lane. Shortly after Point F, before Powbrand Bridge, a
second braided trackway (similarly fossilised by a modern lane) crosses it at about NY 8121
1328, marked in purple on figure 7b. This later trackway seems to be heading to join the
Roman road on Limes Head a little to the north east, supporting a prehistoric date for our
trackway. About 300m further on, near Thorney Scale, it seems probable that a trackway
branched off to form a parallel route running about 500m to the south of the main trackway.
A patch of braided track at Field Head (NY 817 125) is probably part of it, and it can be easily
traced eastwards from Oxenthwaite and Point H2 as far as point K (fig. 7d, e & f.).

The main trackway crosses the Argill Beck just north of Argill Bridge, at its confluence with
theMousegill Beck, just west of Point H (fig. 7c), after which it keeps north ofMousegill Beck.
As the modern lane swings south, the trackway continues its course eastwards past Lowfield
(NY 8372 1282) near Point J (fig. 7d & e), where another trackway joins having left the
southern alternative route near NY83561235 running past Gillses Farm. The southern route,
south of the Mousegill Beck, can be seen very clearly on lidar either side of the modern lane
past Buckles Farm, Slip House, and Belah Place, the lane fossilising its course. Another
branch leaves the southern route north of Point J2, although since it then crosses the main
trackway, there is a suspicion that this branch may be medieval.

Additional evidence of a potential prehistoric date for both trackways is provided by the
dyke system on Stainmore, which cuts the main trackway in several places (eg. NY 8302
1298, NY 8338 1293, NY 8363 1287, NY 8427 1286 & NY 8440 1286, all between points H & J).
The dykes were recorded as medieval by Collingwood (1930b) and later re-assessed as
mainly Roman by Higham and Jones (1975, 37-40), with Drury even postulating a prehistoric
origin (Drury et al. 1998, 131). Whilst neither Collingwood nor Higham & Jones recorded
dykes in South Stainmore, this is likely due to a reliance on ground observation and poor
quality aerial photographs, whereas lidar shows that the system extends across the whole
area, in a very consistent manner. The parallel southern course is similarly cut by dyke
systems at NY 8303 1217, NY 8334 1227, NY 8349 1222 & NY 8400 1207 as shown between
points H2 and J2 on figs 7d & 7e. It is clear that whilst the dykes were without question
superimposed over a pre-existing routeway, at some point the routeway came back into use,
since several of the banks have east-west holloways cutting through them. It is known that
the Stainmore was used as a drove road in themedieval period (Drury, et al. 1998, 120-1), and
this could potentially explain this secondary re-use of the route, just as it could explain some
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Fig. 7d. Lidar imagery with OS Opendata overlay showing the course of the prehistoric route between Points H &
I and between Points H2 & I2
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Fig. 7e. Lidar imagery with OS Opendata overlay showing the course of the prehistoric routes between Points I &
J and between Points I2 & J2
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Fig. 7f. Lidar imagery with OS Opendata overlay showing the course of the prehistoric route from Points J & J2 to
Point K
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Fig. 7g - I, Lidar imagery with OS Opendata overlay showing the course of the prehistoric route from Point K to
Point N
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Fig. 7j - l, Lidar imagery with OS Opendata overlay showing the course of the prehistoric route from Point K to
Point Q (Aygill Bottom)
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of the broad bands of braided track adjacent to both the original and later courses of the
Roman road.

The two routes maintain their parallel courses either side of the Mousegill Beck (fig. 7f), the
main route bending south at Mouthlock (Point J), before climbing onto Bleathgill Edge and
swinging eastwards to Point K. The southern alternative similarly swings south through
Barras at Point J2, and runs along Barras Brow, before bending east and north east to cross
the Mousegill Beck and rejoin the main trackway at Point K.

From K, the main trackway follows the southern lip of a ridge as it heads east and climbs
towards point L (fig. 7g) and then on towards Moudy Mea, where it crosses the watershed at
a maximum of 517m AOD. There is a probable alternative route a little to the south between
points K and M but from Point M eastwards there is only evidence for a single trackway, still
following the southern lip of the ridge as it descends gently past Roper Castle (fig 7i.). The
trackway descends gently past points N and O (fig. 7j) to cross Deadman’s Gill near point P
(fig.7k.), and then swings slightly north east hugging the north bank of Ay Gill until it joins
the R. Greta at Aygill Bottom (point ‘Q’), where it splits into two, one course following the
south bank of the Greta, the other crossing the river and then heading east along the
northern flank of the valley (figs 7l & 12a). The course of braided trackways down the valley
is discontinuous and complex, and we will return to it shortly.

Moving further west from Brough (see fig. 5a), surface evidence of the routeway has largely
been obliterated by agriculture, with potential survival limited to a few small areas of
woodland and permanent pasture. The 500m long stretch between NY 7678 1536 & NY 7628
1544 below Brough Hill is immediately south of the line of the Roman road and is probably
related to it, but at the same time a pre-Roman date cannot at this stage be ruled out.
Another small band survives in woodland at Toddygill Plantation, northeast of Warcop,
centred at NY 7560 1605, some 200m north of the Roman road. Fell Lane does appear to cut
through it, but the trackways could still be of medieval date, rather than anything earlier.
The most interesting survival is at Brackenber Moor, on and around Appleby Golf Course,
shown between points A & D on figure 5a and in detail on figure 8 a-c. Lidar appears to reveal
a single routeway running between points A & B, following a dry valley northwest of
Langton, before crossing the Hilton Beck and crossing Brackenber Moor, now mainly
Appleby Golf Course. Once on the moor, the main course appears to continue in the same
south easterly direction which would take it past the prehistoric defended enclosure known
as the Druidical Judgement Seat (Cumbria SMR no. 1817, NY 7206 1883), although there
appear to be two distinct phases, with relatively narrow and straight holloways possibly
created by wheeled traffic running along heavily eroded terraceways over 20m across, of a
similar scale to gullies found at Rey Cross which will be discussed shortly. There are four
clear branches: the northern most one (marked 1. on fig. 8b) is heading ENE towards the
possible Late Iron Age field system near Murton (NY 7297 2148, identified during this study),
the next (marked 2 on fig. 8a) heads east towards a settlement southeast of Stoneriggs (NY
7299 1980, identified during this study). The third finger, quite broad, heads towards a field
system, the defended enclosure known as the Druidical Judgement seat, and a probable
scooped settlement also identified during this study. The fourth finger, and possible the
main route, heads south towards the so called Coupland Fort, Warcop (Cumbria SMR no.
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Fig. 8 Lidar imagery with OS Opendata overlay showing braided tracks and holloways on Brackenber Moor,
between points A & D
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1815, NY 7119 1887), a small enclosure measuring about 30m x 40m of uncertain date, close
to the Roman road. Of course, since none of the branches can be traced all the way to the
sites mentioned, the identification of apparent destinations may just be down to
coincidence, although that seems unlikely since the branches seem to head to all three
possible Iron Age sites in the vicinity. So, whilst it is not currently possible to determine
whether or not these trackways are prehistoric, circumstantial evidence would suggest that
this is more probable than not, and that this survival is potentially the same routeway
identified running over Stainmore.

Northwest of Appleby, no convincing evidence could be found, and since lidar coverage is
patchy (at the time of writing) beyond Kirby Thore, no analysis of lidar was conducted
beyond that point. There are a few other small survivals of braided tracks and holloways
elsewhere between Brough and Appleby-in-Westmorland, mainly in stream valleys;
however none of these can be linked together with any confidence and none can currently
be dated. The best that can be said is that there is certainly evidence for large scale mobility
of uncertain date along the same general corridor as the Roman road and modern A66.

A second prehistoric trackway on Stainmore

Whilst tracing the above route on Stainmore, it became clear that there may be a second
prehistoric route to the north of the first, much closer to the initial Roman line; indeed it
approximates to the course of the A66 between Augill Bridge and Old Spital. A trackway

Fig. 9 Braided track cut by the Roman road at Newton Garth, with holloways clearly visible both sides of the
Roman road. Later holloways east of point AE both join and cut through the Roman road.
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following the northern route appears to be cut by early Roman construction at NY 8237 1469
just west of Newton Garth, North Stainmore, where the Roman road from Bowes (probably
the earlier of the two Roman routes) appears to cut through a braided trackway running in
a southwest to northeast direction (point AE, fig. 9 & fig. 10c). The lidar image exaggerates
the appearance of the individual holloways which in general are not very deep, varying
between 15cm and a maximum 90cm in depth, and between 3m and 10m wide. The Roman
road immediately west of this point was actually investigated between 1992 and 1994 prior
to the dualling of the A66 (Drury, et al. 1998); however, since it was not directly impacted by
the construction work, investigations did not extend far enough east for this feature to be
recognised. Whilst braiding was recorded on the stretch that was investigated, described as
‘numerous interweaving hollows’, this phenomenon was only recognised as an east-west
trend close to the Roman line, ‘implying disuse or deterioration of the Roman route’ (ibid.,
130). It should also be noted here that there is additional evidence of eroded tracks trending
north to south coming down the hill from the general direction of the Punchbowl Roman
watch tower, but these clearly post-date the Roman road since they cut into it in many
places. Westwards from Newton Garth, the course of this second prehistoric route can be
traced extremely well (fig. 10 a-c), the prehistoric, Roman and modern routes all utilising
the same general course until just past Craco (point AD). North of Craco is the Augill Bridge
watch tower, and whilst not certain, it does appear possible that the site could be
superimposed on braided tracks. Further fieldwork is needed to determine this since some
of those tracks here may well have been created by Roman soldiers accessing the site from
the nearby fort at Brough (Verteris). As the modern A66 and the Roman line turn to the
northwest, the prehistoric route went straight on, running along the valley side below Battle
Hill before cresting the ridge. The surviving braiding stops dead at point AA where the
medieval rig and furrow begins, ploughing having entirely removed all trace of it. Before it
disappears, however, the band of braiding reaches over 190m across at one point, indicative
that this was a major routeway over a long period. Just like the other prehistoric route, the
trackway is cut by a dyke system at NY 8164 1450 (point AD). The dyke can be traced
southwards for 890m, where it forms the western limit of the braided tracks below Leonard's
Crag (fig. 6), and must therefore be earlier than them, supporting the Roman period date for
the dyke proposed by Higham and Jones and therefore a Roman or more probably
prehistoric date for the trackway at Point AD. The trackway is further cut by dykes at NY
8101 1433 (point AC) and NY 8057 1416 (point AB). Incidentally, Higham and Jones had
wrongly assumed that the braided trackway between AA and AD, easily visible on the
ground, was the course of the Roman road (see Higham& Jones 1975, fig. 6), whereas we now
know that the earlier Roman road is 300m to the north, and the later one some 500m to the
south.

Whilst there is plenty of surviving evidence for braided trackways east of Newton Garth,
between point AD and Rey Cross, many of these could well be medieval or later and a
continuous line cannot be traced with confidence, although figure 5b shows a suggested
route. Fortunately, there is conclusive evidence further up provided by Rey Cross camp
itself. Figure 11 is a lidar image of part of Rey Cross camp, which shows clearly how the south
rampart and southeast corner have been superimposed on top of three very broad and
heavily eroded gullies. Their width is highly unusual, being up to 30m, and they are up to
1.5m deep. Whilst it might at first be suspected that these gullies are the result of natural
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Fig 10a-c. The course of the prehistoric trackway running WSW from Newton Garth
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erosion by water, the spot heights show clearly that the eastern moorland end of the gullies
are much lower than where the rampart cuts across, indeed the bottoms of the gullies slope
in both directions, something we should expect since the site of Rey Cross is positioned on
the watershed. These cannot, therefore, have been created simply by water erosion and
their curvature would also seem to rule out any possibility of them being the result of glacial
action, leaving erosion by human or animal traffic, possibly over millennia, the only realistic
possibility. Indeed, it is worth noting that the holloway just southeast of Point AA a fewmiles
to the west is actually bigger, 36m wide and 1.6m deep. The gullies all lead down to a gently
sloping shelf (about 1:15) running along the valley side, which might have offered some
protection from the worst of the prevailing wind as it blew through the pass. Above the
shelf, the clear remains of multiple braided tracks can be seen following the course of the
Roman road, all presumably dating from after the road ceased to be maintained and became
worn out. Finally, about 800m (0.5 miles) east of Rey Cross at Old Spital, the valley side
suddenly becomes much gentler, and multiple shallow hollows suggest an easy route was
followed off the high ground down to the valley bottom to join the northern branch of the
other prehistoric trackway heading east from Aygill Bottom. This link route could also
potentially have been related to the former medieval hospital which gives Spital its name,
indeed it could be why the hospital was positioned where it was. Even if some traffic used
the link route, it seems likely that traffic was actually spread across much of the valley side,
since the band of braiding stretching down the slope from the Roman road and modern A66
reaches 260m wide above Valley farm, and 320m wide below Vale House. It seems unlikely
that all this was medieval, although not impossible.

Fig. 11 The remains of a wide, deep and eroded braided trackway beneath the SE corner of Rey Cross camp
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Fig. 12 a-c. Points Q to T. Maps showing the locations of stretches of braided trackway of different periods in the
Greta valley, east of Aygill Bottom.
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Clearly then, there were two distinct prehistoric routeways approaching Stainmore from
the west. But why was there a need for two routes? Whilst the route via Roper Castle might
appear slightly more direct, in fact the distances are almost identical. Measured from the
point where they would be projected to meet at Brough, to the probable joining point at
Aygill Bottom, the Roper Castle route is some 13.1 km (8.15miles), whereas the Rey Cross
route measures 13.4km (8.3 miles). Perhaps the key to the difference is a combination of
terrain, and maximum altitude. The Roper Castle route crosses the watershed on the ridge
at 515m AOD, some 83m higher than the Rey Cross route which heads through the pass at
432m, making Roper Castle far less attractive in winter, given the notorious weather on
Stainmore. The western approach to the Roper Castle route, however, utilises a much more
even climb over easier terrain, making it muchmore attractive in better weather despite the
altitude, especially if wheeled vehicles were being used. Therefore, it is suggested that the
use of the routes was probably seasonal, the Rey Cross route being mainly for winter use.
When the Roman army created their engineered all weather road, possibly many years after
the creation of both Rey Cross camp and the Roper Castle site, the need for the Roper Castle
route simply disappeared, and it seems likely that it eventually went out of use.

East of Aygill Bottom and Old Spital, both routeways can only be heading to the vicinity of
Bowes and potentially beyond, utilising the Greta valley. The locations of patches of braiding
in the valley are shown in figure 12, with those suggested as potentially prehistoric shown
in blue. If the trackways were to leave the shelter of the valley, then there would surely be
clear evidence on the moorland either side which would be visible using lidar. However,
there is none. Within the confines of the valley, it is a different story, with patches of
braiding, some large, some small, all over the northern valley side (ie south facing). On the
southern (north facing side), the remains of braided trackways are to be found mainly in the
bottom the valley, no more than 10m higher than the river, a little higher when the valley
opens out at Bowes. The sheer quantity of braided track in the valley strongly suggests that
some were formed at later periods, perhaps partly when the Roman road wore out in places,
and partly due to the movement of large quantities of livestock. As already referred to, the
route is well recorded as being used as a medieval drove road, and indeed there will have
been the need to move cattle east from the many medieval and post medieval vaccaries on
Stainmore (Newman 2014, 392). It is difficult, if not impossible, to discern any prehistoric
tracks on the northern slope from those of later periods. However the Roper Castle route
clearly splits at Aygill Bottom, with one branch remaining south of the Greta, and it is
tempting to conclude that this southern route might be predominantly a prehistoric one.
This idea is strongly supported by the fact that at the Iron Age / Romano British settlement
at East Mellwaters (NY 9672 1260), one patch of braided track clearly swerves to avoid the
field system, and another appears to pass beneath the Romano-British enclosure (fig. 13),
both strongly suggesting a prehistoric origin. It also seems possible, but not certain, that the
trackway that crossed the R. Greta to access the north of the valley at Aygill Bottom,
recrossed the Greta west of East Mellwaters. Taking this alongside the apparent routes
heading ESE from Old Spital and Vale House Farm to the valley bottom, the possibility arises
that the prehistoric route may have favoured the valley bottom, either side of the R. Greta,
with possible preference to the south bank.
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Fig. 13 Lidar image with OS Opendata overlay showing a braided trackway at East Mellwaters settlement which
appears to swing north to avoid the narrow field system and a second trackway which has been overlain by the

site’s Romano-British boundary dyke, suggesting a prehistoric date for the routeway.
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Downstream of East Mellwaters, the trackways south of the river become more
discontinuous (see fig. 12), although there appear to be two distinct routes followed, both of
which keep south of the river and do not appear to branch towards Bowes. The first heads
east southeast and gradually climbs up on to the moor, reaching about 325m AOD before it
can no longer be traced. The other seems to aim to be about halfway up the hillside. Whilst
there is no clear evidence to give a prehistoric date to either of these branches, other than
the fact that they come from East Mellwaters, there is one piece of suggestive evidence,
mainly in the field centred at NZ 0032 1247, about 1.5km (0.93 miles) southeast of Bowes.
Lidar imagery here (fig. 14) clearly shows the remains of the agger of the Roman road from
Bainbridge (RR732(x)) as it descends to approach Bowes. There are clear indications of very
slight linear depressions, generally aligned west northwest to east southeast, which the
Roman road cuts through. Since rig and furrow can be ruled out (the features do not cut the
Roman road), multiple shallow holloways must remain a distinct possibility, and if this were
indeed the case, then it would establish that a prehistoric routeway headed down the valley
towards Greta Bridge, and potentially on towards Stanwick and Scotch Corner. In the other
direction, it seems likely that the routeway went at least as far as Appleby, and presumably
much further.

The Upper Eden valley

In order to assess whether or not the routeway also served amore local purpose in the upper
Eden valley, the lidar study was extended to identify all stretches of braided track and
potential Iron Age settlement within an area of 18km x 22km. The results are shown in figure
15.

Fig. 14 3D Lidar image about 1500m SE of Bowes, looking along Roman road from Bainbridge (RR732(x)) as it cuts
through a series of roughly parallel linear features, possibly the prehistoric routeway from Stainmore. Note how
there is slight erosion into the agger in places, suggesting that the routeway was also in use after the Roman

period.
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Fig. 15 Map showing the areas of braided trackway identified in the upper Eden valley during this study, with
distribution of Late Iron Age settlement.
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One thing was immediately apparent: that the slopes below about 420m AOD and above
210m AOD are densely packed with braided trackways, indeed 236 discreet survivals were
identified within the 18km x 22km area. Below the 210m contour, there is little survival of
either trackways or settlement. The transition is quite sharp when moving out of the more
marginal land into a more intensively farmed landscape, mainly one which saw arable
farming in the medieval period, as evidenced by the extensive survival of rig and furrow
beneath modern permanent pasture.

Most of the trackways were impossible to date, with just two, at Crosby Garrett and Warcop,
clearly relating to Iron Age sites and thus of probable prehistoric date (shown in blue on fig.
15). The vast majority stop at the limit of late medieval arable cultivation, and thus probably
pre-date it, but beyond that their origins are currently unknown, more detailed study being
needed to understand potential relationships with both settlement and dyke systems. That
said, given the sheer scale of the trackways it seems reasonable to assume that many more
than the two already identified will have a prehistoric origin, even if some remained in use
later. Apart from their probable dates, however, the trackways can also be categorised
according to their apparent function, of which there seem to four distinct types.

1 Long distance routeways, in this case the route from the Vale of Eden over into the vale
of Mowbray and the Tees valley. The patches of braiding along the Roman road, whilst
not strictly speaking an independent routeway, also fall into this category.

2 Routeways that appear to connect one concentration of population to another some
miles distant, or possibly to the Stainmore route, as with the numerous trackways
running from the area around Newbiggin-on-Lune and Ravenstonedale over the fells
north into the upper Eden valley around Crosby Garrett and Kirkby Stephen. How much
some of these may relate to transhumance is unclear.

3 Trackways that provide local connectivity with the long distance routes, such as the one
that connects the high ground and associated settlements east of Kirkby Stephen with
the Roper Castle route above Barras, or the branches running off the main routeway on
Brackenber Moor.

4 Trackways serving local purpose only, mainly running up the valley sides and stream
valleys and petering out. Some of these will relate to transhumance, others giving access
to areas of quarrying and mining.

It is clear that the prehistoric Stainmore routes were not merely serving a population in the
upper Eden valley. If they were, then we would have expected them to have swung around
to the southwest, towards modern Winton, rather than maintaining their course towards
Brough as they do. Furthermore, this arterial route may have been met by at least some of a
very clear and dense band of trackways aligned roughly SSW to NNE over Crosby Garrett
Fell, Smardale Fell and Wharton Fell. Whilst there was clearly major mobility between the
catchment of the R. Lune to the south and the upper Eden valley, the degree to which this
represented longer distance movement, or a more local traffic such as transhumance is
currently unclear but given the sheer scale of that band of tracks, it seems highly probable
that at least some fed into the Stainmore route. Thus it appears that our trans-pennine route
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is truly inter-regional, serving populations well away from the Stainmore to the south and
south west, as well as beyond Appleby to the north west into the Vale of Eden and
potentially the Solway plain.

The very existence of the clearly well used Stainmore route, along with the density of
trackways in the upper Eden valley, is at odds with traditional notions that Late Iron Age
populations in northern England, unlike those in the south, were small and scattered and
avoided a supposedly heavily wooded lowland. No surprise, then, that in recent decades, the
traditional view has been seriously challenged. As Manby put it with regard to Yorkshire:
‘Extensive field systems, querns and evidence for cereal crops are not supportive of a mid 20th century
notion of an economically retarded Late Iron Age in central and Pennine Yorkshire.’ (Manby 2003,
123). Indeed, the areas that the Stainmore route connected in the Late Iron Age may well
have been some of the most densly populated in Britain. For example, in his focussed study
in themid Tees valley around Stanwick, Haslegrove recorded 146 settlements, mainly within
subrectangular enclosures (2016, table 20.2), a massive increase in numbers from some
previous studies. For example, just six years previously, Sherlock could only identify 169
Iron Age settlements in the whole of Yorkshire and Durham (Sherlock 2010, 59). Haslegrove
also estimated that in the area around Stanwick the density of settlement could be as high
as 0.5 settlements per square kilometre, perhaps even higher, making it comparable with
settlement on the heavy boulder clays of Northamptonshire, usually thought to be one of
the most densely populated areas in Late Iron Age Britain (Haslegrove 2016, 422).

This paper’s lidar study of 396 km2 in the upper Eden valley unexpectedly revealed no fewer
than 33 previously unrecognised settlements and farmsteads of probable Late Iron Age date.
Prior to the study, 44 settlements had been recorded in the study area, largely from aerial
photographs in the analysis by Higham and Jones (1975). Of those, the study showed that
two, at Stainmore and Mouthlock (Cumbria HER 3506 & 3486), were clear misidentifications
and were actually where two braided trackways crossed, creating a false appearance of
enclosures on aerial photos. A further eight were also removed pending further
investigation, since given their locations, evidence for them would have expected to have
been visible on lidar and there was nothing visible whatsoever. This reduced the number to
34. However, during the study a further 33 sites were identified, mainly settlement but
including a few field systems and defended sites where the settlement was almost certainly
present, but is no longer visible. The sites are marked on figure 15. All remaining sites were
situated between 195m AOD and 370m AOD, which accounted for 137 square kilometres. This
gives an estimated density of 0.49 settlements per square kilometre, settlement which may
originally have covered the entire valley below 195m AOD. This is almost exactly the same
as Haslegrove’s estimate for the area around Stanwick, although in the upper Eden valley
only thirteen appear to be within a sub-rectangular enclosure. Whilst much greater analysis
and comparison between the two areas is needed, along with expansion of lidar study
westwards, this difference in settlement plan could potentially suggest a major cultural
difference between the populations either side of the Pennines.

The picture that emerges from this brief study is one of a population living mainly in
discrete small settlements and farmsteads that do not appear to have been linked by a
network of well-defined trackways. Instead, there was an informal network of loose
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routeways, unmetalled, and not defined or confined by ditches or banks as far as is currently
known. The population appears to have been extremely mobile, at a local and regional level,
being connected to populations further afield by a long distance routeway, the ancestor of
both the RR82 and the A66, which can now for the very first time be proven, and not simply
assumed.

The ‘Romanisation’ of the prehistoric routeway.

The idea that some Roman roads were merely a ‘Romanisation’ of a prehistoric predecessor
has already been discussed. The route of the Roman road was analysed to attempt to identify
how the road may have been planned and surveyed, using the principles identified by John
Poulter (Poulter 2009 & 2010 & summarised briefly in Poulter 2014, 3-8).

Poulter recognised that the directions of planning could sometimes be determined in two
ways, both of which could be regarded as simple common sense that no-one had previously
recognised:

1 Roman surveyors would generally go over the brow of high ground far enough to have a
clear view of the landscape before setting out a new alignment

2 Alignment changes at rivers tend to happen on the side from which the surveyors are
coming. This is because the best field of view is usually on the descent to the river, rather
than on the other side where views forward are often restricted.

3 Poulter also recognised that Roman road planning was often a process of multiple stages:

4 Long distance alignments were set out across the landscape

5 Deviations from the main planning lines were set out to enable the road to negotiate
major landscape features such as valleys of which main planning lines took no account

6 Further deviations were made from the planning of both previous stages to account for
local landscape features, such as the crossing of a stream, or a small rocky outcrop.

7 Considerable time may elapse during the previous three stages, sometimes resulting in
the need to make additional deviations to forts and other military sites which did not
exist when the process began.

However, not all Roman roads were set out in this way, with some merely following the
contours, particularly in hilly or mountainous terrain. In some of these cases, it has been
suggested that the Roman surveying merely translated an original prehistoric route into a
series of straight lengths, but without any of the longer alignments that characterise so
many Roman roads, for example RR72b (Ilkley to Tadcaster) in Yorkshire (Haken 2018a).
Here, excavation has proved that a Late Iron Age track, carbon dated to the mid 1st century
BC, lay beneath the Roman road at Adel, north of Leeds (Jefferson & Roberts 2006). Given the
varying and often difficult terrain the Stainmore route traversed, we might have expected
the same phenomenon here, especially as Dere Street (RR8b) approaching Scotch Corner
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from the south, is based upon a Middle Iron Age trackway (Fell & Johnson 2021, 30), and the
trackway leading from Scotch Corner towards Gatherley Moor was certainly in use in the
early 1st century AD (Fell 2020, 164). However it turns out that things were much more
complicated, with planning alignments set out over the entire length (in two stages) with
some deviations being laid out in short alignments, others merely following the terrain.

The line of the A66 from Scotch Corner to Greta Bridge (and Rokeby Park) is often thought
of as being straight. In fact the line followed by the Roman road changes alignment slightly
on Gatherley Moor, then runs virtually straight for 9.5 km (5.9 miles) before turning slightly
again at Smallways to head towards the semi-permanent camp at Rokeby Park, where it
turns sharply west. The start point at Scotch Corner, and the point at Rokeby Park where the
road turns west, are both precisely on a direct alignment to the fort at Carlisle, unlikely as
that may at first seem (fig. 16). The alignment, however, was not set out from Scotch Corner,
but from a low hill 21.5 km (13 miles) southeast of Scotch Corner, at Bullamoor, just east of

Fig. 16 Map showing the long distance alignments from York to Bullamoor, and from Bullamoor to Carlisle
through Scotch Corner and Rokeby Park. Only relevant Roman roads and 1st century AD sites along them are

illustrated
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Northallerton (North Yorkshire). Interestingly though, the road as built does not lie along
this survey line anywhere, its surveyors merely used it to locate key points at Scotch Corner
and at Rokeby Park, supporting the idea proposed by both Poulter (Poulter 2014, 24-38) and
Entwistle (2019, chapters 2-6) that such long-distance survey lines may have had purposes
other than those of mere road planning. Of course, when plotting long lines on a map along
apparently related points, ‘any straight line drawn on a map is bound to hit something somewhere
eventually’ as Entwistle observes in his work on such long-distance surveying (Entwistle
2019, 3). The spectre of ley lines, killed off long ago by Williamson and Bellamy (1983), even
starts to exude ectoplasm. But what are the odds of these important and far from random
four points being on a 117 km (73 miles) long straight line purely by chance? It certainly
seems that once surveyed, these long-distance alignments were well marked in the
landscape, since they appear to have often been used (where appropriate) for road planning
some considerable time after being set out, just as this one was.

The start point on Bullamoor is important, since it is also marks an alignment change of the
road that runs north from the Legionary fortress at York past Thirsk to the R. Tees and

Fig. 17 Map showing the original long distance alignments (LDAs) from York to Carlisle, and the second phase of
survey close of the course of the prehistoric routeway which formed the basis of the road planning. Whilst the

semi-permanent camps are marked, these may not have been in existence when the survey took place.
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beyond (RR80a) (Haken 2017). The early origins of this road have recently been attested by
the discovery of a Flavian fort at Thirkleby, southeast of Thirsk (Millett & Brickstock 2020).
Bullamoor is visible as a high point from York, 47 km (29 miles) away, and any survey of
which the Bullamoor – Carlisle line was part, probably started there (figs. 16 & 17). If so, it
would been unlikely (although not impossible) that it was set out before a Roman presence
was established at York. There is, however, no reason to assume that Carlisle must have
already been established. The site could have been selected as a target point for the survey,
with a view to the establishment of a possible fort there years before the fort was actually
built, or the survey line could have been laid out from Bullamoor, through Scotch Corner,
and then effectively 'into the blue' (John Poulter, pers. comm. March 2022) as a convenient
means of surveying Teesdale. The date for the foundation of York has generally been
assumed to be in about AD71 under Petillius Cerialis (eg Frere 1987, 83) although there is
evidence to suggest possible pre-Flavian Roman military activity in York and at other
Yorkshire sites such as Malton and Roecliffe (Wilson 2009) and more recently at Newton
Kyme & Burghwallis (Haken 2021). Therefore, the possibility that the long-distance
alignment to Carlisle was set out whilst the Brigantes were still a client of Rome cannot be
ruled out.

When the time came to plan the actual course of the road to Carlisle, the surveyors chose not
to follow the surveyed line beyond Rokeby Park, since that would have involved an almost
impossible route through the North Pennines, preferring to be guided by the general route
taken by the prehistoric routeway over Stainmore, which may well have included the Late
Iron Age track heading out of Scotch Corner. This is not to say that the Roman principles of
surveying were abandoned, far from it. It appears that a series of seven planning alignments
were set out for the route and as is true of most Roman roads, these were not followed
slavishly, many local deviations beingmade from the planning alignments due to the terrain
and obstacles such as watercourses. The way they were set out in the landscape has been
analysed using Poulter’s principles set out above.

The Long Distance Planning

Scotch Corner to South Stainmore

Given the clear contact and, as Fell puts it, ‘concord’ between Rome and the Brigantes over
at least two decades (see Fell 2020), the surveyors setting out the initial planning lines were
probably well aware of the dominant prehistoric route over Moudy Mea, so it should come
as no surprise that they appear to have based much of their initial planning on it (see figure.
17).

When determining the first of the seven lines, it will have been clear that the surveyed line
to Carlisle was a little too far to the northeast, since it had apparently been deemed
important that the road sat just southwest of the top of the low ridge from Gatherley Moor
to Smallways. Consequently, a new alignment seems to have been set out from the same
point on Bullamoor (Haken 2018b), with the summit of Scarset Rigg and Green Fell behind
used as a sighting point. Robert Entwistle (2019, 91-8) has suggested that this alignment may
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not have been laid out from Bullamoor, but started at Scotch Corner and ran past Rokeby
Park to Startforth (near Barnard Castle) and formed one side of an intriguing Isosceles
triangle of alignments surrounding Stanwick. In Entwistle’s model, the triangle is part of a
system based on Lancaster, rather than the one proposed here starting in York. Whichever
model is correct (and they are not necessarily mutually exclusive), there is no doubt that the
alignment passes within a few metres of Haslegrove’s proposed gap in the Scot’s Dyke, so
could potentially have been following the Roman road’s prehistoric ancestor quite closely.
Indeed, the line crosses the R. Greta just 120m south of the Roman fort at Greta Bridge, still
within the natural break in the steep sided river valley that provides a relatively easy
crossing point today, just as it did then. It is also the point where any routeway that avoided
crossing the river would be forced to turn, as evidenced by one small segment of multiple
trackways visible on lidar at Mill Wood (NZ 0849 1266). Whether the Rokeby Park camp
existed before this line was laid out is unknown, but since the two are about 520m apart, it
seems unlikely.

A short distance further on, when the line reached the eastern end of a long low ridge close
to NZ 0720 1375, near to where St Mary’s Church, Rokeby, stands today, a new alignment was
set out heading almost due west in order to follow the ridge, similar planning to the previous
alignment. This was sighted on a point just north of the hillock at Kilmonds, now Kilmond
Wood Quarry. The alignment was carried over a slight brow as far as NZ 0189 1390 (now
within Hulands Quarry), where the Roman surveyors could see the Greta valley come into
view as it climbs westwards. As we have seen, there is no concrete evidence as to the route
of the prehistoric trackway between Rokeby/Greta Bridge and Bowes. What little evidence
there is, however, suggests that the main part of it kept to the south of the R. Greta, 2.5 km
(1.5 miles) to the south of the Roman alignment at this point. Whilst a second prehistoric
route north of the river and closer to the Roman line cannot be ruled out, it could be argued
that the Roman alignment was making an improvement to the route by cutting off a corner,
taking a more direct, and from a Roman perspective, more practical route to achieve the
same objective.

From what is now Hulands Quarry, the Roman surveyors could easily see Moudy Mea, the
hill at the Pennine watershed south of the Stainmore pass, which they used as a convenient
sighting point for the third alignment heading up the Greta valley. South of Bowes, we see
the first evidence for the prehistoric route south of the river, as the narrowing valley forces
both the prehistoric and Roman lines close together, with the prehistoric route being
probably best regarded as now using both sides of the valley, certainly west of East
Mellwaters. At Aygill Bottom, just south of Spital, the prehistoric route splits, the northern
branch heading through the Stainmore Pass and then skirting around the valley, whilst the
southern branch takes to higher ground, eventually crossingMoudyMea at about 510m AOD
before heading down towards Brough, where all trace of it is lost. Whilst the Roman road, as
eventually built, followed the northern route, there is no indication of any long alignment
branching from the Bowes-Moudy Mea line in that direction, and it seems much more
probable that the initial planning line was projected on a further 1500m fromMoudy Mea to
South Stainmore (NY 8566 1127), where the view across the upper Eden valley will have
opened up in front of them. It is suggested, therefore, that from South Stainmore, the next
alignment ran along the southern edge of the prehistoric routeway to the top of Thorny Hill,
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a drumlin west of Brough, close to the point where the north and south prehistoric routes
must have converged before turning to head northwest. Since this fourth alignment was not
actually used when the road was built along the northern route, its existence is only ever
going to be theoretical, but logically a fourth alignment must have been set out somewhere,
and there is no evidence whatsoever for any realistic alternative.

From Thorny Hill, it is clear that whilst the long-distance planning from Scotch Corner to
Brough was all made as a single continuous process heading northwest, the rest of the
planning was actually carried out in the opposite direction from Carlisle, both sections
meeting at Thorny Hill.

Long Distance Planning from Carlisle to Thorny Hill

The nature of the terrain southeast of Carlisle must have caused the Roman surveyors no
end of difficulties, partly because after crossing R. Petterill, they needed to keep just east of
it, and partly because the numerous undulations and low hills of the morainic landscape
meant that line of sight visibility in the desired direction was always going to be difficult, if
not impossible.

From Carlisle (Luguvalium), using the high hill of Barrock Fell as a sighting point would have
been ideal, since it is close to the actual route but that would have meant crossing the R.
Petterill at least three times. Neither could they use the long-distance alignment direct from
Bullamoor and Scotch Corner, since that would have carried the road too far to the east
Instead, the first long distance planning alignment seems to have been set out south
eastwards from the fort (approximately in the area betweenwhere Tully HouseMuseum and
Carlisle Castle now stand) close to the line of London Road (the modern A6), using High
Stand, a hill just southeast of Cotehill, as a sighting point. The surveyors clearly understood
that they needed to follow the course of the river Petterill fairly closely, possibly suggesting
that they were using a pre-existing routeway as a guide, although there is currently no
known evidence of it in the modern agricultural landscape. Three and a half miles from
Carlisle, northeast of Newlands (at about NY 4421 5232) immediately after crossing the top
of a low hillock, a new alignment was set out heading more southerly. This was the first clue
that suggested the system was set out from Carlisle towards Brough, and not the other way
round. From here, Barrock Fell is prominent, but masks much of the high terrain further up
the valley, including the col between the twin high points at Plumpton Head and Burnt
Wood, the new alignment’s destination. It would have been easiest for the surveyors to set
out two alignments, one to the edge of Barrock Fell and another from there to the col
between Bowscar Wood and Burnt Wood; instead, they went to some trouble to set out a
perfectly straight line whose ends are not intervisible. There can be little doubt about this,
since the Roman road between High Hesket (NY 4770 4418) to near Blackrack Beck (NY 4838
4258) aligns perfectly with the col nearly five miles further on. It should be noted that the
alignment passes almost a mile from the early semi-permanent camp at Plumpton Head,
sited below it in the valley, strongly suggesting that the camp did not yet exist.

Once the col between Plumpton Head and Burnt Wood was reached at about 260m AOD, the
alignment was carried over the hill in typical Roman fashion as far as Back Wood (NY 5173
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3477) at about 240m AOD, from whence there is a clear line of sight all the way to the Eden
Valley near Brough. A new alignment was thus set out to Thorny Hill, 32.8km (20.4 miles)
away, although the sighting point was more likely to be Rogan’s Seat in Swaledale (672m
AOD), a further 16 km (10 miles) distant, most specifically where it’s eastern flank emerges
on the horizon. This was the clincher as to the direction of planning, since from Back Wood
the view southeast is generally very good, whilst if sighted the other way, most of the route
cannot be seen from Thorny Hill. Indeed, whilst the top of the high point near Back Wood is
theoretically visible from there, once Back Wood is reached there is no visibility north
whatsoever, therefore the planning only makes sense if set out from northwest to southeast.

It seems that the first four alignments were all set out heading northwest, and therefore
probably contemporary. However, the northwestern part of the route was clearly set out in
the opposite direction starting at Carlisle. Whether this took place at the same time, with
two teams working in opposite directions, or if one half of the survey preceded the other,
cannot be easily determined. Certainly, neither half appears to pay any heed to the locations
of the semi-permanent camps at Plumpton Head, Crackenthorpe, Rey Cross and Rokeby
Park, or indeed to any known Roman military installations, suggesting none of the sites
along the route existed at the time. Indeed, the fact that the camp at Crackenthorpe appears
to respect either the survey or the road that followed it, seems to confirm this view.

Fig. 18 Map showing both the original survey line from Bullamoor through Scotch Corner and Rokeby, and the
revised line running just below the ridge, utilised when the road was built.
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Later Stages of Road Planning

Scotch Corner to Rokeby Park
When planning the road in detail from the settlement at Scotch Corner, a new alignment
had first to be set out to meet the long-distance alignment from Bullamoor on Gatherley
Moor, which it does at NZ 1953 0635, immediately east of the Scots Dyke (fig. 18). The
implication that it might have been following an earlier route through the Dyke at that
point, as postulated by Haslegrove, cannot be ignored. From here, the road was not built
quite on a precise straight line, rather a very long shallow curve, being 34m north of it at the
Scots Dyke, reaching 40m south of the line on Carkin Moor, and just about on the line by the
time it reaches Smallways. Whether this represents issues with marking out the original
alignment, or an error that crept in during the detailed surveying, we cannot determine, but
deviations of this magnitude and sometimes much more, apparently accidental, are
extremely common, as will be seen later. Whilst it would have been feasible for the road to
stick to the long-distance planning alignments and change direction to head west near St.
Mary’s, it does not, rather it changes alignment at Smallways (NZ 1141 1120) turning slightly
more northerly to converge with the original long-distance alignment to Carlisle, meeting
it at Rokeby Park. The only logical reason for this would have been to ensure that the road
ran close to the semi-permanent camp at Rokeby Park, strongly suggesting that the camp
(but probably not Greta Bridge fort) was built before the detailed planning of the road took
place (although after the long distance planning).

Rokeby Park to Bowes

Fig. 19 Map showing road planning between Rokeby and East Mellwaters, cutting the loop in the prehistoric
trackway which seems to keep south of the R. Greta
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The deviation from Smallways meant that the long-distance planning alignment west
towards Bowes then had to back-sighted east as far as the camp (fig. 19). The line of the road
west adhered to its alignment very closely as far as Gallows Hill (NZ 0388 1385), as is reflected
in the straightness of the A66 today. A deviation was set out from Gallows Hill to the east
gate of Bowes fort, establishing that Bowes must have been built before the road was
constructed, ie probably about AD72, which fits well with previous interpretations of the
evidence there (Frere & Fitts 2009, 49-51). The road does not follow the new deviation very
closely, (fig. 20) deviating about 50m from it to the north near Bowes Cross Farm,
presumably to avoid the edge of the hill at Kilmond, now quarried away. Closer to Bowes
however, it wanders over 100m from the line, where it seems to be just south of the current
lane that becomes the main road through the town, known as ‘The Street’. The actual course
of the road in and around Bowes is not known, and whilst it is often assumed to be
represented by The Street, that is problematic given the known presence of an annexe to the
north of the fort.

Bowes to Moudy Mea & South Stainmore

The earlier long-distance alignment actually passes through the west gate of the fort at
Bowes (Lavatris), thought to be early Flavian with a date of c.AD72 or just after being quite
possible. It seems, therefore, that the fort was deliberately positioned so that the west gate
sat on the long-distance planning line. This only makes sense if the road had not yet been
constructed when the fort was built in c.AD72, the west gate then effectively becoming the
viewpoint for the alignment up the valley when the road west was eventually built. The road
from Scotch Corner was substantially constructed, and as Fell points out, could only

Fig. 20 Closer view of road planning around Bowes, showing how the local deviation runs to the east gate of the
fort, and how the first alignment of RR82 west was started from the point where RR820 changes alignment .
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plausibly have been constructed once military control had been established (Fell 2020, 703),
presumably soon after the establishment of Bowes c.AD72, but perhaps no further than
Bowes at this stage, as has been suggested previously (Bidwell & Hodgson 2009, 9 & fig. 3).

Indeed, there is recent evidence to support the idea of the road temporarily stopping at
Bowes, with the construction of the road west happening several years later than the
original planning stage. Part of the road west of the fort falls along a new alignment, a
deviation, set out from the point near Hulands Farm where RR820 from Bishop Auckland
changes alignment as it turns to join RR82 (RRRA 2001, 335-6) (fig. 20). This alignment could
not have been set out before RR820 had at least been planned, and it would seem unlikely
that such planning would have happened before the fort at Binchester was established,
probably somewhere between AD75 & AD80 (Mason 2021, 119) (Ferris 2011, 41). It appears,
therefore, that whilst the initial planning for the road west from Bowes took place no later
than AD72, it was probably not constructed until sometime after AD75 fitting well with an
Agricolan date for construction suggested by Robinson (2001, 86).

The Roman road follows the alignment from Hulands Farm from at least as far east as NY
9849 1346, west to NY 9756 1320, where it meets the long distance planning alignment aimed
at Moudy Mea. There is an immediate gentle deviation to avoid a stream valley at Rovegill
House, the road returning to its alignment at Pasture End (NY 9562 1289), following it
reasonably well for the next 2.7 miles as far as Spital.

Roman road layout in the upper Eden valley
From Spital as far as Warcop, the road follows a major deviation from the original planning
for nearly 18 km (11 miles), with a clear decision having been made to follow the course of

Fig. 21 Overview of the original survey and the later local deviations made during road planning between Old
Spital and Thorny Hill
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the northern prehistoric routeway, instead of the original plan to take the southern route
(fig. 21). It is also clear that by the time this new planning took place, Rey Cross had now
been built, since the road from Spital is aligned on the southeast gate at Rey Cross but makes
a slight change of alignment to allow it to pass through the southwest gate. Other
archaeological evidence found during excavation supports this conclusion (Robinson 2001,
81). Leaving Rey Cross, forward visibility is extremely limited by the curvature and
undulating nature of the valley side and it seems that it was deemed impossible to set out
any long alignments. Instead, the surveyors laid out two alignments around the hillside for
about 3500m to NY 8681 1333, which the road followed as well as was possible given the
terrain (fig. 22). The road as built appears to have run through the fortlet of Maiden Castle,
although previous commentators have suggested that it must have run around the north of
the fortlet (Welfare 2001, 98). Either way, the course of the road is far from straight, and it
seems that some re-routing of the road must have taken place, since the limited datable
evidence for the fortlet suggests a late first/early second century date (ibid), much later
than seems probable if it has any relationship with the watchtowers, as has previously been
suggested (Woolliscroft 2001, 99-100).

FromMaiden Castle, the road continues to run north westwards in shortish straight lengths,
the longest being 1150m, the shortest just 25m, with continuing poor visibility forwards.
There are stretches of braided trackway close to the Roman road most of the way between
Rey Cross and Johnson’s Plain watch tower, and whilst most of those just down the slope

Fig. 22 Map showing the Roman road from Rey Cross to Johnson’s Plain, where long alignments were impossible
due to the terrain.
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from the Roman road are likely to relate to use when the road was unrepaired in the
medieval period, some could well be prehistoric and used as a guide by the Roman mensores,
especially those up the slope from the road on the long arc around the valley near the
Punchbowl and Johnson’s Plain towers. There is currently no way of knowing for certain.
There is however, a strong possibility that an alignment may have been set out, from the
bottom of the short descent from Maiden Castle at NY 8681 1333 running directly to the
watch tower at Johnson’s Plain. Whilst the road does not follow this line perfectly at any
point, neither does it deviate more than 46m from the line for over 2.75km (1.74 miles).
Certainly, such an alignment would make sense, since an alignment was clearly set out from
Johnson’s Plain down the valley to the already utilised sighting point on Thorny Hill (fig. 23).
Not only do two short sections of road fall upon this line from the tower, from NY 8366 1487
to NY 8336 1484 past Bluebell Farm, and from NY80511454 to NY80511454, but the
watchtower at Augill Bridge does as well. The tower at Augill Bridge was also used to set out
an alignment running to a point east of Warcop (NY 7623 1546), with the alignment being
used perfectly for the westernmost two kilometres, although the direction of planning could
not be determined. As can be seen from figure 23, a series of local deviations had to made
from both planning lines to account for the difficult terrain. The course of the original road
near the fort at Brough (Verteris) is currently unknown, but there presumably had to be
some sort of link road (fig. 23). Brough itself was probably established before the road was
constructed, possibly being early Flavian (Jones 1977) and almost certainly founded before
AD80. As for the towers, their use as sighting points demonstrates that they must have been
built (or at least planned) before the detailed planning of the road took place, but after the
establishment of Brough fort, since the watch towers are pointless without a garrison to
relay information to. Figure 24 shows the results of viewshed analysis of the watchtower
sites, assuming an observation height of 10m as suggested by Wooliscroft (2001, 16). The
many trackways identified in the Eden valley during the lidar survey are also shown, and
suddenly the purpose of the towers is clear: to observe for potential threats approaching
from the south. This fits well with the previous suggestion, i.e. a construction date of
somewhere between AD72 and AD80, but possibly before full military control was
established.

Fig. 23 The alignment from Johnson’s Plain watchtower to Thorny Hill, also showing the secondary deviation set
out from Augill Bridge watchtower towards Warcop. For Key, see fig. 22.
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Fig. 24 Viewshed analysis showing how the combined view from the Stainmore watchtowers fills a substantial
gap in the view from Brough Roman fort (Verteris).
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At some later date, there had clearly been difficulties maintaining the stability of the road
as it traversed the slope between Johnson’s Plain tower and Augill Bridge. East of Newton
Garth, lidar shows how the road appears to have been seriously eroded, and possibly
collapsed down the slope in places. To alleviate the problem, a second road was constructed,
utilising an alignment along Long Rigg which was set out from the original road at about NY
8468 1473. To ease the gradient, the new road left the old at around NY 8511 1455, east of
Slapestone Bridge, and made a gentle turn using four short straight lengths before following
the alignment south of the modern lane along Long Rigg. Rather than make a tricky descent
through Leonard’s Cragg, which would have involved major engineering, the road took a
circuitous course around the crag before using a very well-engineered zigzag to descend the
steep slope down to the crossing of the Powbrand Sike. After crossing the stream, the road
follows a single alignment again set out towards the drumlin known as Thorny Hill. Whilst
the road presumably stops short of the fort (it cannot be traced west of the modern A685),
the alignment runs along the southern edge of the fort to Thorny Hill. It is unclear in which
direction this last alignment was planned.

Road planning between Brough and Carlisle

As has already been shown, the road left Brough along an alignment set out between the
Augill Bridge watch tower and NY 7623 1546 just east of Warcop. Rather than continue to the
long-distance alignment northwest to Back Wood, a further deviation was set out to a point
340m southwest of the long distance alignment (NY 7235 1770), thus avoiding several
drumlins. Halfway along this line, the modern A66 makes a chicane at Street House which
appears to be on a Roman line, although there is also evidence for a Roman road keeping
largely straight on; it is not clear which came first (fig.25).

From NY 7235 1770, another alignment was set out to NY 6920 2068, just northeast of
Appleby, where the road rejoined the long-distance alignment. The road followed the
alignment reasonably well over Ketland Moor and past Coupland, drifting from the line by
up to 30m in two places. Whilst the modern road swings away towards the river near
Crackenthorpe, the Roman road kept very close to the original alignment, running very
close to the semi-permanent Crackenthorpe camp (fig. 26). The camp is not quite parallel to
the road, but it is close, however this does not mean that the campmust post date the Roman
road or the earlier planning alignment it runs along; not if the Roman camp was built next
to a prehistoric route that the Roman road later followed, as we suspect is the case. Even if
the prehistoric route was closer to the Eden, as is possible, the general bearing is determined
by the funnelling effect of the River Eden and the Trout Beck either side, just as the Roman
road is.

By the time the road between Bowes and Carlisle was built, plans were forced to change due
to the establishment of the fort at Brougham. This meant not only constructing a road close
to the original long distance planning line from Burnt Wood but also planning a new route
from west of the Eden crossing (NY 6022 2856) near Temple Sowerby, linking Brougham to
the route in both directions. It appears that in both cases, the detailed planning took place
from southeast to northwest at every stage. Whilst Ratledge has suggested that the direct
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route through the hills (RR82aa(x)) was the earlier of the two (Ratledge 2018b) (it was
certainly the earliest planned), in fact it seems likely that both routes were built at roughly
the same time, the direct route serving long distance traffic, and the new diversion via
Brougham serving military traffic to the fort, and potentially to the Cumbrian mountains to
the south west. This is the only interpretation that explains why the Brougham diversion
branched off the direct route near the R. Eden, and yet by the time they met again, the
‘diversion’ was the major road with the original direct route joining it.

Whilst the direct route (RR82aa) unquestionably exists (Ratledge 2018b), its route is far from
certain, and any attempt to analyse the planning of the local deviations would undoubtedly
prove fruitless. The planning of the ‘diversion’ past Brougham, however, is quite
straightforward. Due to the undulating terrain, line of sight planning at a local level was
impossible, although from the start point, the easternmost summit of Bowscale Fell over 15
miles away is just visible and was used as a sighting point (fig. 26). A slight correction
(possibly accidental) was made at School House (NY 5735 2885) where there is still no line of

Fig. 25 Map showing the road planning from Thorny Hill to Appleby-in-Westmorland



The Stainmore Road: from Iron Age Routeway to Roman Road

- 291 -

sight with Brougham just two miles away. The line again sighted a high point on the top of
Bowscale Fell, albeit a slightly different one this time, sincemore had by now come into view
and may have caused some confusion.

At Brougham, the new line changed significantly at a point just above the riverbank (NY
5399 2904), with a clear aim of keeping to the south west of Beacon Hill before swinging
northwards towards the camp at Plumpton Head and ultimately Carlisle. A new line was set
out from above the R. Eamont towards Fair Hill (fig. 26), with a couple of minor changes of
alignment as it turns around the edge of the hill as far as NY 5097 3206. The line on Ordnance
Survey maps shows the Roman road running along Inglewood Road at this point, which is
incorrect. From here, the view north opens up and a new long alignment was laid out
running just west of north, aligned on Barrock End, a level promontory on the eastern edge

Fig. 26 Map showing the road planning, as far as can be determined, from Appleby-in-Westmorland to Plumpton
Head, with the planning of the major deviation for the road from the R.Eden to Brougham, sighted on two high

points on Bowscale Fell.
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Fig. 27 Map showing the road planning from Plumpton Head to Carlisle
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of Barrock Fell. The road was built along this new alignment very closely, with only two very
minor local deviations, until it met the original long alignment from northeast of Newlands
to the col between Plumpton Head and Burnt Wood, at about NY 4838 4260 (fig. 27). The road
then turned west slightly to follow the original long distance planning alignment for about
a mile as far as High Hesket.

From High Hesket, the long-distance planning was not followed since it would have meant
climbing over the north western flank of Barrock Fell. Instead, a deviation was planned
keeping west of the original planning line from Newlands, whilst also keeping east of the R.
Petteril. Unfortunately for the surveyors, the terrain is undulating and generally low, with
few good sighting points. Consequently, the road appears to have been set out in relatively
short lengths, changing alignment as little as possible but maintaining an easy course just
east of the R. Petteril. The first of these was set out to the end of the northwestern flank of
Barrock Fell, deviating from the original alignment by just 4.5 degrees. The line was then
carried just over the brow to about NY 4584 4759, with a very slight adjustment then made
to keep east of the steep slope above the river, just below Carleton Hill. Again, the line was
carried a little further over a rise so that the view was again improved, the next section
being set out from about NY 4472 4992. The new line was moved a little more northerly, to
keep to the more even ground away from the river, until about NY 4418 5135 at Lyndhurst.
Again, the road has come over a rise to drop down to a point with much better visibility,
where a slight hillock can be seen just west of the point where the first long alignment from
Carlisle crosses the R. Petteril. The eastern side of the hillock was used as a sighting point,
and whilst the road deviates from the line a little, first to the northeast, and then to the
southwest over the first mile and a half, the last mile and a half lies along the alignment,
before the road turns slightly northwest (at NY 4121 5483) along the original long-distance
planning line to head directly to Carlisle.

Summary & Discussion

Recent analysis of lidar coverage from the National Lidar Programme has resulted in the
identification of a routeway which can be traced almost continuously for just over seven
miles from just east of Brough (Cumbria) via Moudy Mea to Aygill Bottom (Co. Durham)
(fig.17). It survives as a series of interwoven holloways, usually known as braided trackways,
in bands up to 300m across. The word ‘routeway’ has been used for good reason, since there
is no indication anywhere along its course, either from lidar or aerial photography, that any
part of the braided tracks and holloways identified were ever defined by either ditches or
banks. It is also likely that the braiding seen on lidar is only a part of what originally existed,
with ploughing and ‘improvement’ of grassland almost certainly destroying surface traces
of the tracks. The braided trackways could perhaps be considered as the physical
manifestations of users finding the most suitable ways to negotiate the landscape, rather
than a defined track or road in anymodern or even Roman sense. That said, it is possible that
at some stage there was a thin metalled surface on one or more trackways as there is in and
around the settlement at Scotch Corner, although there is currently no evidence for that,
and it will only be determined one way or the other by field investigation, probably
requiring a major excavation.
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There were clearly two alternative routes between Brough and Aygill Bottom, the main
southern one over Moudy Mea past Roper Castle, and an alternative northern route via Rey
Cross and North Stainmore, possibly a winter or bad weather alternative since its maximum
altitude is 70m lower, although the terrain is more difficult. The creation of the latter can
now be given a given a terminus ante quem of c. AD72, which, if Roper Castle is contemporary
with Rey Cross as now seems a distict possibility, can be applied to the main southern route
as well. The northern route is also cut by the Roman road near Newton Garth, giving an
additional terminus ante quem there of c.AD80. The extensive dyke systems in the catchment
of the River Belah east of Brough, to which three different authorities have attributed
anything from prehistoric to early medieval dates, provide further confirmation of at least
an early medieval date for many of the surviving stretches of trackway, since they cut the
trackways in several places.

The southern route’s course is marked in a few places by modern lanes, such as at Leacett
Lane, west of Powbrand Sike, making it clear that at least parts of the route remained in use
through the medieval period, probably as a drove road, and arguably have never gone out of
use. A slight note of caution must therefore be sounded, since whilst some of the braiding
and therefore the origins of both north and south routes on Stainmore are unquestionably
prehistoric, some of it will be much more recent, and it is often impossible to tell the two
apart. This is particularly problematic with the more isolated surviving patches of braiding
well away from Stainmore itself, such as at Coupland and Greta Bridge.

There is clear evidence for the routeway continuing beyond Bowes south of the R. Greta, and
in all likelihood following the R. Greta past Greta Bridge to either Stanwick or Scotch Corner
or more likely both. In the upper Eden valley, the north and south routes converge near
Brough, with no indication of bending south, or of any major route joining from the south,
which would certainly be expected if they were created mainly by traffic coming from
around the local population, or from the Lune catchment to the south. This strongly
suggests that the routeway extends much further down the Eden valley. Whilst the
fragmentary evidence northwest of Brough is far from conclusive, it is sufficient to suggest
the possibility that the route went at least as far as Appleby. Further release of new lidar data
will be needed to be able to assess the most probable route over Plumpton Head. Therefore,
it seems reasonable to suggest that the routeway was inter-regional. If so, this does
somewhat beg the question as to what sort of traffic may have used it.

The mid Tees Valley to the east and the upper Eden valley to the west (thanks to the
discovery of 33 ‘new’ settlements during this study), appear to have been some of the most
densely settled areas in Late Iron Age Britain. However, whether these population densities
can be extended to the Vales of Mowbray and Eden is currently unclear, especially as an
almost total lack of settlement in part of the Vale of Eden has been suggested (Ross’s region
13; 2009, 335-6). What can be said with certainty, however, is that routeways on this scale
only develop when there is a need for people to move across them, usually for trade. Both
areas were agriculturally productive, although the marginally wetter climate in the Vale of
Eden coupled with the slightly poorer soil, could well have resulted in the generally
perceived ‘polarity’ between a prevalence of cattle husbandry in the west, and grain
production in the east. It has been suggested that both areas were capable of producing a
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surplus during the early Roman period (Stallibrass 2018, 50 & Fell 2020, 165), and the same
could easily have been true in the Late Iron Age, with a potential exchange of produce across
the Pennines. It is also quite possible that cattle from the west were being channelled
through the settlement at Scotch Corner, given its clear relationship with Roman military
supply networks in the AD50s and 60s whilst the Brigantes were still a client of Rome (Fell
2020, 163), supplying the Roman forces along the proto frontier perhaps 150 km (93 miles)
to the south. The distances involved of potentially over 250km (155 miles) are not even close
to the 600 mile long cattle drives from Caithness to London that Daniel Defoe recorded in
1726 (Defoe, 1727). If cattle were being supplied to the Roman army through Scotch Corner,
then it would follow that at least elements of the Roman armywould have been familiar with
the Stainmore route well before AD70.

When the initial survey for the road itself was carried out, it certainly appears that the seven
long distance alignments corresponded well with the prehistoric route, at least as far as
Appleby where evidence runs out. That could be countered with the observation that when
planning a road from Scotch Corner to Appleby, there are very few options as to the route
chosen. However, it is the fact that the long-distance alignment from Bowes was carried
over Moudy Mea and then another line from South Stainmore to Thorny Hill, rather than
making any attempt to use the route later chosen for the road, that demonstrates how the
initial surveyors were following the main pre-existing routeway. That inclination to follow
a pre-existing route was demonstrated again when the road was built, since it follows the
alternative prehistoric route skirting around North Stainmore fairly closely (fig. 28), albeit
with Roman alignments set out from the watch towers.

The other fascinating observation about the survey which set out the long planning
alignments, is that it completely ignores the four semi-permanent camps of Rokeby Park,
Rey Cross, Crackenthorpe, and Plumpton Head, whereas the surveying for the road as built
made sure to include them all. The only logical conclusion is that the camps had not yet been
built when the survey was undertaken. Under the conventional model of the camps being
part of the initial push north by Petillius Cerialis in c. AD72, this would have meant that the
whole survey would have had to have been carried out in what was effectively enemy
territory, which seems highly unlikely - unless of course the survey took place much earlier,
before Venutius took advantage of the Roman civil war in AD69, the Year of the Four
Emperors (Tacitus; Historiae 3.45). Just a decade ago such a suggestion would have been
unthinkable, but now, given our knowledge of the Scotch Corner settlement, it makes
perfect sense for the Roman military machine to wish to understand the logistics of supply
if the Stainmore route was being used to supply the Roman army to the southeast in former
Corieltauvian territory with food. This would also suggest that cattle were being moved
from at least as far as the Solway plain, and could explain why a long-distance survey line
appears to have been set out from Bullamoor to Carlisle, possibly even earlier.

A difficulty with this scenario is that the surveying can be traced back to Bullamoor, a
location that only makes sense if the survey actually started in York; yet York is
conventionally thought to have been founded under Cerialis. In recent decades, however,
this conventional wisdom has been challenged, with a small but increasing body of evidence
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supporting a potentially pre-Flavian date for Roman military activity not only in York
(Ottaway 2004, 33), but at other sites in Yorkshire (e.g. Wilson 2009; Haken 2021).

Going back to the Stainmore route and the idea of the camps being part of Cerialis’s push
north, there is a further problem. Viewshed analysis has shown that Roper Castle appears to
have been built to help fill the gaps in visibility down the Greta valley from Rey Cross, with
neither site having any view across the Eden valley. In other words, they are looking east,
which is incompatible with Rey Cross having been built to accommodate an army moving
north westwards. This is discussed in detail in a separate paper (Haken in prep.) which will
suggest that they were not built by Cerialis at all, rather by his predecessor Vettius Bolanus.

From all the various logical arguments proposed in this paper, it is now possible to construct
a probable timeline of the various stages of survey, planning and construction along the
Stainmore road up to about AD80. There remains considerable uncertainty, particularly
with the establishment of Brougham which was probably in place by the time the road was
built but could just conceivably be later. Kirkby Thore (Bravoniacum), whilst not in Table 2,
is probably of Agricolan date (Bidwell & Hodgson 2009, 64), but its relationship to the
Stainmore road is currently unclear.

In conclusion, the discovery of the predecessor to the Roman Stainmore road has provided
evidence, for the very first time, that Roman mensores did indeed use the course of existing
routes when planning new roads, although they did not follow them slavishly. Subsequent
detailed analysis of both the prehistoric and Roman routes, has helped to shed further light
on the fascinating period at the end of the Brigantes’ time as a client of Rome, and the start
of the Roman military occupation of northern Britain.

Suggested dates Action

Before AD69 Long distance survey from Bullamoor to Carlisle, part of a survey from
York

Before AD69 Initial survey of route in seven alignments, set out from both Carlisle
and Bullamoor, meeting near Brough

c.AD69 Construction of the semi-permanent camps & Roper Castle watch post
c.AD70/72 Construction of RR8, Dere Street, north reaching Scotch Corner
AD72/3 Establishment of fort at Carlisle (Luguvalium)
c.AD72/3 Establishment of fort at Bowes (Lavatris)
c.AD72/3 Construction of RR82 between Scotch Corner & Bowes

c. AD72/80 Establishment of fort at Brough (Verteris) and three watch towers in the
upper Eden valley

c. AD 72/80 Establishment of fort at Brougham (Brocavum)
c.AD75/80 Planning & Construction of RR820 Bishop Auckland to Bowes
c.AD75/80 Planning & Construction of RR82 Bowes to Carlisle
Table 2. A suggested chronology of the various stages of survey, planning and construction along the Stainmore

road up to about AD80.
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This section of Itinera describes work on Roman roads that took place in Britain during the
previous year, often in advance of formal reporting, in a similar style to that adopted in
Britannia’s reports for Roman Britain in 20XX. With archaeological activity in 2021 impacted
by the pandemic, we have caught up on some unreported work from earlier years.
Information for each county has been assembled by RRRA members listed below and edited
by Chester Forster. If you have information for a future edition, contact Dave Armstrong at
dave.armstrong@romanroads.org, who will put you in touch with your local correspondent.
We appreciate all the help that has been willingly given by county HERs and Archaeological
Societies, often whilst staff were extremely busy.

Local correspondents

Neil Buckley; Cheshire, Derbyshire and Lancashire,
David Brear; Yorkshire and Lincolnshire,
Dave Haywood; Northamptonshire,
Alan Taylor; Hampshire,
Ian Heritage; Hertfordshire,
Sally Woodlock; Dorset,
Eric Rose; Wiltshire,
Tim Lunt; Somerset and Gloucestershire,
Paul Smith; Shropshire, Staffordshire, Warwickshire and Municipal West

Midlands,
Malcolm Fare; Worcestershire,
Ian Jardine; Herefordshire,
Geoff Lunn; Essex, Suffolk and Norfolk,
Peter Clarke; Cambridgeshire,
Ian Hennessey; Devon and Cornwall,
Paul Seddon; Berkshire, Buckinghamshire and Oxfordshire,
Chester Forster; Cumbria,
Paul Morris; Scotland,
Simon Pratt; Greater London,
Robert Matusiewicz; Nottinghamshire, Leicestershire and Rutland,
Alun Betty; South Wales,
Rod Farmer; Mid Wales,
James Whitaker; East & West Sussex,
Matt Sparkes; Surrey,
Andy Putman; Kent,
Paul Wilkinson; Kent,
Ian Dean; Gloucestershire west of the Severn,
Dave Armstrong; Durham, Northumberland and Tyne & Wear.
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In addition we are grateful for the assistance and contribution from Richard Whaley of the
North East Hampshire History and Archaeological Society, Field Archaeology Branch
(NEHHAS).

Summaries, on the following pages, are presented in country groups for Scotland, Wales and
England, and then in alphabetical order according to their respective County. Researchers
can follow the links or contact the appropriate HER, commercial company or Society direct.
When citing an entry, unless the identity of the author is clearly stated, the bibliographic
entry should be in a similar form to : Forster, C. (ed.), 2022: ‘Roman Roads in Britain’, Itinera
vol. 2.

Scotland

City of Edinburgh

RR8g, Dere Street, Newbridge, Huly Hill, City of Edinburgh, NT 121 733

On-site work undertaken by AOC Archaeology Group
Excavations in advance of a phased commercial development have revealed a palimpsest of
activity spanning the Middle Bronze Age to the medieval period. Perhaps the most
significant discovery of these excavations is the identification of a section of Roman road
which probably represents the westward extension of Dere Street linking Inveresk and
Carriden. Its discovery provides solid evidence for the routeway that the milestone at
Ingliston and the temporary camps at Gogar have always intimated.
Two discrete areas of road had survived within the excavation area, runningWNW/ESE over
a total distance of roughly 67m. Of the two areas, the western segment was considerably
better preserved. This segment was roughly 7m wide and had survived for a length of 21m.
It was flanked by kerbs which were constructed from large, locally derived, un-bonded
stones, between 0.3 and 0.5m across. The southern kerb was intact along the surviving
length of the road but the northern kerb was discontinuous, and only a 9.5m length had
survived. This segment of the road ran over a stone-filled hollow and this had been used as
a foundation deposit. A compact red brown silty sand 0.17m in depth lay over the stones of
the hollow, which was in turn overlaid by a metalled surface which had only survived in
patches.The eastern segment of the road had been heavily truncated by Medieval and
modern cultivation. It survived as a roughly diamond-shaped area 21m long with a
maximum width of 7m. Although lacking the larger foundation deposits provided by the
stone infill of the hollow, the constructionmatrix was identical to the western segment. This
consisted of a foundation of medium sub-rounded stones over which a compact brown silt
with small stones and a metalling of gravel had been laid. This upper metalled surface
survived in sparse patches. Only a short stretch of the southern kerb had survived, 3m in
length.
Two large pits may represent quarry pits associated with the construction of the road. One
pit was roughly circular and measured 9m by 6m with a maximum depth of 0.70m. A second
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was sub-oval and measured 10.69m by 7m with a depth of 0.75m. Both pits had U-shaped
profiles and flat bases.
Engl, Rob & Dunbar, Lindsay 2016 'A Roman Road Runs Through It: Excavations at
Newbridge, Edinburgh'. Scottish Archaeological Internet Reports 59.
Published in the Scottish Archaeological Internet Reports, Society of Antiquaries of
Scotland. Report available online at http://journals.socantscot.org/index.php/sair/article/
view/3177

Cramond Roman Fort. Evidence of Roman Road, from Cramond Roman Fort, in SE
direction toward Dere Street

Data Structure Work (DSR) undertaken by AOC Archaeology Group in conjunction with John Lawson,
City of Edinburgh Council Archaeology Service
A recent DSR was undertaken to aggregate and understand the context for research and
excavations undertaken in the vicinity of the Cramond Roman fort. This included
substantial work to appreciate both the location and route of the Roman road from Cramond
Roman fort toward Dere Street.
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The Roman road looking north-west, with the southern kerb visible and the stones of the hollow extending south
beyond it. From Engl, R., Dunbar, L., Johnstone, N., Haggarty, G. and Robertson, J. (2016) “A Roman road runs
through it”, Scottish Archaeological Internet Reports, 59, pp. 1-27. doi: 10.9750/issn.2056-7421.2016.59.1-27.
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Cramond Road I
The Cramond Road I excavations were undertaken over eight seasons between 1978 and
1986 and the site was located to the east of the main fort complex, but within the confines
of the fort’s annexe/extramural settlement. In particular, the works identified a well-
stratified sequence of road construction and associated Roman building and occupation
remains. A single section was excavated through the road to determine its construction, size
and chronological development in relation to the fort. In total, four main phases of Roman
road construction were identified ; Phases 1–3 are of Antonine date, while Phase 4 relates to
the Severan re-occupation of the fort. Phase 5 related to the post-Roman use of the road.
During the second construction phase the road was rebuilt with a layer of boulders and
sandstone and surfaced with pebbles and gravel. The Phase 1 drainage gully was filled in as
a result of this rebuilding. A sestertius of Hadrian was recovered from the backfill of this
earlier drainage gully indicating deposition some time after AD117.
The road was widened to 9.14m during its third (Antonine) phase of construction using a
layer of stone slabs.The eastern foundation of a previously existing building was filled in and
lined with sandstone slabs to create a drain for the runoff from the road. The fourth and final
phase of the Roman road was constructed over a deep deposit of levelling material,
particularly at the edge, where a new stone-built drain was built over the flagstones of the
former drain. The date range of discovered coins demonstrates a Severan date for
construction in this phase of occupation.
The recovery of medieval and post-medieval material from the road surface suggests that
the road could have continued in use until the 17th or 18th century, when the area was
subsumed into the designed landscape for Cramond House. This suggestion is perhaps
confirmed by the presence of a tree-lined avenue along the proposed location of the road on
the 1815 Cramond Estate map.

Cramond Road II
A second section of the Cramond Roman Road (Cramond Road II) was investigated over three
seasons between 1988 and 1989 to the south of Cramond Road I. This work was undertaken
to determine the construction and phasing of the feature and to establish how it compared
to the same road excavated in the first phase of works. Unfortunately, the surviving archive
was poor in comparison with the original Cramond Road I excavations. However, it is clear
from the documentation that does survive that the two lengths of road excavated represent
separate lengths of the same Roman road, with the same phases of construction and use that
were observed from the Cramond Road I investigations.
The primary phase of construction comprised a 5.5m-wide road, built using large boulders
and onto the underlying natural clay. The road had a prominent camber, an area of fine
cobbling on the east, and a shallow drainage feature on the west. The road was enlarged
during the secondary phase to a width of 7.5m, by extending its west side. The road was
extensively repaired and resurfaced during its third phase of use. In Phase 4 the road was
raised considerably both on the east and west sides and widened to 11.4m. Incorporated in
this on the west side was a stone-built drain. Roman artefacts including ceramic and daub
were recovered from the infill of the drain. The final phase of recorded Roman activity on
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site involved the resurfacing of the road with heavier cobbling, which was also used to fill in
the earlier drain on the west side of the road.
Cook, M, Lawson, J A & McLaren, D 2017 ‘Excavations and Interventions in and around
Cramond Roman Fort and Annexe, 1976 to 1990’ Scottish Archaeological Internet Reports 74.
Published in the Scottish Archaeological Internet Reports, Society of Antiquaries of
Scotland. Report available online at http://journals.socantscot.org/index.php/sair/issue/
view/103

Scottish Borders

RR8g, Dere Street, West of Peebles, NT 2197 4058

Peebleshire Archaeological Society, Peebles to Edston Hill Walkover: survey by Joyce Durham
In February 2009 the mark of a possible Roman Road was seen in melting snow, across the
corner of a field on Edston Farm 3kmW of Peebles. From the angle of the feature the shorter
34m arm points in a NE direction and the longer 103m arm towards one of the Roman camps
at Lyne, 1.5km to the W. The feature, the central strip of which is c5.6m wide, is crossed by
a road marked as a Roman Road on the Ordnance Survey map but, which has been
reclassified as a mineral road (DES 1998, 8–9).
Summary report in Discovery and Excavation Scotland, Vol.12, 2011 p165-6

- 307 -

Roman Roads in 2021

View of the snowmark thought to possibly indicate part of the Roman road between Peebles and Lyne, seen from
the ENE. Edston Wood is in the centre middle distance and Lyne beyond. (Image courtesy of DES Vol 12, p166)
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RR8g, Dere Street Roman Road, Dun Law, Scottish Borders, NT 7887 1054

On-site work undertaken by CFA Archaeology Ltd. Report edited by Helen Bleck on behalf of the
Society of Antiquaries of Scotland
Dere Street Roman Road was strategically important to the Roman army. It was built in the
late 1st century AD to enable the advance of the Roman Army, commanded by Agricola, into
the hostile territories of what is now Scotland. This eastern arterial road linked the Roman
legionary forts of Eburacum (York) and Inchtuthil near Perth, and continued to be used
through the medieval period, its longevity of use standing as a testament to Roman
engineering and road construction. In 2007 an archaeological excavation made an exciting
discovery which sheds new light on construction techniques employed by Agricola’s
legionnaires and demonstrates their adaptive ability to use whatever local resources were
at hand to engineer a solution for crossing difficult terrain. As an archaeological response to
a proposal to extend the existing Dun Law Windfarm, excavations were conducted by CFA
Archaeology Ltd across what was believed to be the course of Dere Street running across
Dun Law, a prominent, but wet and boggy, hillside in the Scottish Borders. The excavations
discovered a surviving section of the road, which at that point traversed a palaeochannel by
means of a latticework of logs and amat of branchwood. Throughout the Roman world there
are only a handful of incidences where it has been demonstrated that this technique was
employed in Roman road construction. Post-excavation analysis concluded that the wood
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Evidence of a probable sub-base stratum, in the form of a layer of a reddish-pink sandy clay, overlying the
brushwood matting and the lattice of birch logs, and underlying the cobbled layer of the road. From O’Connell,
C., White, R., Cressey, M., Ellis, C., Huntley, J. and McCulloch, R. (2014) “Excavation across the Dere Street Roman
Road at Dun Law, Scottish Borders”, Scottish Archaeological Internet Reports, 57, pp. 1-27. doi: 10.9750/

issn.2056-7421.2014.57.1-27.



used was of local origin and was stripped and gathered from a largely depleted forest
resource. The excavated section of road revealed an underlying layer of peat which, when
sampled by coring, provided evidence for the reconstruction of the local environment
spanning a period from the mid Holocene to the Roman occupation of Britain.
O’Connell, C, White, R & Cressey, M. 2014: ‘Excavation across the Dere Street Roman Road at
Dun Law, Scottish Borders’ Scottish Archaeological Internet Reports 57.
Published in the Scottish Archaeological Internet Reports, Society of Antiquaries of
Scotland. Report available online at http://journals.socantscot.org/index.php/sair/article/
view/3169

South Lanarkshire

RR77, Crawford Clyde Wind Farm, NS 9658 1891 to NS 9886 201

Watching brief and excavation undertaken by CFA Archaeology Ltd, Stuart Mitchell, Magnus Kirby,
Graeme Carruthers and Bruce Glendinning 7

A watching brief was undertaken June
2010 – December 2011 during the laying
of cables from wind farm substations to
the main electrical grid in 2010. The
cable route passed over the proposed
line of the Torwood–Dalswinton–
Crawford Roman road RR77 (at NS 9552
1698 – Site 20 – NS91NE 31), and the
proposed line of the Border–Crawford–
Inveresk Roman road RR7f (at NS 9632
1864 – Site 11 – NS91NE 30). An
evaluation at Site 20 did not identify
any remains relating to the Roman
road. However, an excavation was
carried out on the section of Roman
road at Site 11. The road consisted of a
foundation of large cobbles and sub-
rounded stones set directly onto the
ground surface, with the voids packed
with angular coarse gravel. It was
surfaced with small grained coarse
gravel. A large spread of stones located
close to the road was excavated and
interpreted as a stockpile for road
builders or menders. A shallow pit and
a nearby mound of upcast were also
recorded. The pit contained a large in
situ boulder and was interpreted as a
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A section of Roman road near Crawford. From Discovery and
Excavation Scotland Vol.13, 2012 172-173
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quarry pit for the road. A watching brief was also undertaken during the removal of topsoil
associated with the construction of a haul road.
Summary report in Discovery and Excavation Scotland, Vol.13, 2012 p172-173

Stirling

Doune Roman Fort. Evidence of Roman Road, from Doune Roman Fort, in SE direction
toward Roman Road at Dunblane

Work undertaken by Headland Archaeology (UK) Ltd and directed by Colm Moloney (1999) and Paul
Masser (2008 and 2010)
Three archaeological excavations were undertaken, between 1999 and 2010, by Headland
Archaeology (UK) Ltd within the grounds of Doune Primary School in Stirlingshire, each
located on the site of Doune Roman fort. These excavations revealed sections through triple-
ditched defences, elements of the turf rampart and the perimeter road (via sagularis) on both
the west and east sides of the fort. Within the interior of the fort the partial foundations of
seven buildings were recovered, including barracks blocks, a corridored building that may
represent a workshop (fabrica) and a stable-barracks to accommodate a cavalry squadron
(turma).
The fort at Doune also lies close to the presumed line of the Roman road north of Camelon,
which is thought to have crossed the upper reaches of the River Forth close to Stirling. This
Roman road is presumed to run into southern Stirling. Excavations across the probable line
of the road at Beechwood Park in Bannockburn, linking to RR9a as noted in Itinera Vol I,
identified a cobbled surface. Post-medieval pottery and coins were recovered which could
indicate that this cobbling was a later surface, potentially built over the line of the Roman
road. Alternatively, the cobbles could be the original Roman road surface with later
material incorporated into it through later use. The road is identified again north-east of
Dunblane, close to the Allan Water en route to Ardoch fort.
Published in the Scottish Archaeological Internet Reports, Society of Antiquaries of
Scotland. Report available online at http://journals.socantscot.org/index.php/sair/issue/
view/304

Wales

No new work to report for 2021.
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England

Cheshire

Old Hall Farm, Stretton, Malpas, SJ 4518 5168.

By L-P Archaeology between April and July 2021
In the 1980s, an area of Roman activity (CHER1786/1/0) on the outskirts of Tilston, adjacent
to the line of the Roman road RR6a from Chester to Whitchurch (CHER1700/1/4), was
recognised and has been identified with the Roman placename Bovium. Following the
submission of a planning application for the development of a camp site within the northern
part of the presumed extent of the settlement, the affected area was subject to a programme
of assessment and evaluation. This included the excavation of five test trenches, each
measuring 30m by 2m, to identify any surviving below ground remains.
Nearly all the identified archaeological features encountered within the evaluation
produced dating evidence in the form of artefacts indicative of a Roman date (between the
late 1st and 3rd centuries AD). The only exception to this was the demonstrably modern land
drains which were encountered in all 5 trenches. Trenches 1 and 2 did not encounter any in
situ Roman archaeology and very little Roman material culture was recovered from these
two trenches. Trenches 3 and 4 were slightly more productive with cut features and the
remnants of an occupation deposit identified at the north-eastern end of each trench.
Trench 5 was far more productive with some indication of surviving vertical stratigraphy in
the form of layers and a number of cut features.
Garner D & Matthews C., 2021, Archaeological Evaluation Report: Old Hall Farm, Stretton,
Malpas, (Unpublished Client Report) L-P Archaeology, 2021, CHER ECH6925

Cumbria

RR85c(x), Carlisle to Kirkbride, the western Stanegate road

Lidar survey by David Ratledge
The proposal for a western road extension of the Stanegate from Carlisle to Kirkbride has
been suggested before, most notably by Pofessor Barri Jones. Kirkbride was an early fort
contemporary with the Stanegate period, which of course predated Hadrian’s Wall, so the
existence of a link road from Carlisle was to be expected. Barri Jones never produced a full
plan of his suggested route but inferred that it went via Shield Farm towards Burgh by Sands
(Burgh 1 Fort) and depicted a short length of road passing the fort’s north-eastern side. The
Cumbria HER recorded part of this suggestion between Shield Farm and Fingland, forming a
straight line from Burgh to Kirkbride. Did this road exist and, if so, did it go via Burgh 1 or
take a more direct route?
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The first visible section is alongside Carlisle Westerly Bypass (Carlisle Northern
Development Route), A689, but it is clear both sides of it but has been severed by the new
road. During its construction the Roman road was not detected but of course they route was
unknown then and the thought was that it would most likely be further south i.e. where a
new roundabout now is. It is disappointing that a recent road construction failed to notice a
Roman road.
In the new lidar imagery the line of the Roman agger is visible in the fields south of
Moorhouse (NY34079 56730 to NY32319 56607) heading to Kirkbampton. The importance of
this length is not just that it extends the road further west but it shows the road was not
heading for Burgh but very directly for Kirkbride. Burgh 1 is the earliest of the Burgh-by-
Sands forts and pre-dates Hadrian’s Wall so must have been served by a branch road. The
lidar evidence shows our road going further west and there was only Kirkbride further west
at that time.

West of Kirkbampton the modern road (B5307) continues in a series of straight alignments
via Fingland, surely overlying the Roman road, to just short of Kirkbride. It follows dry
“islands” with just one marshy patch to cross at Grass Dikes in order to reach the Fingland
hillock (called a rigg). The modern road sits on top of a large man-made agger at Grass Dikes
– quite a built-up causeway and there can little doubt now, one constructed by the Romans.
The last straight stretch of modern road at Whitrigglees (NY24220 57207), if projected
forward, would match precisely the alignment of the road recorded, on aerial photographs,
leaving Kirkbride fort by Professor Barri Jones. Kirkbride was possibly the Roman site of
Briga. The name is recorded in the Vindolanda tablets - Kirkbride was contemporary with
Vindolanda – and would seem a logical suggestion.
Kirkbride was also served by a Roman road RR755(x) from Old Carlisle. Burgh Fort I is an
early site, pre Hadrian’s Wall, and would therefore have surely needed a connecting road.
The existing modern road from Moorhouse to Burgh would appear to represent the
probable Roman line.
For more details see RRRA newsletter No. 19, Summer 2021 https://romanroads.org/
Newsletters/Members/Newsletter_19%20Summer%202021.pdf
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The route of the Western Stanegate Roman Road overlaid on imagery derived from the new LiDAR data. The
locations mentioned in the text are labelled. Base LiDAR data is © Crown Copyright 2021
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Beaumont, Monkhill Farm. NY 3448 5856

From Gerry Martin Archaeological Consultants
A cobbled track running parallel to the Vallum of Hadrian’s Wall was uncovered during
groundworks construction. It was considered to be of possible Roman origin and could
represent a route between military or civilian settlements. This would fit with it being a
section of the Military Way.
Report 1/19/3849
Archive: Tullie House Museum

Carlisle: 14 Mulcaster Crescent

From Kevin Mounsey, Wardell Armstrong Archaeology Ltd
Part of a tower base was uncovered and thought to be located at the Northern entrance to
Stanwix Roman fort, The point where the main road to the north exited.
Report 1/19/3877
Archive: Tullie House Museum

Carlisle, California Road NY 3978 5954

From A Beherndt, Phase Site Investigations Ltd
A geophysical survey in advance of residential development failed to detect any anomalies
relating to the Roman road thought to have traversed the eastern boundary of the site.
Report 1/19/3761

Carlisle, California Road NY 3978 5954

From Gerry Martin Archaeological Consultant
Evaluation of geophysical anomalies on the site revealed a 300 metre stretch of cobbled road
but with the absence of an agger and flanking ditches plus the poor construction, it could
not conclusively be determined to be a Roman road. Soil analysis from beneath the road was
not considered to date the road.
Report 1/19/3790
Archive: Tullie House Museum

Ulverston: land south of Croftlands SD 287 762

From S Hannon-Bland. The Environment Partnership
Desk based assessment identified a trackway and marked as Green Lane to have been
considered of Roman origin in the 1850 Ordnance Survey map
Report 5/19/4020
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Carlisle Edenside Cricket Ground, centred on NY 398 566

Excavations undertaken by Wardell Armstrong
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Above: The road looking east with team of volunteers during the early stages of excavation. Note what may be padstones or
foundations of an earlier building which was superseded by the road. Below: A general view of the road under excavation



In the third of three excavated areas an east-west trending Roman road was revealed for a
distance of about 15 metres. Although the exact northern limit of the road was beyond the
excavation boundary it was well constructed and seemed to contain features which
indicated that the base of a building had been incorporated in the road surface. The road was
within a few metres of a bath house which has been postulated to be part of Severus’s
summer palace when he was in Britannia to subdue the Northern tribes in 208. Floor tiles
mark IMP mark to building as imperial.
The possibilities are the the road was

a) A hitherto unknown road
b) A service road to the palace
c) Part of the Military Way of Hadrian’s Wall which is on the far side of the

Cricket field
d) A segment of the Stanegate which is now thought to run to Kirkbride

The road was sectioned and found to have a base layer of rough-hewn local standstone of
about 30cm -40cm square. This was followed by smaller cobbles and then large gravel. The
top layer of blinding (which was removed) was sand and small stones, possible bound by
some sort of cement or mortar.
Although roads are usually barren places for finds some coins, pottery, bone needles, a
quern and an amphora top were found. Although Wardell Armstrong had a strong team of
professional archaeologists on site the bulk of the excavation work was undertaken by some
400 local volunteers following and appeal in the local press. Further work is expected to be
undertaken in the near future, dependent on funding.
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Road after it was sectioned, showing almost one metre of metalling with 40cm x30cm blocks of local Triassic sandstone in the base



Derbyshire

RR71a, Carsington to Little Chester

Lidar survey by David Ratledge
The Street (Margary RR71a) between Carsington and Little Derby. Unfortunately too late for
publication, DEFRA decided to release additional LiDAR data for the area north of
Carsington. This has enabled the final gap to be filled in and it wasn’t where previously
thought. The proving of this missing link has perhaps provided some strong evidence as to
where the lost Roman mining centre of Lutudarum was located. For more details see RRRA
newsletters, No. 17 Winter 2020/2021, https://romanroads.org/Newsletters/Members/
Newsletter_17%20Winter%202021%20200dpi.pdf and No. 18, Spring 2021, https://
romanroads.org/Newsletters/Members/Newsletter_18%20Spring%202021.pdf

RR715(x) Manchester to Doncaster (?) and RR711 Melandra to Brough

For details of these roads through Derbyshire, see the Lancashire and Greater Manchester
section
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Oblique 3D LiDAR view looking north from Carsington Pasture towards Minninglow and Buxton. Despite extensive mining
sufficient of the road survives to plot its course with high confidence. Base LiDAR data is © Crown Copyright 2020.
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Durham

Possible fortlet, The Middles, Stanley, Centred on NZ197514

Work by Magnitude Surveys, Report Ref. MSNZ376
A geophysical survey has revealed a rectangular anomaly with rounded corners that could
be consistent with being a Roman fortlet. While not near to a known Roman road the
location is roughly mid way between Dere Street at Lanchester and the Cade’s Road RR80b /
Wrekendyke RR809 junction at Eighton Banks so could be appropriately positioned if the
Wrekendyke did continue onwards to Lanchester. This has been reported to the Durham
HER and is recorded as S65528.

A66 dualling, RR82

Work by Northern Archaeological Associates, Report Ref. NAA 21/26
Initial ground investigative work in advance of developing the A66 that overlies the Roman
road RR82 to dual carriageway has revealed a number of features particularly two paved
pathways running at 90 degrees to the line of RR82.

Dere Street, RR8d, Low Woodside, centred on NZ1437749420

Work by Vindomora Solutions, Tony Liddell, Project 336-20-EVA
Trial trenching on the OS line of Dere Street showed that the Roman road is not on the
mapped line and has been substantially removed with just the western ditch and scar of the
road remaining. This has been reported to the Durham HER and is recorded as S70427.

Essex

Colchester-to-Gosbecks Roman road RR321: Archaeological investigations at 60
Creffield Road, Colchester, TL 98702 24712

Work by Colchester Archaeological Trust (CAT)
An archaeological evaluation, excavation and two phases of monitoring took place at 60
Creffield Road, Colchester, Essex between December 2019 and July 2021 during the
redevelopment of the site. The Colchester-to-Gosbecks Roman road was projected to run
through the site which is also located within a significant Roman burial area.
Archaeological investigations identified the Colchester-to-Gosbecks Roman road aligned
northeast to southwest across the development site. Phase 1 of the road, dating to the early
Roman period, consisted of four ditches set out as two pairs, defining narrower areas or
footways, each just over 2m wide, on either side of a central carriageway which was about
7m across. In Phase 2, probably dating from the early 2nd century, the carriageway was
widened to c 10m with the addition of a metalled surface and two new roadside ditches.
Phases of metalling show that the carriageway was being maintained and repaired, with
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evidence suggesting that it was in use until the late 4th century when a small number of
gullies had been cut into the surface.
To the east of the road was a series of pits dating from the mid/late 1st to the 2nd century.
One of the pits was scorched around the edges and base, and produced a small quantity of
cremated human bone along with burnt foodstuffs, and probably represents the remains of
a pyre. The edges of another three pits were also slightly scorched and contained the
cremated/burnt remains of sheep/goat and chicken, and are likely cooking pits for feasting
associated with the burial ritual.
ECC Ref ECC4448, Archive Essex County Council, Report CAT Report No: 1587

Gloucestershire

Filton, Bristol, Land at 31 - 39 Gloucester Road North, ST 59883 78333.

From Sarah Newns, AAL as reported in Bristol and Avon Archaeology 2012-2013.
A desk based assessment was undertaken for this petrol station site, which appears to have
been undeveloped land until at least 1955. The study found that two possible Roman roads
or trackways ran to the east of the site, one of which lead to an area of previously
unrecorded, possible Romano-British settlement, suggested by the field-name Blackwater
(Filton tithe map, 1839).

Yate, Says Court Farm, ST 6920 8105.

From Pippa Bradley WA, as reported in Bristol and Avon Archaeology 2012-2013.
A trial trench evaluation was undertaken following a desk based assessment and geophysical
survey in advance of proposals to develop a 36ha site for solar power. The preliminary work
established the archaeological potential of the site including the projected line of a Roman
road. Ninety trial trenches, each 50m long, were excavated to confirm the results of the
geophysical survey. The archaeological evaluation identified a number of post medieval
features including a track-way, three shallow pits and several field boundary ditches that
are shown on historic maps. No evidence of the Roman road was identified in either the
geophysical survey or the trial trenching.

Cirencester, SP00SW, HER 52281

From Gloucestershire HER
Roman road surface, identified within Trench 102, is likely to be part of Roman Intramural
Street D as its projected line runs directly under the observed groundworks. Roman
Intramural Street D had been previously observed immediately north-west of the current
site during archaeological excavations in 1963 and during excavations in 2004 and 2006 at
the site of the former Angel Cinema along Lewis Lane (Holbrook and Pamment 1998, 28 and
Holbrook 2008). The records from both of these excavations describe the road as a limestone
metalled surface. The surface is also similar to Ermin Street Roman road surfaces identified
within nearby excavations at Bingham Hall in 2002 and 9 Church Street in 2013.
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Greater London

Watling Street, RR1a, Bexleyheath, TQ 49750 75070

From Simon Pratt of Canterbury Archaeogical Trust
As part of a wider programme of archaeological work, in 2018, a watching brief was
maintained by Canterbury Archaeological Trust on the installation of a soakaway behind a
new residential development at 21–23 Watling Street, Bexleyheath, London DA6 7QJ. This
revealed a succession of gravel metallings, though no datable material was recovered.
The earliest, rather thin, surface was laid (possibly in two stages) directly on clean natural
gravel which had been stripped almost bare of topsoil. The surfacemight plausibly be of pre-
Claudian, Claudian or only slightly later date. It was cut by a ditch (at NGR 549759E 175055N),
aligned about 71o west of National Grid north, marking the southern flank of a thick build
-up of much more substantial gravels, undoubtedly Roman Watling Street. Following the
silting-up of the (re-cut) ditch and a build-up of soil abutting the later gravels, at least two
phases of thinner metallings were laid, overlying and extending farther south than those
flanked by the ditch. These were probably of Anglo-Saxon and/ormedieval date. Though the
latest might, theoretically, relate to the supposedly Roman agger running straight across or
just south of the site on eighteenth-century maps, it seems more likely that this stretch was
interpolated.

Parker Road, Croydon, RR150?

From Simon Pratt of Canterbury Archaeological Trust
I first glimpsed what looked like a west camber and a shallow east ditch whilst machining
deep foundation pits which were far too dangerous to enter: I have used photogrammetry
to produce ‘face-on’ views of the sides of a couple of pits and intend to do more as time
permits (it’s a fiddly job). Subsequently, I was sent photos taken by an engineer during the
machining of a large attenuation pit (GLAAS had agreed we could use him for watching
briefs in early lockdown, but he hadn’t sent all the photos). This shows what could be a west
ditch with gravel banking beyond it (though intercepted at such an acute angle that the
gradient looks very shallow). Then a different developer squeezed in an extra bungalow
without telling us and, though most of the strip-foundations were cut without monitoring,
I was able to watch one trench where a linear feature with gravel to the E showed pretty well
on the line of the W ditch(?) in the attenuation pit, though again I’ll have to use
photogrammetry to get a section.

Croydon, Purley Way Playing Fields. RR150. TQ 3175 6375 and TQ 313 626. Historical
Environment Record number: none.

Work by Matt Sparkes
The course taken by RR150 (London to Hassocks) as it passed through Croydon has long been
amatter of speculation – the resolution of which is complicated by high levels of 19th and 20th

century urban development. Margary traced a possible route through the older (western)
part of the town, whereas more recent work - concentrating on settlement evidence - has
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inferred a more easterly route through central Croydon (following the approximate line of
the modern-day main road). The idea of a route through central Croydon had become the
firm consensus but was open to the objection that it simply traced a route along the modern
thoroughfare around which the great majority of modern-day development had occurred.
The fact that this development had unearthed the majority of Roman settlement evidence
was thus potentially a matter of sample bias rather than a reflection of the true Roman
settlement pattern.
Two excavations had taken place along the course of Margary’s proposed western route (in
1978 and 2006). These were approximately 1.25km apart and on open high ground SSW of
Croydon. In both cases the excavators found nothing which they considered indicative of
the prior existence of a Roman road (although, in retrospect, it would seem that both
authors had very specific impressions of how a Roman road would present when excavated).
The more recent discovery of a very straight LIDAR feature running directly through these
two locations led to a re-evaluation of the earlier reports. The 1978 and 2006 excavations
could be seen to have located road surfaces bearing an exceptionally strong resemblance to
numerous established Roman roads passing through similar downland environments, both
elsewhere in Surrey (i.e. Stane Street and RR14) and further afield. In addition, the LIDAR
scan shows what appears to be signs of medieval ridge and furrow farming running over the
straight linear feature, which suggests that the linear feature is Roman rather than post-
medieval. Other forms of evidence (cartographical/documentary/antiquarian) strongly
support the idea that Margary’s original route was correct.
A detailed article by Matt Sparkes, collating all available evidence for the Roman route
through Croydon and considering the likely location of the Roman settlement, is currently
going through peer review with a view to publication in a future volume of Surrey
Archaeological Collections.

Hampshire

Potential Site of Clausentum near Exton in Hants

By Richard Whaley, NEHHAS, FAB
The farmer on the main site has opened a machine trench for us, and will continue this next
year. So far we have confirmed four Street Grids and three Roman Road Lanes at the points
indicated by LIDAR and airphotos - some in several places. Construction of the Roman Road
lanes tends to be white chalk, sometimes hard, whereas the natural chalk is soft and creamy
coloured. Depth of remaining material is about 20cm thick. The Street Grids are of more
variable construction, and in our two Bank Holiday digs in 2021 contained a lot of sand
coloured clay with possibly a running surface of hard white chalk. Remaining material
reached 50cms.thick. The Machine Trench went over the crossing of a Street Grid with a
Roman Road lane – as had been found in a previous such case the Roman Road Lane had been
taken up and replaced by the Street Grid material. Widths of both features agreed with the
LIDAR of c 8m. The Northern Roman Road Lane was sampled in the trial Machine Trench of
2019 – but the rest of it had been take up for a basin cut into the natural chalk possible 4
Roman feet wide filled with layers of burning, including a sheep's tooth and possibly leg
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bones. This may have been a post Roman ritual feature. So far there is not much evidence of
Roman development.
Roads looked at by NEHHAS during the Lock Down
RR151 - around Newlands Corner (mentioned by Margary) it is formed of 2 terraces 12
Roman feet wide - which is repeated elsewhere. Only 1 other site has evidence on to the
temple site at Farley Heath – zig zags and hard stone work to cross a small river at TQ 047
467. From the Tempe Site we have the route on to the OS alignment coming off Stane Street
with one gap. But the OSmap we are plotting on shows amuch larger enclosure of banks and
ditches with statements of Romanmaterials found. Our Road goes south through a gap in the
bank, and with unlikely chance relationships with its alignment and those of the banks and
ditches – though recent forest work makes them very difficult to find now. In this area the
remains are compared with OS findings kept in the Swindon record office - how little they
saw. In this area we propose a change in Margary's Protocol for establishing Roman Roads
in hilly country. These will eventually be published in 3 articles - that on the Protocol you
might like to run. As forecast by Margary, the route goes through a geological feature called
Jelley's Hollow – with 3 different terraces remains visible – one 12' wide..
We have also looked at RR43 in Harewood Forest where Margary says he could not gain
access - but now has signed paths along it. Massive remains - which on the summit the
Roman Road has been systematically mined! I have learned that Medieval iron working was
often done by digging long trenches side by side – with one trench back filled by the next
one – and often visible in the landscape. Initially baffling – but presumably the Roman agger
contained more easily obtained valuable materials, so was systematically attacked by
patterns of trenches.

Hertfordshire

Grange Paddocks Excavation, Bishops Stortford, Stane Street RR32, TL 49035 22105

From Oxford Archaeology East, 2019.
An archaeological excavation (0.35ha) on the proposed site of a new leisure centre at Grange
Paddocks, Bishop’s Stortford. Was undertaken The project was commissioned by RPS on
behalf of East Herts District Council. Previous investigations within the vicinity of the
excavated area, located at the intersection of the River Stort and Roman Stane Street,
indicated the presence of a Late Iron Age/Early Roman settlement with continued
occupation into the later Roman period. The excavation uncovered an exceptionally rich
post-conquest Roman settlement, dating primarily to the 1st-3rd centuries AD, with
multiple phases of buildings and enclosures respecting the alignment of the road to the
north of the site. A revised view of the cropmark data would indicate that the Roman town
of Bishop’s Stortford was more substantial than previously thought, extending westwards
from the known settlement at Legions Way right up to the river crossing. The excavation
exposed a portion of the western end of this roadside settlement and preliminary results
indicate that this portion of the town may have had a commercial/economic focus with
artefactual evidence recovered that supports the suggestion of trade occurring on the site,
as well as potentially the provision of services such as smithing and hospitality. While more
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than one high status Roman building was clearly present in the immediate vicinity of the
excavated area, as evidenced by the quantities and varieties of flue and pila tile, the
buildings within the excavation area were primarily of timber construction, albeit with
potentially lime-washed wattle panels and tiled roofs. Of particular note is the presence of
at least four large Roman sunken-featured buildings (SFBs) from which nine of the ten
neonate burials found at the site were recovered. These buildings provide an important
addition to this feature type of such an early date, beingmore usually associated with Anglo-
Saxon activity. Extremely large finds assemblages (in particular metalwork and pottery)
were recovered from the site which indicate a variety of activities taking place within the
settlement and highlight the fact that, as a roadside settlement on a major route such as
Stane Street, the site had access to a diverse trade network. It is also quite possible that the
River Stort was utilised for trade and transport during the Roman period and that the
settlement here served as some form of communications hub. Report available at https://
legacy-reports.cotswoldarchaeology.co.uk/content/uploads/2019/11/MK0018-Grange-
Paddocks-Bishops-Stortford-Hertfordshire-Evaluation-report_for-issue1.0.pdf

A120 Little Hadham Bypass, 2016, Stane Street RR32, TL 4428 2326

From Cotswold Archaeology, CA report 16546
Cotswold Archaeologists surveyed the length of the route from Colchester to St. Albans,
RR32 and excavations in the west revealed indications of a previously unknown settlement
including a large circular or semi-circular enclosure, divided into fields, which ‘appears to
have initiated in the late Iron Age to early Roman period’, as Sarah Cobain, Cotswold
Archaeology Principal Post-Excavation Manager reported. This was associated with a small
cemetery that had been in use from the late Iron Age through to the 4th century AD with four
inhumations and 16 cremations. Further Bronze Age cremations were found to the east of
the excavation site, beyond the main enclosure.
The team uncovered evidence of farming activity within the enclosure, alongside the
foundation walls of a late Roman ‘tuning fork’ corn-dryer. Charred grain was found inside,so
it may have been abandoned after catching fire. Another crop-dryer may lie outside the
excavation area, but it is thought that the crops processed there were only for local use,
despite the site’s location on a main thoroughfare. Had the area functioned as a large-scale
production and export site, Sarah said, they would have expected to find ‘multiple features
of an industrial nature’. Report available at https://legacy-reports.cotswoldarchaeology.
co.uk/content/uploads/2017/04/660731-A120-Bypass-Little-Hadham-and-Flood-
Alleviation-Scheme-Archaeological-Evaluation-rev-4-final.pdf

Kent

Watling Street, RR1a, at Snydale, Faversham, Kent

From Paul Wilkinson of SWAT Archaeology
(Editors Note; we have been passed these illustrations (opposite and on p.322) of a section across
Watling Street. We are hoping for a fuller report for our next Volume).
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Lancashire and Greater Manchester

RR712: Castleshaw Roman fort, Saddleworth, Greater Manchester. SD 998 096.

Friends of Castleshaw Roman Forts
In August 2021 the Friends carried out more excavations at the site of the 1st/2nd century
fort/fortlet and 'appear to have found the fortlet loop road of c AD120 turning sharply out
of the former fort east gate. It partly cuts across a stone platform associated with earlier fort
gate. ... This new evidence indicates that it turns sharply right to the south out of the fort
gateway to link back to the main highway, before it ascends the steep hillside. We may be
seeing cart ruts and repairs in the road surface but more investigation is required to confirm
these early findings.'
HER: Hob Uid: 45891. Published Report: https://castleshawromanforts.wordpress.com/
2021/10/15/884/

RR715(x) Manchester to Doncaster (?) and RR711 Melandra to Brough

Lidar survey by David Ratledge
Last year, following the spotting of a length of agger east of Manchester at Matley by my
colleague Neil Buckley, we were able to determine, at long last, the route of the Roman road
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fromManchester to Melandra Castle. However, this may have solved one puzzle but created
a new one. The alignment of the road was clearly not on Melandra Castle fort but targeted
something much further east through the Longdendale valley. The road could be traced for
a short distance into the valley before the lidar data ran out. With the release of a new block
of lidar data the route can now be extended well into Yorkshire.
The road was first spotted in the lower part of the Longdendale valley by Glossop and
Longdendale Archaeological Society (SK02879 96733 & SK03277 97029). At that time lidar
coverage was incomplete and they suggested the road most likely would have left the valley
and headed north towards Holme. The release of National Lidar Programme date (full
coverage and of higher quality) has enabled the route to be more accurately located and it
also indicated that it continued the full length of the valley before it headed over Windle
Edge and into the upper Don valley.
Despite all the reservoirs constructed along the valley, we are fortunate lidar reveals the
probable point where the road crosses from the south side of the valley to the north (SK2832
98154 & SK05164 98435). It could easily have been lost under the reservoirs and their
associated works. This is a different location to that previously suggested by the Glossop and
Longdendale Archaeological Society.
Once on the north side of the valley the Roman route passes Highstones, previously
suggested as a possible Roman fortlet although the Derbyshire HER is less certain. However,
there can be no doubt now about Highstones. Lidar clearly shows it to be a Roman fortlet
with a southern entrance plus a suspicion of a western one although this could be a modern
disturbance. It is a well chosen spot with extensive views both up and down the valley. The
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fortlet would have needed a connection to the main Roman road and the link road up to it is
visible (SK 06566 98994). There a faint traces of a possible link road to the west.
Beyond Highstones then identifying the Roman line from all the other roads and tracks that
threaded their way through the valley over many centuries is not at all straight forward.
However, passing Crowden, then the unmistakably Roman alignment seems to survived
relatively unscathed (SK 07255 99215 - SK 07620 99382 – SK 07930 99544 – SK 08129 99666).
Beyond this stretch the visible evidence is more intermittent so the route shown is best
regarded as the most likely. It appears to pre-date the many others plus it does have several
Roman characteristics i.e. a series of straights, a long steady climb and upstream crossings
of side streams. Parts were no doubt upgraded in the turnpike era but upgrading on top of a
Roman line was fairly common.
We now have a reasonably certain course for this road from Manchester, through
Longdendale, over Windle Edge, along the upper Don valley as far as Hoylandswaine, where
lidar currently has an annoying gap.
Further work is clarifying the link road from Melandra, (forthcoming in the RRRA
newsletter).
From the protocol laid out in Itinera 1, the Association have allocated the number RR715(x)
for this road from Manchester to Doncaster with RR711 now being solely for Melandra to
Brough.
For more information and illustration see the RRRA newsletters No. 20, Autumn 2021, that
is available to RRRA members at https://romanroads.org/Newsletters/Members/
Newsletter_20%20Autumn%202021_final.pdf and No. 21, Winter 2021, https://
romanroads.org/Newsletters/Members/Newsletter_21%20Winter%202022.pdf

RR7c, the Bowland climb

Lidar survey by David Ratledge
There is no doubt that Lancashire's most spectacular Roman road is the one that crosses
over the Bowland Fells. To do so it first makes a long climb through Croasdale from above
Slaidburn, skirts around White Hill attaining a height of over 1400 feet before descending
into the upper reaches of the Hindburn Valley. The route was known with reasonable
precision or so we all thought. The very recent release of lidar data by DEFRA for these fells
has thrown up several corrections and one big surprise. A surprise that leaves anyone who
has walked this route (me included) scratching their heads as to how we all missed it.
This road over the fells is part of what is probably the Roman's main route to the north on
the west side of the Pennines. It runs from Manchester to Kirkby Thore in Cumbria via
Ribchester, Burrow-with-Burrow and Low Borrowbridge. The part we are considering here
is the central 10 miles or so of the Ribchester to Burrow section.
First those route corrections. These are on the long ascent from Croasdale. The Roman line
is much more direct than the modern track, today usually referred to as the Hornby Road.
There are 5 main deviations – SD 69050 55653, S D68724 55887, SD 67967 56772, SD 67255
57076 & SD 66565 57520. The latter is by far the longest. Lidar, being precision height data,
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also gives us an accurate summit height for the road of 1420 feet. It would have been a few
feet higher had the Romans not decided to excavate down for a level platform for their road.
But what about that big surprise? This occurs on the northern decent. After a curving
change of direction at the summit the road heads down for the Hindburn Valley andmodern
Ordnance Survey mapping shows a typically straight alignment. How wrong could we be.
There follows a totally unknown superbly engineered double zig-zag. First a very short one
to the right (east) before immediately crossing sides for a huge zig-zag to the left (west). This
makes a short curving turn at its extremity before returning to the main straight alignment.
Lidar indicates that theWestern zig-zag has survived in excellent condition. It is perhaps the
best I have come across. This is not to be confused with the known zig-zag the bottom of the
descent. Well it was known to everyone except the Ordnance Survey.
For more information and illustration see the RRRA newsletter no. 21, Winter 2021, https://
romanroads.org/Newsletters/Members/Newsletter_21%20Winter%202022.pdf

Northamptonshire

RR170a, Grange farm, south of Irthlingborough Road, SP 9156 6788

Work by MOLA (Northampton)
Geophysical survey was undertaken on land south of Grange Farm (SP 915 678). The Roman
road to Irchester passes centrally through the survey area on a heading slightly east of due
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south. Its line is indicated by three positive linear magnetic anomalies, two following
closely-spaced parallel alignments and third, also parallel, approximately 7m to their east.
These are likely to represent the drainage ditches flanking the edges of the road. Whilst
there is no evidence of the road having been superimposed across any earlier archaeological
features, it is clearly crossed by medieval or early post-medieval ridge and furrow,
indicating that it has ceased to be a significant landscape feature by that time.
Archaeological excavation identified a series of parallel ditches north-west to south-east
identified as flanking ditches on either side of a road which crossed both excavation areas.
The ditches extended for at least 176m and the road was c13m wide. There was evidence for
recutting implying the ditches were maintained. This road was a continuation of a routeway
extending north from Irchester Roman town.

Northumberland

Geophysics on the line of RR88 near Ewe Hill, Low Trewitt, centred on NT996055

Work by Sacha O’Connor.
Geophysics with a Bartingtonmagnetometer revealed the course of the Roman road but also
some unexplained parallel features running at an angle to it plus what appears to be
enclosure boundaries. This has been reported to the Northumberland HER.

The Stanegate RR85a at the North Tyne crossing

Lidar survey by David Ratledge
Lidar has revealed what may possibly be the missing links on the Stanegate between
Newbrough and Corbridge. A potential route around Warden Hill approaches the historical
river crossing point at Howford where several temporary camps are known to be on the east
bank. An onwards course through St. John’s Lea towards the known site at Corbridge seem
to complete this long-sought segment of road. A further development may have been a link
road from the Stanegate in the vicinity of Fourstones to Chesters fort on the Wall where a
road bridge may have formed the Stanegate route with an equivalent linking road down the
east bank to make a junction near the Howford crossing point around Acomb. This work is
reported in the RRRA Winter 2021/22 newsletter number 21 https://romanroads.org/
Newsletters/Members/Newsletter_21%20Winter%202022.pdf with a summary appearing
elsewhere in this volume.

Surrey

North Park Quarry, Bletchingley. Margary Number: None. TQ 319524. Historic
Environment Record number: to be issued.

From Matt Sparkes
A Romano-British trackway was discovered during excavations in advance of an extension
to a quarry in 2019. Further details will be published in the annual round-up of excavations
in a future volume of Surrey Archaeological Collections.
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Sussex, east and west

Felbridge, Walnut Marshes, Crawley Down Road, RR150. TQ3615039228. Historic
Environment Record number: unknown.

Work by Archaeology South-East, evaluation and watching brief report 2019306.
A short section of the London to Brighton road RR150 was uncovered in November 2019,
confirming it to be exactly where expected. Construction was a layer of large stones topped
with redeposited clay forming a camber measuring about 7m across. The remains of a slag
metalling layer were apparent in the south of the site. Eight features interpreted as probable
wheel ruts were visible. There were no signs of any roadside ditches..

Warwickshire

Rosehill, 4 Priory Road, Alcester. SP 0857 5717

From Paul Smith
Two trial trenches were sunk by 110 Archaeology. Deposits associated with the 1st-2nd
century Roman occupation of the area were identified, some of which were structural in
nature. The alignment of the remains suggests that they were influenced by an undated
gravel yard or road. The Roman remains were sealed by a thick layer of relic subsoil probably
formed in the medieval and post medieval periods.

Land south of Southam Road, Radford Semele. SP 3484 6417

From Paul Smith
Thirty-two trenches were excavated targeted on geophysical anomalies identified
previously and were undertaken in April and May 2016 by CFA Archaeology in advance of
development.
The western half of the Site revealed a series of ditches, pits and post holes below a deep
plough soil dating to the Roman period/Iron Age, corresponding closely to the geophysical
anomalies. The densest concentration of features were found in the north-eastern part of
the Site. The large amounts of fine and well decorated pottery recovered from features in
this area suggest that there was an Iron Age and Roman settlement of relatively high status.
An enclosure ditch was found running around the south and east sides of the settlement.
Other ditches discovered in the evaluation appear to be tracks and enclosures for stock
management. To the east of the settlement was a droveway running NW-SE half way along
the field. Few features were found east of this droveway apart from a few isolated pits and
later medieval/post medieval furrows.
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Yorkshire

RR8b (Dere Street): Catterick Bridge, North Yorkshire, DL10 7PQ. SE 224 991

From Northern Archaeological Associates
NAA excavated on the line of the A1 Dishforth to Barton Motorway Scheme in 2013–17,
finding evidence of the establishment and development of Dere Street. Summaries in Itinera
I cover work at Healam Bridge and Scotch Corner; the NAA final report on Catterick, and
Brompton East on the north side of the Swale, found evidence of the establishment of the
road as well as its continuing, and late, use.
Undated gravel quarrying at Brompton East, succeeded by features suggesting the
construction of Dere Street and of a timber bridge across the River Swale, is assumed to date
to the later stages of the campaigns of Quintus Petillius Cerialis in the early AD70s but could
be earlier, with a terminus post quem of AD45/50 provided by pottery assemblages and of
cal AD62 by radiocarbon dates. Roadside settlement developed on the west side of Dere
Street during the years following the foundation of the fort c.AD80. A little later, into the
Trajanic period, an northern embankment was built. A number of subsidiary roads related
to the development of the Cataractonium vicus and the northern extension were identified
(eg. road 2168, of Hadrianic date). Dere Street, evident for 32m south–north at Brompton
East and more than 4.5m wide, was resurfaced in the later second century; a ramp
immediately north of the river may be associated with the construction of a bridge on a
slightly different alignment (the first bridge at Piercebridge was earlier, maybe pre-AD70).
This northern approach was dignified by a colonnade flanking the western edge of Dere
Street. At Bainesse a side road may be of mid-second century date. To the south of
Cataractonium, a road was constructed c.AD160 providing access from Dere Street to the
south gate of the new fort.
Upper levels of Dere Street north of the river suffered from plough damage. A fifth surface
layer was part of extensive investment within the town in the late fourth century. A
substantial stone-footed building that fronted Dere Street incorporated as flooring a large
worked stone, which had a large phallic symbol carved on one side. The tapered form of the
stone that it had originally formed part of the west wing of a bridge abutment.
Late finds (coins, bracelet and buckle) confirm that Dere Street was in use at the end of the
fourth, and possibly into the fifth, century. The townwas occupied late into the fifth century
and revetments laid on the river bank were probably intended to protect the bridge,
emphasising the continuing importance of Dere Street in the fifth and possibly sixth
centuries.
HER: MNY33135. Published Report: Ross, Stuart and Ross, Cath, 2021. ‘Cataractonium:
Establishment, Consolidation and Retreat’ (2 volumes). Monograph Series 6. Northern
Archaeological Associates. https://archaeologydataservice.ac.uk/archives/view/
retreat_a1_2021/.

RR715(x) Manchester to Doncaster (?) and RR711 Melandra to Brough

For details of these roads through Yorkshire, see the Lancashire and Greater Manchester
section
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RR8 Dere Street: York to Piercebridge.

Northern Archaeological Associates
Published as background to the NAA A1 Leeming to Barton excavation volumes, this
monograph reviews the evidence for the route from the early prehistoric period. Lowland
ceremonial and burial monuments began to proliferate beside rivers and on undulating
ground during the Neolithic period and Bronze Age and during the Late and Pre-Roman Iron
Age the expanding long-range economy was served by interconnected hollow-ways. Nine
Yorkshire Roman excavations are described, including the interesting Pool Lane, Green
Hammerton site where changes in line and their effect on the local landscape are noted, and
the Moor Monkton Moor timber bridge, which deserves to be more widely known. Details of
road construction, including borrow pits at Brompton East, and the continuingmaintenance
of the road through the late Roman period, are just two areas of interest, as is the continuing
use of the road through medieval and modern times.
HER: MNY33135. Published account: Fell, David W, and Paul G Johnson. 2021. ‘The Evolution
of Dere Street from Routeway to Motorway: Evidence from the A1 Dishforth to Barton
Motorway Scheme’. Northern Archaeological Associates. https://doi.org/10.5284/1086871

RR712: Dock Street, Leeds, West Yorkshire. SE 303 332.

Research article
In reviewing evidence for a Roman fort at Camp Field, Holbeck, Dan Clarke quotes 'E.
Parsons, History of Leeds, Volume I (1834), p. 22', which records the finding of what was
believed to be a Roman ford in a former bed of the Aire at Dock Street, about 0.4 miles east,
where it had been retained by 'large quantities of piles or stakes'. Camp Field is at a marked
double-bend in the Aire, an entirely appropriate site to be named Cambodunum— 'fort at the
bend'. The alternative crossing further east, suggested by Rivet and Smith (1979), has no
such qualification; nor, of course, does Adel.
HER: Monument Number 7591. Published report: ‘Loidam Civitatem: Leeds From Tribal
Capital To Viking Backwater’, Northern History Volume 58, 2021. https://doi.org/
10.1080/0078172X.2021.1902652

RR8a (RCHME Road 9): City of York: Prospect Farm, Upper Poppleton, York, YO26 6QL.
SE 547 530

Yorkshire Archaeological Aerial Mapping
A Facebook posting confirms the line of this trunk road from York to Aldborough, with
enhanced aerial photography showing ditches, agger and possibly structures and features
along a half mile stretch.
HER Number: MYO2174. Published reports: https://www.facebook.com/yaamapping/
posts/3787950637978377 (15 March 2021, 20 March 2021)
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Wiltshire

Roman road between Wickham (Speen), Berkshire and Fyfield, RR53.

From Eric Rose, an extract from Wiltshire Studies, Wiltshire Archaeological and Natural History
Magazine, vol 106 (2013), p52 - 65 by Hugh Toller, confirming the route of this road.
The Roman road considered forms part of the road from Silchester to Bath and Caerleon
recorded by the Antonine Itinerary as Iter XIV , one of the two main routes from London to
South Wales (Margary 1973, 135). The course of this road as far as Bath has been known
in detail since the early 19th century, apart from a 23km long gap between Peaked Lot,
Denford, north of Hungerford and Fyfield, west of Marlborough. Within this stretch the road
is known where it passes through the Roman town of Cunetio at Mildenhall, but not
elsewhere.
Margary speculated that the route from Peaked Lot followed a course south of the River
Kennet, to approach Cunetio from the south East, but this work confirms that the route lies
north of the river, passing through Chilton Foliat and Ramsbury before entering Cunetio
from the east.
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Newly Allocated Margary Road Numbers

by Dave Armstrong
dave.armstrong@romanroads.org

Following the protocol published by Armstrong (2021, 279-284), a number of new Margary
road numbers have been allocated. These fall into three categories: numbers previously
allocated but not published (as forecast in Volume 1); new roads identified in 2021 since
publication of Volume 1; and numbers for new roads reported in this volume. All are laid out
below. Numbers are either reserved, or fully awarded, using the status rating criteria laid
out by Haken (2021, 285-318);

1 A Roman Road number is reserved where there is archaeological evidence sufficient that
at least one road segment has the status 2. Road, probable, i.e. some evidence of a Roman
road.

2 A Roman Road number is awarded where there is sufficient evidence to have at least one
road segment of status 3. Road, known, i.e. convincing evidence of a Roman road.

These allocated numbers are recorded in RRRA’s master database of Margary road number
and cross references. The RRRA master database is securely retained and maintained by
Dave Armstrong. For any queries contact him on the above mail address. It is intended to
make this information available for reference on our website, in due course.

Margary Numbers allocated prior to 2021

New roads that had Margary numbers allocated prior to 2021 are as follows;

Templeborough to Thorpe Audlin. Status, known road, cross referenced with OS RRX002
(Haken 2018), RR18f(x) awarded.

Lincoln to Scampton. Status, known road (Haken 2018), RR28aa(x) awarded.

Osmanthorpe to Rossington Bridge. Status, known road, cross referenced with OS RRX104
(Jeffery & Haken 2021), RR282(x) awarded.

Castleford westwards. Status, known road (Haken 2018), RR283(x) awarded - see RRRA
Yorkshire Gazetteer, by Mike Haken.

https://www.romanroads.org/itinera.html
mailto:dave.armstrong@romanroads.org
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Brough to Welton to Swanland. Status, known road, cross referenced with OS RRX135
(Haken 2018), RR290(x) awarded.

Colchester to Manningford. Status, known road (Ratledge 2020g), RR323(x) awarded.

Branch from RR323(x) to Harwich. Status, known road (Ratledge 2020g), RR324(x)
awarded.

Chester to Aldford. Status, known road (Ratledge 2021a), RR6aa(x) awarded.

Kelsall to Middlewich. Status, known road (Ratledge 2021a), RR7aa(x) awarded.

Lune West side route. Status, known road (Ratledge & Scott 2020), RR7ca(x) awarded

Cheshire North Ridge. Status, known road (Ratledge 2021a), RR70aa(x) awarded.

Lancaster to Watercrook. Status, known road (Ratledge 2020b), RR70e(x) awarded.

Watercrook to Ambleside. Status, known road (Ratledge 2020a), RR70f(x) awarded.

Nantwich link road. Status, known road (Ratledge 2021a), RR700aa(x) awarded.

Bridge Trafford to Ince. Status, known road (Ratledge 2021a), RR701aa(x) awarded.

Wigan to Burscough. Status, known road (Ratledge 2020b), RR702aa(x) awarded.

Ribchester to Catterall. Status, known road (Ratledge 2020b), RR704aa(x) awarded.

Bainbridge to Bowes. Status, known road (Toller 2013; Haken 2018; Whitaker 2021),
RR732(x) awarded.

Bainbridge Eastwards. Status, probable road (Haken 2018), RR733(x) reserved.

Old Carlisle to Kirkbride. Status, known road (Ratledge 2020a), RR755(x) awarded.

York to Hovingham. Status, known road (Haken 2018), RR802(x) awarded.

York to Barlby or Hemingbrough. Status, probable road (Haken 2018), RR803(x) reserved

Binchester to Hartlepool. Status, probable road, RR807(x) reserved - see RRRA Durham
Gazetteer, forthcoming, by Dave Armstrong.

Lanchester to Chester le Street. Status, probable road cross referenced with OS RRX120
and RRX132, RR808(x) reserved - see RRRA Durham Gazetteer, forthcoming, by Dave
Armstrong.

Kirkby Thore to Old Penrith. Status, known road (Ratledge 2020a), RR82aa(x) awarded.

Whitley Castle to Corbridge. Status known road (Toller & Haken 2017), RR840(x) awarded.
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Margary Numbers allocated during 2021

Subsequent to the listing within Volume 1 a number of new roads were discovered during
2021. After review by the Itinera committee these were laid out in the RRRA Autumn 2021
newsletter as follows;

Stanegate west of Carlisle to Kirkbride. Status, known road (Ratledge 2021d & this volume
311-2), RR85c(x) awarded.

Stanegate to Burgh branch. Status, known road (Ratledge 2021d), RR858(x) awarded.

Second Stanegate route east of Carlisle via Warwick Bridge. Status, known road
(Ratledge 2020a), RR85bb(x) awarded.

Kirkbride to Bowness on Solway. Status, known road, regarded as an extension of
RR755(x) from Old Carlisle to Kirkbride (Ratledge 2021d).

Manchester to Yorkshire via Longdendale. Status, known road (Haken 2018, Ratledge
2021e & 2022a), RR715(x) awarded.

Saham Toney to Caistor St Edmunds. Status, known road (Ratledge 2021b), RR336(x)
awarded.

Caistor St Edmund to Brampton. Status, known road (Ratledge 2019). RR3e(x) awarded.

Billingford to Toftrees. Status, known road (Ratledge 2021d). RR338(x), awarded.

Ixworth to Scole. Status, known road (Ratledge 2020f). RR335(x) awarded.

Ixworth to Icklingham. Status, known road (Ratledge 2020i). RR334(x), awarded.

Toftrees to North Pickenham. Status, known road. (Ratledge 2021d). RR337(x) awarded

Radwinter to Wixoe. Status, known road (Ratledge 2021c). RR341(x), awarded.

Ipswich to Walton Castle. Status, known road (Ratledge 2020g). RR342(x) awarded.

Margary Numbers allocated fromwork reported
within this Volume

Stanegate bypass loop via Chesters bridge crossing of R. Tyne. Status, known road
(Armstrong, this volume 130; Ratledge 2022b). RR85aa(x) awarded.

Link road, Great Chesters to Stanegate. Status, known road (Armstrong, this volume, 135-
6). RR856(x) awarded.

Alternative route for RR14 on the West Bank of the Ouse, Stroude Street. Status, known
road (Wallace, this volume). RR14aa(x) awarded.

Alternative route of RR82 to the east of Brough under Stainmore. Status, known road
(Ratledge 2021a, Haken, this volume) - original work by Hugh Toller. RR82bb(x) awarded.
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Making One’s Way in the World: The Footprints and Trackways of Prehistoric
People.
ByMartin Bell.
Oxbow Books, Oxford, 2020. Pp xiv + 306, Illus. Price £50.00. ISBN 978-1-78925-402-0.

Martin Bell’s handsome hardback,
dedicated to the study of prehistoric
routes, is imbued with his enthusiasm
for a long-side-lined subject now
returning to prominence. The volume
draws upon Bell’s career-long
fascination and is testament to his
substantial contribution towards the
study of evidence for human and
animal movement. He sees this as an
activity charged with meaning,
significance and agency, but one that is
often transient and difficult or
impossible to detect in the
archaeological record. Rare traces
associated with travel, transport and
communication are increasingly
recognised as fertile archaeological
resources that require dedicated
investigation, rather than inadequate
assumptions, if we are to realise their
potential contribution to prehistoric
narratives.

In contrast with engineered Roman
roads, generally renowned for their
enduring impact upon the landscape,
identification and recording of prehistoric routes, typically more nebulous and elusive, is
challenging. Throughout all eleven well-edited chapters Bell explains and promotes an
innovative environmental approach through targeted data collection. Following a logical,
thematic, and broadly chronological sequence, each chapter is structured clearly under sub-
titles and the text densely referenced and generously illustrated, with myriad case studies
from North-west Europe and North America effectively employed. It is little wonder that
reviewers express deep admiration for Making One’s Way in the World. This book effectively
fulfils its primary objective of encouraging dedicated thinking about the impact and nature
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of interaction between humans, animals, and environments, whether in specific places or
along connecting routeways.

Chapter 1 provides the key to understanding what follows and therefore rewards careful
consideration. Bell sets out his approach and explains the challenges, frequently reiterating
an oft-heard lament that the study area has been ignored in favour of more tangible site-
based remains or shifting thematic and theoretical fashions. Happily, he is subsequently
able to present a lavish inventory of pertinent work from a wide range of interconnected
disciplines and a detailed catalogue of significant theoretical waypoints in the subject. This
might suggest, therefore, that despite the intractability of the subject, the study of
prehistoric routes is positively thriving, and its importance widely acknowledged.

Having established on page 4 that addressing the subject ‘…comes back to the need for detailed
examination of individual features, critique of ideas and interpretations and the need to develop a
robust chronology and interpretative framework’, the chapter explores methods of considering,
examining, contextualising, describing and discussing past movement, drawing specifically
upon Niche Construction Theory, defined on page 17 as ‘the process whereby organisms,
through their metabolism, their actions and their choices modify their own and/or each other’s niches’
(Olding-Smee et al. 2003, 419; Laland and O’Brien 2010). This holistic framework seeks to
recognise and consider interactions between all contributing environmental components.
They are referenced and employed throughout the text and strongly influence the handling
of case studies. We are also presented with a helpful glossary for terms used regularly within
the work, the only drawback being that such a definition of terms renders the book’s own
title oddly specific. Overall, the chapter is an effective and comprehensive introduction to
the objectives and context of the subject, while unapologetically embracing rewarding
theoretical concepts and terminology. The language of this first chapter is clearly aimed at
an academic audience, whereas following chapters are perhaps more accessible and
engaging for a general readership.

Chapter 2 presents an expanded case study examining past movement among the ‘First
Nations’ of North America. The abundant and diverse range of evidence offered seems
selected in order to demonstrate categories that might profitably be explored in a
prehistoric European context where remains are more fragmentary. This chapter offers a
successful exploration and demonstration of Bell’s technique and approach, using rich and
varied evidence that he clearly found inspirational. It is a technique which we might all
benefit from adopting when circumstances and opportunity allow. However, later in
Chapter 11 (page 247), Bell acknowledges openly that the chance encounters typical of
development archaeology are inadequate for answering the many research questions
concerning prehistoric routeways, which require rather to be addressed by research-led
excavations. He emphasises that dedicated study of routes requires equally dedicated
funding, resourcing, and access to particular areas.

Bell develops the concept of ‘niche construction and placemaking’ in Chapter 3, applying the
techniques and approaches championed in Chapters 1 and 2 to hunter-gatherer routes in
North-west Europe. For these peoples, seasonal movement was evidently crucial to survival,
involving adaptive strategies within and across varying environments. The author
emphasises the concept of mutuality between animal and human routes, particularly with
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regard to tracking seasonal migrations. Bell considers these operations to have been so
fundamental that the landscape may have been regarded primarily as a network of routes
rather than as a unified whole, in this period. Those of us who repeat identical journeys on
a daily basis, or for periodic gatherings, may readily sympathise with this viewpoint.

A convincing case is made for intersections of ancestral routes becoming enduring focal
points for activity and subsequent location of monuments in the Neolithic and later periods.
He points out that the Mesolithic manipulation of environments is increasingly recognised,
particularly with reference to land clearance. Bell champions the ingenuity and capabilities
of such communities and groups, who defined places and linear corridors within landscapes
along frequented lines of movement. However, he acknowledges that directly associating
clearances and disturbances with routes can introduce false assumptions. It is implied that
the primary drivers in route creation can be either environmental constraints and
opportunities, or human endeavour, although many readers may imagine some synthesis in
these alternatives.

Human and animal footprints are the principal subjects of Chapter 4. Employing a
comprehensive series of case studies, the author emphasises the notion that effective
observation and reading of such features would have been vastly more important to
prehistoric peoples than to those of us living in developed economies today. Tracking the
movements of humans and migrating animals was both more feasible and important to
survival for earlier societies than for those of us who have our primary routes capped with
tarmac and concrete. He regards footprints made in soft ground as a particularly intimate
form of evidence promoting engagement with the humanity of ancient individuals,
although that very same quality can divert attention from informative contextual
information. Bell’s case studies help explore themes such as group or herd composition, the
origins and destinations of journeys, seasonality, dating evidence, and other aspects that
elevate the research potential of these captivating remains.

Prehistoric routes first receive attention in Chapter 3, where Bell describes the preservation
of Mesolithic focal points beneath monuments attributed to later farming communities.
This phenomenon is revisited in Chapter 5, which presents some familiar examples of routes
indicated by grouped ceremonial features, demarcated sites and upstanding features. Bell
explains concisely the value of skeletal and DNA evidence for identifying longer-distance
mobility, then turns to geological evidence and selects the axe trade, and large stones
destined for the great circles and avenues, as examples demonstrating artefact distribution
between places and communities. The majority of routes, however, are not likely to have
been memorialised by such earth and stone constructions; and Bell reminds us that
repeatedly-used drove and trading routes may have been corridors rather than well-defined
tracks, making mobility far more difficult to identify archaeologically.

In contrast, wetland routes of all periods can be very well-preserved, and Chapter 6 details
an array of constructed features that have mercifully evaded the erosive ravages of time.
Bell notes that such features would have been counterparts to the dryland routes that
presumably connected with them, challenging us to relate the wetland evidence to wider
patterns of communication; a theme returned to in Chapter 11. Vessels and vehicles are
considered in relation to water transportation, but most of the case studies focus engagingly
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upon the origins and destinations of selected wetland routes in North-west Europe, where
relationships are examined between routes, settlements, activity zones, sites of ritualised
deposition and Bronze Age features. This leads neatly onto Chapter 7, where the author
focuses specifically on the correlation between barrow alignments and Bronze Age routes
via a suite of typically well-chosen examples, used to demonstrate how barrows referenced
and connected landscape, burial, memories, and contemporary movement.

The routes associated with later prehistoric agricultural landscapes are described in Chapter
8 as being generally far more visible and datable through relationships and stratigraphy
than their earlier counterparts and antecedents. Bell supplies excellent explanations of
their forms, formation processes, dating potential and other attributes with reference to a
suite of case studies. Bell chooses this chapter to challenge the plausibility of natural
ridgeway routes, citing both other authors’ reservations and increasing evidence for activity
in the adjacent valleys, where routes presumably abounded. To this reviewer that would
seem to introduce a false dichotomy: it may be too narrow a view to imply that supposed
ridgeway routes preclude the existence of valley routes or riverine transport, particularly as
Bell seems to present cases for natural ridgeway routes on pages 193 and 223. That being
said, it is easy to sympathise with his careful deconstruction of assumptions about coherent
elevated routes stretching across the landscape and enduring through the ages. As Bell
suggests, the historic and current appeal of this idea may sometimes overwhelm the patchy
evidence for such phenomena.

The chapter ends with a section explaining how certain pre-Roman routes were perpetuated
and formalised in the Roman road network, notable examples including approaches to
oppida, frequently adopted as forts or towns. Sharpstone Iron Age road, subsequently
Romanised, is cited as a surprisingly remote example, but one that may be indicative of more
common occurrences that are rarely discovered or recorded. This reviewer is aware of two
compelling demonstrations of route adaptation which only became available following
publication of ‘Making One’s Way’. The first example of native routes being adopted by the
Roman road builders was revealed during the HS3 upgrade at Blackgrounds, and the second
on the A1’s southerly approach to Scotch Corner. This reviewer had hoped for further
development by Bell of the Roman road theme, before remembering that the focus in this
volume is upon prehistoric routes.

Chapter 9 is a very useful examination of evidence for prehistoric boat travel. Bell
introduces important practical and economic considerations such as payload and craft
speed, suggesting that these factors may have influenced decisions about when and whether
land or water transport was selected. Fundamentally, the author seeks to emphasise the role
of waterways in connecting rather than separating communities. He concludes in Chapter
11 (page 252) that a ‘greater role has been proposed for maritime and riverine communication than
is generally appreciated. This partly reflects a growing awareness of maritime archaeology but
perhaps the most compelling evidence is negative, the surprisingly limited evidence for well-defined
long distance routeways in prehistory, especially in Britain. This implies that the study of ancient
routeways requires some reorientation towards integration of terrestrial, riverine and maritime routes
and ways of identifying landing places’. An extended case study in Chapter 10, focusing upon the
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Wealden district in South-east England, presents an effective working template for how this
endeavour might be approached.

Chapter 11 returns to the primary themes defined in the book’s opening pages. Bell goes
beyond highlighting the issue that study of routeways has traditionally been insufficient
and inadequate: he provides investigative techniques for maximising their information
potential, and case studies illustrating successful applications of such techniques. He
espouses a shift in perspective that, in reality, may already have begun – no doubt in
response to his works and those of others. His enthusiasm concerning prehistoric
connectivity is infectious. This is partly a result of his book’s academic rigour and insight,
but also because he offers a manual which guides society towards a more environmentally
sustainable world through better understanding of the one that existed before
industrialisation. Consequently, its message may reach beyond archaeological researchers
to a far wider audience.

Dave Fell
(Northern Archaeological Associates)
df@naaheritage.com
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The Hadrian’s Wall Military Way: A Frontier Road Explored.
By Dave Armstrong
Armatura Press, Pewsey, 2021. Pp xiv + 90, illus. Price £15. ISBN 978 1 910238 20 2.

Hadrian’s Wall consists of three
main linear components: (a) the
Wall itself, with its forts, milecastles
and turrets, and the ditch on its
northern side; (b) the immense
double bank and ditch, known as the
Vallum, which runs at varying
distances to the south of the Wall;
and (c) the Military Way which
threads its way between them. The
Military Way, was, like the Wall and
the Vallum, built by the Romans and
is not to be confused with what is
known as the Military Road (much of
it nowadays a part of the B6318),
which was built between Newcastle-
upon-Tyne and Carlisle in the early
1760s in the wake of the 1745
uprising.

The Roman origin of the Military
Way has been recognised since
antiquarian times, but in contrast to
the Wall and the Vallum, it has
attracted little archaeological
attention. Therefore, apart from
occasional reports, sometimes
remarking upon unusual
narrowness and steepness in places,
comparatively little is known about
the road. For instance:

• was it a single entity, or had it just been a collection of Roman easements created
piecemeal to get travellers around awkward obstacles?

• if it had been a single entity, did it run all the way from Wallsend to Bowness-on-Solway?

• just how steep and narrow does it really get?

• did it cater for wheeled traffic?

• what function was it intended to perform, and when was it built?
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At long last, these and many other questions have now been answered by Dave Armstrong,
who is a member of the Roman Roads Research Association and Editor of its Newsletter. A
long-term but level-headed enthusiast on the subject of Roman roads, he brings an
engineer’s eye to the topic. No new excavation has been brought to his study of the Military
Way. Instead, there has been a thorough researching and assessment of all past reports,
antiquarian and archaeological, and this has been coupled with extensive observation and
measurements of the remains of the road on the ground and also via lidar. The outcome is a
well-written and very readable slim volume in A5 size, illustrated with colour photographs,
including some low-level drone shots, and also with numerous lidar images which cover,
amongst other things, the entire course of the road over the crags from Sewingshields to
Walltown. This book will thus fit easily into the pockets of walkers, and one of the book’s
chapters is devoted to describing, very informatively, what is visible over the crags for those
enthusiastic amateurs - as well as scholars - who might wish to walk along and examine the
Roman road for themselves.

But the book makes major contributions to scholarship too. The author has distinguished
three modes (he calls them Divisions A, B and C) by which the locations of the road were
systematically set out across the landscape, depending upon the proximity of the Vallum to
the Wall. In addition, he observes that, wherever possible, the line of the road avoided
intruding upon the nearest 100m or so of ground immediately to the south of the Wall. This
implies that the Romans had retained a use for this zone when the Military Way was being
built. The author also notes that although, when space was really tight, the Military Way
occasionally ran on the north berm of the Vallum’s ditch, there is no indication that the road
ever crossed the ditch itself – even when passing the fort of Carvoran, which happens to lie
south of the Vallum. All of this suggests typically thorough and well-regulated Roman
planning and execution.

With regard to the steepness of the Military Way in places, the author has sought to provide
an unequivocally accurate answer to this question, using lidar to measure the slope in most
cases, but also employing an instrument of his own devising, called a Clinometer, to
corroborate the results. His conclusion is that the Roman road builders had adopted a
maximum ruling gradient of 1 in 6 for the Military Way, and that they had applied it
consistently. With regard to the date of construction of the road, the author deals with this
in two pages of deliciously crisp deduction. The question of whether or not the Military Way
had been intended to allow for wheeled traffic is perhaps more difficult. Because of the
gradients, and the zig-zag bends in places, the author is inclined to conclude that the central
section of the Military Way – i.e. that part over the crags – had not been intended to take
wheeled traffic. He makes the acute observation that whilst there are wheel ruts on the
threshold of the eastern gate at the fort of Housesteads, there are none at the west gate. This
may indicate that this fort had been as far as any wheeled traffic could get, along the eastern
arm of the road.

Complementing these insights, the author has equipped his book well for scholarly use. It
has an index, a table of those published articles which relate to each stretch of the Way, and
an extensive bibliography that, very usefully in these times, provides the electronic
addresses of documents which are also available on-line.
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Any criticisms? A few, and all minor.

The book lists eight maps, but in fact these are the aforementioned lidar images covering the
course of the Military Way over the crags from Sewingshields to Walltown. These lidar
images are annotated to some extent, but your reviewer would have preferred to have had,
in addition, a traditional-style map at the front of the book, pointing out for ready reference
the locations of the places frequently mentioned in the narrative and in the captions, such
as Cockmount Hill, the Walltown Gap, King’s Hill, Limestone Corner, Lodhams Slack, Green
Slack, Sycamore Gap, etc. as well as, for those readers who might be quite unfamiliar with
the Wall, the locations of all of the forts. The author rightly commends the English Heritage
(now Historic England) Archaeological Map of Hadrian’s Wall, but those readers who wish to
follow the author’s accounts in detail will probably find that they need to have the English
Heritage Map open beside them when they do so.

As your reviewer well knows, Roman roads can be very difficult to photograph on the
ground, and it would have been helpful to have used arrows on many of the photographs to
point out unerringly the course of the road being described in the caption. Even with your
reviewer’s experience of following Roman roads on the ground, there were a few
photographs where it wasn’t entirely clear where the road ran, as described in the caption.

Finally, the cover of the book and some of the photographs of the Military Way show it as a
bright green track running across the landscape. Presumably the result of recent strimming,
this attractive pathway makes the line of the road easier to follow, but for the sake of
inexperienced observers it might have been helpful to indicate that the Roman road
underneath is wider than the track may imply.

On archaeological matters, it is stated that the construction of Hadrian’s Wall began with
Hadrian’s visit to Britain in AD 122. However, the latest thinking, perhaps led by the Dutch
archaeologist, Erik Graafstal, has swung to the view that construction of the Wall had been
initiated maybe two or three years earlier, and that it was the occasion of Hadrian’s visit to
Britain which saw the change of plan and the decision to build forts into the line of the Wall.

The author notes that the second bridge built beside Chesters fort had been made wide
enough to carry a road (i.e. not just Hadrian’s Wall) over the North Tyne River, and he uses
this to help date the construction of the Military Way. However, it might also have been
useful to have commented on the Romans’ bridges over the River Irthing at Willowford, near
Birdoswald fort. In their book Hadrian’s Wall Bridges, Paul Bidwell and Neil Holbrook report
that it was only with the third bridge at Willowford that it was made wide enough to carry a
road. Initially Bidwell and Holbrook dated the constructions of both the widened bridges to
the early AD 200s, but new evidence subsequently caused them to redate the second bridge
at Chesters to the Antonine period. Unfortunately coin and pottery evidence from
Willowford seems to indicate that the third bridge could not have been built before AD 200,
so clearly there is some discrepancy here. If the construction of the Military Way had indeed
been initiated towards the end of the Antonine period, then perhaps the road had initially
been carried across the Irthing for some years on a separate bridge, probably built of timber.
By AD 200 such timber could well have become due for renewal, and a decision could then
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have been made to widen the Wall’s bridge over the Irthing rather than erect another one
separately.

To sum up: this slim book makes a significant contribution to our understanding – not just
of the Military Way – but to the functioning of the Hadrian’s Wall zone as a whole, and it
forms a valuable contribution to the literature on the subject. Mike Bishop of the Armatura
Press is to be congratulated for publishing it. In addition, the book offers a valuable guide to
walkers of all kinds who want to see what a well-preserved Roman road looks like on the
ground. At last the Military Way running behind Hadrian’s Wall has received - and from now
on will be receiving - the attention it deserves.

John Poulter
johnpoulter8@btconnect.com
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